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The Airpart Regions Conference (ARC) is a
netwark of regional and local autharities
across Europe involved inthe current
activities and the future development af a
majar international airport situated
within or near their territory.

The ARC was launched in 1994 and legally
fully established in 19949. There are
currently twenty member regions,
together representing a population of
over 7o million people and Including
mare than 20 international airports in
western Europe.

During the last few years, the ARC's
"Transport and Surface Accessibility
Working Group® has heen considering
the problems related ta the landside
accessibility of airports. & document has
been published, "Promoating public
transport at airports” (ARC, February
g4), with the important recommendation
that public transport should tareget a so%
share of the trips to the airport.

Up to now, the airpart has generally bean
considered a location for which
accessibility was to be provided. But this
place where thousands of people go to
wark ar to take a plane is far from being
merely a traffic node. In fact it 1s growing
to such an extent as to become as large
as a middle size town with a great
concentration af activities,

This concentration of activities and
accessibility induces other developments,
some of them closely related to airport
activities (aircraft maintenance, airport
spryice industries, hotels..) and others

just taking advantage of the position
{convention centres, shopping malls,
offfce buildings...). Hence, we are facing
the hirth of "airport cities".

In the "global economy®, airports are
becoming the main gateways to the
world. Metropolitan areas, regions and
countries all need convenient and fast
connections to these gateways. This
means all types of surface transpoart
infrastructure: lacal roads and
matorways, local, regional and high
speed trains, etc, The airport is,
therefore, becoming a multi-modal
Lransport interchange node.

At ARC, we strongly believe that local and
regional authaorities, with their large
expertise and considerable
responsibilities in the field of city and
land-use planning, have to play a crucial
part in this process, This study has been
undertaken to help all of us better
understand these phenomena and
pravide guidelines to face this challenge.
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Today, airport development generates phenomena of which airport regions are as yet
little aware, and which have not yet found appropriate responses in local and
regional plans and strategies, Too much is still subsumed under the term ‘airport® and
only means an airporl’s core business, air traffic. The potential to see airports ina
more differentiated way, including the roles they can play in networks, and their
effects on development opportunities, remains unused.

Alrports are not just airports anymare. Airport operaiors have assumed new business
arientations with a stronger locus on landside developments. To cope with land
prices, airport sites have to match the guality standards of downtown business
districts. Airports starl lo show the quantitative dimensions - in terms of workforce,
size, visitors - and operalional requirements of cities. With increasing inlegration in
regional and High Speed Train networks, they become focal points of landside
transport - ‘multimodal Interchange Nodes®. As they enhance thelr role as regional
and glabal interfaces of European regions, airports are transforming into centres of
activity within them. Thelr netwaork position is a strategic advantage that makes
airports new development poles, or simply Airport Cities',

Most Airport Clty and aieport accessibility schemes are as yet designed from an

-airport peint of view, Local and regional authorities are not yet sure how to handle or

participate in the making of an Alrport City, Interchanging at the alrport is not yel a
regional strategy, Often, the authorities are nol used to the scale of the developments
nor to the farms of co-operation required, and instruments may not be adequate.
With a straightforward entrepreneurial reasoning replacing *public’ management, and
the forthcoming privatisation of airports, responsibilities between the airport
operator and the surrounding local governments are nat clear.

The report resulls from the desire to understand the two phenomena, Airport City and
Airport Interchange, and how they can be filled into the alrport region. Nine major
European airports and their reglons have served as cases, The wide variety of
development stages, forms of collaboration and approaches chasen with respect to
the twa issues shows clearly that a successful Alrport City and Interchange
development requires tallor-made instruments. It would be an illusion to belleve that
approaches can be copied from Helsink to Milan, from Vienna to Gatwick and vice
versa - there is no pat solution,

The present réport does not suggest that Alrport City or Interchange are neither
inevitable nor always necessary, It provides, rather, a vision of the spatial and
infrastructural Influence of the airport upon its direct and wider surroundings. Most
impartantly it outlines and Investigates the conditions under which airports, Arport
Cities and Interchange nodes are now developed - not least, 1o restore a certain
clarity to the relationship between airport and airport region.

To maintain lucidity between the general trends and the specific solutions, between
what actually happens and the conditions under which it happens, the report is
organised in three parts, each conceived as a separate ‘book’. They can be read in
any order.



PART 1 Conclusions and recommendations, is operative: it
focuses on the fundamental changes taking place, and on
the new tasks and the demands of the parties involved,
and it suggests respective action.

PART 2 Trends Compared, Is rather analytical: it compares
and distils general trends, spatial and functional
characteristics and provides the backing for the
conclusions drawn in Part 1.

PART 3 Airport Short Stories, gives individual accounts of
specific features and manifestations of Airport City and
Airport Interchange in each of the nine airport regions.
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8 Conclusions and Recommendations

9 Foreword: New Cities at Global and Regional Interfaces
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PART 2
Trends Compared

Introduction

1. New Centres in Metropolitan Areas

2. The Airport Domain

3. Airport Cities

4. Multimodal Interchange Nodes and Access fo the Airport City
5. Regional Context of the Airport City

6. Conclusion

PART 3
Airport Short Stories

MXP ‘Big' Airport versus ‘Small’ Territory

ARN 15 Years of Airport City, and an Intensive Involvement of the Local Authority
LGW A Strong Regional Interchange, but please no Airport City!

FRA ‘Three Terminals - One Airport’

AMS ‘Creating AirportCities’ versus ‘Amsterdam Airport Schiphol’

HEL ‘Vantaa the Airport City’ ‘

BCN A City with the Ambition to plan its Airport by itself

ZRH A Privatised Airport in the Focus of Regional Planning

VIE A nearly Independent Airport
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As markets grow to a global scale, competition between
regions and metropolises increases. Air traffic being the
adequate means of transport, airports become critical assets
for their regions.

Airport development is a mixture of benefits and nuisances.

It is highly controversial in that it generates an unprecedented
demand for land to guarantee flexibility for expansion of
airport capacity, and in that it unfolds large noise zones over
the local territory, prejudicing its development. Consequently,
discussions between airport operators and public authorities
about airport development are very complex, but at the same
time unsatisfactory. To focus on air traffic growth and
environmental nuisances only seems too narrow a view, as the
respective positions are most encrusted.

Airport regions are not just molested land. The contemporary
airports are amongst the most characteristic elements of
metropolitan areas, and decisive motors of their
transformation. Aspects like the development of an Airport City
- a high-quality accommodation of airport spin-off - and multi-
modal accessibility in the airport area with the airport as a
potential interchange node in landside transport, should be
brought to the forefront of the discussions. These are new
parts of recent airport concepts, but they are also crucial for
municipalities, the main city and the region.
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If an Airport City is built, it must not stay an airport
operator’s own venture, but rather become an integral part
of the whole region. If accessibility to the airport is
improved, accessibility throughout the region can most
likely be improved along with it: besides the Central
Station, a new opportunity to interchange can be offered
to commuters in general.

Airport City and Airport Interchange are inter-dependent,
the development of transport infrastructures and of real
estate in the airport area cannot be looked at separately
anymore. Otherwise massive real estate development
around the airport and increasing congestion could well
generate additional burdens and new conflicts. A detached
Airport City can disturb the regional balance and simply
overrun local development strategies and economic
structures through its size and development speed. The
economic spin-off may end up in the wrong place with
respect to the capacities in transportation networks.

A strong position of public authorities in this respect,
representing their interests and ideas, helps to improve
solutions. If Airport City and Interchange potentials remain
unconsidered, one looses the opportunity to create value
for the disadvantaged parties and compensate for
nuisances. After all, Airport City and Interchange are
precisely two points where region and municipality could
hook up to airport development and profit from it.



Airports are the Central Stations of the 21st century.

They are about to rewrite the geography of the urban territory, in a similar way
as Central Railway Stations have. As the new intermodal traffic nodes, they
are attractive also w land-uses other than those related to airpoert activities
anly, a trend that is not to be underestimated.

Accessibility to the Airport, Airport City and Interchange node
are strategies in combination.

The huge investments in landside transport infrastruclures can sustain three
major ambitions:

1. Guaranteeing landside access to a major airport: a massive infrastructural
effort, indispensable to sustain airport growth. But the provided capacities
are nol fully exploited by the airport alone, gs they are so conceived to handle
the airport's peak demand.

2. Building an Airport City: a subsiantial infrastructural effort too, as similar
access standards have to be provided as those thal apply to the main city,

3. Providing appropriate means of public transpartation to cope with the rapid
farmation of poly-centric metropolitan areas. As a new regional and
international interchange node, the airport station contributes to adapting
regional networks to the contemporary metropolitan condition.

Airport City is an urban planning task.

The contemporary airport is a rapidly changing system reguiring & good basic
layoul, Airpart development is as amhbitious a project - if not more daring -
than Central Station re-development, Airpert planning is a step away from
purely “technical airport planning’ towards an urban planning process and, in
particular, towards integrating land-use and transport planning. It is, however,
highly specific, with a double agenda that has to be satisfied: the making of
an Airpart City without interfering with the airport’s ability for manoeuvre,

Airport Cities can no longer remain white spots in the
development plans of municipalities and regions.

They are still designed by airport operators, There is a clear gap between the
growth of Airport Cities, and respective development plans or strategies
available to municipalities and reglonal authorities, Even though they would
have a certain experience in dealing with the urban planning issues of a ‘¢city’,
they have not developed a clear standpoinl. Good examples of Airport Cities
are, as yel, the exception.

Airport City is not limited to the airport.

An Airport City is not just another business park on the airport platform; it
includes developments stimulated on areas beyond the perimeter, In the most
marked cases, this may lead Lo the formation of a new regional pole based on
the airpart's outstanding accessibility.

1-an Alrport

2 - an Airport City

3 - Lhe polycentric metropolitan region

The Ajrport Interchange:
ane intervention
to-sustain 3 ambitions

11
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An image discloses ambitions.
Intermodality and business
orlentations appear In different
graduations in the slogans of
different airports, While some
siill stress their quality as an
airfield, others shift the
emphasis to a combination of alr
traffic, intermodality and real
astate development, and
ultimately to a new ‘airpart
praduct’, an Alrport City.

The new airport image

Alrport operators launch a new ‘airport image’. This new image no longer relies solely upon
terminal architecture or runway capacity and passenger numbers. Two recent trends become
Integral parts of this new images the airport promaotes air-rail intermodallty and assumes a new
business orientation,

The airport as a product - Intermodality [ncreases the competitiveness of the airport, Investments
(by airport and rail operators) into the quality of the airport station, but alsa into dedicated bus
services to and from the airport, have become cruclal to the potential for accommodating further
growth. Extra revenues from non-aviation activities have fo compensate for the decreasing income
from tax-free shopping, as well as for the increasing expenditure nieeded to expand and malntain
the airport’s infrastructure. The airport suggests that meeting, doing business and shopping could
be carried out at its lecation. Once a mere airfield with a terminal, the “airport product’ actually
becomes much more complex. Airport City is 2 comprehensive venture,

Exporting a brand - The naw airport Image is aiso the new brand. It is aimed at the dynamics in
the international market of airport development. Airport aperatars na longer limit their activities
exclusively to their airport lecation. They aim at exporting their specific *airport brand” to become
invalved in airport and Airport City development in other places. To strengthen their international
position, airports have started to form alrport alliances. Privatisation is considered essential by
airport operators in order to be able fo participate In this global market. Control over the majority

‘of the capital and entrepreneurial management are prerequisites,

+ BUSINESS DRIENTATION

irpart.

IR AINE] VAT

AR -ANCA

World's dest A

¥

A unigue meeting place

World's best airport

AN NOLYLEOSSNYEL+

Creating AlrporiCities

Three terminals - one airport
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Reorganisation of the airport authority By establishing new business
branches, airports became

- g . . ever more market-oriented
Extending their range of activities, airport operators leave the status of being (exclusively) a enterprises and prepare for

‘transport operatar” behind. They became increasingly market-oriented enterprises, participation In the
international airport market.

Business orientation - The new stralegies resull in a radical reorganisation of the company

structure. Around the core business.of a@ir traffic - passenger and airline handling, as well as

commercial services and retail outlets - new business departments evolye:

(1) & master-planning department,

(21 a real estate branch {their own land-use and real estate development company), and

{3) international affairs in order to claim a share in the global airport development market.

The arganisation of an airport begins to look like the management of a local authaority:

safeguarding a public task (facilitating air traffic) and, at the same time, developing the own

territon.

New norm - To also assume the rale of a real estate developer and public transpartation operator,
is a majar change in the phitosophy of airport operation. At the dawn of privatization. a
straightforward entrepreneurial reasoning becomes the norm and replaces *public’ management,
Running an airport now means developing and pperating, besides the airport and the airport
terminals, alsa its landside infrastructure, as well as the total package of companies and services
present around an airport.

Departments are split because of differing management cultures: airside planning, the core
campetence, is still rather conservative, while the new business depastments are very market-
oriented. A ‘total concept’ is necessary to balance airside and Airport City development, The
airport attempts to transfer its status of planning authority from the airside to all its new business
activities an the landside, a move comaining inherent conflicts with local and regional authorities,

Responsibilities - The reorganisation of the airport operator is not limited to a certain type of
airport ownership: it applies to public-owned enterprises (AMS, BCN, FRA, MXP) jisst as it does to
privatised airport operators (VIE, ZRH), and even to state-operators [ARN), Often, those
introducing new ideas are new people, or - as is the case with BAA - no change in the
management team means that the business arientation stays very much the same.,

With recent (VIE, ZRH), and up-coming privatisations (AMS, FRA}, two guestions are disguieting:
How are responsibilities re-assigned between airport and local/regional autharities with respect
ta the new activities of the airport? Should it be the airport operator’s exclusive domain not only
ta run the airport, but also to develop real estate at this major reglonal and international
interchange node?
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Alrports: new hot-spots
in palycentric regions

BEFINITIORN

Airport City

= In principle, the Alrport City is the
mare or less dense cluster of
operatlonal, alrport-related as well as
other commercial and business
activities on and around the airporl
platform. However, this cluster is
called an Airport City only if it shows
the qualitative features of a city
[density, access quality, environment,
services),

* An Alrport Clty does not stand aloof.
It is not detached from the airport’s
surroundings, but is part of a broader
regional strategy to take advantage
of the spin-off of the airport,
combining transport and land-use
planning.

The term ‘airport city® has also been
used differently; when it first
appeared in the USA In the 19705, it
malnly meant induestrial and business
parks right next to an airfield. In
Eurape, alrports have recently started
using it as a label, indicating their
new business arlentation: they ane
naot only facilitating alr traffic, but are
also offering commercial services. In
Helsinki, the airport municipality
uses the term for itself: Vantaa, the
airport city.

|
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Airport planning

Afrport planning has become a subtle act of balance between providing space of manoeuvre
for the airport infrastructure, and stimulating the development of non-aviation activities.

Complexity - The airport platform becomes increasingly complex. Reservations on airport
territory are made to guarantee the fiexible development for airport infrastructure in the
future, Activities are re-distributed to provide ektra development sites for such facilities as
hotels, commercial business, conference facilities - all of which can be very profitable,

Opportunism - Some of the most fundamental transformations, however, happen in the
surroundines of the airport. For local autharities, for whom a growing airport means above
all growing constraints such as naise, limitations to housing development, or traffic
congestion on access roads, @ major airport also provides the potential for commercial
developments.

Driven by market forces, local authorities often launch their own development projects close
ta the airpart and along the main access infrastructure, withoul co-ordinating them with
ather authorities or with the airport, Given the type and scale of such developments, there is
an inherent danger that local land-use autharities do not have at their disposal the
appropriate instruments 1o withstand developers and investors. Such fragmented initiatives
further enhance the pressure on the land surrounding the airport and prejudice the flexibility
af its operation.

Planning - The guestion arises if, due to the Increasing importance of the airport
infrastriscture, the field of action of airporl planning needs to be defined much more broadly.
lassical airport infrastructure expansion plans will no longer suffice to integrate all these

aspects.



New Cities in the Metropolitan Area

Airports are gaining new centrality. This is not anly due to the growing Importance of airtrafficin a
global market. The High Speed Trains, which started to change the map of Europe, will also change
the map of airport regions, as they will not only stop in the city, but also at the airport,

A city without territory - The surroundings of the airport, and in particular the areas between the
airport and the centre of the main city, are one of the most consistently growing parts of the
metropelitan area. A concentration of traffic Infrastructures, In some cases bundles of several parallel
reads and rallway lines, gives rise to a new plece of city - the ‘Glattal-Stadt Zurich’, the ‘tash-corridar’
Amsterdam, the Llobregat Delta Barcelona or the E18 corvidor in Vantaa. Against the backeround of
such developments, the airport area gains an enormous regional relevance,

But an Airport City is ‘a city without a territory”: there is no territorfal authority carresponding to it
Often, with the exception of Helsinki and Arlanda maybe, the area around the airport that undergoes
the greatest changes lies within the territory of several local authorities. These territorial conditions
make it very difficult to meet the Alrport City's new centrality. Co-operation within this urban area has
not yet been achieved on a regular basis, but has been confined to resolving comman problems, as is
the case with the growing noise impact of the airport.

Strategic network position - The airport becomes enmeshed in & larger urban system, where traffic
movements to and from the city centre are complemented by a strong demand for connections
between other regional centres. Regional authorities are busy setting up public transport initiatives to
cope with these new (tangential) traffic flows. Not surprisingly, many of the projects in the pipeline for
the next ten years - as in Amsterdam or Helsinki - connect to the airport. As a matter of fact, the
airport area attracts @ major share of the regional investments inta infrastructure. This definitively
marks the strategic position of the airport station within the reglonal transport networks.

Polycentric - In today's metropolitan areas, centre-subcentre relations are no longer so dominant. Mot
proximity te the city centre, but a strategic network position is essential for the success of a new
development, giving rise to very well accessible new centres. The airport is the most prominent one of
them. In such a polycentric metropolitan area, centres start to compete with each other, demanding
new strategies of collaboration between authorities. However, the transformation of the metropaolitan
area is still apparently in contrast to regional spatial planning, which bas not yet caught up with these
changes neither in terms of guidelines, nor in terms of a regional plan.

MXP HEL

The Airport City:
a city without territory

15



CEFINITIDRN

Airport Interchange

= Alrport Interchange is the airport
station’s function a5 a node in
tandside traffic networks: it not only
serves air traffic passengers and
airpart amployess, but 1s alse used to
interchange between regional and
national networks [rail-rail, rail-
subway, rall-bus, bus-bus e1c.},

= Alrport Interchange requires a
convenient inter-connaction of all
mades of ransport. 1t can be
spatially more or less compact.
Usually, the rallway station hall |s the
core of the Interchange,

= The Airport Interchange is part of
an overall access concept of an
Airport City.

Landside
Interchange
Airside Centre

Multimodal interchange node

Public transporlation has moved to the foreground of the discussion. Road and highway access
Lo the airpart are incréasingly prejudiced due to congestion and capacity bottlenecks in the
airpart area. This is a result largely of the general saturation of metropalitan highway networks.
In addition, enviranmental impact assessmenis of airport expansion, and overall maximum
pollution limits force airport aperators to actively reduce road traffic movements related to the
airport.

Interchange without policy - With so much investment being put into public transportation and
into improved services, it becomes increasingly attractive to use the alrport station as a
lzndside interchange for non-air-passengers. In some regians (Zurich, Amsterdam), the airport
has already become ane of the top multi-modal interchange nodes, but with the sole exception
of Zurich airport statlon, there is no guantitative evaluation of this function yet. The airport
statlon is used as an interchange, but it Is not yet part of the official policies.

Intermodality at airports s usually focused only upan air-rail interchange. The guality of the
interconnections is still argued only from the perspective of the air lerminals and has not yet
been made suitable for a landside interchange function. Interchanging is as yet anly a welcome
by-product, with the conseguence that its potential contribution to a higher modal split of
public transpaortation cannot be accessed. Only & part of the transport patential generated by
major investments in landside accessibility is actually exploited.

Faster and convenient - Nevertheless, a qualitative evaluation seems possible. Often, landside
interchanging at the airport offers faster connections, which makes the airport station itself
attractive for commuters to and from the region. An Interchange at the airport allows to access
areas of the reglon which are as yet poorly served via other interchange nodes, and access fram
autside the metropolitan area can be more convenient via the airport.

Location factor - As regional and international traffic interfaces of European regions, airports
are very attractive to business development not only on the platform, but also beyond it, It is
urgent for local and regional authorities to understand the major urban patential around this
transportation node.

What the hub is on the alrside, the Interchange Node is on the landside



Developing the Airport City

Airport growth is about two issues: quality and quantily. Local and regional authorities need to be
assured of valuable development on the airport site. The airport operator needs to be able to
access new landside revenues to compensate for a negative return on investment in aviation
infrastructures, The question arises as Lo whether the airport operator could make additional
income elsewhere, relieving the pressure for business development on the airport platform, This
is an important issue to balance growth on- and off-airport,

Comman development of an Airport City would be urgent considering the commiolion caused hy
the new business-ariented image of airports. However, develaping an Airpart City which is not
limited to the airport perimeter is unknown terrilery, terra incognita, for the municipality as well
as for the alrport operator. Often, the new airpert cancept is still vague and in the making, leaving
the surroundings with uncertainty as to what they have 1o expect (e.g. business strategies, growth
expectations). They suspect additional burdens, competing development activities on Lthe airport
platfarm, and unclear responsibilities in land-use. The formation of airpart alliances will also
introduce powerful fareign players in local developments, which might further increase lensions,

amsterdam

LR W
= % |

In terms of size and
organisation, the airport
area becomes
comparabie to the city

e ) s

Local autharities are confronted with a large-scale, rapidly changing airparl, which exceads by far
the kind of lasks to which they are used. The scope of land-use planning by local authorities does
usually not include strategic planning. ‘Integral development sirategies’ would be necessary to
include all the different interests and constrainis in the alrport area, Only then will it be possible
to {eventually) compensate for nuisances by fostering economic development within noise
contours, or to reduce the pressure on the housing market in the airport area.

Overall access quality

The praspect for fast, allractive real estate development close to one of the top multi-modal
interchange nodes in a region is self-evident. But there is a discrepancy between the status which
on- and off-airport development siles have, and their quality of access by public transportation in
general, Often, business developments an the airport and in its immediate surroundings were
realised without correspanding local and regional public transpertation initiatives. Even though
physically close, many of these sites lack convenient public transportation in comparison to other
development areas in the airport region.

The constant rearganisation of the airport platform at most airports leads to a ragmented layout
of the platform, not at all congruent with the new airport image, Landside accessibility at the
airport is very high at the Interchange node itself, but is far below 'urban’ standards on ke rest of
the territary, If public transport initiatives are limited to air-rall interchange only, more than s0% of
the traffic movements ta and from the airport are disregarded: those mavements which are not
generated by air passengers, but by airport employees and visitors, whose modal split is far lower
than that of air passengers.

Different positions

New developments lead to new
requirements, bt the mapective
pasitions assumed are very diffarent
and often not co-ordinated.

To avoid canflicts a batter tuning of
approaches is required,

Airport aperatars seek to atiract
actlvities that complement their
aperatians aithar functionally ar
financiolly, Therelore, they start to sat
up comprehensive concepis
encompassing alrpert operation and
Business development, eventually
even bayond their platfarm,

Local authorities want planning
security. They have Lo deal with all the
nuisances from air tratfic and
congestion on thelr roads, which
significantly impair the reallsatlon of
thein own interests, They are olten
inclined to join the dynamics ol the
airport and o get thelr share of the
development promoted through the
girport's image,

Regional (and natlanal) autherities
saelk to guarantes the alrpont’s
operability and minimise
enviranmental impacts, Thay intend
to guide develapmeant on amd araund
the alrpart platform in such a way
that it daes not adversaly aflect the
desirable development of ather
regional poles; Urban development
will have ta be cencentrated on sites
with bigh and preferably multi-medal
accessibility,

Investers and developers (Including
airport subsidiaries) demand larily
and develapment secutity in erder to
be willing to make invesiments, They
need guaranieed site conditions,
including accessibiling in general and
access to the afrport.

Transport providers - aitlines as well
2s landside transporl piovidoss « soek
to optimise thelr services, including
joint ventures to explolt synergies
{e.g. air-rail) and to enhance
intermodality. In exchange for the
high pre-investmants in
infrastructures, they demand a share
in the development eppartunitias
they create through their services,

Future tenants damand ever more
high lecatienal quallty. Preximity to
the alrpart alope is no longer & strong
enaugh argument,

17
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package of activities for the P .
Alrport City Selectivity and Branding

International airports are magnets for all kind of business activities, Al first, they were mainly
directly related to the airport and to air traffic, but recently, other companies have started {o settle
there increasingly, die to the status of the airporl lecation or the good connections offered,
However, what wants to be at the airpart is nat always what really needs to be there. Local and
regional authorities are especially concerned about a type of activities which was once
monopolised by the cities: business activities, shopping, high-tech industries and leisure facilities.

In good times especially it is necessary, but also an advantage, to be selective in regard to the kind
of activities that are admitted and accommodated in the surroundings of the airport. Restrictive
policies are urgently needed to guarantee manoeuvrability and to give priority to airport-related
activities on the scarce land. But local authorities also want to diversify the local economic
structure or maintain previous aclivities, to depend not only upon an airport-related economy.

Seleclivity comes with Branding. Thus, being selective means also promoling sites close to the
airport for specifically airport-related activities, for which airport regions compete interationally.
Focussing on such a segment of activities can add to the portfolio of metropolitan regions with
their well-established centres. In half the airport regions analysed (AMS, MXP. ARN, BCN), clear
typecasting has, to a certain degree, been applied lo the differenl development sites, establishing
a brand and marketing tool.

It seems obvious to assume that a certain hierarchy between the development plans in the airpart
area is necessary, including the operator's ambitions on the platform itself. The fact that most of
the sites are rather close together, and parl of a densely urbanised area, makes it improbable that
all sites are equally adequate candidates for a successful and valuable urban development.
Selection is necessary between Lhe locations according to function, position in the fransportation
netwarks and value. It has to be possible to postpone certain developments and give priority to
alhers.



Strategic planning

Regional planning is lagging behind, To integrate potential Airport City development and the
Interchange function of the airport station in the metropolitan area, specific regional strategies are

Positions 1o be taken by regional
authorities cancem
- acareful evalvalien of the

required. Regional planning is expected to provide guidelines and exert a steering role concerning
these two phenomena, Mast reglonal authorities have so far been reluctant or lacking the tools to
gel involved, notwithstanding the serious regional cancerns to balance a potential Airport City with
other regional development poles. Often, regional plans combine only the initiatives of local land-
use plans, and do not provide a vision and growth criteria for a larger territony.

Regional development strategies will need to directly hook up to transportation planning. In the
years to come, landside congestion will be one of the most serious bottlenecks in airport
development. Until recently infrastructure has been planned in reaction to the growth of the

sirategic position of the alrport
within the regional transportation
networks: a possitle interchange
function,

- the accommodation of airport-

related economic development:
concentration around the airpot
wersus accommodation elsewhene
in the region.

the consideration or the rejection
of the airport location asa
regional development pole in the
metropolitan area.

metropolitan area, a supplement to economic development. Now, the potential to guide
development via infrastructural investment starls to be recognised. Infrastructural planning
regains a central position in spatial planning - this is most visible in Barcelona or Zurich. Butits
come-back has yel to be consolidated. Most regional authorities, the traditional transport planning
autharities, have as yet been hesitating o transfer this opportunity into integral strategic plans.

Mot anly do such integral plans seem a bridge too far today, but also most transport planning
authorities are still focussing on providing ‘connections’. Facilitating “inter-connections’, or
developing interchange nodes, has yet to break through into regional and national policies. Such
a change in infrastructural planning requires parallel concepts for the spatial development
around future interchange nodes.

concentrated .

Co-operation

@|——-
Sevoral often conflicting interests overlap, But respansibilities are usually split between various / '
autharities: the municipality is {almost always) the land-use planning autharity. The region is wsually the .
transportation planning authority, This exclusive distinetian is no longer adeguate far approaching the

mutdally dependent issues and tasks facing each ene of them. Schemes for the accommodation of
airport-related activities and for an Airport Cily, that invalve all the (major) development sites of a
region, and that harmonise them with transport networks' development, require co-operation, integral
investment strategies that overcome the usual segregation of accessibility and land-use planning.

spread .

{up to 3okm)

Different choices regarding
airport-related

Due to existing administrative boundaries in the airport area. co-operation in airport-related matters development in the regian
cannot be guaranteed. An averall development concept, site development, marketing, regional co-

ardination and accessibility need to be tackled in new forms of collaboration,

.m;,.. Stockhotm -
o "

Tuning development in the region:
IFwell accessible, very diversa
sltes can participate In the “airport
economy': city centres, [T-parks or
neighbouring municipalities

Alrport Cltkes
B ity municipal centres

20 km
B stherregional poles

Distance to alrport
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Adeqguate instruments are reguired lor a successful integration of Airport City and Interchange
development. Some regions have developed such tools. They are specific initiatives to tackle
potential frictions and (o increase the advantages that can be dravn from Lthese developments
within a particular conlex!,

The thirteen plus one recommendations are nol an action package which can directly be applied
to any situation. Rather, they are considerations that have to be made conceming the accessibility
and the oppartunities for economic development at airports.

ACCESSIBILITY AND INTERCHANGE DEVELOPMENT

1. Apply the same standards for accessibility in the airport area as in other urban areas.

For a successful promation and realisation of development areas, it is indispensable 1o guarantes
the availability, density and quality of the transport infrastructure. The accessibility of the Airport
City requires more than accessibility to the airport terminals alone: the Interchange needs to be
complemented with fine distribution by public transport to gll of the Airport City. Vast surfaces as
well as often dispersed facilities and development areas demand a complete traffic management,

Reference: BON - subway line g, AMS - Zuidiangent and Steret, ZRH - Stadibabn,
LGW - Gatwick Direct/FastWay

2. Develop the airport station as a second (inter)-national railway station in the reglon.

Most of the attention given to (inter)-national rail access at the airport is still due to its
advantages regarding air traffic (substitution, catchment area), Chances are thus missed out to
use it as a landside gateway in the region. Attention must be paid to efficient inter-connections
betwean (inter)-national rallway and the regicnal transportation networks. The potential economic
impact of such a node will be considerable, as businesses see good international railway
connections as an additional locational advanlage.

Eeference: FRA - AirRail terminal, AMS - Schihipal as HST-South and -East station, ZRH,
LGW - Narth-South Thameslink

3. Enhance Interchange development at the airpart, make it a *hub in regional public transportation”.
At present, interchanging is just a welcome side effect. But it must become a regional policy. A
first quantitative evaluation of the interchanging is crucial in order Lo assess its potential for
regional accessibility.

The same principle that makes an airport a hub makes an airport railway station a regional hub:
reaching & critical mass through transfer passengers means that extra services and higher
frequencies can be offered, to and within the region. Repercussions upon the medal split to the
airport, particularly in employees® traffic, will be considerable, At the same lime, measures have
ta be taken ta limit car access, including restrictive parking policies at the airport,

Reference: ZRH - IC-trains//regional rall to regional rall/light rail, AMS - IC-trains to regional
railfbus services, LGW - (co-ordination needed), FRA - ICE ta regional rail

4. Focus upon the quality of the Interchange node.

The success of the Interchange depends upon the efficient integration of all means of landside
Leansport and its functional and spatial quality. The multi-modal Interchange node at the airport
now needs also specific concepts for spatial development around it. The Interchange nol only
needs to be optimally connected to the air terminals; it can also become a new focal point in the
airport organisalion. A central position for the Interchange is a prerequisite for the success of the
Airport City.

Feferonce: ZRH - ventlcal stacking of all means of transpartation, FREA - horizontal organisation,
ANS < Schiphol Plazar central position of the station hall



AIRPORT CITY DEVELOPMENT

5. Increase clarity about future responsibilities of the authorities involved.

Both airport operators and local autharities are unfamiliar with how to collaborate in
making the Airport City. Hew tasks and new arganisation structures demand a re-definition
and re-distribution of responsibilities, as well as new land-use strategies, inview af the
deficits and disparities that have determined much of the former collaborartion.

Referemce: HEL - Vantaa's involvement, BCN - Bl Pral’s involvement, LGW - Crawley's cantrol

6. Be selective: reserve sites for airport-related activities.

There is a need for being specific and critical of what has to be on-airport or in its direct
surroundings, and what can be further away. Reserving sites for 2 specific activity will bring
market advantages and allow the development of made-to-measure accessihility. Selectivity
with respect Lo programme can become a cruclal tool to increase complementarity with
other regional poles.

In goad times, offering different site profiles can improve opportunities in a region which
competes with ather European regions. In bad times, clear priorities help avoid competition
between different sites in the region and give the fewer potential investors leng-Lerm
seclrity,

feference: ARN - Arlandastad, AMS - Schipholzone

7. Apply branding: develop marketing strategies

{in co-operation) for a specific type of activities.
Concepts aimed at specific target groups are necessary in order to promote and market the
airpart area. Clear labelling also makes it easier to guide an area’s development. However,
branding of the airport area alone is inefficient: branding must also apply to other
development areas in the region,
HT
MTE

Referance: AMS - SADC, ARM - MELC, BOM - Lagistic Flatfarm

8. Be clear about which areas have development priority:

when, where, how much!
This means replacing ‘opportunism’ by ‘archestration” in the airport area. There are clear
discrepancies in the development opportunities between airport sites and regional sites,
Sites on or around airports can often be developed much faster, More central sites in the
: (.t city reguire more pre-investments and more complex development cooperation.
L oor Development will need to be fine-tuned to regional transportation networks, ta the co-
ordination with surrounding municipalities and 1o the need to maintain the airport’s
development Mexibility to react to eventual strategic changes in air traflfic types.

Reference: MXP - aim of the Piano d'Area Malpensa, AMS - AAArea
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INNOVATION AND MADE-TO-MEASURE TOOLS

9. "Airport planning’ has to move towards ‘urban planning’.

In order to achieve urban quality, land-use and accessibility need to he integrated, Urban quality
requires a good disposition of all activities (both aviation and business, parking, hotels and
shopping) in relation ta the access infrastructure. This might imply considering off-airport sites as
alternatives to maore remote on-airport sites.

An Airport City is not limited to the airport platform. Proven urban planning tools like master
planning or Public Private Partnerships (PPP), adapted to the specific situation at an afeport, ¢an
be very valuable. A Project Office for an ‘Alrport Zone” may be necessary. sel up as a PPP
{potential partners: regionalflocal authorities, A&, landside transport praviders, landowners,
investors], Fundamental agreements an infrastructere and master-planning are indispensable 1o
creating clarity and transparency,

Reference: BCN - Balancing AEMA and Barcelona Regional plans, FRA - AirRail terminal,
VIE « office park, AMS - AirportCing HEL - Aviapalis PRP

An Adrport City is no ordinary planning task! Special attention is required due to continuous and
rapid transformalions of airparts, the size of the interventions, the need to guarantee the
operability of an airsicle, the fact that running an airportis a concession and not just a business or
a public administrative function, the extra-ordinary accessibility, nuisances and their constraints
on programme.

10. Compile regional development strategies that assign the airport a specific role.

The posilion of the airport within the metropolitan area is lo be defined with respect to other
development poles. This requires the simultaneous creation of new concepts for the other poles
and centres in the region, aveiding also possible programmatic overlaps and similarities.
Development opporlunities in the airport region must be directly co-ordinated with the regional
transportation plans. Clear development perspectives, based on harmonfsation with adaptations
al the tralfic networks, increase the attractiveness of a region as a whole.

Referencer ZRH - Centre Areas, AMS - reglonal stracture plan, ARN - regioral plan zo00/2030,
GCH - Deltaplan, HEL - Helsinki Metropalitan Area Vision 2020
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11, Create a permanent forum for airport-related issues,

The ongoing increase of air traffic and nuisances generated by it, as well as a lack of clarity about
airport growth expectations, seem to paralyse local autharities, Discussions about the airport are
limited to these aspects and to cancrete airpert expansion projects. A parmanent forum is needed
ta approach more fundamentzl issues over a langer time span indepandently of the airport’s
recurring airside expansion plans,

Such a forum Is also a potential platfarm fer negotiations, ta balance the advanlages ane
disadvantages of & big airporl and its growth with respect to its surroundings,

weference: LGW - Airport Transport Forum, AMS - Bestuursforum Schiphol, FRA - Mediationsgruppe,
VIE - Mediationsgruppe, (MXP - Consultancy Malpensa 2ocol

12. Determine an ‘Alrport Zone'; an area of co-ordinated action.

The clear designation of an Airport Zone, including specifications of activities to be accommodated
there and quality guidelines to be fulfilled, helps overcome uncerlainties for all the parties
involved, and guarantees flexibility in airport planning, The Airpart Zone is an instrument for
strategic action and co-operation Lo integrate all elements of the Airport City and airport area:
traffic, hausing, nuisances and commercial development, 45 such, it can be the basis of (he master-
planning scheme for the airpart area.

Reference: AMS - Schiphalzone, MXP - Area Malpensa, ZRH - Zurich Airport Centre Area (in the making)

13. Co-operate in the development of real estate throughout the region.

A total concept’, a2 master-plan for the airport area including all developable locations, will
enhance develgpment mutually while exploiting the specific potentials of each site, Far this
purpose, frequently established marketing co-operation can be translated into appropriate
development co-operation,

If every municipality (local autharity) launches its own individual business site, potential
(international) investors will be reluctant 1o react, “You've got to create critical mass in yaur region,
if you want 10 play an important role for airport-related and airpart-oriented business™. This is
impossible with a series of fragmented initiatives. The market wants security about where which
type of activities can be realised, and within which time span sites will be developed.

[Fthis is not done, chances are missed out for

- the guidance of the developments® guality,

- guaranteed accessibility and guality of the infrastructural networks, and
- an efficient marketing of complementary sites with a specific image.

Reference: AMS - AdArea, HEL - Centre of Logistics, £RH - Centre Areas af the Canton af Zurich
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Redefine ‘airport competitiveness’ on the basis of the total ‘airport product’.

Taday, questions of airport capacity expansion dominate airport master-planning. The creation
of Airport Cities, or at least the introduction of this concept in order to reach a new level of
quality and coherence in airport development, can shift the focus in airport planning. It re-
introduces other Issues [of gualitative growth) such as accessibility - especially public
transportation -, Interchange quality, real estate development, and eventually the making of a
new regional pole.

But Airport City is not only about the quality and developments on the platform. It is an
oppartunity Lo overcome fix positions of airport operators and public authorities regarding
airport development and environmental impact. Alrport City and Airport Interchange can give
hand for compensation and profit for the disadvantaged parties.

“With future airport and Airpart City development, make sure that today's losers become
winners too.”






introduction

1. The bigger the airport, the bigger the area/urban
territory affected (bath beneficial and adverse
impacts). 2. The bizger the airport, the bigger the
likely discrepancies between the local territory

and the international airport, 3. The more dynamic
the azirport, the smaller the possibilities of influence
from the locat and regional autharities.

4. Rapid airport growth generates additional
demand for co-ordination and co-operation.

From Airport to regional Interchange...

[iwe to the success of air traffic in the last decade,
airports have become places where tens of millions
of passengers leave and arrive, and where tens of
thousands of employees facilitate this transit.

Being the main gate of a region to the world, itis
necessary to link the airport not only to the main
city itself (by highway, shuttle-bus or shuttle-train),

but to also integrate it into the various regional and
national traffic networks {public transport and
road). There is, above all, an urge to improve access
ta public transport networks, since alrports are
increasingly enmeshed in larger urban areas - with
raad-cangestion as a threat to the perfarmance of
all big airports - and are required to undergo
environmental impact assessments far major
airport-investments, If optimal transfer
apportunities can be offered, the airports’ rallway
stations can become regional interchange nodes ar
regianal hubs.

The European High Speed Train network is being
extended and many continental European airports
will be directly connected to this netwark, to explolt
synergies between air traffic and High Speed Trains:
the TGY to Paris, Barcelona, Amsterdam and
Brussels (indirect), the ICE to Berlin and Frankfurt,
and the Eurostar to Londan (indirect]. High Speed
Trains offer fast connections between metropolitan
regions, and are ever more competitive to air traffic

within a range of sookm. The stop at the afrport not
anly allows for the substitution of same air traffic,
but is also a convenient access-point to the High
Speed Train network for the region,

The rearganisation of air traffic, and as a
consequence the increasing concurrence between
airlines, has led and will lead to mare concentration
of the Intercontinental air traffic anto a small number
of airports (hubs), where transfer between flights is
significant. Metwork integration at hubs is likely to be
over-proportional: the integration into the High
Speed Train network is more crucial due to airspace
congestion at hubs; and as more air traffic
destinations can be offered to the regional
community {and economy), mare service and
business functions will be attracted. At hubs, where
employees make up a much greater share in landside
traffic than at other airports, @ mare belanced
network integration is required as compared to
airparts where primarily paint to point connections to
the main cities are needed for air passengers.

@ integrated alrports

@ nan-integrated alrports
" other integrated airports
3250 km/h

- 250 ke /h

AIRPORTS—PART OF A TRANS-EURQPEAN NETWORK

...and to Airport City

Where many people are passing through, there are
oppartunities for business. The multimadal
connections at all levels (local, regional and

national /international) tend to trigger urban
developments around and directly on the territory of
the airport. Ever more economic activities with an only
mare or less direct relation 1o air traffic settle there:
logistic activities, (inter)national businesses, high-
tech industry, trade and convention centres, shopping
facilities, and other urban activities. Airports have
become centres on their own, in the most radical
cases pacemakers of enlirely new cities.

Airpart operators themselves increasingly seek to cash
on landside developments, real estate and
concessions. &viation income does not suffice
anymore to finance airport infrastructures. Additional
resources are required, This enhances the
accumulation of services for travellers, visitors,
employees and business companies. At London-
Heathrow, Paris-Roissy or Amsterdam-Schiphol,



cammercial activities (shopping, revenues from
renting oul space, advertisement, etc.) have become
good for up to 5o% of the airports’ profits. Real
estate development has become an impartant part of
the total *Airport Product’.

Airparts are major concentrations of workforce,
equivalent to the inhabitants of a small city. Haw,
some Airpart Cities become also home to functions
that were once monopolised by cities.

Integration of Airport City and Airport Interchange
The position of the airport within the airport region
needs to be revised, The integration of an Airport
Ciry with all its consequences is a major challenge in
airport development for local and regional
authorities. The exploitation of the airport’s potential
functien as a multimodal interchange node is just
starling lo be discovered. First successes have been
registered in limiting the constraints that come along
with rapid airport (¢ity) development, and in
maximising the benefits for the metropolitan area.

AMS

Principal trends

However different Lhe slages of development,
however different the aspirations of the airport
operator, however different the regional strategies,
an analysis of the conditions in nine European
airport regions clearly reveals four principal trends
when it comes to Airport City and Interchange
developmenl:

1. The airport transforms the metropolitan area,
in a similar way as Central Railway Stations
have, As airports evolve into new ‘cities’,
common ‘centra-versus-subcentres’ concepts
have become outdated,

2. Contemparary airport planning means balancing
airside and landside demands within a
comprehensive "tatal concept'. The planning of
such a development pole, an Airport City,

Is no more a purely techniczl, but alse an urban
planning task,

FRA

total revenue
1340 millban Eurd

total revenue
=75 million Eurs

B Aviation
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| Parking
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HON-AVIATION REVENUES (E.G. REAL ESTATE) GET INCREASINGLY IMPORTANT FOR AIRPORTS

For every airport region, an adequate and specific
solution has to be found. Not to develop an Airport
City in the immediate surroundings of an airport, but
rather to spread the benefits in a larger territory, as
at Gatwick airport, can also be a choice,

Ajrport City and multimodal Interchangze are closely
related trends in alrport development. Fully
integrated concepts, which combine land-use and
mobility, will become mare and maore relevant in the
future, But planning a contemporary airpart, or
rather Airport City planning, is no ordinary planning
task. It is a ‘terra incognita’ for both the airport
aperator as well as the local and regional
authaorities.

3. The High Speed Train link to the airport, and the
airport’s increasing integration into regional
public transportation networks, change the
image of the airparl station. The Interconnection
af the different means of transpart (nat anly
with respect ta air-rail) is a prerequisite for
aperating & multimodal interchange node for

the airport region, or more simply a regional hub.

&, The impacl of the airport reaches far beyond its
perimeter, resulting in a large number of
initiatives clese 1o and further away fram the
platform - mastly spontaneous, few times co-
ordinated. The integration of the airport into
regional economic and transportation stralegies
requires new forms of collaboration between the
different authorities,

The carresponding patterns of the g airport regions
have been mapped in scale in four series of plans.

2%
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new centres in
metropolitan areas

A first decisive factor for the principal differances in
Airport City development at the nine European airports
is their respective position in the metropolitan area:
+ at the periphery of a city, within an agglomeration
of more than a million people: BCW, HEL, VIE, ZRH
= in a conurbation of several cities,
a metropolitan area: AMS (Randstad),
FRA (Ballungsraum Rhein-Main)
= remofe (0 @ major cancentrated
metropolitan area: ARM, LGW
= enmeshed in a densely populated, but
fragmented environment: MXP {at the
periphery of the Milanese metropolitan area).

Airports transform the city

Afrports have starled 1o transfarm the shape af the

metropalis. They have & major and visible impacl on
the structure of the urban area. Herein lies a certain
analogy between airports and Central Railway
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Stations. In just the same way and as strongly as
Central Stations influenced the growth and shape of
the cities, airports now enhance the tendency of an
economic shift from the main cities towards the urban
periphery in metropolitan areas. This shift is the result
of better infrastructural conditions around the airports
{major ring-roads, public transportation corridors and
the airports themselves) as compared fo other, more
central locations.

Six of the nine analysed airporls are only some
10-15 km away from the cenire of the metropolis.
These airporls trigger major re-formations of the
cities. New service centres arise, and (inler)national
lagistics and distribution centres are created; bul also
small and medium-sized enlerprises and other urban
aclivities, including housing, follow the dynamics.
= Between the centre of the city of Zurich

and the airpart, unprecedented quantities of

new urban substance have been huilt

over the last 15 years. Lilerally, a new city is

in the making, the 'Glatttalstadt’,

* Amsterdam is undergaing a radical re-
arientation anto its farmer southern
periphery, a corridor contalning all major
infrastructures of the Randstad including
Schiphol alrport. The *Zuld-As’ is not anly
becoming the number one business location
of the Netherlands, but also a major new
housing area for the city,
= Helsinki will see the realisation of a major
‘Logistic Activity Zone' along the 3rd ring-
road (the Ex8 TEN route), with an Airport
City - the Aviapolis - as the show-piece.
These cases show that the influence of airports on
real estate developments is strongest within some
10 km or a travel lime of 15 minules. Within this
zone of influence one often also finds other,
independent development poles, and even the
main city itsell (Zurich, Frankfurt).

The three airports ARN, MXP and LGW, which are
located at some 40-60 ke from the city, show
different development patterns. They are too far
out to be alternative locations for business

CLOSER TO0R FURFHER AWAY FROM THE CITY CENTRE

functions that seek proximity to a city and only
require good accessibility to an international
airport. Consequently, if these airports have or will
assume the role of new economic development
poles, lhe activities to be accumulated will be more
specifically airport-related (as in Arlanda with the
MNorth Eurapean Lagistic Centre). The impact on the
structure of Lthe metropolitan areas (Stockhalm,
Milan and Londan) remains minimal. Here it is
much more crucial to foster interactions as well as
to avoid conflicts belween the airporis and the
local context,

Airports as new development poles

Afrports are amang the strongest motors in the
transformation of cities into polycentric
metropolitan areas. This change is of course not
solely airport Induced, Most metropelitan areas in
Europe are currently confronted with new
upcaming centres, Surrounding municipalities
have gained independence with the recent
urbanisation processes, Peripheral areas and



nearby regional centres have grown much faster
than the inner cities have been able to. The position
in relation to the main city centre has become less
important than a strategic positian within
regional/national networks. The recent connection
of several airport regions to the European High
Speed Train network - one stop at the airport and
one at the Central Station - will further enhance the
reorientation of the metropolitan areas, an effect
which is as yet only visible in future plans for
Amsterdam and Barcelona,

Cities are not independent entities anymore, They
are part of metropolitan areas, and eventually of
urban systems, The new dimension and structure
of metropolitan areas represents a challenge to
traffic-planning. Radial relations from and to the
centre of the main city have become less dominant,
while relations between the new regional or
metropolitan centres become aver mare impaortant,
Regional transportation initiatives have been
launched to respond to these trends, intreducing
new tangential links through the farmer

New centres require new policies

The ‘centre-versus-subcentres’ concept has become
outdated. A shift has to take place from plans that
define central and peripheral activities, to strategies
that organise complementarity between the different
regional centres. Mevertheless, current palicies -
especially for major airports - still seem to be
dominated by an-anxiety about a new centrality of
airports.

Autonomous developments at the airport are met with
suspicion, The concept of Airport City s accompanied
with a deep distrust (doubt) and concern by local and
regional authorities about the kind of activities which
are to be realised on the airport. It has to be taken inta
account, however, that an Airpart City along, such as at
AMS ar FRA, amounts to less than 5% of the total
office Aoor area and future capacity of business area in
the main cities, and is often smaller than other new
deyelopment hot-spots in the region. Also, It primarily
competes in a market where the choice is not made
between one or another pole in a certain region, but
between different regions as such,

-IRH Glattal-Corridor \ AMS Zuid-ds
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AIZPORTS START TO TRANSFORM THE METROPOLIS

peripheries; often, they at the same time aim at a
better integration of the airport in the metropolitan
area. An upgrading of these regional networks will
enhance the ‘decentralisation’ of the metropolitan
ared.

The trend for concentration is particularly strong
around airports, Some airports already employ the
largest daily workforces of the region besides the
main city (FRA: 62°o0o0, AMS: 51’000}, sometimes
in more than soo enterprises. The airport creates
its own, major housing demand, which in seme
regions has become & serious issue for regional
planning, due a shortage of developable land
nearby, The bundle of netwaorks coming together at
the airport is also attractive for functions other
than alrport-related activities.

As the most advanced examples of Airport City
tend to become home to functions that were
monopolised by cities, it Is urgent to rethink the
role of the airport as a development pole in the
metropolitan region.

There Is as yel no unanimaous agreement on the content
of an Airpart City: it seems to have been a fast stunt, a
branding concept by the airport operator aimed at a
growing internatiopal airport market. This conflict has
come to the foreground of the discussions in Amsterdam
(Schiphol's ‘AirportCity’ concept) and FrankFurt,

Towards regional strategies
Mast regians have sel out strategies or specific
econamic initiatives to integrate the airport into the
system of other existing regional centres. They ga
alengside major initiatives to improve the accessibility
betweesn the airpart and these central metropolitan
areas. Crucial guestions hereby are: is airport
development to be limited to functions vital for the
operation of an airport? In case the afrport and its
immediate surroundings are to assume the role of an
Airport City, what are the particularities of this new
centre with respect to the other regional centres?
= Zurich airport Centre Area: the airpart is part of
one of the § main regional *Centre Areas’, declaring it
a development hot-spot of the Canton of Zurich,

31









34

Development of these areas is to be stimulated

due to their progimity to major public transportation
nodes. The Airport Centre Area will include
housing, recreation and autonomous ecanomic
growth just as much as airport-related activities
and companies attracted by the airpoerl. Backbone
of the strategy are fast and frequent public
transportatian links between the main centre areas.
The city of Geneva stresses strategies Lo distribute
activities like research, high-tech production,
logistics and business parks equally across the
alrpart and the other existing poles, while
guaranteging very good connections with the
airport itself,

Amsterdam’s Zuid-As i= developed as ane ina
series of highly gualified poles on the city's
territory. Inevitably, an Airport City on the airport
platform is perceived as a threat to the ambitions
to make the Zuid-As the international business
location of the region. In the regional structure
plan of the province of North Holland, Schiphol
airport itself is therefare not to grow into an
Airpart City. This is a major contrast to the airport
operator's own ambitions. According to the

@

ZURICH CENTRE AREAS
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“ZURICH-AIRPORY AS A NEW REGIONAL CENTRE™

province, the focus has to lie on the airports hub
furiction, a major asset for the other poles and
thieir international allure,

At Gatwick alrport, the choice has been Lo
explicitly not develop an Airport City at the airport.
Toachieve a regional balance, the airport’s spin-off
- which can be expected to be considerable at a 30
million passenger airport - is ta be distributed
thoughout a wider territary.

However, most of these regional strategies ara only
partially binding. In most cases, regional plans anly
have a character of guidelines and can stimulate
inyestment,

At the basis of the strategies lies an efficient
integration of land-use and mobility. But there is an
inherant lack of correlation between transport
planning and land-use strategies at a regional
level, This is a result of strictly separated
responsibilities in most planning systems:
transport and land-use planning are split between

SARLANDA-ATRPORT AS AN INFRASTRULCTURAL PLATFORM™

regional and local authorities respectively,

In addition, the development of a wider airport area
pxceeds the existing boundaries of land-use
authorities, which makes new co-operation
necessary. Co-ordination at the regional level would
seem most natural, but is often still a least desirable
solution for local authorities and private parties as
well as the airport operator.

Space for manoeuvre

Airports were set up at or outside the barder of the
cities an greenfield sites - just like railway stations
100 years before them. Today, most airports are no
more beyond, but enmeshed In the metropolitan
ared, Even literally remote airports ke Gatwick,
Arlanda and especially Malpensa have increasingly
become incorporated in fast growing local
urbanisations. However, in comparison with central
districts of the City, the surroundings of the airpart
still offer the advantage of higher availability of land
as well as a very high accessibility. As a
consequence, there are many competing claims on
the same territory: housing, business development,
airport capacity, green areas.

3 1 Regional centres
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To safeguard airport operation and guarantes
flexibility in airport development, three challenges
have to be addressed. Mare air traffic means that an
ever larger amount of territory will be affected by
noise. The same territory is designated for or already
ocoupied by local housing. Sites close to the airport
are preferred development locations for all kinds of
commercial activities. The same sites are valuable
reserves for the future expansion of specifically
airport-related activities and of the airport territory.
Landside access to the airport can be prejudiced by
an intensive urbanisation of its surroundings.

Several instruments have been developed to contral,

restrict and select further urban growth in the

vicinity of the airport:

= noise contours (at all airparts), which restrict
housing construction, but allow for some
economic development within these contours.
The position and size of the noise contours not
only depend on technical facts, but to a great
exlent also on political agreement. They are

STOCKHOLM REGIOMALPLAN 2030



currently the source of the fiercest disputes about
airport deveiopment.

= strategic sectors to reserve sites far specific
ecanomic development around the airport
(SADC, etc.).

Development does not always prevail. As the airport
becomes increasingly enmeshed in the metropelitan
area, ‘no development zones’ (no-go-zones) are a
very successful tool ta limit further urban growth

towards the platform, and to guarantee the quality of

the natural environment:

« buffer zones in Vienna and Amsterdam and strategic

gaps in West Sussex around Gatwick, to limit
urban development in the whole zane and ta
_guarantee open green areas an the long-term
inside the metropolitan area.

= natural areas/parks like the Danube- or
Ticino-river parks, the green belt of London,
the city-forests of Frankfurt.

An airport system for 2 metropolitan area: e.g. MXP

The biggest metropolitan areas of Europe, London
and Paris, both have seen an airport system arise,

Amsterdam 1965 L8

AS AIRPORTS GET ENMESHED ..

mainly, but not only, to cope with the demands for
extra airport capacity.

The greater Milano area is now confranted with
similar guestions. Malpensa airport will sooner than
expected face capacity constraints, as its
surroundings already are very heavily urbanised.
Maybe even more crucizl, Malpensa lies at the
western-most edge of the metropolitan area and the
Lombardy region. Thus, it is not the obvious airport-
choice for a large part of the greater Milan area and
the eastern half of northern Italy. Therefare, studies
are undertaken to evaluate the creation of a
Milanese (Malpensa, Linate, Bergamo, Brescia) or
even narthern [tallan airport system (Venezia,
Bologna, Bergamo/Brescia, Malpensa), instead of a
single major hub at Malpensa. Such a Milanese
system shows surprising similarity to the geography
of the London airport system.

For Malpensa, this means that it might not become a
concentrated hub airport for Northern ltaly. As a

consequence, its integration Into national and
international rail networks is not strongly sought:
the critical mass aof passengers could be missing,
The airport's Integratian into regional netwaorks is
likely to be less intensive too, and even the direct
connections between the airparts, fo truly use them
as a system, are unlikely to be realised. The
experience in Landon shows that there is no real
demand for improved landside connections between
the airports.

state buffer zone +
0 najse contour 30 Ke
<217 ='Exemption zone’

c-SPRCE OF MANGELUVRE NEEDS TO BE GLIARANTEED
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the airport domain

Often, airports are perceived as entities with their
own rules, thelr own dynamics, their own
legitimacy, that are beyond the contral of local
and regional authorities. But a closer inspection
reveals that the parameters have changed, Taday,
airports are far from being closed entities,

An analysis of the contemporary condition of an
airport reveals the urgency to re-think airport
planning. If the airport evolves into an Airport
City, it should be planned as if it were a city, not
just a runway, a terminal and a parking lof. If
multimodal connections are bullt up to the
regional hinterland, the terminal should be
reconceived as a regional interchange, not just a
departure hall. These two on-airport trends ofTer
paints of contact to hook up to where local and
regional involvemnent becomes Interesting and
possible.

Airport City 15 a trend - from Barcelana to Helsinki,

Ajrport design was once a purely aeronautical
matler. But as the concept of airport |s adjusted
and stretched heyond precedent - in terms of
image, rules and development -, the landside
becames ever more determining and can have a
majar influence on the choices made. The
different proposals for Barcelona airport, or the
discussions about & new terminal model for
Helsinki airport, show that airpart planning
cannot be considered a blank sheet - *none af my
business’ - anymaore, For the landside
develppment, common strategies have to be
sought by the airport and the surrounding
territary (municipalities and the metropolitan
area) together.

The alrport domain has changed. The prime task
remains to guarantee the efficiency of the core
business ol the airport (air traffic). However, the
airport domain does not only consist of runways,
but includes major real estate development, an
Airport City, and an Interchange. To balance
girside and landside, airpaorts are forced to
develop an overall masterplan {3 total concept).
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THE AIRPOET DOMAIN: FROM AIRFIELD.

from Vienna to Amsterdam. In spite of clear
indications of this trend, one is not yet sure how
to design or conceive Airport Cities. Most plans
for these ‘cities' are still made by a transport
aperator, the airport authority,

Airpart Cities are being built very fast - guasi
propartionally to the increase in airplane
movements and driven by the opportunities to
cash on real estate development around airports,
compensating for the enormous investments in
alrport infrastructure. If no measures are taken,
this is likely to happen without the participation
of the regional and local autharities, No one
foresaw the success of airparts in establishing a
new identity, and planning authorities have been
unable to invent and implement strategies at the
speed demanded by air traffic evalution,

As airport operators pursue this new airport
typology, the most disconcerting question for the
region is: Is the kind of ‘city’ growing at the
airport desirable for the metropolitan area?

Airports have a special status giving them a
certain fiberty in the operations on their territory.
But as they leave the realm of a simple zirport
operator, to build an Airport City, questions
regarding the limits to the airport domain arise;
does the special status also apply to Airport City
develapment? Who's responsibility should it be to
design and to govern this ‘city’? If an airport
works as a city, does it require new arganisational
structures and new forms of collaboration
(corparate structures rather than markel farces)?

Local and regional authorities do not have much
influence on the way airports are rin, nor on air
traffic growth in the long-term; but they have
experience in spatial planning, precisely what is
required for efficient integration of Airport Cities
and Interchange Nodes in their context. To be able
to participate in the making of a contemporary
airport and in particular in Airport City
development, as well as in the shaping of their
wider impacts, it is urgent for local and regional



authorities to understand the development of an
airport, including the spatial aspects of airside
development as well as airport organisation:
these are the considerations made by the airporl
operator, as he extends the range of his tasks.

As much as airports start to get involved beyond
their awn tercitory, regional authorities have (o
think about what happens within the airport
territory. The airport perimeter ceases to be a
boundary within which decisions are 1o be taken
solely by the airport operatar. When it comes Lo
the renovation and expansion of the airside
facilities, the surrounding authorities neaed to get
involyed, At the same time co-involvement of the
airpart operator bevand his territory will become
ever more commen, as not all elements of an
airport (city) of the 215t century will find place
within the limits of the *technical area’, and as
real estate developments in the airport’s
surroundings are very attractive sources of
additional income also for the airgort operator.
Any insistence an the ariginal concept of airport -
a planning enclave behind a fence - would

HEL 2020 BCN futirg

=T AIRPORT CITY

inevitably lead to major tensions between * ARG s s RitlL

operators and authorities, particularly in the o AN ko Al el Snplis Tor an st

cases where these questions are not dealt with (aF the 604 and Tos) with a central terminal anaund
carefully before the process of privatisation. which rumways have been set up far all possible
welmd directions.

* HEL afer zo00: new paralie] runways in principle allow
for two terminal concepts: a new terminal bobween
runways, or satellites between the 2 runways with the
main ferminal remaining in ils present locatlon. But
terminal and raflway station cannet be considered
separately.

= BCH future: @ terminal model can mean a different
positlon of the rallway-station nd a different Airport
Cily. This reguires involvement of land-use and
transportation authorities. Bartelona's design evolutlon
shows the two extremes of comtemporary European
nirpodl design: a highly efficent ainport terminal system
veisus a new uthan cenlre around an Alrport
Interchange.
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The core sectors of the airport business are airline
handling, passenger transport, freight transport and related
commercial activities, Before we de-cipher the trends
towards Airport Citles and Alrport Interchanges, it is
important (o understand the decisions taken by airport
authorities when |t comes to the renovation and expansion
af their Pxi!-li'lg dirpﬂflb, and some cc-nteptﬂ abnul wnm in

airside,

Runway capacity

To accommodate ever more air traffic, airports need to be
able ro operate several runways simultaneously, As aircraft
are-getting less sensitive o cross wind, runways are
nowadays preferably set up in parallel, which allows for the
greatest number of slots (landings and take-offsl, Due Lo
turbulence behind landing and starting aircrafi, the
minimum distance between runways should best be ng less
than 135om.

The preferred location for terminais is betwean the
runways, allowing zirplanes to easily access fingers ar
aprans, without having to taxi across the parallel risaway,
Yet, lTandside accessibility to this point can be more difficult
{HEL), and space to accommodate other activities (car
parking, hotels...) can be ratherscarce.

Terminal capacity

Theterminal capacily is in the first place determined by the
length of the line of transition between airside and
landside, and consequently the number of gates dvailable
at piers: The continuows nead for more terminal capacity
leads to spidershaped, telescopic terminals (AMS, VIE), to
the creation of multi-terminal systems [LGW, LHR, FRA,
ARM, BCM), or to the creation of satellites cannected Lo the
main terminal by a2 people mover (often undergraund)
[CDG, ZRH, MXPR, future HEL),

The shear size (or length) of the terminals of an airport of
2o million passengers per annum or more (47 piers!,
makes it difficult to operate from one central core.
Distances that need to be covered are too long, and
therefore other internal accessibilily copcepts are required.
Two basic principles appear: an internal peaple-mover
(LGW, FRA, AMS [Future), ZRH (futurel] or maore than one
railway station [ARN {3), LHE {5}, HEL (future) and MXP
{future)l. This concept appears especially valid for trains
which explicitly serve the airport (Arlanda Express,
Malpensa Express, Heathrow Express)

Dedicated terminals

In the United States, main airlines have built their own
terminals (e.g, |FK). Mast European airporis, on the other
hand, feature terminals serving all airline companies
simultaneously, as air traffic liberalisation powadays
encodrages free access (o terminals for all companies
However, airlines and particufarly airling aliances start to
demand dedlcated terminals, in order to reduce connecling
times tor transfer passengers (part of the hub concept) and
to Improve passenger convenlence. At Frankfirt airport, the
new Terminal & has exclusiviely been developad for the Star
Alliance, and was financed by Lufthansa and the alrpon
together.

In principle, the continuous growth and recrganisation ot
terminal facilities would make dedicated terminals rather
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easy. Yel, split terminals make landside access Lo all terminals
inefficient and aften very complex. This, amongst ather things,
[eopardises the urge to exploit synergies between air traffic
and High Speed Trains aimed-at reducing connecting time for
transfer passengers between the twao,

New terminal buildings

The centre of airports used to be the departure hall -
hetwesn parking lots and the apran area, Growing air traffic
led ta the growth of the departure hall, or eventually to the
realisation of several departure halls, maybe even in split
terminals.

The increasing integration in public rensport networks with
the cansequent landside interchange development, and the
srowing percentage of transfer passengers on the airside,
introduced a new trend in the transfarmation of existing
terminals and the design of completely new terminals. Given
the size of the terminals and therefore the long distances to
be covered, terminal functions are decentralised. The central
departure and arrival hall, where all transfer and check-in
activities took place, is gradually replaced by a concept af
two well-cannected pales in the terminal area:

+* the railway station: a multimodal Interchange

The railway station or muttimodal Interchange, which alsp
ineludes check-in facilities and baggage claim for air
passengers, is a regional interface:

When railways started to serve airports, the station was
usually set up as close as possible to the departura hall
{(short and fast ways far passengers). In cerfain cases,
howewer, the arrival of the railway had a much stronger
impact: it led to a reorganisation of the terminal, making the
station hall the centre of the airport {AMS). This trend is
picked up in many airports taday. The station hall - or
Interchange - becomes one af the core elements also for
airside passenger operations: providing with check-in and
baggags reclaim (FRA, ZRH). The interest of alrport aperators
ina convenlent and beavtiful station grows,

= the Airside Centre

The Airside Centre, where distribution of passengers between
the satellites, peripheral fingers, etc. takes place (typical for
single-terminal concepts without dedicated terminals), is an
internal interface for transfer passerigers.

The growth of the airside Inta a big and offen complex
system, with various terminals or satellites, and sometimes
the need of shuttles/peaple-movers ta connect them, has led
to the desire for a switchbaared, a contral unit, co-ordinating
passenger movements thraugh the airport. while itself being
a commaon lounge. Airside Centres were and are Introduced in
a position that allows far shart and efficient connections o
all passenger areas, and particularly also to the Interchange,
the nther pale.

Bath poles develop their own attraction for commercial and
business activities. The railway station gains features of any
majar interchange nade in the metmopolitan area - as e.g. the
Central Station -, which can lead to an accumulation of urban
activities, particularly shopping, The Alrside Centre, on the
other hand, evalves as the core of shopping, restauration,
leisure and lounges al the airport. The transition between the
Interchange and the Alrside Centre becomes most crucial,
which has led to the development af internal transport
syslems connecting the two in Stansted, or direct and shorl
walking connections in ZRH, ARN and FRA,
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airport cities

The next airport renovation

Airports not anly get bigger, they are dlso
cantinuously bieing updated. Airports always
changed very fast, Thay were canstantly
redesigned, runways were added and the terminal
structures were adapted to provide with additional
gates, The extraordinary leap of air traffic in the last
decade has initiated a further renovation of the
airport, but this time a more radical ane than
befare. The latest generation of expansion plans i=
stimulated not only by the necessity to add asphalt
ar gates: it involves the landside layout at least as
much as the airside facilities.

ILis a self-evident necessity to reserve space for
airside and operational activities - the core business
af the airpart - in arder to provide flexibility for
future expansion Lo the airpoarl machinery Hzell To
handle steadily increasing volumes of cargo and
passenger traffic, continuous enlargements of the
airpart-facilities (terminals, frefzhl handling,
maintenance, car parks, efc.) are reguired,

Upcoming with the new husiness strategies of the
alrport authorities there is a desire to provide
locations close to the airport™s centre to non-
aviation activities that bring high revenues. Sites in
e immediate vicinity of the Airporl Interchange
are the most attractive business locations,

In addition, airport operators - just like port
authorities - intend rot anly to handle freight, but
to also zet involved in logistic ang light industrial
activities adding value to the growing volumes of
freight. Carga Cities become increasingly appealing
ir this respect, and they sprout in the maore remote
corners af the airport territory, To exploit air freight
seems especially attractive if there Is an
oppartunity to combing it with other freight lows
{sea-ports) or in canjunction with alreacly
established distribution-centres (the Aalsmeer
flower fair in Amsterdam) or logistic lerminals
(Busto-Arsizio/Gallarate rall-tarminals near
Malpensa),

O the platform, an increasingly diverse mix of

Three categories of activities can be

distinguished at airports, with more ar

less direct relation 1o air traffic:

= core business: activities that are part of the
technical operation of the airpart, directly
supporting the air traffic fupction, They dre also
called aviation activities.

* alrport-related or ancillary activities: activities
that have a direct relation to air-freight or air-
passenger movements, .g. lagistic and
distribution sctivities or hotels. They choose to
lacate at the airport or in its surraundings due to
its (Interinational competitiveness.

= airport-oriented activities: they choose the
airport ar the airport region due ta the image af

the airport and of already established
husinesses, and its axcellent (as related to other
regional development sites) landside
actessibility, The price of the land, not their
relation to air traffic, will autamatically
determine which of these activities will be able
to settle close to the airport.

WMNOW AVALUABLE RESDURCE FOR MORE PRESTIGIOUS ACTIVITIES [AMS 1595)

The latter two types ol activities can be subsumed
under non-aviation activities, However, it is nol
possible to make clear-cut distinctions between the
categaries, and the affinity of the manifold activities
to them is likely to shift; also, they differ from
airpart to airport according to air traffic types.



activities competes for space and privileged sites.
The pressure on the airport site Is high and the
disposition af the space on the airport territary 1s on
the move, Platform arganisation becomes
increasingly complex.

Further land acguisition to expand the airport
perimeter is no longer a guaranteed solution. As the
city grows towards the airport, the arganisation of
airside Tacilities [rumways, terminals, freight-
handling, maintenance, fuel-storage, etc.) has to
deal with increasing constraints, The guality and
capacity of the accesses is critical, and the Imapacts

an the Iocal /regionat environment have ta be limited.

We are left with a dilemma: particularly bigger
airports located close to or within urbanised areas
feel a high pressure on their land. They are forced
to devise strategies to maintain space for
manoeuvre, in order not to be sulfacated by their
own economic success in the long-term. Challenged
to resolve the scarcity of land, airports are adopting
new land-use strategies, which use the land more
etficiantly.

near the Interchange and thus close to the centre
af the airporl are hecoming too valuable for
parking and freight handling purposes. These
activities are removed step by step from the care
ta make place for an espansion of the terminals
and the realisation of non-aviation activities. For
the land close to the terminals, prime-site prices
are pald, comparable or superior to the hest
lgcations in the nearby city: oo Eurg/m2 for AMS
and FRA. Not only is short-term parking being
stacked an various levels, but even building on top
of infrastructures and tarminals is no longer the
excepntion, The 17o'ooo m2 of commercial surfaces
an a platform above the AlrRall terminal In
Frankfurt are probahbly the mast extreme example
af *intensive land-use’ al the mament. Until
recently, such encrmaus pre-investments were anly
thinkable in downtown,

But not only the central locations of the airport
platform are affected. Switching of positions staris
lo take place even at the periphery of the airport
site. Schiphol for example plans its new business
parks on earlier remote parking areas.

= o AMS
dein BN
{200% enlargad)
‘ '
on tep of the [nterchange spread across the territory o chmpact Alrpart City designated [oglstic area
AIRPORT CITY PATTERNS
Switching of positions Different patterns of Airport Cities:

Even though not part of the core business, some of
the non-aviation activities have become essential
o running a contemporary airport (income, added
valuel, This challenges current hierarchies in the
platform organisation. Demands of cargo handling,
alrplane mailntenance, catering and parking
facilities etc, are welghed dgainst the demand for
more hotels, logistic activities, conference and
business facilities, A new distribution of activities
on the platform seems inevitable.

The device is to creatively maximise the value of
scarce land, AL airporls which know a rapid growth
af alr traffic and of non-aviation activities, this
leads to a *switching of pasitions' within the airport
perimeter, A& new halance has to be found between
functions which need to be there and others which
are willing to pay and therefore are profitahle far
the operator,

At Frankfurl, Schiphol, Vienna and Zurich airports -
all relatively ciose to the city itself - the paositions

an the platferm (initiatives of the airport operator);

= on top of the Interchange (ARM: SkyCity, FRA: AirRail
terminal)

* compact, concentrated (HEL, BCN, VIE, MXF)

s distributed across several sites of the platform (AMS, ARN,

ZRH}, occupying also remote corners

designated areas:

* areas for airport-related logistic and other business activities

being developed In collaboration and partly outside the

airport territory: Arlandastad (ARM), Schiphol Zone (AMS] or

Aviapolis (HEL)

not present:

* |0 LGW, the regeneration of old industrial areas and of the
town centre have priority; the alrport spin-off is channetled

into them.
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The perimeter gets tight

There is no direct carrelation between
passenger numbers or tons of freight handled
and the size of the airport platform, Gatwick, Nr.
& In Europe, shows the smallest platform with
674 ha. Arlanda alrport, medium-sized in terms
of passenger numbers, is a giant with 3000 ha.
The size of the platform does also not reveal the
business orientation of airport operators - bigger
does not mean more Ajirport City. Alrport
perimeters were nat conceived to accommadate
major landside developments, but In the first
place to guarantee future capacily expansion,

Taday anly, the size of the perimeter starls to be
measured against the elasticity required far the
operation of 2n airport and the increasing
ambitions Lo accommodate extra business and
commercial development, However, switching of
positions and the intensification of land-use on
the platfarms has, at many airports, become
insufficient to guarantes capacity expansion and
to accommodate the demand for more aviation

Expanslon Outsourcing

gat control over maore land for other, non-aviation
actlvities, Often, however, as the growth of the
airside capacity is already controversial enough, loca!
autharities want to strictly lmit expansion ta
operational activities anly, At mast airparts, airport
expansian for non-operational activities Is heavily
disputed. In order to [ree space in crucial positions
on [ts platform, the airport is forced to come up with
strategles that require collaboration with ts
neighbours.

The g airparts apply different strategies to gel land
both to extend airport capacity and to provide
operational flexibility while accommodating
additional activities:

* expansion of the territary of the airpart (ARN,
BCM, HEL), in abundant guantities 1o not only
pravide new manoeuvrahility and extra airside
capacity, but also to include new sies for non-
aviation activities within the perimeter, Due to
legal mechanisms, co-ordinztion with the
surrounding municipalities will not be necessary,

DIFFEREMT STRATEGIES TD EXPAND (81R- AMD) LAWDSIDE CARACITY

facilities, and particularly alsa for other morne
profitable non-aviation progamme. Around many
airparts with a strong growth ol air traffic (aviation
facilities and eventually new runways) and at the
same time increasing ambitions for more business
development, the airport perimeter gets tight.

In Zurich and Franklurl, the narrow and peripheral
terminal zones hetween the apron area and the
airport boundaries (highways) are densely packed.
Frankfurt has, due toits recent past as an US
airbase, still abundant on-airpart sites avallable for
runways ar cammercial activities, In Zurich a new,
wider parimeter is to provide new breath. [tis in
grinciple limited to airport infrastructure anly, but
clear restrictions have not yet been formulated, so
that parts af the expanded area might be used also
for non-aviation activities.

As airport growth requires capacity adaptations on
the airside, with new operational Tacilities and
eventually new runways, airport operators
sometimes see this as a chance to simultaneously

In Barcelona, space far a typical Airport City was
included in the expansion plans. In Arlanda, part
of what earlier was "Arlandastad territory’ has
been included in the perimater expansion (o
gllow the airport to develop business activities an
its own., Helsinki airport profited fram perimeter
expansions to the North to free land for a future
‘Aviapalis® in the southern part af its lerritory:

* putsourcing of core business activities from the
centra of the platform to the immediate airport
surroundings (AMS, ZRH). To allow for further
expansion of the lerminals, and for additional
prafitable businesses, some of the core business,
like .2, long-term parking, freight handling or
catering, can be relocated to the surroundings of
the platfarm, as long as they remain well connected
to the core of the airporl, This sametimes requires a
major infrastrisctural effart: Schiphol connects future
remote cargo areas way bevond its own territory,
next to the worldwide operating flower fair, with an
automated 5 km long underground logistic system



(ULS) to the platform and to 3 new air-rail service
centre for freight,

collaboration with local/regional authorities
beyond the proper perimeter [AMS, LGW, FRA) to
guarantee space for airport-related activities in
the vicinity of the airpart that are crucial to the
success of the freight operation of an airport, In
Frankfurt, the airport launched a joint venture
with the Hoechst industrial company, to develop
extra logistic activities on a former production
site of the latter. Within the Schiphol Area
Development Company (SADC), the airport and
local/reginnal autharities co-operate in the
development of specifically airport-related
activities (mostly logistic activities) in the
immediate vicinity of the airpart. An internal ring-
road provides direct access form all these sites
to the platform (even though seme are located at
a considerable distance from the freight areas).

The growth of an Airport City might limit the
performance of the airport itself, Even though

ZRH

DISPERSE NONOPERATIGNAL AREAS MAKE ACCESS DUFFICULT

Airport City developments can often not be made
responsible for traffic congestion on the national
highway networks connecting to the airport -
Ajrport City developments in AMS and HEL are said
to cause anly 3-4% extra traffic on external roads -,
one aims at reducing the afrports' dependence on
singular access points ta these networks that could
become bottlenecks. The three highway exits to
Helsinki airport, or the secondary road netwark in
Frankfurt, forming a ring-road around the airport
and linking it to Frankfurt city withoutl using the
main highway, are exemplary.

Towards an Urban Quality Management

An Airport City is constantly challenged by the pace
of development and the permanent transformation
of the airpart infrastructure, as well as a series of
runways sitting right at its centre. The airport
reaches unseen levels of spatial complexity; not
only in whal concerns the endless renovation of its
terminal buildings, but most of all an jts entire
territory, where a major reorganisation has just

started. It is very difficult to get a hold on these
developments, due to new and, at least in the
shart-term, mare efficient dispositions of activitias
on the platform, and due ta the necessity to
safeguard optimal performance and elasticity of
the core business of the airpart.

The mast challenging aspect of this development s
the search for integration between the dynamics
Inherent to airport development and a long-term
guality of thee latter, It is as ambitious - if not more
daring - as Central Station redevelopment, Airport
planning is a step away fraom purely *technical
alrport planning' towards including aspects of an
urban design task and integrating all aspects of a
contemporary alrpart, the benefits as well as the
nuisances.

Airport planning has an established tradition of
infrastructural planning focussed on airside and
landside infrastructures, with the ane exception of
the architecture of the main tarminal. Given the
constant redesigrn of airports 1o cope with the
growth in passenger and freight numbers, airpart

1okm!

FRA LGW

planning has been a step by step planning which led
toa patchwork-like airport layout on the landside.
Due to the tight perimeter, within which ever more
demands need to be satisfed, the airport platform
becomes increasingly fragmented: FRA has set up
facilitios both to the North and to the South of the
runways: AMS and LGW feature facilities all aroung
the periphery of their perimeters, The lack of space
aften does not allow for a compact set up of
facilities and Airpart City; BCN is an exception due
to Its perimeter expansion and the simultaneous
creation of an Alrpart City Fram scratch,

The fragmentation can be prablematic not anly for
the co-ordination of activities an the platform, ar
for airport operation, but also to guarantee guality
of the developments. This situation is even more
unsatisfactary as airports in general and the new
business activities in particular often are functions
creating many workplaces, Landside accessibility
to the Airport City is very high at the Interchange
itsetf, but is far below ‘urban’ standards an the rest

45



af the territory, which often stretches over several
km. It will therefore became ever maore important
to fine-tune the organisation of the Airport City
with the accessibility to the different parts of the
airport platform,

The current landside organisation of airports lacks
quality in this respect and in terms of urban
enviranment standards. Real estate development
around airports tends to look all the same,
industrial pelygons and business parks without
extra guality, that do not match the high ambitions
of competing airport operators and airport
regions. The concentration on road access has
usually made landside grounds an inscrutable
jumble of access roads and parking lots. The goal
to overcome the merely functional set-up and to
create a quality also far the surraundings is rarely
met.

The image of the airport needs a face-lif if it is ta
be successful in offering a new airport product,
Airport operatars have started to apply

ARN'S DIESIGH 15 3ASED Ok THE EFFICIENCY OF TRAFFIC FLOWS

instruments of urban planning Lo their territony.
VIE launched an urban design competition for the
whoie central airport area to transform it into a
business city, AMS commissioned anp overall
green space concept for Schiphol Centrum, the
core of its heavily marketed ‘AirportCity’s

This face-lift and impravement of quality does not
only need the airport operator’s initiative. [Lis
however still rare that local authorities get
involved in establishing criteria for the guality of
the Airport City developments, The effgrts of the
melropelitan area of Barcelona are an exception in
this respect, The city has demanded accessibility
by subway

1o the entire airport platform accarding to the
standards for ather urban development sites - as
a prerequisite for their agreement on the
development of a yel to be built Alrport City,

Unknown teamwork

To think and operate beyond the alrport perimeles
- In either direction - Is terra incognita. Both
airport operaters and local authorities are
unfamiliar with how to collaborate in the making
af an Airport City, It demands levels of
communication between local authorities and the
airport operatar, and planning approaches, that
mast airport and local planners have never
ancountered before.

Strategic land-use and real estate management on
the airport have evolved as new tasks which are
claimed by the airport operator, as they have
become part of the management of his territory.
Often, howewver, local and regional autharities
guestion such a broad portfolio of activities, as
soon as they clearly distinguish operational and
non-operatienal activities for the platform, This is
the case in HEL with the airport as a ‘traffic zone”,
where respansibilities are not intermingling, as
areas for non-operational activities fall back under

VIE TESTS URBAN DESIGN PLANS FOR, TS5 CENTRE

the planning authority of the municipality.

All the land-use mechanisms an and arournd the
platform, switching of positions, intensification of
land-use on the platform, platform expansion,
outscurcing, and the collaboration on sites beyond
the platform, make the organisation, functionality
and connection of all airport-related areas and
activities increasingly complex.

At the same time, the quality of the working
environment in these areas, and their integration
into the local contexl, becomes ever more
important. Airport City is not limited to the airport,
Alrpart City planning does not halt at the airport
perimeter, It is a planning task that requires
integration of aperational flexibility for the airport
infrastructure with the amhition to achieve a
disposition within the perimeter and in the entire
alrport area which guarantees quality not only in
the Airport City, but also for the surroundings.



It is likely that the most successful Airport Cities
will be conceived by airport operatars and
local/regional autharities together, First
approaches are visible in Barcelona and Helsinki
Vantaa, while in Amsterdam and Malpensa
autharities are struggling for mutually acceptable
clear forms of co-operation,

THE AIRPORT 1N VANTAA'S MASTERPLAK: THE KEW AVEAPOLIS (reo TaianaLel WILL BE TAKEN QUT-OF THE ‘TRAFFIC ZONE'
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multimodal interchange nodes
and access to the airport city

The classic airport raitway slation has been
developed as a satellite of the main city's Central
Station, or eventually as & stop on a single railway-
line. The new airport station, howewver, is much more
than a simple station in regional/national railway
networks, At the contemporary alrport (gnd lts
Airpart City), & multimodal interchange node
eyolves, offering connections between different
modes af [andside transport aon nearly every scale,

The airport does nat anly provide transit from
landside traffic to air traffic. Transfer belween the
different landside networks hecomes avar mare
attractive, as the networks of High Speed Trains,
national raflways or coaches, and of local and
regional public transportation converge at the
airport. These apportunities have made the airport
the second main railway station of the regions in
Zurich, Amsterdam and Frankfurt, Furthermaore,

BCN aliport rallway station

LAKESTRE TRAFFIC AT AIRPOETS 15 MOT JUST AIR-PASSENGERS

transfer between air traffic and long-distance High
Spead Trains that connredt to other major population
centres is urgent to free airspace at overcrowded
airports (substitution).

Toachieve integration of all means of transpors, it is
nolonger sufficient to cannect each mode well 1o
the air terminals, Major effarts have to be
indertaken to establizh direct convenient
connections between all landside modes, to
stimulate the use of the airpart station alsa for non
air traffic purposes.

Animproved accessibility and the Interchange are
not self-mativated godls and sell-generated
necessities. As the airport grows, public
transportation moves to the foreground of
discussions. Due lo read congestion and the major
environmental impact of car traffic, ever more road
traffic will have Lo be substituted. Due 1o air
cangestion above major European airports and the
environmental impact of alr traffic, ever morne flight
movements will have to be substituted.

Sometimes, like in ARN or in ZRH, the adverse
enviranmental iImpacts of air traffic and airport-
related road traffic are together subiect to a
common maximum poliution limit, Such toals have
proven to be most effective in stimulating new
public transportation initiatives,

A wider concept of accessibility

Landside traffic at airports shows more diversified
demand patterns, as it has (o serve a larger variety
of people that are not all directly related to air traffic;

* air passengers

= transfer passengers oetween High Speed
Trains and air

* airport employees

= short time users of the zirport and of the
Alrport City (visitors, towrists, clients,
meeter-greeters)

« general commuters ar travellers making use
of the regional landside interchange node,

Mare than so% of the traffic movements from and to

759, 1.5%

.-
- interchangs sers
-'.c,..risra. clisnts
- meeies FTECIers

employees

-:-?IFF\.EI'.gE 5

ZRH airport railway station {1399]

Lhe airport are not generated by air passengers.
While the share of public transpartation of the
passenger segment is rising (and often already mare
or less satisfactory) at most airports, the share of
employees and visitors is usvally 1o0-20% lower,

To improve their share, local and regional
transpartation facifities, which better integrate the
airport and Airport City into the metropolitan area,
are given top priority, A regional interchange
function of the airpart could mean more passengers
an the trains, which in turn means that more
services become feasible - an improvement
especially with respect 1o the problematic segments.

All nine airports feature radically different schemes of
landside accessibility: Helsinki is a bus terminal,
Malpensa a shuttle-train stop, Zurich a regianal hub,
Frankfurt also a deviation inan ICE line. A
comparison of such different conditions inevitably
requires a certain degree of abstraction. However
different the specific cases, it becomes evident that
thia commaon understanding of landside access to



alrporis does nat suffice anymore. The facilitation of

the traffic flaws fram and to the airport remains the

core task.

But with the integration into High Speed Train

networks, the upcoming interchange guality of the

airport and the growth of Airpart Cities, new
challenges appear:

+ What will the respective role of the airport
station be in relation to the Central Station of
the main city?

» Could an Airport Interchange not be a
welceme taol to improve interconnectian af
existing regional networks?

» How can an aver larger community of airport
emplayees, spread out over an ever |arger
airpart territory, be served with public
transportation services of urban standards?

Access to the Airport City

Airports that grow bevond 2o million passengers
became major regional centres of workforce with
long work-cycles (often 24 hour service economies).
They feature between soo (BCN) and 1400 (AMS)

Schiphel Stermel

whaole airpart platform that covers several square
kilometres of territory, The access quality on the rest
of the platform is limited as compared 1o the
standards of development siles downtown.

To guarantee an ‘urban’ access quality in the whole
Airport City, regional authorities {somelimes in
collaboration with the airport operator) have
launched new regional public transportation lines, in
@ way as 1o provide several stops on the airport
territory and in the adjacent business parks: the
Zuid-Tangent Amsterdam (4 stops an airport
territory, and another 3 on the Beukenharst
business park south of the airport), Linea g
Barcelona (6 stops fareseen on two subway lines),
Stadtbahn Glattal Zurich {6 stops).

The airport operators themselves recognise the
urgency to provide alternatives to car-use to the
platform employees. Freight handling, maintenance,
catering, business parks, logistic centres and remote
parking are $0 dispersed on their territory that
efficient internal means of transporl have Lo be
developed Lo keep the whole Airport product

|| Gatwick Direct | Zurich

¥ |

PUBLIC TRANSPORTATION INITIATIVES TO LINK TO THE METROPOLITAN AREA: AIRPORT-FOCUSED SERVICES AND METROPCLITAN NETWORKS

warkplaces per million passengers per annum. At
big airports and home-bases of air carriers, the
improvement of productivity of operations decreases
the ratio employees) passengers considerably [AMS
had 2200 employees/million pasengers in 1ggo), but
is partly compensated by new on-airport business
development: in absalute numbers, the amount of
employees continues to grow, Smaller airports like
Barcelona, with few additional facilities, and being
no home-base, are expected to reach 1000
emplayees/milllon passengers with the planned
airport expansion and the making of 2 completely
new Airport City, This levelling is to be attributed to
the increasing share - in estreme cases already a
majority - of employees in the Airport City not
working for airport authorily and air carriers.

The sheer size of airports in employee numbers
challenges local and regional authorities to develop
new criteria for the integration of the airport into the
metraopolitan area. The airport station can only
provide top access for a very limited part of the

operable, Furthermaore, airports are under increasing
pressure to consider all possible measures o be
enviranmentally friendlier, As all major airport
investments to expand capacity have to undergo
environmental impact assessmant, an improved local
integration Into public transportation networks is a
good compensation,

Usually, such services would have been provided by
the public authorities, But particularly airport
operatars with an entrepreneurial business
arientatian - aperators like BAS or Schiphol Group,
who are experienced with integral airport
development concepts - have launched their own
local transporlation services for their commuters
and workfarce. A high access quality is also one of
the crucial assels for the development of Airport
Cities. Together with local and regional authorities,
airport aperators participate in setting up and
running bus seryices within a reach of some 10 km, a
radius within which many employees are recruited,
The BAA service "Gatwick Direct” and Schiphol
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ALRPORT OPERATORS FAVOUR A *PLATFORM-FOCUSED® APPROACH ..

Group's ‘Sternet’ link all airport sites Lo the airport
statlon and to the urban centres nearby the airport,
making the airport the focal point of a whole new
transpart system lacally or eventually even
regionally,

In other cases, possibilities 1o estend on-airport
transport systems (people mavers or similar
systems) are being studied. Frankfurt evaluates an
elongation of its SkylLine people mover system, and
Arlanda studies a people-mover system between Lhe
terminzl area, the future on-airpart business park
some 2 km o the South, and eventually even
Arlandastad and Mirsta, with their so-called SkyCalb,

A platform-focused versus a regional approach
Under pressure ta efficiently use all left-over areas
of thelr tight territary, airport operatars tend ta
favour a ‘platform-focused” approach 1o allocate
additional non-aviation activities. Hereby even
peripheral areas of the airport platform, which are as
yet poorly accessible except by car or by an airport
shuttle-bus, are promoted as potential business
parks ar sites tar own stalf (the Lufthansa
headquarters in Frankfurz, some 1.5 km west of the

station, the Schiphol business parks some 3,
respectively 5 km north of the station, ta name but
few examples), These prajects profit from the fact
that they do not require co-ordination with the
surrounding municipalities - but at the same tima
they form a potential source of new conflicts about
develepment opportunities and accessibility,

Often, these sites are also less accessible than
potential development sites in the airpars
surroundings, which raises the guestion whether
strategies for commaon site development outside the
airport territory should not be considered maore
after an alternative to developing remaote ajrport
sites,

The regional public transportation initiatives around
airparts form the basis for and suppart a mare
‘regional’ approach to airport development. it would
make use of the fact that there will soon be
appartunities for very well accessible sites not only
an the alrport territory itsell bul also in its
immediate surroundings. Such an approach would,

however, require collaboration of the airport operator
with thie municipalities across the boundaries of their
respective territories, The advantage of thess sites is
their superior access guality as campared to remote
airport sites, Such integral development concepts still
have to overcome major obstacles, for example how
airport operatars can raise real estate Income outside
their awn territory (as s beling discussed in AMS).
Yienna has made first attermpts with its Alrport
Business: Park,

Due to the controversial reactions of local authorities
to recent business plans of airport operators an their
own platforms in Schiphal, Frankfurt and Zurich, first
agreemaents for co-ordinated off-airport development
there seem |ust a matter of time.

A second international railway station:

‘dipole’ concept

The High Spesd Train (HST) |= expected to religve the
overcrowded airspace, and to provide relative
advantages (as compared to air traffic) In time and
comfart on shorter distances between European
cities (nat the Scandinavian regions),

The airports of Frankfurt, Barcelona and Amsterdam

«BUT BETTER ACCESS ELSEWHERE ERCOURAGES A "REGIONAL' APBPRONCH

consider the integration into the HST network a
crucial factor Lo improve the competitiveness of their
airports (enlarging the catchment areal and to
pravide an alternative to European air traffic for hub
airports, The substitution of shart-haul flights is
expected to free up to 15% of the airport capacity for
additional long-haul Rights (AMS: 5 millian
passengers by zoos, FRA: 5% of the slot-capacity
and, to compare, CDG: 7.5 million passengers by
2000), But the integralion ‘air-rail’ has not vet been
achieved. DB and Lufthansa have plans Tor joint air-
rail services, and SNCF and Air France toa, which will
require co-ordination of the services of both
transport systems: integrated ticketing and
strearmlined Might and train schedules. The latter
seems the most demanding task, since the
frequency of High Speed Train services would have
to ba fine-tuned to the series of waves that are
typical for the flight-plans of major hubs,

Another aspect of the HST integration of the airport
is nol less interesting, In airport regions, High Speed



Trains usually call twice: at the airport and at the
Central Statian, As these statians are rather close to
each other, the question arises whether it is possible
ta have two ‘central stations within one
metropolitan area.

The airport has become a majar public transport
node very recently and is very well accessible by
road. At the same time Central Railway Stations have
come to a halt with their capacity 1o accommodate
extra train-connections. In arder to balance the rale
of the two stations and to guarantee interconneclion
of the H5T netwark with the regional public
transporlation netwarks, concepts for this "dipole’
are heing elabarated, attributing different roles to
the two stations. In principle, twa choices can be
distinguished. In Frankfurt and Barcelona, the
airport will remain only a High Speed Train stop. In
Amsterdam, the airport is also a second
{inter)national interchange between HST services
and localfregional networks.

In Frankfurt, the respective roles of the two stations
wore subject of an extensive study of how to
integrate HST networks with regional public

international gateways to the region, As the HST
system will become a large-scale ‘metro-network’ of
the club of Eurg-regions, its stations gain a new
centrality also within the metrapalitan region. This
enhances the urge Lo refine the connections between
the city and the airport, as well as between the airport
and other development locations {(public transpart and
road). Dtherwise (see Amsterdam) the zirport location
might prevail in terms of its international access
quality and the availability of developable land, thus
offering more attractive investment conditions, which
can lead to conflicts between the airport operator and
the surrounding local authorities, In Zurich, the major
redevelopment of Central Station will be linked several
times an hour in less than 10 minutes to the airport.
This could make the Central Slalion very interesting
also for Airport City functions - the airport virtually as
a city-airpart.

Multimodal Interchange: a landside ‘hub'?

Airports, once erected at the fringe of urban areas,
taday lie in heavily urbanised areas along some of
the most intensively used thoroughfares of the
metrapolitan regions. The capacity of the same roads

FRANKTURT: ONE REGION - TWO HET STATIONS

transportation. Frankfurt Central Station, the main
node in regional netwarks, had 1o stay the major
interchange point from High Speed Trains to regional
trains. For this purpose, which exceeds its current
capacily, it has to undergo 8 majer reconstruction
with new underground through tracks for the ICE.
In Amsterdam, on the other hand, the presence of
the airport and the future HST link will lead to a
reorganisation of the city's territory and its
netwarks, A 15 minute detour around the city to
reach Central Station, and a lack of capacity there,
led to the choice to have the ICE and TGV stopina
new southern station on the Zuid-As, with optimal
cannections ta lacal and urban public
transportation. This station is supposed to make
Amsterdam’s former periphery truly the new
international centre of the Metherlands, The ald
Central Station will remain the most important
regional interchange node,

With the connection ta the HST netwark, major
international airparts expand thelr function as

ZURICH: CONSOLIDATING & REGIDNAL INTERCHANGE

thatl provide access to the airport is oflen exhausted
by everyday commuter Lraffic. The natural growth of
Lraffic movements in the region, and the growth of
passenger and commuter traffic Lo the airport, have
a cumulative effect. Given the precariousness of the
situation, initiatives an all levels to improve the
attractiveness of public transportation in order to
guarantee access for the various users of the airport
- passengers, employees and visilors - seem to be
unavoidable, and most effective.

The regions have to struggle with the fact that
regional public transportation networks are still very
much centre-oriented. They link regional subcentres
(farmerly peripheral areas) to the core af the
metropaolitan area. The urge to better integrate the
airparts appears at the same Lime as comes up the
commitment to improve tangential links along the
periphery of the metropolitan area. These links are
ta offer an alternative in traffic segments where the
car is very deminant. Since radial arteries suffer
major congestion prablems and connections
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Mational Highway

Mztional Highway (plannad)

High Spead Train

High Speed Train (plannecd)

Dadicated Link Airpart-Main City
Intercity Train {thick line = part of TEM)
Regional Railway

Regional Railway (planned)
MetrafLight Rail (planned)
National/Regional Bus Service (where no Railway)
Airport Interchange Node

Main City Railway Hub

{regional and metropolitan lines: anly direct services
to the airport indicated;
local amd regional bus services: mot indicated)
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LANDSIDE

helween more peripheral areas become mare
impartant, tangential connections are lop priority in
Helsinki, Milano (Pedemontalel, Amsterdam and
Frankfurt.

& ook at the regional transportation plans far the
nexl 10-20 years shows a surprisingly clear commaon
pattern in all airport regions. A large share of
angoing and future investment in regional public
transportation Infrastructure as well as road
extensions is concentrated around the airport. New
tangential regional lines run also via the airport. The
railway station at the airport Is seen as a welcome
opportunity to interconnect these lines with the other
exizting rail services and thus ta improve the regional
public transportation network. The Frankfurt-
Regionaltangente West {due by zoo7), Amsterdam-
Zuidtangent (2002}, Zurich-5tadtbahn (200s),
Vienna-5-Bahn g (2o03), and the Helsinki-Marja line
lafter 2011) are such new connections in the pipeline.

What the hub airporl is on the airside, the

multimodal interchange becames on the landside,
The fact that landside accessibility brings together
different means of public transportation at all levels

(local, regional, national and international) allows to
develap an Interchange or landside 'hub' around the
airport station. The opportunity for an Interchange
depends on the integration of the airport inta
national public transportation networks.

The stations at ZRH, AMS, FRA but also LGW airport
are already used to interchange. Bul with the
exception of Zurich there is as yet no clear indication
of the relative Impartance of the airport station as an
interchange node in regional networks. |t might be
used to transfer between means of transportation,
but this trend can not be put into numbers yet.
Respective studies have yel 1o be started up, and
thus the airport station has not yet been considered
as an interchange node in current or future policies.
A qualitative evaluation seems nevertheless
possible. What are the potential benefits? In general,
an interchange function at the airport - e.g. from IC-
train to metropolitan network - is desirable, if the
airport allows to access areas of the region which
are as yet poorly accessible vig other interchange
nodes, and if access from the outside of the
metropolitan area is more convenient via the airport,
Often, the Interchange at the airport offers faster
connections, which makes the airport station jtself
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Three different *stages’ of evolution of airpart

railway stations can be distinguished:

1. a halt at the airport (VIE, MXP, HEL (future)},
and an interchange elsewhere in the reglon {in
the centres of Vienna, in Gallarate, and in
Tlkkurila and Myyrmiki respectivedy).

2. a multimedal airport station (ARN, LEW, BCN),

respectively a major bus-station (HEL).

a multimodal Interchange (AMS, FRA, Z8H);

In ZRH close to 10% of the passengers in the

rallway station are ‘interchangers’, At these

airports major efforts are being undertaken o

install additional terminal functions directly at

the Interchange and thus improve passenger

Convenience,

3

THE AIRPOET IS ALSO A *HUB" |N LAKDSIDE TRAFFIC

HUB

attractive also for commuters to and from the
region.

The same principle that makes an airport a hub,
starts tomake an airpart rallway station a regional
hub: when a critical mass is reached through transfer
passengers, more connections can be offerad. The
repercussions on the modal split to the airport,
particularly of employess” traffic, will be
considerable. This is all the more important since the
modal split in the traffic to the airport has often
remmained below the regional average. And for
airparts like ARM or ZRH, where the reglon or state
sets a maximum pollution limit for the operation of
the airport, the reorganisation of landside traffic can
guarantee growth on the airside,

In order to ensure success of the efforts put into
public transportation, these concepts need to be
accompanied by restrictions on privale car use

[parking fees, road pricing) as significant tools to
tackle landside access congestion, and therefore



guarantee airport operability in this respect,

As central areas are too valuable for car parking, and
car use is to be limited, an interchange function
between car and public transporl - park&ride (PAR) - 1s
mostly undesirable at the airport: it contributes lo
congestion on access roads, and occupies car parking
places that are calculated for the airport's own demand
lemplayees and passengers), At Gatwick alrport, PA&R
occupies a considerable amoaunt of the airport’s parking
places, notwithstanding the considerable parking fees;
butat 45000 parking places, there are no severs
canstraints to parking opportunities for employess and
PAsSsEREErs as yel

Passibly, P&R may become a more interesting concept,
however, in linking car and High Speed Train: the
airport's High Speed Train station is better accessible
far cars fram the region than the main city's Central
Railway Station, And - it is not in vain that the High
Speed Train is promoted as if it were an airplane
servica, Substitution of shart-haul air traffic will
increase this notion.

Queality of inter-connection
The Interchange function, and its beneficial effects on
transport networks in the region - an improved public

IRH: AVERTICAL INTERCONKECTION OF ALL MEANS OF TRANSFORT

transport offer and additional connections - can anly
really be reached if the quality of the interconnection of
the different modes of transporl is guaranteed.

Co-operation belween transport praviders, the airpart
aperator, and even airlines, Is crucial for the quality of
the Airport Interchange and the operation of specific
sernvices to improve accessibility also to remate
platform and Airport City sites by public transpaortation,
In Zurich, the airport operator, Swissair and SEB, the
Swiss Federal Railways, work together on the extension
and radical upgrading of the station hall 1o cannect ta
all public transport means at the airport, and will
establish services such as check-in and baggage claim
in the railway station. These initiatives are explicitly
also aimed al increasing the airport’s landside
interchange function.

In contrast o ZRH, the several privatised rail and bus
operatars at LGW lead to a lack of interchange quality.
They have ne commen goal Lo exploit synergies: an
interchange also requires extensive co-ardination of
services in terms of schedules and spatial links.

Financial involvement of the airport operator will be
necassary to guarantee the quality of the
imtercannection, as much as it has already heen so lor
the provision of the services available today at alrports
like Frankfurt, Amsterdam and Zurich. In LGW, the fact
that at this moment no Airport City development around
the railway ane bus node can take place, must he
considered one of the main reasons for the poor quality
of intercannection, It seems that BAA and the landside
transporl operators are reluctant about creating an
Interchange without getting the apportunity to exploit it
in terms of real estate development. There, the guestion
must be rajsed how to achieve an Interchangs and
Interchange quality, without an Airport City,

More than simply getting to the airport

In comparison with other poles in the meatropolitan area,
the airport is one af the best accessible puslic transport
nodes, This trend is nol 1o be underestimated, The
accessibility of airports will improve further in the future.
Encrmous pre-investments in landside accessibility have
heen done, mastly to expand the air tralfic fenctian.
Mow it is crucial to anticipate the patential added value
suchan interchange node can have for the further
developmenl of Lthe metropolitan area, and 1o be aware

LGW! INTERCHANGING ONLY VIA THE TERMINAL HALL

of the local urban patential of such a multi-modal
Interchange. This emphasises again the importance of
an optimal interconnection between High Speed Train
ard regional netwaorks, and a careful evaluation of the
airport’s role as a regional development pole,

Access quality is no lonzer Just a question of gelling to
the airport. In the strugele to achieve a higher share of
public transpart to the airport, it is imperative to also
consider

* the Interchange function at the airport in the first
place, together with an increased Interchange quality

* a connection of programme to the infrastructure
{"platform-focused' versus fregional’ approach).
Highest efficiency in this respect can be expected
when building on top of the Imerchange, the same
way as is done in Central Railway Stations.

* urban access quality for all sites on the airport
platfarm anel in the Airport City: the surface to be
covered is often several kma large and many km long;
the densily of workplaces requires line-distribution
in most areas.
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regional context
of the airport city

International airports have became magnets ta all
kinds of business activities, First, activities were
mainly directly related to the airport {air traffic), but
then other companies settled ever more aften, due to
the image of the airpart location or the good
connections offered,

In the most advanced cases, a variegated,
heteragensaus complex of activities settles around the
airport which eventually starts to compete with Central
Business Districts and other existing centres of the
metropolitan area. The co-ordination of the new role of
the airport-and its Airport City with ather established
and developing pales in thé metropalitan regian needs
a sort of lypecasting between the different centres,
The airpart, however, primarily competes in @ market
where the cholce is not made between one or anather
pole’in a certain regian, but between different regions
as such.

Often, there Is an inherent danger of traffic congestion

o Q6%
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Alrport-related economic activities and existing structures
need to be fine-tunad. Therefore, and particularly in
regions where traffic cannections to the airport are good,
the airport's spin-off must nat necessarily be concentraled
aroune the platform, but can also be accommodated in
disperse sites throughaut the region, contributing to a
mare even development balance,

The nine airport reglons show different ‘development
stages' of these spatial ang economic processes. Different
approaches are taken to the dominant proeblems. In
general, it seems crucial to relate land-use sirategies to
the available capacity of traffic networks. Also, strategles
to exploit the potential economic berefits of air traffic
arowth have heen developed thal could eventually
campensate for some nuisances generated by air traffic,

Initiatives around the airport platform

The expansion of the airport and its strategic position in
infrastructural networks have made airpart surroundings
ane of the most attractive locations for economic
activities in the periphery of the cities, Business

The business floor area of an
Airporl City (non-aviation) atone,
Uik gl AMS of FRA, amounts fo
less than 5% of the tolal
husiness area in the main cities,
and is often smaller than that of
other new development hat-
spots bn the region,

CURRENT AIRPORT CITIES ARE NO DOMINANT POLES IN THE METROPOLIS

araund airports, especially if transpart policies and
consequently investments into traffic infrastructure are
lagging behind the accommodation of economic
activities. Such an imbalance is risky, as major
investments, If nat restrictions, will be required to
keep the whole operation going.

The economic effects and benefits of an expanding
airport are not limited to the airpart territony, but are
spread-out over a larger territory, They are usually
much bigger beyond the airport territory than an the
airport platform itself. The increasing number of
amployees in companies and enterprises that consider
the airport vital for thelr success, and therefore settle
in Its surroundings, can be expected to excead the
increase n employees on the platform by far,

As these effects do not encounter virgin ground, it Is
essential Lo achieve a balance with other initiatives
and interests in the surroundings of the airpart.
Existing local and regional econamic structures, which
often are of a different, smaller scale; can easily be
overrun by concentrated Airport City develapment,

apportunities are high on sites next to the airport
platfarm. In several cases, |local autharities, as well as
airport operatars, have launched their own and often
appartunistic plans to exploit the attractiveness of the
airpart and to profit from the rising land-prices around
the girport. In Frankfurt and Gatwick major protected
green belts, as well as so-called strategic gaps, limit
these opportunitiesin order to safeguard the local
environment and the manoeuvrability of the airport.

Municipal initiatives are evident at Malpensa (Trade
Park, Vizzola), Helsinkl (E18 corridar) ar in Zurich, where
the municipality of Opfikon-Glattbrugs offers, amongst
athers, a housing and business lacation that - with 15-
zo'oon employees - |s alone just about as big as the
whole municipality today. In Schiphol, the municipality
of Haarlemmermeer developed an enormous business
park of z50'000 mz just south of the platform, very
much to the irritation of the close-by city of Amsterdam,
Often, these are initlatives of developers that are
welcamed by the territerial authorities arcund the
airpart. Co-ordination is difficult, if not neglected, not



least since such projects often exceed Lhe scale of
projects which smaller municipalities are used to
handle. In these cases, there is not much control
aver whether what is developed has a direct
relation to air traffic,

Initiatives of airport operators oulside the girport
perimeter become ever more common, too. Tha
recent regrganisation of airport operators led to the
fermation of airport-owned land development and
real estate development companies. Airports
obviously try to accommodate a large share of
valueable business and service activities (airport-
ariented activities) on the airport territory itself,
Howewver, space on the platform is scarce. As a
cansequence, airpart operators starl to develop
sites beyond their territory, maore or less like other
private investars would, This is not anymore for
operational purposes only (as were an outsourced
airline administration, catering, efc. as in ZRH), but
to make extra revenues by developing land in tha
airport surroundings. In order to maximise their
income, airport operators preferably launch Lhese
initiatives by themselves:
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+ Vienna Alrport ple has created 2 “Vienna Airport
Business Park' development company, to develop
an off-airport site with the same pame.

+ Frankfurt airport collaborates with the
*Hoechst-company in the development and
oromation of a farmer industrial area for logistics.

s with Schiphol Real Estate (SRE), Schiphal
airpart participates a.o. in the developmeant of the
300 ha logistic area 'Ag-zone” (with SADC and the
municipality) and develops business parks close
lo Dutch regional airports, in collaboration with
the respective municipalities.

The most extreme case of real estate development
by an airpoel operator can currently be wilnessed in
tMalpensa. It is, however, not the SEA, the operator
of the Milanese airports, but a new Malpensa Real
Estate plc, a non-ltalian company with a 60% share
held by Schiphol’s SRE, that has become invalved in
real estate development around Malpensa airport,
developing three areas with logistic businesses and
an office complex, SRE fills up the vacuum of

develapment activity which still exists due 1o a lack
af instruments Lo co-ardinate airport-related
development in the larger airport zrea at MXR
Alrport operators show ever more expertise in
developing land for activities which (for whatever
reason) seek the airports’ vicinity, With them
exporiing this expertise Lo get elobally involved in
developing such activities, another very adroil player
introduces himself in the arena of the airport region.

All these developments put an increasing pressure
an the sites surrounding the platferm. Spontaneous
initintives by local authorities are opposed by 2irpart
aperatars who fear for the elasticity and
manoeuyrability of the airpart in the long-term. The
latast initiatives of airport operators arg metwith
controversial reactions from local and regional
authorities, wha claim that an airpart operatar has
ta run an airpert, not to develop land in its
surroundings. Current instruments (like the *Piana
d*Area Malpensa® or the 'Richiplan Zurich’) seem to
be insulficient to avaid competition and conflicts
between development initiatives of the airport and
local authorities, Other forms of development co-
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operation are required which could eventually
invelve non-operational sites on the platform as well
as the surrounding development locations. In
Helsinki (Wantaa) and Barcelona (El Prat), airport
phatform sites for the developmeant af non-
operational activities (Aviapalis) are reverted to the
land-use autharity of the municipality.

Regional authorities are also concerned aboul a
halance in the region concerning land-use, and fear
additional stress an traffic networks. These were ..
the reasons in Amsterdam far the making of the
SADC (15 years agol, when intensive development of
the airport surroundings was expected.
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Balance of economic
developments in the airport region

Intermational airports have become major assels
for the city and the regian and are impartant
motors in the respective regional economies.
Arpart-retated developments contribute to the
caompetitiveness of a metropelitan region in an
international context. The market for airport-
refated activities is a global market, within which
enormous investments are done. Many
international or internationally active businesses
seek a convenient location with respect to the
airport,

Some regions have already shown a certain
concentration of international headquarters or
logistic operators far many years, a pasitive signal
towards the type of businesses that follow airport
development (Amsterdam, Helsinkl, Barcelonal, In
ather regions, however, Lthere s a major disparity
between strongly airport-related economic
activities and the existing economic structure; A
caraful integration of the different structures is the
alm of initiatives in Malpensa or Gatwick.

authorities and olher logistic operators seek co-

operation with the involved municipalities.

* in Stockholm, Arlanda airport is, besides
developing its awn ‘Arlanda Logistics Centre’ an
the platfarm, co-operating with the airport
municipality Sigtuna in-a common initiative,
Artandastad, which includes & more general
*Morth Eurapean Logistics Centre’ NELC,

* in Amsterdam, 3 ‘Schiphol zone' has been set up

around the airport within which development is

undertaken by the Schiphal Area Development

Company (SADC], a joint-venture of local and

regianal authorities, the airport and the national

investment hank.

Helsinki's E18-TEN carridor hooks up to bath

airport and port, and is to a great axtent

reserved and promoted as & major Loglstic Zone.

A 'Centre of Logistic Expertise’ is to stimulate

development.

in Barcelona, the Llobregal Delta has been

designated a Logistic Platform for the

metropolitan area, reserved to accommodate the
spin-offs of both part and airport.
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TWO REGIONS, TWO CONCEPTS: CONCENTRATION OR SPREADING OF AIRPORT-RELATED ACTIVITIES

Mearby: strategic land-reservations for
airport-related activities...

Where the alrport is proclaimed as an important
generator of economic activity in the alrport region,
local and regional authorities have sef up initiatives
to guarantee Lhe making of zanes far logistic and
ather airport-related activities right at the doorstep
of the afrpart. They are to complement the regional
economic profile in attracting additional
international(ly anented) airport-related activities,
To provide sufficient space for such activities
requiting good access to the airport platform in the
lang-term, Amsterdam, Arlanda, Barcelona and
Helsinki feature reservations of compact
development sites In strategic locations close to the
alrport, Parlicularly where synergies of several
potent infrastructures such as ports and airports
can be expected, the reservation of strategically
favourable sites for loglstic operators (nol only
those handling air and maritime freight] is
impertant to generate economies of scale. To
establish such zones; where develapment can be
promoted, co-srdinated and monitored, sirport

01 further away:

regeneration of the metropolitan area
Airport-related activities require good and fast
access to the platform, to freight-handlers and to the
terminals. & good integration in metropolitan and
regional public transportation networks, as well as
in the highway infrastructure allows tharefore to
recansider ather more remaote lacations,

For airport-related activities, a direct access to the
airport is more impartant than immedizte spatial
vicinity, To settle closer to the city becomes possible,
il access to the airport can be guaranteed. At 15
minutes road and rall distance to the airpart, the
booming Northern urban periphery of Stockhoim is
the preferred location of IT and high-tech businesses
in the region, businesses that have a substantial
inclination to international relations and thus to air
traffic. In most alrport reglons, a comparable zone of
influence around the airport includes, apart from the
airport itself, other regional development poles,
major hot-spots (the Amsterdam Zuid-As) or even
the main city itsell (Zurich). Munich airport, on the
other hand, - a remote greanfield alrport - shows a
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THE CLOSER TO THE ARPORT, THE MORE TUNING BETWEEM LANDSIDE

major concentration of activities around the platform,
but little impact beyond its immedizte surreundings,
due to poor network integration.

Activities like logistics and distribution are even less
sensitive to remate locations. By comparing Gatwick,
Amsterdam, and Arlanda, it becomes evident that
such activities can be located as far as 3o-4o0km from
the alrport, provided transport connections (also with
public transport) are sufficiently good.

* The municipalities surrounding MXP alrport
see the accommodation of zirport-related
activities on their major brownfield sites -

10-16 km east - as a chance to stimulate
regeneration of the metrapolitan area.

* The spin-off of LGW is as much as possible
distributed in Wesl Sussex County ta benefit run-
down areas. Crawley, the airport municipality, can
only accommodate functions that reinforce its role
as a regional cenlre. BAA Gatwick considers it
possible to locate certain airport-related activities
in coastal towns, an area in strong need of
regeneration,
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= Around AMS, municipalities like Almere -30 km
to the east - would like to divert some airport-
related activities to their territories.

= |n FRA most of the spin-off of the airport is
‘silently’ subsumed in company sites all
aver the airpart region.

Land-use and mobility are thereby closaly related: a
concentration of the spin-off at the airpart itself (in
an Airport City), ar its accommaedation in the main
city and In other poles and areas of the region, are
two different spatial and economic schemes
raquiring different infrastructural concepts.

Spontaneous development versus
collaboration in the airport region

Experiences in Arlanda, Amsterdam or Gatwick, and
tensions in Malpensa, Helsinki and Zurich, show that
there is a need to find a good balance between
concentrating a certain kind of programme close to

the airport and distributing other airport-related
59
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programme in the Immediate or wider surraundings.
However, such a regional development concept - an
approach which is favoured mostly by local and
regional authorities - needs lats of stecring, much
more than the spontaneous accommadation right
next ta the airport. But it is likely to generate less
conflicts and bottlenecks,

Mast of the developments which could in some way
be said to be induced by the presence of a big airport
in the regional territory, are rather spontaneous and
autonomous initiatives of developers, airport
aperators and municipalities. These initiatives not
only compete with each other, but also impair
relations belween the airport operatar and the
autharities. Such spentaneous development can also
reduce the extent to which an airport region is able
to benefit from the presence of a big airport:
= Spontaneous local Initiatives, where every
miunicipality develops its own company sites,
compete for similar clients, internatianal investaors
in the airport area; Yet, the market demands a
cartain clasity on when which developments can be

2 _ g HEL

Little has been done as yet in this respect in a co-
ordinated way. Local and regional authorities have
often yet to get aware of the economic impact of the
presence of a major airport, its size and its influence
on the structure of the metropolitan area, as well as of
the opportunities for them to hook up to these
dynamics.

As these are not observed, the burdens on airpart
municipalities are likely o grow due to increasing
congeslion on roads and public transport and the
difficulty to pursue own perspectives. At the same
time, the imbalance in the region in terms of economic
development and accessibility is increased. Alrports
threaten ta be suffocated by the pressure on land-use
{over-develnpment} and accessibility in their area,
which In turn makes the allocation of airport-related
activities increasingly inefficient.

Clear and specific policies with respect to the access
guality and the Airport Product, as well as a specific
and suitable offer for the different categories of
airport-related activities - instead of a ‘laissez-faire”
approach —make a difference. They allow all players

: P g2 IRH

DIFFERING ATRPORT CITY INITEATIVES: (1) COROPERATION, (2] INDIVIDUAL INITIATIVES, (3] REGIOMAL CENTRES

expected, Insecurities ahout investment
opportunities are unattractive. With the alrpart's
inclination Lo dao it yourself instead of ‘do It
together', and with competing initiatives of
surrounding municipalities; Individual marketing is
inefficient, and camman marketing almost
impossible,

* Fragmented, spontaneous initiatives make it

impossible to create a critical mass that is
necessary to promote the airport area for a alrporl-
related activities ona market where European
regions are competing, &n wnclear profite with
respect to market demand, and the lack of
transparency on development apportunities,
ara ghotacles,

® The importance of accessibility for the aver
all Investment climate is often forgotten,
Transport bottlenecks and a lack of adequate
development sites can become a serious
handicap. No co-ordination with infrastructures
is very expensive in the long-term,

together to optimally explait the (economic) added-
value of growing air raffic alongside a still attractive
surrounding, Otherwise, one risks to create and
foster a considerably lower-guality spin-off in a
characterless environment.

Some regions have successfully started up
collaboration in selectivity, co-ordinated marketing
or even development co-operation. Their experience
shows that close partnerships and clarity between
local and regional authorities and the airport form a
basis, on which the growth of an airpart can have a
pasitive impact on the regional economy as well as
on the efficiency and perfarmance of the airport
itself. Strategic co-operation within Public Private
Partnerships (guided growth) starts Lo replace
spontaneous development initiatives and
uncontrolled growth,

Selective programming
With site reservations for specifically airport-related
activities like logistics, and with the establishment
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of strategic sectors around airports Tor different
types of businesses, as can be seen in AMS (SADC),
ARM Arlandastad), BCN (Defta Plan), and to a
certain extent also in HEL, sites are given a clear
label. They are no longer just any business sites: &
strict selectivity applies to the functions allowed,
which s alsa based on a valuation of the site's
integration inta fransport networks. Selectivity, or
selective programming, and branding, the
attribution af a clear label, are mutually dependent
concepts: reserving sites for a specific kind of
activity will bring & market advantage.

The example of Arlandastad in Stockhalm shows
clearly that selectivity and branding can be
indispensable even in boom-times: after ten years of
vain attempts to attract IT, high-tech and logistic
businesses, the area only hosted a major peripheral
snopping center, Recently, after having been
specified more clearly {(mostly logistics) and
launched anew in 19g9, development starts to move,

Selective programming has, where it has been done,

contributed to attracting high value real estate
development without frustrating the main function

North European

pperation than sites around airports.

By replacing individual marketing initiatives, first
madels of common marketing and of co-ordinated
development are to help tackle discrepancies in site-
development,

Where marketing for an airport region includes the
complete range of sites that can be offered, the
function of marketing is not anly to represent the
airport région @s a whole, but also to provide an
overview over all plans, and Lo Inform about
schedules for the sites and type of activity, Clarity for
potential investors on “when where how muchis a
crucial prerequisite for successiul development of
Alrport City and its relation to other regional
development poles,
= Amsterdam, which probably underwent the most
radical changes on its metropolitan area with the
hoom along its southern periphery, has launched
several initiatives to co-ardinate-and market the
different development poles of its urban area:
Triport, AdA-area, Amsterdam Zuig-As.
* n Hedsinki, the Helsinkl Metropolitan Development
Corporation has been sel up to work out marketing

AMSTERDAM

. AIRPORT

— }
7o T r) -1 '| 2 ¥ i i=
i g Logistic Hi-Tech AREA
I T W TR ] Centre
i 1 L_r:__.} k{_;;_! MR S BARCELONA

FROM PURE BRANDTO DEVELOPMENT CO-CRERATION

of the airport, and it could be the key in establishing
a rezional balance: which activities are to settle
around the airport and how is the Airport-City
complementary to and broadening the range and
offer of urban functions in the metropolitan region?
Mevertheless, even though in today’s boom-time
selectivity and branding would be easiest ta
implement and most effective in international
competition, almost all development sites in all
regions participate in the general euphoria and
compete with each other within the regions,

strategies and represents the Metropalitan area
abroad (e.g, in Cannes). In principle, its name is
misleading, as it has nothing to do with actual
development,

But Marketing is not Development, it is only a
stepping stone to development: a clear distinction
has to be made between marketing organisations
and development forums. With marketing alone it is
not possible to overcome discrepancies between
sites, and to control potential bottlenecks, To handle
a specific planning context, development

Marketing initiatives and development co-operation  corporations are needed. However, a regional
Airport regions show clear discrepancies in site development company is not easy to establizh,
development opportenities, Sites an or around Almost automatically it reguires the co-operation of
airports can often be developed much faster than all levels and involved entities. Regicnal authaorities
sites - especially redevelopment locations - alone usually have no experience with such an
elsewhere in the metropalitan area. And airports, Instrument, with the exception of Amsterdam maybe
used to such projects, offer cheaper, smoother and (SADCY; and as development is not part of their

less camplex development handling, More central traditional tasks, it is rather improbable that

tity sites usually require much higher pra- municipalities and the airport cede this function
investments and more complex development co- directiy to the region.

L1



Development within noise contours?

The city of Vantaa, airport municipality in Helsinki,
may be a single exception with its way of seging its
airport’s noise contours: “1t 1s our major problem
and our major assel”. The noise contour means that
a large area - close to 25% of the municipality's
territory - is uncontested by other functions and can
b reserved and promoted for logistic and industrial
uses, lo become the Logistic Zone of Helsinki, Much
mare frequently, conflicts in the airpoert region arise
due ta the noise immissions on the airport area:
particularly opportunities for housing development
far the intreasing numbers of airport employees
nearby the airport are severely impaired.

Collaboration is nesded to compensate for the
nuisances and limitations of land-use exerted on the
territory by the airport’s noise impact. Compensation
with development within noise contours again
requires selectivity; otherwise, there may not be
enough adeguzte land available, Especially logistic
and industrial activitios, but glso business and
recreational functions can be located within noise-
contours (depending on respective noise protection

I
I

€06 - Sud de l'eeroport

£

TUNING ALLOCATION ECONOMIC DEVELOPMENT WITH NOISE CONTOURS

legislation), provided the highway and rail corridaors
are also in the same area; Arlandastad at ARN and
the E18 carridor at HEL are waorking this way, and
araund Schiphel airport explicit stralegies of this
kind are also waorked aut. Tax-revenues,
employment oppartunities, and good inlegration
into public transport networks are then possible
compensations for the noise immissions and other
erwviranmental nuisances. In HEL and ARN, this is
rather easy, as in both cases only one municipality is
really affected, while around airports where several
municipalities compete for compensation it is a
challenge to satisfy them all.

Compensation may become a major element in the
attempt to balance the expansion of air traffic with
optimal exploitation of the ecanomic potential of an
alrport.

HEL - Exfi corridor

The ety af Yantaa actively exploits its noise contours
with econamie dovelapment within them. In Paris C04G,
howeever, Inlrastructures and nolse contours do nat
match: the noise contours cover suburbs to the East and
tha West, while the major high-tech developments,
industries and exhibition centres are sel up along the
bundles of transport infrastruclures runnlng Norths
South.
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conclusion

Airports are here lo stay. Airport expansion comes
along with potential benefils, and major nuisances,
not only in ils immediate surroundings, but
throughoul the region. Battles are fought about noise
impacts and further concessions of local authorities
concerning their land-use plans. In the struggle to find
elements that can provide with added value for both
sides in this tense situation, economic developments
and traffic network patterns that are stimulated by the
airport's presence offer top oppartunities,

Ta maximise the beneficial effects, four major tasks

have to be considered:

+ the integration of land-use and mobility at
the airpart and in the airport region,

= an efficient interconnection of the different
means of transport in the airport station,

= provision of access quality to the entire
Airport City comparable 1o the standards for
other urban areas,

+ a potential Airport City development within the
restrictions imposed by noise on local land-use.

mavements in the region, the effect of increasing
passenger and commuter traffic from and to the
airpart on landside traffic is rather small {in AMS traffic
induced by the airport amounis to only 12%
approximately). But together they have a cumulative
effect, creating heavy congestion particularly in the
airport area, which cannat be tackled wilh current
policies.

Toavercome these threats and guarantee accessibility
in the future, hard-care arrangements are needed, not
only to improve public and read Infrastriecture, but
also to co-ordinate land-use and transpaortation
strategies in the airpart regian, and to avoid
respective imbalances.

Fully integrated concepts (will) become moare and
more relevant. Network inlegration is a prerequisite
for development. Accessibility is not only vital for the
airpart, but a guarantee for the averall investment
climate and attractiveness of an area. If bottlenecks
appear, business companies ane the first 1o leave.
Concepts to improve the accessibility and the
position of the zirport in transportation networks are
to be developed alongside sirategies to stimulate

Airport City planning is an unusual planning
task. It is a step away from purely ‘technical
airport planning’ to include aspects of an urban
planning process. It is as ambitious - if not

more daring - as Central Station redevelopment.

Co-ordination of {and-use and

transportation strategies in the airport region

It is evident that the polential for economic growih
around an airport not only depends on the capacity
of the airside facilities, but is also directly related to
the quality of landside accessibllity of the airport.
And vice versa: the quality of access depends on the
maonitoring and contral of the growth of the
developments around airports,

Many regions face serious botllenecks in accessibility
in the years to come, as land-use strategies - ar less
co-ardinated development initiatives - have been
hurrying ahead of initiatives to improve transportation
networks (bottleneck nr.a in Amsterdam and Zurich),
The enclosure of the airport within the metropolitan
area urges to co-ordinate accessibility and urban
development. The uncantralled exploitation of the
development potential around an airport - directly on
its vital access infrastructures - is conflicting with the
primary aim to keep the alrport itself accessible,
Measured against the natural growth of traffic

and co-ordinate the economic and commercizal
development at the airport and in its surroundings,
Only then the growth of the Airpoert City can take
place while sustaining the primary function of the
airport.

Co-ordination of Airport Interchange and Aiport City
Landside accessibility is a battle for a few % of
extra public transportation customers, fought for
with heavy investments in new infrastructure in the
alrport region.

Almost all current regional initiatives focus on
adding new or improving existing public
transportation services to the airport, as well as
restricting car access {e.g. with parking fees).

As yel missed out are the effects of (1.) developing
the Interchange Node, (2.} building on top of the
Interchange Node and (3.) demanding top access
quality for Lhe Airport City, which are elficient tools
to influence the modal splil in airport access.

They are the new additional 1asks in landside
accessibility.



1. Interchanging at the airport is as yet difficult, The
different means of public transpartation are often not
yet well connected. An interchange node asks for a
different logic than point-to-point access to the
terminals. Better connections between the different
means of transpert would make more services
possible, raising the amount of people using train
and bus. If 30% of the long distance train passengers
at the airport station are not air passengers - as
expectad at Frankfurt or Schiphot airports -, higher
frequencies on local{regional services are feasible,

2. Too often, Airpart Cities are still developed where
there is room, not where connections are. Building an
office centre (e.g. the airport administration) directly
on top of the Airport Interchange, instead of
elspwhere on the airport territory, will make % of
the employees leave their car at home - as Frankfurt
airport calculated. In comparison, Marjaline, which s
ta connect Helsinki airport, is expected to lead to a
3% [ncrease of the share of public transportation,
Frankfurt's ‘Regionaltangente West' to a 1.1%
increase, OF course, these new rail lines are above all
key-projects to improve the regional networks, and
the beneficial effect on alrport accessibility is a
welcome side-effect.

integration of land-use and mobility, and the
creation of an attractive environment at the airpart
for employees, visitors and others, as well as urban
accessibility, are tasks that are to be tackled with
urban planning Instruments rather than with
airport/airside planning. As should be standard in
any normal city planning, integration of land-use and
maobility stands at the core of the task.

But airport planning - and thus planning an Airport

City - is not @ normal planning task!

- It Is particularly difficult since everything is on the
move. An airport is subject to a continuous
transformation to allow for further expansion, the
improvement of the airside product {e.g. terminal
concept] and of the quality of the Alrport City (2.8,
open space). Functions switch place on its
territory: a terminal instead of a frelght centre, the
airport administration instead of maintenance, a
business centre instead of a parking lot.

- Partnerships and responsibilities to develop an
Alrport City together are not yet clearly defined.
Currently, the airport aperator claims two tasks:
the public responsibility of the airport operator and
the private interests of an enterprise and real

It is particularly difficult since everything is
on the move. It is highly specific, as a
double agenda is to be satisfied: the making
of an Airport City without interfering with the
airport’s space for manoeuvre.

3. Landside accessibility Is decisive for the quality of
the airpart as a working environment. There is an
important deficit concerning access for other users
of the airport than passengers: employees, clients
and visitors, They cause more traffic moverments
than passengers, but have a much lower modal split!
If connections between landside access and
terminals are aptimised, it Is risky not to do the
same for connections between landside access and
the workplaces and destinations of employees and
yisitors. Their share in landside traffic is likely to
grow faster than that of passengers, as an
increasing share of air passengers are transfer
passengers.

An unusual planning task

There is an extreme development dynamic on the
platform and in its immediate surroundings. The
uality of what happens does often not come up to
the requirements. Common instruments - ‘technical
airport plans’ - are not adequate for handling the
complex organisation of the airports’ landside. The

estate developer. But Airport City has not been
taken out as a patent by the airport operator,

- In a city, expansions and transformations are
relther as fast nor as big nor as radical. At the core
of an Airport City there is an airport with all its
nuisances and Its security reguirements. There
needs to be space for manoeuvre: In a city, where
traffic networks are mare or less stable, this is not
necessary in the same way.

An airport is not simply an airport anymare. But - it's
not just a city, either.
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‘Big" airport versus ‘small’ territory
Milan Malpensa airpart -
Regione Lombandia

15 years of Alrport City and Involvement
of the local authority
Stockholm Arlanda airport -
Sigtung municipality, Stocktolm region

A strong regional Interchange, but please
no Alrport City!

London Gafwick aimport -

West Sussex County Council

‘3 terminals - 1 airport’
Frankfurt Main Afrpart -
Umlandverband Frankfurt

‘Creating AlrportCities’ versus

‘Amsterdam Alrport Schiphol®
Schiphal Grolp -
Province North Holland

‘Yantaa the Airport City®
Vantog Helsinki girport -
Vantog municipality

A city with the ambition to plan
its airport by itsetf
Baorcelonag airport -
Area Metropolitanag of Barcelona

A privatised airport in the focus of
regional planning
Unigue Ziirich airport -
Kanton Zilrich

A nearly Independent airport
Vienna Airport Authority -
Stadtverwaltung Wien



All aver the warld, the growth of Alrport Cities and the increasing use of the airport as a

landside Interchange are issues thal have Lo be Faced by airports and their airpart regions.,

Bul not every situation is equally adequate for such developments. *“Why and how an
Ajrport City is realised’, for example, or *“Why no Airport City is developed' are egually

impartant guestions,

The nine Eurapean airporls and airport reglons show very different development slages
and patterns of Airport City and Airport Interchange, To understand the individual features
of every situation, the prevailing conditions have to be considered: economic and political
in terms of the necessily for an Airport City, and environmental and socizl in terms of its
feasibility. Opportunities for Interchange functions and Airport Cities depend, on the ang
hand, on the requirements of airport operability, an the business orientation of the airport
operator, and on the quality and capacity of airport access. On the other hand, they
depend on the airport’s position and role in the metropalitan region, dilferent policies of

the involved authorities and the protection of the environmentl.

The *Sharl Steries' are not written on a fix pattern, but kighlight particalarly interesting
fealures and the respective experiences made in the different regions. They are ta provide
a general understanding of the benefits and possible dilemmas af Airport City and Alrport
Interchange development, and outline inlerests and strategies of public authorities and

airport operators, as well as instrumenis available to them.

The nine Short Stories are based on interviews and discussions in Lthe specific regions
during summer zooo. Nevertheless, the ideas and opinions expressed in these texts are

those of the authors.
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‘Big’ airport versus ‘small’ territory

At Malpensa airport
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MALPENSA

Addariisamas ol he SE&

Malpensa girport is pot - as /s usually
gssumed - a new airpart planned from
scratch out in the green, It s the result of
severol radical expansion phoses afa
farmer military airport situated at the
western borderaf the metrogolitan aren of
Milan, same 50 km off the city centre.

Tiwo things explain mast of the
charactenshics of the new Malpenso-oirpart
and the difficulties concerning its
Integration into local and regional
developments: the airport’s size, and the
fragmenfaticn of the sueraunding fermifon

Malpensa is forecosted to hondie 22 million
passengers in the wear 2000, In only one gnd
a half years, the airpart has wndergone o
spectaculor ieap i scole: before the renewed
Malpenso agirport opened fn Ocfober 1998, ft
frapsported less than & million passengers!
This success was unexpected. Neither the
airport development plan ‘Malpensa zooe”
of 1085 {predicting 8- million passengers),
nor the 'Plono territariole o Areg Malpensa'”
of 1099 (predicting 12-25 passengers in
2005 foresaw such o radica! growth, As o
consequence, the centext of plurning -

wehich e been veny constryctive durng the
preparation of “Malpensa zooa’ - has
become more comtroversial since the
alrport’s ppening in 1908

Unllke mast European oirparts which ore
situated aeither within the main ity ar on
the territory af only one neighbauring
municipality, Malpense airpor! lies on the
ferritory of 7 municipolities, the smallest of
wifti : ftants. The

ck af co-operafinn
tharities concerming
i-use siritegies.

1, Piano territoriale d'Area Malpensa

I 20949, the ‘Pigno ferritoriole d'Arean
Malpensa’ was produced fn arder [o build
uo o framework for co-ordinoted action
between the region and local municinalitios
conceming the spotial and econamic
integration of Malpenso in the territary This
is @ strategic plan for the ‘Malpanse Area’ -
o Kimited sector of 17 municipalities whick
are directly affected by the development of
MAP airport,

Sirce this part of the metrapalitan arég of
Mitar suffered o decling (Sos and gos) in its
traditional manufacturing industries

(fextife; mechamical engineeringl, many of
the municipalities were [gft with large
brownfield sites within their cities,
Independentiy, they launched major
operalions for renewal, creating on
ntindont offer of development sitesin the
region.
The task af the ‘Figro d'4rea Molpensa®
wis, therefore, obove all;
“ta provide an inventory af all the projecis
and initiatives of the authorities and
Institutions imvalved within the Maolpensag
Area o form o complete overview of all
angding planning
fo challenge the developnent potential
af the existing plans and the capaciiy of
franspartation networks within the areg
with regaord to the expected effects of the
expansion af Malpensa afrpart
- to propose specific projects - in the fields
of mobility, envirarment, economic
develapment and oirpart Impact, to
achfeve the integrofion of Molpensa and
co-ordinated development of the
‘Melpensa Area'.™

The co-ordination between the different
actoars happened through the formation of o
Committee, chaired by the province of
Varese. Besides the concemed
misicipaliies (Including the major
canurbation of Busto-Arsizie and Gollarate),
it included the region, the 3 provinces
(Milano, Varase and Novaral, the airport
authgeity 5E4 gnd the consortivm af the
{(regioral) Farco del Ticlna” (park of the
river Ticing).

The ‘Piano d’Area’ is no plan as such, It is
rather the start af o process of collaboration
and a proposal for reglonal develogment,
fuily dependent on future passibilities to
imolemient and monitar this process.

2, The initiatives of the airport

Both Milonese oirports are run by the 5EA4, o
putlicly owned enferprise, with the citvof
Milen (84.6%) and the province af Milan
{24.55%) as majar shareholders,
Geographically, however, the alrpart lles
within the pravince of Vorese, But neither
the sharehoiders mar the province of Varese
have autharity conceming afrport
develgpment within the airport perimeter,
Thiis is In the furisdiction af the ltnlfan
natignal government,

Untll 1998, the Lombardy region, the so-
called *heart of the italian ecanamy’, in
which Milan lles, did nat dispase af an
adequarte infermational airport, The 1985
alrport development plan ‘Malpensa 2000°
was to provide the framework fora
northern itaifan hub for Alitaiia, with three
care-projects:
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I- Redesigning the airport: 'Malpensa
2000 foresaw the canstruction of a new
maln terminal 1o the west of the two
gxisting runways, Currently the taa
tarminals operate separately for different
types of afetraffic (termiaal 2: charter ard
full freighter anly, terminaf 1:
requiosScheduled fifghts). The northem
terminal 2 15 proposed o serve as a fultire
satefiite fermine! which woold réquire o
passengershuttle ond o baggage-link. Bath
& peeple mover ora second station for the
‘Muipensa Express” frain are possible
aptions.

2-Malpensa Express: in 1099 the pew
alrpart was connected to Milang Nord
{Cadornal Station with o point fo point train
service (every 30 minutes), It is operated by
the regicnal raitvays Ferrovie Novd Milang
FINA.

Due to the "Parco del Ticing', anly o narrow
strig of land was left for terminals and
landside accessibility This led fo an
extrasardinagely compact and vertical
arganisalion of the terminal and parking,
as well as bo direct connections with the
raitway statfon {4 floor-terminal, ond
multilevel car parks built obove the raitway
stationt,

3-Carga City: The ‘Malpensa zo00"
masterplan foresew a Cargo City copable of
handling 200'000 tons of oircarge per year,
with a future copocity of 2 million tans. With
this initiative, Malpensa not ooly Intended
o become a new Evropean b afiport in
terms of passenger fraffic, but alsa the
Southern European Distrbution Centre for
freight, to Balance the deminance of
narihern Eurape, A special logistics branch,
the Malpensa Lagistica Eurppa Spd, veas
Farmed next ta SEA, o moke sure Maloensa
will reqeh this status.,

The Cargo Cily is also g respanse by the
airport operator to fit the economic profile
of the region. Its potential for interatiomnal
afr-cango has, until recently, remained
unused (e.q. textilelothing produciion). In
its first phase, the focus will be on freight
handiiag, in multi-storey cargo faciiities,
Later, logistic aetivities will be added ond in
the third phose it will be expanded inta a
disteibution centre (with the aption af @ rofl
terminall, on a fotal surface of 100 ha.

3. The goals of the Piano d'Area

- concerning landside accessibility

The metropolitan striectiore of Milan is very
spread ol bof very densely urbanised. The
historic, radial connections to Milan centre
are heovily congested (the aoxes Coma-
Monza-Milano, Varese and Domadassolo-
Bustic-Mitang), while tangential
cannections are underdeveloped, A new
fangential railway tink and the so-called
‘pedemontana lembarde’, a highway
funnirg al the foat af the Lombardy hills
and bypassing Milan ta the north, is to
provide vith some religfl

The “Fana o'Area’ has stressed “the
necessity to develop o radl-infrastructure,
which is nat solely airport-arlented {as is
the ‘Malpensa Express’), but would
establish a better integration of the whole
oo and the afrport inlo rofl networks™, As
the two networks of the regional roilway
company FNM and the netional company
5 are no! yel connecled, ather services are
ner yet possible, The integration between
the FNA and the F5 netwarnics 1s therefare ot
the top of Lambardy reglon's ogende: a few
metres of rell will provide the missing links
at Navarg, Buste Arsizio, Gallarate, Vorese
and Mitaro C5, This will allow trains from
MXR to rin fn all divections: to 3witzerland,
to Venifce (vie Milano ar the northern
bypass), and south-Bound to Nevara,
Toring and Gerova, and to Increase the
accessibility of the narural catchment aren
af the airport,

The ‘Piano d'dreq’ concludes thar a more
efficient locol nehwork has fo be
established (o cope with the growth in
troffic due the radical ofrport exponsion.
Accessibility to the new airport for its
16"ooa emplayees still relies mainly on car-
use. At Malpense, not enough locol public
(ransporiation sendoes 1o the surropnding
cifies hove been ser up. Neither did the 584
fewnch ary nitfetive on its own, except fora
Malpensa-Linale shuftle that senves SEA
emplowvees silll living around Linate afrport,
Partfcular aitentian will have to be given ta
the connections befween the locol and
regionaldationa! pulille fransportation
retworks, enhancing the farmation of
regional interchange nades in the
Malgensa Area. it seems unilikaly that
Malpensa airport will become one of these
Interchange nodes: it s too remote with
regard to the urban centres In this part of
the melropoliten area of Milan. Galforate is
now the major interchonge, The
preconditions for connecting (intectnational
with localfegional trains at Malpensao
would, however, change if it were directly
connected (o the infermationol Simplone
rail line, @ dink thet would byposs Gallarate.

...concerning Airport City development
Due to the recent economic decline, the
Malpensa area needs re-development rather
thah new development. In addition, major
aveas which hove been designated for new
hausing have became inapproprlate for this
type af development due [o the grawing
naise impact, The munizipalities around
Molpensa are left with ao excessively large
stock of new development plans ond
browafieid sites (former industrial sires).
Their struggle to re-programme these aréas
is hindered by a lack of structures for local
colloboration, and by insecurities about the
futrire growth of Malpense airport.

At the girport, hwo initiatives hove been
launched to profit form the airport
expensian; the ofrport authority is planning
a business park (150000 m2) fust outside
the terminals, while the smallest of the 7
airpart municipoalities, Vizeols Ticia, is
planning o frade centre of some 55 000 ma
just oppasite the airport's business park,

The ‘Piang d'Aren’ praposes to distribute a5
much as possible of the patential spin-off of
the afrpart over the wider surraundings of
the afrpart, Development on new sites an
and around the airport (s to be minimisad,
while re-use of the farmer industdal areas
avaifabte within the limits of the
surrounding cities - like Gallarate ond Bustio-
Arsizio - s to be stimulated fo the
maximunt. The sites medr the airport are (o
be reserved for a limited amount of
specificolly airport-reloted functions: the
Corgo Cify, as well as horel and conference
focilities. The "Piono d'Areg” promotes "a co-
ardineted and controlled growth of
camplementary, multifunctional
development poles™,

Such o diffusion of the econamic impact of
Malpensa oirport will require rethinking of
the gocessibility of the Malpensa area, The
potantial oxes of urban develapment,
Malpensa-Saranna, Malpensa-Gallarate anod
Malpensa-Magenta, fave vel to be
equipped with adequale means of public
transparfalicn.

&. The challenge: a comprehensive
regional strategy
The principal challenge at Malpense airport
is the integrotion of @ large-scale
infrastruciiere, 0 20 millfon passenger
airport, info @ fragmented, small-scale local
confext - the Lomberdy region contains no
less than 15 70 municipalities, Desiite the
spectacitar grawth of ofr treffic of Malpensa



and its declared goal to reach the stofus of
a hub airport, the impact of Malpensa
airpaet on the {ocal economy was minimal
until now. The Mitan-governed airpart is
still seen as an element alien to the local
context, cousing incredasing nuisance due fo
its rapid growth. To get same relicl, o group
of municipalities is proposing an edditianal
rumway oriented in o different divection, (o
réplace some of the more problemaifc
approach routes in terms of noise.

Another challenge is the lack of suitable
instruments to promole the whole of the
Area Malpensa’ as a multimadal logistic
platform. The porential of this region for air
and refl cargo s obvigus: the Cargo Cily
with Malpensa as the air cargo hub for
Alitaifa, the fogistic terminals (rofl-road) of
Hupac and a specific integraled logisiic
developrment pole™ between Busto-Arsizio
and Gallorate.

But competition between the various local
guthorities ta develap o mafor road-aail
interchange frustrotes the comman
pramotion by local and regienal
autharities and private porties) of narth-
west Milan as logistic plafform fn a way that
would be comparable to whal Barcelana
has aochieved with its “Deftaplen’,

The third chatlenge s that the "Piana
d'Area” has nat yet led o co-ordinated land-
use sfritegies in the Area Malpensa with
reqard to ofr troffic-celared business, The
different sites within the ‘Aree Molpensg®
still lack a clear profile (o start has been
made with the ‘Fiano «'Area’) and schedule
of wher which site could be developed.
Only very recently have there been
aftempis to evaluale the possibility of
sefting up strategic co-opanation within o
development company (pubile private
partnership).

Tie development plon for the Area
Molpensa® can be locoted somewhens
between spatiol planning and
grogramiming, It has updated the geaeral
regiaral structure plan for this Greo. It has
nof been explicit in formwlating regional
development goals or common and co-
prdinated action: it sets ap! the sum of
existing local plans, suggesting eventual
odiusiments and prapasing their
integration. But the individual plans - each
in itself @ reasonabie plan - remain punciusi
interveniions in the region, Strong planning
comgetence af the focal fevel has made
integrated development in the Malpensa
Area very difficult, until today,

The earifer Committee hos naw been
dissolved and tansformed infa two bodies
withaut planning or programeming
authoriity: @ ‘Consulfency Malpensa zoon’,
representing all interest growps, which

cowld lnunch development fnitiatives bur
which suffers from @ large nomber of
representatives (making it ingfficient!, and
a ‘Technical Commission’, wiich is 1o
monifar and guide the updaling and fine-
tuning of the plan.

Yot the implementation of the goals set out
within the "Pigro d'Area” will nor enly
depend on the villingness of the loca!
autharities [o co-operate, but also gn the
participation of the afrpart. The airport
aperator SEA has negither been keen to
inform local and regional pihiic cuthanties
abouw! its plans, nor fias it tiied to get
involved in initfatives Bevond is own
rerritory. It commissions its own economic
fenpact studies, and 1s prmianly concermed
with the development af its own sifes, the
Business Centreand the Cargo City

5. Outlook: an alrport system

Qe orher factor seems {oinfluence the
current hesitation around forther
development of the MWrea Molpensa’,
Everyone seems to be waiting for
clarification on the fulure of Maloensg
alrpa!, 1t has been established as the new
rorthern ftalian hub, but no decision has
been made as ta kow much it s Lo grow.
This will depend largely on a decision o
develap en afrport sypstem from the four
airports in the Lombardy region (Malpensoe,
Lingte, Bergamo, Brescial or eventually
EVER G airpart system for the whale of
rorthern italy, with Venice, Bologna,
Bergamo and Malpensa, fo be able to serve
ong af the most prospeus ecanomic
regions of Eurape more divectly than a
central hub weuld do.

Canseguently the integration of Malpensa
alrport inte the (inter)national north to
south frain comidors - the hwo Alp-transit
fines (Simplone and Gotthard) - remains anr
open issue. Malpensa’s geograghical
pasition would allow far a deviation of the
nearest Simplane-brarch via Maipensa,
Eringing tntercity and international frains to
Malpensa, On the other hand, o direc!
cannection to the Gotthard-line is currently
being investigoted, The Lombardy region
must express its preferences belwaen hve

principal alternatives far the Gotthard
cananection: an aligament via the current
carridoraf Como, ord new iink af Varese,
which would allow for eventual integration
with Malpensa, The choice is parficolerly
difficult since nefther allernative has clear
costbenefit advantages. For southem
Switzerland, howeever, a fast link fo
Maipensa airport {via Varese) is o very
altractive altornative over the rather remote
Lurich airport,

Conclusion: Malpensa Area - an example
for an Integrated project approach?

The *Piano d'Area Malpensa® was a
pramising starl. It encompasses an
appropriate territory 1o deal with and co-
arclinate airport development with all ather
aspects of spatial planning; a tool with
which te form strong, new alliances
betwesn all involved parties.

But until now, the area defined as the “Area
di Malpensa® has mainly served analytical
purposes, The small municipalities around
M¥XP airport have joined together into a ‘co-
aperative group of municipalities’, but have
nearly exclusively deall with issues
concerning the environmental impact of the
airpart, They have not vet setup a
framework for congerted planning to
integrate the airporl into the region, a task
that has actually been assigned to them by
the Lombardy regional government. This,
however, would be necessary to increase
their capacity for action and co-ordination
with the airport operator and the
established local econamic actars
fincluding Intermadal logistic operatars).

In Miay zooo, anolher, very experienced
player appeared on Ihe map of the frea
Malpansa: the Malpensa Real Estate BY, a
0% subsidiary of Schiphol Real Estate. It
was set up with the aim of developing real
pstate at Malpensa®, This announced a
future trend in the develapment of land
arolnd airports, which demands extra
atlention fram the local and regional
zutharities, and reguires rew forms of
public private partnership.

7]

‘Meolgenss 2006 Prafect’, the new girport
risterpion aof 1ods, fo be campleted by zooo
2 Bidan terihariale lareo Molgerse’, Bagiong
Leslaieetio, Apeil 1000

idem

Idem

fplpanse Real Extate BY: SRE So%, Gronimi]
fer Dustchy developes) 4o%

W o ha
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ARM

15 years of Airport City and involvement of the local authority

ARLANDA

“hounbque mesting place’; the oficial slogan of CA4 Arlapda

Regional planming in Sweden s mainly
about issuing guidelines far the co-
ordination of development in urbonised
drees ground majar oities, Lylng at the
scarcely popwloted edge of Stockholm
Cournly, some go km outside the oty
Arlanda Alrport Fas not been identified os
subject to such co-ardination. Regional
Planning has considered the afrport only in
rerms of alrport capacity and function, as
well as enviranmental impact (in particilar
tand-use restrictions due fo noise), but not
in rerms of the creation of an Alrport City

Slatuma, the municipality in which the
dirport s located, is therefare very muchon
its cwnl o dealing with Arlanda Alrpart,
Since 1087, airports are, in principle, part of
the ngrmal planning systen and thus
sutyect to the municipal land-use authority
Arlanda Alrpart /s prababiy one of the
fostest growing Eurapean afrports,
particllarly with respect to capacity
expansion: ¢ 3rd runway is under
consfruchion now, a 4th runway is planned
far graund 2010, and a sth runway 1S being
studied as a long-term aptian,

1. Arlandastad

Co-ordinating business development in the
airport area

in the 1a8ns, and mare 50 in the early
1ga0s, the municioelity of Sigtuna ond the
Swedish Tl Aviotion Administration
(SCAA) launched and promated a new
concapt for aitport-refated busingss
development close fo the airport plotform;
Avlandastad, that is: Allonda-city A rather
hige areq, encompassing a fotal of sa3 ha,
wios reserved for this purpose in the
farested area between the alrport and the
m.unrcrpm'fryE few fown, Md‘rﬁtﬂ. where it

¥ junction
ha af the
e husiness
. The rest

activities, The iestenn purf af A riandastod
cansisted of an alréady buflt up industria!
ared, Brista.

The Initfative is an early example of co-
aperation belween an Airport Authority and
the airport municipality. Sigtuna, over mony
years, bought most of the land, To promote
and control development fn the orea,
Arfandastod Company was sel up,
belanging to two of Sweden'’s mailn

construction firms, PEAB nnd Skanska,
Sigrung municipality and the SCAA gre
advisars arrd members on the board,
According to the agreement between the
company and Sigtuna and the SCAA,
Arandostod Campany has the exclusive
right to buy bigcks of land on the basis of o
city development plan, as soon as there is
demand from external imvestars. Co-
operation befween the company, the
municipaliity and the airport is very good.
Artgndastad Company sees jtself as an
Instrument serving Sigtara dod Arldrida,
ensuiing an alfractive development of
Arlandastod with companies grofifing from
the infrostructure and the girport, and
edequote facilities for the workforce. The
goal is-ta create a full-fledged urban saciety
in Arigndastad, which is expected to take
SOME 20 egrs,

Sigtuna makes tax-income only with housing
For Sigiuna, Arlendastad and the respective
co-pperation with the 3CAA ond the
developmen! company are impartant tools
for guiding business development in the
areq. The municipality's fnterest is 1o
preventan imbolance belween business
and housing In the municipality itseif and in
s surroundings, and foavoid a
pragramme that creates large workforce
commuting info the municipality end
busineszses ol generate a lot of customar
hased froffic.

In the Swedish tax-system, local laxes con
only be raised on the personal income of
residents, nof on usinesses, Sigtung (s
therefore not Interested in developing
Arlandastod o tout prix’, that is any
prograimime at any cost. The airport
municipality s mare interested in reserving
Arlandastad for specific functions that have
a strang inclination to afr traffic or are
afrpart-related, These would rake
advantage of the infrastructure and the
airport, ond create the least amount of
consumer traffic from other parts of the
region. Reserving Arlandastad for this type
of development guarantees the availability
of space in the long-term for further
develaping these functions, along with
airport growth.,

The imporfance of the tox system for
business development around airports
becomes clear when one compares ARN
with rhe new airport of Munick, MUC. Both
afrparts are equally far oway fram their
main eities. But as in Germany businesses
cantribute fo the municipalities” tax-
incame, the municipalities around MUC
offered mafor tax incentives and ather



Suppart lo companies. As @ consequence,
business developed inan unprecedented
wiy evien though MUC fs very poarly
inteqrated inta public transportarion
networks,

In 1958, Sigtuna municipality strangly
appased the large noise cantour that the
SCAA drew up for ARN. The problem was
not that Sigluma’s current residential areas
would be strongly affected by the airports
noise; the new paratiel sel-up of the
rurways would, notwithstanding the
addition of a third and fourth ruaway in the
sama direction, reduce noise immissions,
But the cantour obstructed Sigiuna’s plans
far mare housing, and seemed to be a
rather excessive ‘safety measure’ of the
afrport edminisiration to guarantee airport
expansion. As Siglung cannol provide
housing for the eatire workforce of the
airpart and Arlandastod, o considerable
share of housing demand is diverted g
surrounding moenicipalities.

Arlandastad and the

Greater Stockholm Area

The ariginal concept for Aflandastad was 1o
create a high quolity business park for
knowledge-based businesses ond areos for
Iight Industrial and logistic activities dlose
ta the efrport. To date, however, only one
block of Arlandastad has been developed,
mainly as ¢ regional shopping feciling and
comprises a hotel, an outlet factory and a
shopping cenire. Therefore, the
developmeni ond marketing concept for
Arfandastad kas recently been adjusted,
and the area hias been lounched anew.

The grigingl area assigned to Ardandastad
veas overdimensioned. Arlandastod was
planned during the econcmic baom in the
second part of the 19805 and af that time
was even perceived asa threat to the city af
Srockholm as o high-tech business

location. However, the estimation af the
market demand for business premises at o
location this for from the centre of the
region was unrealistic, o problem that was
further enhanced in 1092 by the crash in the
Swedish property market. The praximity to
Arfanda girport mlome was nof aifractive
anaugh for IT, high-tech and knowledpe-
based businesses. This type of business, for
example like Ericsson, indeed do locate fn
the Arfanda corridar, the main rorthbound
exit of the regian, to hove good occess fo
the airport. But they do not need spatiol
proximily to the girpori, and as the Greater
Stockholm Area is very centrally organised,
they prefer to stay within the northemn

urban peripheny of the city, In Kista-
Sollentuna, a booming figh-téch area, In
fact, this area is expedencing such strong
growth fram interpational figh-tech
businesses that according fa the Reglonal
Flan 2000 an additional stop of Arlanda
Express s planned in Higawik Kista, 1o
optimally cannect this area to the alrport.

Arfandastad, and in partfcalor ihe area
between the E5 matonvay and the airpoir,
wos olso pecceived as a maojor theeaf to the
aperability of the airport Ia the long-term.
The platform is and has to stay an alrport
drtel pravide access to the Stockholn
region, Flexibility above all, In the form of
epportunities for the construction af extra
runways, ard spece for operational and
alrport-related aotivities, needs (o be
guaranteed. Unclear pragramming of the
developments could generate unveanted
Iraffic, congesting the oimport’s accesses.

Arlandastad re-launched:

tawards site-branding

To qualify ard be promated as a ‘Reglonal
Centre Area”in the Regional Plan 2000 for
Stockhalm County, o site must not anly
have high accessibility from within the
region, it imust alss be part of an already
densely populated area, conteln reglonal
services and have o substantial hinterand
in relation to Stockholm city centre in terms
af popuiation and potential econemic
density. The goal is for a more efficient use
of existing wrbon areas. ARN airport and ifs
scareely popilated surroundings ane not
considered o Regional Cenlre Areq,

With the regional ecaromy doing well,
Arfandastod con and has fo be
reconsidered on the hasls of its most
specific asset, the oirport. To fully take
advantage af the airport's presence and
capacity for growth, the strategy for
developing Arlandastad has shifted from
airport-onented high-tech, knowledge-
based businesses to increased alrport-
relatedness, with a focus on logistics and
distribution. A mutual agreemenl between
Sigtuna, Arfandastad and the afrport
promotes o considerable part of the area as
a Marth European Logistics Cenire [(NELE)
and Aranda Logistics Centre,

The commitment o loglstics is promising:

« a5 ppposed to earlier policles, It
aliributes o mare specific angd aifeqguate
characterdsation to Arlandaested, and
promotes reasonobly sized segments of
the aree for speciffc activities.

- in line with regional guidelines, it
benefils the whole region, and

Eaming taxes an hoaskag, Siatund
Is against entravlarge ndida-Lantours

Planstrukiur 2030
allgrmativ P

Regional Man 2a30: tke alepont 4 no Reghanal Centre Arca
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complements the main development
paes af the Stockholm region,

it optimally centributes to alrport
operability, while at the same time toking
full aovantage of the nirport's capacity
Lufthansa (the leading airline company
of Star Allfance which also fncludes SAS)
has recently chosen Arlandn as its
nocthem Ewropean fraight hub,

2.The airport's own Alrport City initiatives
SkyCity

Al the heart of Ardanda is the Nordic
region’s most efficient meeting cenire,
SkyCity, which offers conference focilities;
shopping and overnight accommadation al
a first-class hotel only 100 m from the
aate,” SkypCity, inqugurated fa 1993, (s an
outstanding example of a fivst generation
terminal-bound Airpart City concept, and are
impactant marketing toal for the ofrport;
Artanda Alrport - 0 unigee meeting ploce™.
s position in the airport is very interesting:
it forms the hinge between the narthern
and the southem air termingl oregs, With
the recent introduction of the roilway
connections to ARN, it happens ta sit ight
on top of the Intercity and regional rail
terminal (o= is the case in FRAs ICE
station). Being thus part of the aperationag!
area of the airport, s @ kind of Afrside
Cenire, but of the sume time serves os
station fall, and is publicly accessible from
the landside, Its 7o'oco m2 of floor area
inchude shapping, business, and conference
faciiities as well as a hotel and o serfes of
festaurants. These facilitizs are frequented
by an average of some 100000 visitors per
weer, of which 75% are giso airine
passengers. With close fo 330000
passengers at Arlanda every week, every
fourth passenger uses the facilities in
SkyCity!

SCAA: o new business orientation and an
Airport City

The Swedish Chvil Airports Administration
(SCAAL, which operates 19 Swedish airports
(omongst them the nrost impartant anesl,
iz not state-subsidised, To findnce
imvestments, the 15 SCAA operaled eirports
fiove to come up vwith thelr own revanues,
and are therefore usually run as commercial
businesses, Of the 10 airparts aperated by
the SCAA, however, anly 7 are profilable,
with Arlanda af the top, These seven fuve
ta cross-finance the others: Comently
finanein! pressure within the SCAA is high,
as most of its revenues are channelled into
the expansion af ARN (hird runway, new
terminais),

Airpart planning is done ot each airpart by

its own adminisiration, but in Yorge-scale
projects' it (s done together with the head-
office of the 5CAA. CAA Arlanda is currently
transforming itseif from o technical
authoring with ¢ focus on infrastructire,
inte an aitport outhorty with a stronger
business orientation, A plenning
department is being set up to appraach not
anly airside, bul alse landside planning
issies, gnd to generate additional
revenues. Yet, this planning activity is still
strictly limited ta the airparnt perimeter, and
aviation (ssues (airside support facilities,
Ingistics, corgo) have priodty

In line with the new company strategy, CAA
Arlanda seized the opportunity offered by
the 3ed runway and the necessary
perimeler expansion ta incorparate part of
the area between the £4 exit and the
girport termingl area (former Arfandastad
territony) to pramote the Alrpart City and
logistics an (ts own property. (This strategy
is slmilar fo the platform exponsion at BN
airportl, In the aocess corddar, hotel and
conference funchions and some business
space, gre supposed fa camplement cor
rental, parking areas and SAS5
administration office buildings, This
internal Airport City develepment is
urcontested by the surrounding authorities
os the demand for hotel and conference
facilities on the platform by far exceeds the
capacity of the presen! facilities,

In peirrciple, the sites reserved on-platform
ond in Arlondastad far business and
logistics form a commaniy promaoted
Airort Zone, allowing investors fo freely
rhonse the mast appropriate location.
However, the airport still needs all its
resources for its expansion, and has as yot
not been able ta prepare the necessary
vrban development plans for its logistic
and Alrport City development sites. The
CAA vam, within the next couple af yvears,
rot affer any oreas ready for developmaent,
while in Arlendastad the plans ave ready for
several development sites.

How to connect to the Afrport City?

With the current expansion and
recrganisation of all airpart activitfes, ard
the creation of the Alrport City inside the
airpart boundang o shuttle-service is
required lo gccess ond link the disperse
sites on the vast plotform, As it would allow
for more remate parking, valuable central
areas on the platfarm can be (iberated from
o parking function, and the complicated
fraffic tyaut fn the heart of the airport can
be reduced,

A Sigtuna initiative, which is keing

discussed with CAA Ariando and
Arfandastad, is to exfend this shuttie
senvice, or SkCab, as it is called, to
Arfondostod, and eventually even fo Marsta
and Sigfuna.

Sigtuna has been able to attract and
accommedate o remarkable share of
airport-related hotel and conference
facilities. Together with the airpart, Sigtuna
Is Sweden’s gth most impartant kotel and
caviference centre. The municipality
cansiders the existing bus system linking
the airport to Mdrsta and Sigtuna as
insufficient far the current and future
aemand fram wisitors and the municipality’s
afrpart workforce, and sfrongly pramofes
the improvement of the local east-west
cannrections to the airport,

3. No landside Interchange,

but a multi-modal Airport Station
Arlanda station is an important national
railway station: it is the 4th busiest station
in Sweden, after Stockholm, Gotherburg,
and Maimoe. Long-distance services and
thre Jink fo downtown Stockhalm are
afready well cotered for:
- opened in 1099, Anlanda Express is a high-
speed point-to-paint conrection to
dowrtown Stockhalm, and significantiy
contributes to the integration of raflway
and airline modes of transport, Tracks were
built and finenced by o private caonsartium,
Upon completion, ownership of bath tracks
and trains was fronsferred to the Stote, and
in exchange the consertium was given the
righit to operate the express service Ll
2040,
- all national and IC trains bound to
Northern Sweden call af ARN, including the
direct trains between Stockholm and
Uppsala, Additional direct connections fa
other regions af Sweden will make rail
traffic grove rapidly in the next years,
« Direct east-west long-distance
connections are provided by bus sérvices.

The local buses between Sigtuna and the
airport also serve to integrate the airport
into the regional rail netwarks, which
foday are anly fndfrectly accessible via
Miirsta station, which is Sigtuna’s railway
station and final stop of the northerm
Stockholm commuter trains, In the future,
anextension from Mirst station fo the
airpar! via a short loop (heavily promoted
by Sigtung, who hod alreody promoted a
railway-connection ta the airport in the
first place) could directly connect the
airpart to the commuter trafn network in
Stackholm County, However, this extension
i still o controversial issue within



Srackholm County Couriell, In the County'’s
praposal for the new Regional Plan 2000,
which fs naw out for cansultation, the
extension s included as a madium ta
lang-term option. The 3L, the public
transpart campany owned by the Counly
Council, sees a need for the extension
anly if passenger and employee numbers
on the airport plotform increase
substantially and justify the financial
effors.

Three roil stations directly under the
airport terminols

To optimise accessibility to the air
terminals, three underground stolions
ware built at the airpart: twa for the
Arlanda Exgress, directly underneath the
northarn and the southern main ferminal
areas, and a third station for IC, reglonal
and eventually commuter trofns, right
wnder SkyCity. The escolotor of the latter
surfaces in the apron aren and connecls
via @ shart bridge ta SkyGity's muain holf.

Notwithstanding the almport’s high
aceassibility by rafl, and the excellent
direct bus sarvices between Stockholm
ane the afrpart fevery five to ten minutes),
there Is no great demand for using ARN g3
a landside inlerchange. The airpart area,
and in genera! all of Stockholm County to
the north of Stockholm's wrbon periphery,
is very scarcely populated. The local
demand for national and international rail
connections is lowe The people of Sigtung

transportation), was armd is an fmpareant
factor far the successful implementation of
the extensive range of public transpart
alternatives at Addandea airport, Originally,
the limit was established as gart of the
government’s planring permission for the
ed runway, in order to generate less
pallution and less noise with newer and
better aircraft, Duee to the government's
coupling of paliution from aircraft with
landside fransport o and from the afrmort,
however, the airport actually had the
cholce - and in fact did chose « to reduce
lapdside pollution. Tagerhar with Sigtuna
ahd Adardastad, [t pramates puliic
transpart and reduces car traffic in the
area while pursuing more or less
uneanstrained grawth on the airside, As
consequence, the landside’s share of
Nitrogen oxide [NOx) emissions at the
afrport, for example, which wos al 66% in
a0, will be reduced 1o 7% by 20058,

After completion af the rd rumvay, the
Maximum Pollution Limit will probably be
relaxed o quarantee airport grawth.
Furbhermare, the SCCA veanls to have
separate rules established for afrside and
landside Maximum Pallution Limits and is
demanding that measuraments showld nat
be roken locally, but rather be spread over
the whole country, as the airpert is of
national interest. Yet, the measure, o5
such, is not contested and will be vsed to
further imprave public fransport senvices
fo the airport and reduce car use.

SayCity: an Alngart Jiy In the teemdeal

THE UnDERGROUND STamions

z 3 3 N Seattos For thes Alvpaet Shatike
cantinue to use the nearer Mérsta cailway

starion, which also serves as bus

Bratian far loag dinangs, tugineal imaing and
posaibly locad tasing

interchange for the airpart area, for those
communting to Stockkolm.

Thus, the fact that the statians for the
different means of fransport - lecol buses,
rail, and Arlanda Express - an the ofrport
platfarm are nol closely cannected to each
other is af ne greal disadvantage. Instead,
landside accessibility provides maximeunm
comfort for public iransport possengers.
While the three railway stations ore right
tinder the terminal areas, access to road-
baund means of transport Is convenient
teo (from terminal fo bus to taxf to car).
The favourite option for the SkyCab

Caonclusion: A detour, to become specific
The Fact that Arlandastad has until 1999
nat really taken off, has led to the
cansolidation of the concept for the area.
The delay may well turn out 1o be an
advantage far the lang-term viability af
Arlandastad. It has become far more
altractive and well-positioned in the
context of economic development of the
whole Stockholm region, due to a more
precise definition of activities to be
accommodated, the fact that Arlandastad
today can rely on excellent accessibllity by
train which until 1098 was not the case,
the prospect of an efficient means of

DD Air Tarmdsals

3 stations directly wnder the terminals
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peaple-mover and its staps is to stock transport for the airport platform and ] {
them on top of the terminals, Arlandastad together (the SkyCab peaple- = ;.'.f:‘u'—"'”!"

maver), and a clear idea an the growth
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AIRPORTS

Adyeriisement of {he BAA

A strong regional interchange, but please no Airport City!

London Gelwick cirport is a very special
COSE: & 0N runway airport in an girport
system. As o part af the Londeon airport
system, with flve airports, it is London’s
second airport, Three of the five altports,
Gatwick [LGW), Heathraw (LHRE) and
Stansted (STN), are owned by BAA, since
1087 a privatised airport operoton, LGW is
pne of the fop five airports in terms of
possenger numbers in Evrope, with mon
than 30 million pox, even thoug.
only one runway. This is possil
high possenger numbers per plane (120:
secand in Europe after LHR), and very
dense slat menagement {up to 45
mavements per howrd, Qnce mainly a

IE ]
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minute train ride with Galwick Express or
several other private aperators (which
typleally offer a slower service). Gatwick
station (s by for the mosE important multi
madal landside interchange node for West
Sussex County and the Mid-5ussex sut-
regfan, But there is no Alrport City and
thene ane no major logistics centres around
i, Wy

The girport municipa Crowfey, as the

autharity, hos very
chear economic palicies regarding the
accommaodation af airpart-reloted

focal lend-use plan

developments, and can, te @ certain
degres, control development on the
platforim. The issues Afrgort City" and lana-
wse anand araund the oirport are wall
regulared, An Alrport City 15 unwanted,

2. Crawley's economic policies:

diversification off-airport,

selectivity on-afrport
Central Sussex is an economically thriving
areq, well connected to London, and towns
af the region are mainly commuter bases
for Croydon and London, but alsa for
Crewlev/Garwick. The Crawleyotwick areq
has the lowest unemployment rate in the
LK, wirtually o%. The New Town of Crawlay,
with a population of oa'ona, (5 the largess
emplayment centre of West Sussex. Seclors
fike hotels, distribufion and catering,
transpart aond communicotions, ang
business services, have, foa greal extent,
replaced manufocturing. Many of these
octivities are related (o the operation of
Gatwick Airport, by far the main generator
af local employment. As @ conseguence, the
down-turn in the air traffic industry during
the eorly nineties hit the airport areq
particularly hard. To depend less on the
alrpart, Crawley and the other surrounding
municipalities want to diversify their
economic structure.

it is o general policy in the UK that regional
functions hove fo be concentrated in town
cenires instead oy at ihie airport or
elsewhere. In town centres, they are easily
accessible by public transport ond Jor local
residents, and cantrbute to the ceptres
regeneration and identity, The Crawley
Borpugh Lacal Plan 2000 states that ‘fe
retain the shopping viability af the town
centre discourages large out-of-fown
shopping developments™,

o relieve green aregs around the airport

from development pressure, Crawley aims

ot optimising the use of its urban ferritory
by redeveloping former indusinial sites into
business parks. Airpori-reigted and
-ariented activities, requiring proximity fo
the airport, are to be subsumed in these
development sites, The lorge Manar Royal
estate, for example, meets the
reauirements of many high-tech firms or
ather ancillary activities.

Crawley’s land-use control extends onto the
airport platform. There, the Borough Plan
distinguishes between ‘operational areas’
{where BAA Gatwick is granfed general
permission fo cary oul development for
operational, functional, safely or security
reasans) and ‘non-operationel areas’



{where the airpart moy develop
operational, bul also airpart-refoted
activilies, yet needs planning permission
from the Barough Council). While such
‘non-operational areas’ in the westem part
of the platform are too remote for hotels,
canference facilities or offices, those in the
easters part (beyand the raflway line) are
reserved for structural landscaping
towards urban areas (visual and acoustic
scregning), For BAA' real eslote
subsidiary Lynton, a privale real estate
campany acquired by BAA in 1988,
development apportunities an the:
platfarm are thus scarce and strictly
cantralled. Lyntan is currently malnly
developing the Beehive area, an off-
airport [ocation to the south of the airport,
wilh 50'000 m2 of office space,

The growth of the airport will generate
additional jobs. However, Crawley does
not want o particularly promole airport:
refated activities on top of tocal and
regional development demand in the
airport areq. Instead, the municipality in
general tries to dampen land-use demand
by the airport in order to avoid a further
increase in the (local and regional)
imbalanece between housing ard
warkplaces, which would exacerbote the
pressure on rall and road fnfrostructure in
the airport areq,

As an alternative to providing new homes
in the Crawley area, West Sussex County
Council intends to encourage workers from
areas with high unemployment o
commute to the airport, and has even
considered the possibility of refocating
part of the activities of the airport {e.q.
catering) to poorer coastal towns.
Howswver, these lowns ore 40 Or mare
kilometres away from the afrport, and
accessibility ta the coastal areas is os yet
anly canvenient by road.

3. Two bottlenechs:

housing and surface access
With the airport growing fram 30 milliorn fo
40 million passengers in the coming years,
employment on the platform is expected fo
rise fram 29,000 fa 34,000 - and forall
these ndditfonal employees, new housing
will be needed. To avoid fncreased car yse,
the hausing demand shouwld be satisfied
strategically, efther close to the
corresponding warkplaces, ar at least close
te public transport, to support public
transpart initiatives. Today, L6W compeles
with other centres up to 50 km away far
employeas, and there is not even an
efficient and atrractive public transport
service guadfabie.

Already taday, the provision of sufficient
staff housing in close proximity to the
airport is g major problen for Geiwick
Airport ard Crawley Borowgh Council. Due
o its proximity and good accessibility (o
Central London, the airport area is
particilarly altractive for commuters fo
Landan. Furthermare, Crawley has bullt up
a reputation for good housing standards
and for & pleasant living environment, As o
conseguence, the imbalance between
howsing and correspanding workplaces in
the aren is considerable: housing In the
airport area hos become unaffordable for
many airport staff. Living ot some distance,
including coostal towns, they are forced ta
Qo to work by car, To overcome this
disparity, close o 56% of the hausing
needed in Crawley would have to be
subsidised, or at 2ast low cost housing!
The area’s housing issue is further
oggravated by the fact that Crawley’s
requirements fo the development of
neighbourhoods (including adeguate
facilities) can only be met in one areg, the
strategic gap area separaling the afrpart
from Crawley. Currently, this arog prevents
the airport from developing southern

Gamwick Ingdce Londar’s ‘ecoramic pressstir area’ (hlue)

urban annexes, At the same time, however,
it grrarantees fRexibiity for rechnical and
operationol expansion of the airport: if
thare were new capacity assignments fo
LaW in the forthcaming national Airports
Policy, o second, parallel runway te the
south af the airport could become
necessany. As o canseguence, planming
permission for housing development in the
gap areq will not Be granted within three
years of the adoption of the Crawley Lacal
Plan 2oo0. This is simifar fo the ZRH
Planning Zone concepr,

Today: the Crawley/Gatwick area, the
ecanomicolly strongest port of West Sussex
Courty, is one af the Caunly’s wors!
bottlenecks with respect to road traffic.
Private franspont became dominant in the
UK during the Tholcher erg. from 1980 fo
1590, car traffic increased by 50%, while
public transport dectined. The South-East's
once dense and vital railway narwork was,
te o greal exten!, abandoned during the
10605 ard services declined during the
19708 and 1g8a0s: many af the South-East's
small railway lines, and in particular the
eqsi-west fines, were closed. With a few
exceptions, enly the well frequented narth-
south radial oxes into London werg
maintained (Gatwick Express was, [or
while, the anly profitable rallvedy ne in the
LiK). The privatisation of British raflway
services fn the mid 19g0s has led toa
fragmentation of rail services in West
Sussex County and there is increasing
customer dissotisfaction over late and
cancelfed trains. The six current raflway
aperators in the South-East are, in gencral,
riof substantiolly expanding or improving
services. Poor public frensport services
kave encouraged increased car use.

With its main insteument, the Structure
Plan, West Sussex County Counctl has had
strateqic iand-use policles (in terms of

Traffic carverging in the airport araa ard in the Ceniral Sussed Towrs Cluster



distribution of activities in the- regian) and
transport policies since the 16205,
Howeven until recently, fransport
programmes were fnanced by the central
Governmen! on a ane year basis, which
rrvirde SF difffcult (o formulate fong femm
strategies, For 2o01-2006, the UK
government has now required ol Counties
to produce 0 Lacal Transpart Plan In order
ter backle fransgort on o colnty-wide buasis
overa s year period, to enable
infrastructure and particalory public
trenspart fa catch up, and fo achigre the
integration af transpart maonagement and
irifroatructore with lnnd-use demand,
Around LGW airpart, on estimated 6o
million Eurg are alone fecessary fa
upgrade local public fransport; and a mich
higher ampunt is needed still fartfer afield
for taking regional rall services to the
airgort to-a sofisfactony level. Against this
bockgraund, the questian of whar role the
alrpor can assume T the pubilc transoort
networks begomes crugial,

4. Interchange and Park&Ride?
Notwithstaniding the poor conditians of
pubiic trassport in the South-East of
Engiland, Gaiwick has become the most
important public transport interchange {n
West Sussex County, largely because of the
bundle of train lines that run into London,
ingluding the Gatwick Express. Besides
giving access to the airport, Gatwick
station also serves as a maliway junction
and a coack and bus interchange.
However, the guality of these nefworks (s
reflected in thealrport's modal splif: while
23% of oll gir passengers, who moinly
travel toand from Centrol Lopndan, use
public transport, anly 10% of the
employees, living in the region or even
claser fo the alrport, go fo work by public
transport,

The anly major initiative of a private

transport provider for thearea is the
Thamesiink 2000 project, However, it is o
fargely narthward orented initiative,
Improving rall services fo and across the
Thames fhrough Central Londan, and will
prividle direct services from Gatwick o
new Northern destinations, It will improve
services i the region to the south but to @
limited extent only

Even though Gatwick has hoa roll service
right from the beginning in the 1930'%, and
improved the railveay statian along with

the terminal expansions, Gatwick s bus anrd
fraft stations foday form on unappealing
fnterchonge, The iden of o muli-modal
londside Interchange has not yet
influenced the location of the bus and train
stations, To get from bus or car ta the
reilwoy plotforms ond vice-versa,
commuters need ta enter and pass through
the air terminagl. BAA Gatwick, who alsa
aperates thecoach sfation, Is now
Investigating the possibility af moving the
bus statfon to o mare prominent and
canvenient locatian, the current pick-up
aten far private cars; this wolld imgrove
the conditions for busfod interchange.

The guestion, hawever may need ta be
raised as toohoew an Interchange can be
financed withaut an Airpart City. The
investiments needed to fmprave the quality
of public fransport provision are, in the
eyes of BA4 Gatwick and Ralltrack (the
apermtor of the train station) as well as the
ather public transpot praviders [all
privatel, only fustified (n conjunction with
ren! géstite development araund the node,
The restrictions to lond-use development
an the girpart platform and in its
immediale surnundings, including the
areq around the Interchange, must
therefore be considered an obstacle fo the
realisation of a high-quality landside
Interchange.

A unintended by-product of the airport's
good rarthboung public fransport links,
with adverse effects on the road netwarks
argund the afrpart, is the frequent use of
Garwick as o park&ride station for
commufers (o Londan, even thaugh prices
in parking areas close (o the ferminals are
high, Commuters to London drive to the
girport and then take the train into the city.
The airport employees, however, amve ot
work by cor because focal and regiormal
public transpart /s poor The promotion of
the public transpaort interchange function
at the aitpar may require eccampanying
medsures with respact 1o ar use.

5. Airport Transport Forum

and Inter-County Collaboration
The roneof influence af the giroort /s nat
congrient with ferritorial bawndaries.
Gatwick lies right ot the barder between
West Sussex and Surrey Counties, ana close
fo East Sussex and Kent Counties. The
airpgr! raises various questions that
concern all aof these Cournties, fn porticulor
with respect to regional public transpart
and roed cangestion, airport staff housing
and the gecommadarion of the airport’s
economic spin-off, requiring comman and
co-ordinoted opproaches and oclion

Witk reqard ro traffic issues, BAA TS, a5 0
company with extensive experdence 65 a
private aperator and employer, and os
business enterprise, well aware of the
necessity for integraoted development
strategies in its airpart area. I this respect,
It is comparahie fo SRH i tenms of fraffic,
[This s Jess evident for stute-onned
aperatars, which ore being backed by ather
pudlic outharities in such issues.) Since
there were no Gavermmen! glidelines
regarding transport, BAA lnunched s owsr
initiatives, ouf of the need to overcome
some highiy unsatisfactory situations n
ferms.af londside accessibility,

Lardside irforchanging only via the terminals.,

wobothit right ta the trains, to the [eft to the buzes



Gatwick Airpert Transport Forum: gcross
County boundaries

From 1998 to 2000, BAA Gatwick led an
Airport Transport Farum (ATE) which
included representatives from West Sussex
and Surrey County Councils, the adjacent
municipalities, transport providers, the
Chamber of Commerce, airlines and airport
staff. The Farum warked oul the area-wide
Gatwick Alrgort Transport Strategy GATS,
with the maln purmase of promoting pubiic
transpart agrass County boundaries in the
airport erea and ta suppart local
authorities fn opproaching the car fssue.
has even became part af the Laca!
Transport Plans of both West Sussex and
Surrey Counties, covering all aspects
conceming airport-related transpart.

Based on the experences and success of
Gotwick’s ATF and a similar initigiive at
LAR, in 1999 the UK Government issoed the
‘Guidance on Airport Transporl Forums angd
Airpart Surface Accass Strategies™ it
requires all major UK airparts to establisk
an Airpoet Transport Farum, and fo
canribute 1o the Counlies' Local Transpart
Plans.

Gotwick Direct and FastWay Buses

Whithin this Forum, but aise mainly based
an its own initlative, BAA launched local
fransportatian fnftiatives. Lorgely due lo
BAAY lunding, the Gatwick Direct, o public
bus system running alang key corrdfdors in
the Crawley/oatwick Marley area, with
branch services connecling lo residentiol
neighbourhoods, has been implemented
o @ first element of the GATS,

It will connect the maejor developmeni
areas to the alirport, but afse help o
spread the housing issue of airport
employess aver the whole airport area
withau! fncreasing car traffic. Furthermare,
it serves as o local feeder system jnio the
Alrpart interchange for cammuters o

Mo Alrpart Tty wanted: parking dominates the lapdslde

Ltondon. Gatwick Direcr storted cperalion in
spring 2000 and is imtended to build ihe
market for FastWay, which will be launched
in 2002 as a part of the West Sussex and
Surrey Counly Local Transport Plans,
FastWay will be m guided bus system
implemented through a public private
partaership,

Conclusion: A step towards a permanent
airport forum?

The questions of the quality of the Airpart
Imterchange, and the optimisation of its
pasition in public transpart networks, are
relevant notl anly lacally, but at a much
larger scale. With the Galwick Airpart
Transport Forum, an interesting platform
has been established for approaching inter-
county transport issues, not only through
discussions. but also through the successiul
implementation of key projects. Due to the
peripheral position of Gatwick Airport in
West Sussex County, also aspects like
housing ar the accommodation of econamic
growth genarated by the airport cannol be
solved withaut co-operation invalving
adjacent Counties and municipalities, An
instrument similar to the Transport Farum,
but mere strongly Integrating land-use and
transport, could in the future be very
valuable for successfully approaching new
ISsues.
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FRA

‘Three terminals - one airport’

Frankfurt Airport:
Setting New Standards

Advertisement of FRA

1. Frankfurt airport promotes intermodality
Since sgog, Frankfurl airport has an own
High Speed Train link: the AirRail terminal. it
wias buiit by the FAG, the Frankfurt Main
airport operatar (66%) ond the German
cailways (34%) fo sirengthen the airporl's
international position and to divert air traffic
to rall, By developing the German HST into @
feeder for the airport, shart-distance filghts
cin be raplaced: o substitution of some 5%
of the slof capacity is afmed for (-2 million
paxl”. The High Speed Train link is also
envisaged bo enlarge Franicfurt alfports
catefiment area ond make the afrpart
competitive with the other three Evropean
hubs on serving o community within 2oo km
distance; within g 100 km cotchment area,
FRA serves less peaple than COG, {HR or
AMS;

The Alrport Fransfurt Maim AG (FAG]
promotes infermodalily and odvertises itself
as o multimodal interchonge node: o
combination of en oir termingl, o regianal
maifway statian {since 1972) and the new ICE
High Speed Traln and Intercity terming!
felmce o), The resull {s a highly
developed aocess infrastructure: an
integrated transpart hub - more than just an
airport. frankfurt airort (s fo “sofeguard
the intermational impartance of Fronkfurt
region™ by offering intermational
connections.

Three Tenminals — ane Afrport’, the new
stogan of Franigfurt Afrport, welcames the
High Speed Train stotion asa fully equipped
third terming! with check-in, bogoage
reclaim, etc. One flaw af the system is, ot
the moment, that oniy the two air ferminals
e linked to each ather with a peogle-
maver {the sky-line'l, The new AirRail

inal has vet o hed either an foat
drawback (s that
oy air and pail

Air-Rail services; @ pilof scheme s aiming
far the integration of luggege handiing for
thie caombined ICE-girservice 0f the FRA-
Stuttgart ICE relation,

2. Dipole: AirRail Terminal and Frankfurt
Central Station

With the AfeRall terminal, the ity of

Frankfurt has two long-distance mfaway

stations, 5o far, Central Station is st the

mafor interchonge far (intednational ICE

and ICAEC lines as well as far regional grid

Lirhan pubiic transportation nefworks, Bul

the ICE-station in the AlrRail Termingl is

convenient and allows for easy transfer
between different frain nelworks;

Frankfurt's Central Station s aperaling ot

capacity, and to enter the present terminus

station means a considerable time joss,

Given rhe quality of the alrport's Airfail

terminal, tnd bottlenscks in Central Station,

the problem may arise that different levels
af rafl transpart (H5T and regional frains)
coll af different stations,

Inaggs, o ‘Dipale Study' = was launched by

the airpart, the city, the roilways, ond the

Rhein-Main Verkehrsverbund (regional

Public Transport Executivel, It defined the

respective roles of the wo ICE-stations for

the region, In arder to qwoid the divergence
of the different transpart senvices. The study
cancluded thai:

« The igh quality of secessibility to the
ity hios to be preserved and the new
AirRail terming! accommodated in @ way
as ta make it on ‘added volue' for the
region,

o The mgin nade of the (interlnotional
High Speed Train connections has to stoy
at the Certral Station.

* Tp gvoid a shift of long-distance raffic ro
the alrpart station, the link between the
airpart and the Cenfral Statian hos to be
imoroved, and trove! times minimised.

The Dinole concept aiso requires

considerable investments ar the Central

Station, to transform it Info on undergraund

throwgfi-staobion and to add extro capocity

The new AirRail terminal, operative since
1gog, will be aftroctive as landside
Interchange. The Dipale study expects that
only 25 of all fravellers af the Airfail
terminal are going to be air passengers. The
other 13, same 12'o00 faveliers per daoy,
will wse the Afrfail terminal as arigin ar
destinution station for o High Speed Train
trig.

In oddition ro the new Airfail ICE terminal,
the almart has, since 1972, a highly
frequented regiongl froin station (230 doily
connections), locoted between the Airkall
terminal and the air terminals. This results in
an average modal split of approximately
F0% by pubtdic fransportation (35%
prssengers ond 26% employees),

The praject of the ‘Regionaltangente West' -
i regional tangential railway-line, planned
for compiletion by 2007 - could improve the
ratio, It is 0 response by the Umlandverband
Frankfurt {the Frankfurt Conurbation
Courcil) and the regional Publiic Transport



The new Alrall teemiral noest
16 1he regitnal eaibway slatian

Executive to the increcsing traffic on
tangential routes, which is still mostly cor
traffic due to @ fack of adequale public
transportation services. This new line witl
not anly complement the regrional pulblic
fransparfaiion nefwork by maoking i morg
abla to serve the new focal points of carrent
and future development in the metropoliten
ared (and hels relleve some of the urban 5-
gakin segments from capocily consteaints).
it will alsg improve gocess fa the airport
from the northerm, western, and sauthern
ports of the Fronkfurt agglomention, which
are anly cannected vie Cenlral Statian at the
marment (0 25-20 minute tme loss).

Even if the policy of intermodalily ol
Fronkjurt airpart Seems to focus very much
on serving air traffic, the aimont station vill
gain - nar least duwe lo the new
infrastrictine fo be built - an important
regional interchange furiciion on the fong-
term, althowah subordingie to Central
Starian.

3. A business centre

on top of the interchange
Simultaneausly with the construction af the
Afrfall Terminal, @ 66e m long deck vas
built abeve the four ICE tracks. The Alrport
Frankfurt Main AG hopes fo hove realised an
AirRall Centre on top af it by 2004, to
priovide a service centre of same 170600
mz of leor space,
The deck has been @ mafor risk, requiring a
pre-investment by FAG (2/5) and the German
maifways (1/3) into an emply platform,
awiiting potential future clienls to build on
top of it. The risk poid off: FAG and DB have
been successful in aequining clients for their
£25 million Eurg praject, within  record
time of less then 1.5 years. Inthe 8io g
storey high complex, 2 hotels will be
accommadated, a5 well s an office-centre,

i iuftgart |
Nl

Thie 1CE 5 18 substitute fights
within Gemnany

75’000 mz of commercial surface, o medical
care ceatee and Some ;000 parking spaces.
It wais @ wisionary profect, urigqie i its kind,
and realised just befone the German
Raifways reached their rather crifical
firaacial candition of taddy, which would no
longer allaw for such pre-investments
nmywitare in Garmany.

The fact that this small Wirpert City* sits
right on top af the AirRall terminal is
expacted to reduce caruse considerably Of
the so0c-Gooo emsloyvees of the AlrRail
Centre, 5% more gre pxpected ta leove (heir
car at hame than if @ similar development
were located elsewhere on the airport
teritory! (This can save 300 car parking
spocest. Even though this s equivalent fo
an overall shift of only 0.2% of the totol
traffic flowrs af the afmport, i s6il seems o
he o very cfficient means 10 reqilale car
traffic, seen that - as the Dipole study
assumes - the ‘Regiengitangenie West will
only lead to a 1.:% (ncrease of the pubilic
transpartation share af the airport!

Alrport aecessibllity by public transportation
continues to focus on the optimisation of
the girrofl interghange, on the core area
around the terminals, making it necessary
e concentrate ‘wrban' unctfons (shogs,
restaurants, offices! in this area. The
consequence af this alr traffic-focussed
fntermodality is thar the rest of the airgont
activities, sprecd oul elong the nartherm
and southern perimeter of the airport
tenitory, are served only with focal or
intermal Dos services,

The new ‘Regiomalfangente West (RTW) will
aat be able to imgrove the situation of a
‘single point aeeess . Unfortunately, cost-
benefit evaluations obiiged fo use the
axisting regional rail tracks for the "WTW',

£omew tanaential light-=ail seeelee lae Trankfun to
link to-the airpan

thus lmiting it to only one sigp ol the airpart
for ifs 62°co0 employees, the existing
undarground stotion, This, while it stops three
times in Eschbarn, a former suburb and aow o
growing business park. The new rafl service
vrould of course have a corsiderably bigger
effect if several stavions were passible on the
narthern strip af the airport teritans: But there
fz no wiable altarnative In the central part af the
wirport either above or ynderg round,

In what concerns rood occess ta the airpon
territony however Frankfurl alrpart (s
exemplony: FRA was the firs! alrpart to be
planned (in 1300 in the contfext of freeway
development ond was sited at the junction of
the Az and the Ay highways, Todoy o
secondany rood sfriciure guaranites access
from Frankfurt City and the rest of the region,
avaiding dependency on the heavily vsed
mationa! highivay mierseciion.

4. Frankfurt has reservations about

a new regional centre at the alrport
Fronkfurt girport §5 surounded by the clly's
forest, a well guardad graen belr. Expansian of
the airport land is only discussile for
operational purposes, On the airport platform
itself; nearly all areas are vsed for avialion
qrifvities, such that space far naa-aviation
activities is very scarce, TS Is why the artifielal
huilding site an top of the AlrRall Teomingl was
erected, But there are mafor siles, e.g. the
farmer American air base ond the reloted
hiousing areg ‘Gateway gardens', wiich will
saoh fall beck to the airpoet aperatorn, They will
be used fo cxpand the operational areas, the
reve “Cargo City South’, end commercial
junctions.

Downrown Framkfurt is the fop fecation for
international busingss; the *banking disteict®is
the region'’s major lntematianal assel, (e



FRA

The platform on tap of the SCE-stafban s ey

airpat s o serve this nsset In the first
ploce, As trove! times between the city
centre and the oirport are quite short by
raad and by train, Frankfurt sees na real
reed for an additional ‘Airoort City'.
However building lnvestment and
canstruction af Frankfurt airport is
cansiderabie an the landside, even though
it is not promoted as an Afroort City', FRA
accammadales the biggest Eurapean
afrpart conference centre (mostly part of
Sheratan hotel), offers izo'ocamz of
business and retall space on top of the
Airrail tersmingl, and /s plonming the
construction of the new headguarters for
Lufthansa. in comparison, Schinkol oirpart,
which declared itself ‘AlrporiCity’, Is fust us
lorge (zoa’ooomal, A malter of definition?

it seams as if the cfty af Frankfurt which
furs Spent most of its enevgy for renewal in
its very centre, still needs fo gel used fo
the idea of suburban Business centres,
Sites beyvand the clty's ferritory - ke
Esghborn — are seen as a threat to the inner
cily such that even a better integration of
these new centres inta transpor! nelworks
fs.met with suspician, The city of Frankfurt
fries fa channel investment into its own
gnarmous redevelooment areas in the
frner city: the Messe (fairgrounds), a
farmer raflway vard, and Frankfurt 21, the
planned restrictiving of the Central Station
area, Numbers, however paint a sober
picture: Frankfurt airpart’s future office
capacity only amaunts to 5% of the 3.5
millian mz of office capacity of doventown
Frankfurt, and in this view it seems no
majar development pale, or competitar to
downtown Fronkfurt, affer ail.

Despite this reservalion an Frankfurts part,
the airpart and ifs surroundings gre
continueusy develaping on the line
towards airport-related activities, ke
logistics, distribution (e.q. the new Cargo

~for u ryo‘on mz businass, bealth and entertainment ceptre

City South) or high-tech production. The
affice park fn Fronkfor-Niedernod (15 'ono
Jobs), halfeay fo Frankfurt City, has been i
aperation since the 19605, and mare
recently the ‘Tradeport’, o logistic park just
east of the platform, has been opened up.
fhere are aiso similar developments in the
municipalities neat te the airport and an
larger ex-indusicial sites, such as the
farmer Caltex reffnery (5 km to the west of
the airport) or the former Hoechst-
production plant (5 km to the noeth of the
platform). The latteris an inftiative of the
airport operator fogether with Hoechst to
provide extro lond for real estate
develppment,

Fassibly due to the reservalion on
Frankfurt’s part, these initiotives remain
lanse inftiatives, ond there is no common
land-pool ar marketing instruments fo co-
ardinate gna promote airpart-related
activities. There seems na need [0 feserve
certain areas very near to the afrpart for
the creation of a new ‘Alrport City'. The
sprin-ooff of this major hub affects o much
wider areg than the immediare
surraundings of the alrport, making i
difffcutr o verify how muich airpart-related
activities have invisibly’ been
aecommadoted on other industrial sites or
within mixed land uses.

5. The UVF - a metropolitan

autharity that governs both land-use

and transportation planning!
Tha Umlgndverband Frankfuet UVE is not
ol fvalved n traffic issues. It is the
cormmon lind-use planning authonty for 43
municipalities in the Frankfurt reglon,
including the city of Frankfurt, The member
municipaifties had to fransfer their former
planning authority concerming land-use-and
strateqic tronsportation to the UVE
However, they retain the fight ta contral
site-plonning and urban planning

themselves. As such, real estate development
at the airpart - lying inside Frankfurt ferritany -
his'to be approved by the city of Frankfurt.
The UVF was fourrded in 1975, mainly for the
co-ordingtion of ¢ity-versus-hinterland issies,
at ¢ mament of Increasing tensions betwesn
Fronkfurt and its surroundings. It was, of that
time, established to prevent the city from
fncorporating several surraunding
muricipalities. Similar legal structures exist in
ather German regions {in aporoximately 10
coses), Gut while most of them are nof
{mvalved in land-use planning, the UVF Issues
the biggesr land-use plan in Germany.
Econamic promotion for this wider area is
done by o separate organisation, but
managed in very close cosgperation with UVE

Land reserves for economic development
were derfved In & supply-oriented way and
Taid diowr in o plan until the vear zoes. The
LVF has no specific strategy far allocating
ofr traffic spin-off. It does nat attribute
airpart-related businesses to specific sites in
the region, The UVFis g pure planning
entity, and it has no financial means at its
dispositicn, e.q. for the provision of a land-
pool. Yet, as a land-use planning outhority
these fssues could be part of the UVF's task.

Thus, the situation arodnd Frankfurt s very
special, as the UVF is a reqional authority
with both land-use and fransport confrol. It
could become an fdeal instrument to fackle
(ke integration of airpart development and
Alrpart Interchange with the metropolitan
transportation infrastructure, To
approprately deal with these new issues,
fhe LVE will be reorganised: land-use
planning shall be done at a regicnal scale,
The planning area will alsg be enlarged from
43 ta 75 member municipalities, and the
areas south-west of the afrport will be
inelided in the future, This fokes account of
the increasing relevance of airport-reloted
issues within the greater Frankfurt area,



Anppat City against the backsround of Frankfut’s inner city

However, the ather main regional centres
of Wiesbaden, Darmstadt and Moinz are a5
yar nat to be more directly invelved fn
afrpart issues,

6. Alrport capacity expansion dominates
the ‘mediation’ on airport development
Frankfurt girport is eager o expand its
capacity with a fourth runway In order to
find sofutions with other interest groups,
and to avold conflicts and legal action, o
‘mediation group® ™ was sef up fo advise
on the further development of the airpors.
This was seen as an efficlent process af
collaboration to evaluate runway
alternatives and compensation for airport
capaciiy expansfon, This ‘mediation group”
has agreed on o package of five acifons
which are binding for the perticipants:
optimising the existing rallway system,
extending alrport capacity, a nfght-flight
ban (z3o0-0500 hoursl, an anti-naise
agreement, and the creation of a regional
diglogue forum (concerming problems in
relation to airport expansian),
There is no definitive decision yet an how
to extend ramwoy capacity. Three
alternative sites for o fowrth runway are
now subject fo very detailed
Investigations.

The Frankfurt mediotion process ended in
February zooo. Apart from the many
emvirgnmental issues, it has investigoled
matters of regional economic development
in relation to the development of the
aimpart as the largest single provider of
Jobis in the country, as @ cusfomer, and asa
decisive factor far the quality of & location.

It also dealt with the socinl consequences
of a restrained versus a promoted alrport
development. The main aim af the
mediotion wias o assess the effects of
airport expansion an the region s @
whole, rathar than only on the areas
directly surraunding the girport.

The first medialion process did not yet
yreld g common visfon with regard o land-
use strateqies in the airport surroundigs
which would reach beyond the perimeter of
the UVFE The regional dialague forum has
anly recently taken this into accouwnt, This
new group seems o be an adequare forum
fo advise and develop stroteqies on oll
relevant questions canceming airpart
development,

Despite this comprehensive approach,
there is stifll the danger of @ one-
dimensional and unnecessanly cramped
publie discussion focussed only on airport
copacity, With the new forum there would
be an opportunity to develop integral
Cancepts concerming nol anly runway:
aprions, but also potentiol economic
development and compensation for
nuispnces in the municipalities
surmaunding the afrport.

7- Outlook: upcoming Airport-Alliances

In the meantime, Frankfurt Airport is not
standing still: In 1990, the airport operalor
sought co-operation with Schiphol alrpart,
mainly an activities of common interest
cancerning airport development in other
couniries, and only partly with respect (o
FRA afrport itsell. However, there may also
be issues of Afrport City development at
stawe, Le, real estale developments arid
shapping concepts, fransfer of knovehow
and IT-services, A common real estate
subsidiary Is In the making, The proaspect
af international airport allfarnces will,
Inevitably, intreduce new elements into the
collaboration between airport regions and
airport operalors.

ha UWTF: 2 metropolimon Land use and lraespdt Zainoity

Conclusion: The AirRail tarminal -
Interchange and Airport City at ance
Besicles the 4th runway, the integration af
the girport and its AlrRail terminal into the
High Spead Train netwark has been in the
foreground of the discussion an airpart
development In Frankfurt, Anticipaling the
polential interchange function of this new,
attractive railway slation, Frankfurt launched
a study to typacasl the region's major
railway stations, The rale of the airport
station was defined In relation to what has
to happen at Frankfurt Central Station.

In order to create and finance the second
most important railway statien in Frankfurt,
a small ‘business city' had to be built on top
of the lerminal. The success of this
operation, the airport’s own “central station
development”, shows Lhal it makes sense o
pre-invest into an efficient integration of
landside infrastructures, not lezst to allow
for high-quality urban development at
airports.

===

o Schiphol cims of shifting § miilios passergers
from Air to Rail

11 “The rale ond accessinlity of the Frankied Sain
wirperet shatlon in relation (o e Cenfral Station
21, Geaan rallways, FRA airport, reglonel Publl
Transgaort Exgcditive, cily of Fankfurt, Aogust 1908

12 The medivfion growue was cainposed of the
Ministry of Transpart, the reglonal Mintsteles
of Emdranment, Engrgy; eic., the Chomberof

Cormmente, deoal camminities, Lifthanss and ohers
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‘Creating AirportCities’ versus ‘Amsterdam Airport Schiphol’

Schiphe! has been one of the most noted

airport developments fn Europe - an often

cited reference. And pubilic aulhorities and
the airport operator have eoquired a lof of
experfence in dealing with each other.

- Amsterdam Alrpart Schiphol hos
developed a strong business orenfation
and has undergone majar organisational
changes. Under its new name Schiphal
Group, it has developed o look which is
likely to become typical for future
priviitised airports,

- The Dutch love ta plan. The development
af Schiphol adipart forms part of strategic
plans ar gil fevels; in national spatial plans
it has been given mainport status
(fastering air traffic and econamic growth),
the regianal plon sets out o stretegls
framewiork for the development of the
afrport region (co-ordination-and
stimulation af investment), and the city of
Amsterdan ond the local municipalifies dre
to provide visions an the further
development of their ferritaries,

- A broad set of well-known instruments to

co-ardingte alrpart develapment and

mediate betwean the different interest
groups has been sel up, dealing with
issuas such as airport copacity expansion,
noise impgct and the sromotion of
economicgrowth around the alrpart,

They inclide:

* fthe Torus group’ to facilitate the

eviluntion process for the construction of

the 57 runway,

= g ‘Bestuursforum” Schiphol and SAO0C

{Schipfol Area Development Compony to

co-ordingte spotial and ecomomic

development around the airpart,

» the AAA (Amsterdam Airport Areal, arnd

* the FIO (Foreign investment Office) to

pramote fhe Amslerdam region as @ tap

international business locafion in Europe,

Only 2o years after its opening, Schiphol

raitway station has gained o centrol

pasition in {inrer]rmtaonn.' and regional

QFficial slogan of the Schiphal Group

gLie grd

E5 around

hﬂl.-"e th?r;'n dwe.'uped OVEr thE Igst 15 years.

1. ‘Creating AirportCities™ versus
‘Amsterdam Afrport Schiphal ™
Since 19949, Schiphaol airport has been
welcoming its passengers with the slogan:
‘Creating AlrportCities’, The airport
management is tring to anchor Schiphol s
“the newest ety of the Metherlands™ " an
the map, o place “where you can spack or

dine sumpruousiy, shop fn o lusurous
shopping cenire, meet with vour business
partners, or sleep for g few hours. Ang - as if
Ir weere all too abviows - “if you want o fly: we
will dlo everything ta make your departure or
arrival s pleasant as possible,”

This stogan reflects a major change in the
mentality of the Airport authority; it has
moved away from being anly concermed with
fight contrad, fo an operator of @ o wrban
territory (2400 hat and o competitor in the
international aimont development market. A
rearganisatian of the airport management
became necessary to better respand fo the
new econamic reality: Schinhol relies fo some
GO% an s non-awetion incame {cammerciol
development, parking fees, concessions).

As g cansegquence, Schinhal has created
Schiphol Real Estate 8% (SREJ, a full
subsidiary af the Schiphol Group. With 5RE,
Schighol hos its own land development and
real estate development company (and
development Is usually an element of a
municipal autharityll, SRE s promoting the
transformation of a remate site (Elzenhof)
and the former hangars fokker industries
{"Schiphal Dost) into alrport Blusiness porks,
It iz building up a major intermational
business centre (2o0'000 mz) in the core af
the airpart, right next to the mailway
interchange. SRE has became one of the
biggest real estate developers in the
Netherlands, delivering up ta 20°000 mz of
office space per year, on Schipho! land itseif.

SRE is not anly active an iis own land, Hut hos
aiso become invalved in redl estole
development ground Schiphol-owned regianal
airparts, ord even - and independently from
the Schipho! Group as such - at other
international afrparts. & few months oo, SRE
set up Malpensa Real Estate BV (where it
holds o 60% share) to develop logistic
businesses and affice parks around Malpensa
aitport. Schivhol imagines that in the near
future it cowld even gef imvolved in develooing
irs cancept - 0 comprehensive spectrnt of
activities af the interchange ‘airpornt” - at other
interchange rodes in Europe (e.q, High Speed
Train stations).

To the dutside world, such o straightforward
entrepreneunial thinking might come as a
surprise, as a deviation from the norm, But it
is more likely that o new narm i girport

An Airpart Ty in the making




mandgement is being synthesised here, af
the dawn of airport privatisation,

Even though the city of Amsterdam is the
mgjor shoreholder (21.8%) in the Schiphol
Group, its influence has decreased in the last
vears. The city, busy develoging its southem
perphery (Zuid-As) just o few kitometres
narth af the alrpart, 0poases o massive
concentration af business activities at the
airport. Instead, it praposes a metropolifen
concepi: it sees the Zuld-As and the airport
as one devalopment zone - with He nick-
name ‘Cash-corrdor’ -, having the assats of
airpart, future Aigh Speed Train stations, an
{interlnational business lecatfon, and
abundont housing potential for Amsterdam,
Within this development zone, the airport

Amsterdam Cenfral Station in the Marth, nat
lagst due ta constrofrnts af the latter to
integrate seporate platforms. Serving the
Centrol Stotion would also require a@ 15
minute defour, frusirating the effeciiveness
of the High Speed Train fink.

Bur the furure success of the fuid-As - the
urichisputed fnternational business location
of the 'Randstad’ - 13 questionable, Major
investments into the fntegration of kighway
and roil infrastacture (undergreend) ore
reguired to make ihe ambitious plans come
frue. Uader cumen! circimstonoes, sueh
levels of pre-investment seem (o be less
profable than ever befors,

The ombitions of the Schiphal Group are up
against the ideas of Amsterdam, os well os
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would primarily fulffl o transport, and not o
business role.

The Zuid-As hos only recenlly become @
desirable concept for the future
adevelopment of Amstordam. Until the early
05, the city tried to counteroct the rapid
growth of its southemn periphery: The
redevelopment plan of the If-cevers, the
marthem waterfront around the Central
Station, hod to prevent the city from
becoming the “periphery of its own
peripheny™, The plan folled since there was
not o sufficient market demand end rood
infrastructure was poar instead, the Zuid-As
continved to show unrivalled growth imafor
banks, international headquarters).

The cannection of Schiphol airport and
Amsterdam fo the European High Speed
Trafm metwark will camplete the
recrgarisation of the urban territory of
Amsterdam, The High Speed Train station for
Amsterdanm will be the Zuld-As station, not

SADC: joint real estate development areund Schiphol

thinse of the grovince of North Hoffend, and
have put established parinerships under
pressuve. The AfrportCity” concept also
braught with it a new question: should it
ke Schiphal's own respansibility to

develap its Airport City with the alrpart
management “fulfiling the roles of mayar
and elderman” (Schiphal Groug, ‘Crealing
AfrportCities’, 1gog)?

2. A revival of the SADC!

Ten years ago, 1he pravince af Narth

Hallana, the municlpality af
Hagrlemmermeer, the ity of Amsterdam,
Schiphol airgort, and the national
investment bank {to bang in the money) sel
wo the ‘Bestuursforum Schiphol” and the
respective land develppment company SADC
{Schipho! Area Development Corrpany) to
make better use of the econamic grawth fn
the aitport regian. A land-poal, the "Schiphol
Zone’, wos establisied with land from bath

Amatesdam’s southarm pathibery i th2 making: still & huge Wlra-gap

Amsterdam ond Hoaremmermeern, within
which SADC wold devalop, promote and
seilland for legislle companics ond affices
thar are related to these logistic componies
{cf. Arlondastod Company), The covenant
charged the SADC o apply seleckion criteo
o test airport-relatedness of potentin
clients. Amongst ather criferia, a set
percentage of the getivities af businesses
was o serve ither gir corgo, or air
pOSsERgers, per daj

The initiative: The initialive forestablishing
the SADC come from the provinice of Nortiy
Haofland. Both the proviace and Schiphal
were gt that Hime concerned by the moid
development of business sites, which wald
exert an enormaus pressire on the land
surrounding the airpart, niting s Rexititliy
in termis of expansion, They wene wormad
{hat the municipolilfes would allow
wn-coondinated site development and wouild
collapse wunder the pressore of developers
which monaged o buy land around (he
afrport, The provinge and the alfroort were
akla to convince Amsterdom and
Hogrlemmermesr fa parlicipaie ina
common fonem of co-ondination and
mediation, ¢ role which required cn
independent organisiiion (the SADCH, orel
could not be artributed to the reaisnal
autharity, the province, itself,

Starting-up: Acguining land was mare
difffcult than expecled, os the SADC had no
experence and fiad to compele with olfier
mafer developers in ife area. Bl aver e
vears it managed (o buy considerable
amounts af fane within the Schinho! Zane
and successfully altracted major
infernationol firms (& lot af lapariese and
American companies setiing up new
headguaniers in Eurape).

A period of ‘peripheral’ existence: With the
ecomarmic boom of the gos, and in wew of
the appartunities for dedicoted office
development, SALCS importance gradually
declined as the poriners focussed more and
mgreon thelr own offalrs,

B7



Trie municipolity of Hearlemmermeer - the
Iond-use guthenty for mast of the SA0C fand
- lounched is business pork Beukenhorst,
an agportenislic, but mast shecessiul
development an the southern edpe of the
airport perimeter (150000 mz2, with anather
5o ma availuble aver the nest few
years), The municioality was less sefective
thian the SADC with respect to the airpori-
refatedness of the businesses.

Schipho! girport starfed 1o develop sies on
ite awn lerrtony, fike “Schiphol Centrum*™.
The logical next sfep wis (o set up the SRE
T make the situation even more comples,
all kinds of special callabarations veere
e on different sites fn the alrport's
surrourclings, with the SADC anly partly
imeolyed, For instange, ‘Schipfiol Logistics
Fark"will be developed by the alipart, the
aidine KIM ancl the SADC fwith oaly 10%),
avnd the faod along the Ag Righway jfust
south of the airport will be developed by ifie
SRE, SADC and the municipotity of
Haarfemmermees, each with o 33% share,

Revival of the SADC: Over the last few
years, econamic development has been
particilaly strong Lo the sautlh af the
airpat, aod malor logistic and office
develogment were realised on the lond of
the girpartitsall, The city of Amsterdam felt
that office development on and around the
airport was all o /s disadvaaroge. i save
its owir aenbitious plans for the Zuid-As
threntened by fust a5 Gifroctive, but
chieaper siies af the airpart, which also had
the gdvantaege of shorter development
times, Nuriier econamic development o
the soull of the gty could also frusirate
the girecdy strained accessibility not only

rume -2 -

af the alrport, but of Amsterdam i gereral,
With afrport prvatizetion around the camer,
ihe city af Amsterdam - which does mof o
any fand af the alrsort, as Schighol les
entirely on Hoerammedmeer territory -
aanaunced radical measures, The oity was
gaing to exchange o 129% package of its
shares in the alrport for land on the airpor!
terrilony in order o be able fo exert more
direct influence on the development of
commercisl programme on-girpon. Such a
‘pact” between the airport and Amsterdom
wonild have disrespected Hoarlemmermeer,
micking Amsterdam land-owner on fits
neighbiour's teeniong

O e ether hand, Aaalemmermeer ilsell
fruna It difficuls ta manage inlernalion
business development all olone,

In this situation, the SADC has ance mare
been recognised as the ideal toof forco-
ordinalion, As its orginal land reserves are
nearty used up, the areq for which the SADC
is resporisille fn terms of co-ordinetion and
guidence of development, will be exponded,
Parts of the 2uid-As will aslse be included,
with the edvantoge for Amsterdom that these
sftes ore o iFs own hands, On these newy
sftas, the 3ADCS gothfy will, hawewver, he
limited Lo co-ardination and will nol involve
firaacial participation. Both
Huarlemmermmeer and Amsterdom do not
want Schighol airport to become active, via
Its stake in the SADC, on areas outside the
Schiphof zone.

After g period of penpheral existence, the
SADC will now fave an even greater
impartance requnding the development of
ifie alrgon! region thon befare. The girpart
tecitory iself will nat be inclisded T the

g

Amsterdam fispart Area Jolnt marketing and inla:mation poa

tang-paol, This land hos remained o bone of
cantention, In response to this, the airport
aperator is currantly busy specifiding s
cancept af ‘Creating AirportCitfes' fn order 1o
distinguisth more cleady the segment of
aeiivities I (s frving to accammodate on s
oW develapment sites, thereby responding
o and trying fo alleviate the concems of
local and regionnl outharities.

The AAA or Amsterdam Airport Area:
Alongside the development co-operation
within the 5400, gnother ‘wmbrella’
orgenisetian, the AAA, has been sef up
consisting of the SAQC itself the four
partners in the SADC, KU and the KFN
{Office Fund Netherands). Under the
ehairmanship of the 8ADC, the 444 %
marketing and pramoting all mafor
econgmic development sites of all membaer
parties in the Amsterdam region. It pools
infarmation on real estate development in
the Amsterdom airport amea for international
companies. its senvices include o schedule
on the ovoilabiling develepment priosityand
pragramming of ol sites in the area.

3. Schiphol station:

dominant network position
Duning the lost 15 vears, the Schipha! arga
has sean o majsr cancentration af
develppmant grovnd the akipaor!, The
ngtional ‘mamport policy stimulated such
growth, defining Schiphal as both an girport
and an economic vehicle. While the
emphasis hos been on meximising the
economic benefits, impravements of the
aocessibiifty by rood amnd investments inlo
public transpantation hove been lagaing
behind, The basic extennal infrastouctur!
networks (especiolly motonways) have, in
pringiple, remained the some,
This is dangeraus ground, as Schiphol
afrgaet fies on o bundle of transeor!
ffrastrisctures which are vital far the
accessibility of Amstecdan and the whole
reglon of North Hallaed from within the
Fandstod, bui which suffer from severne
congesrion. Conseguently the years lo come
will show g conceniration af initialives
around the airgort that are nol only urgent
o guorantee access loe the airpor, bt also
o resalve sarme of the main bottlenecks in
the region {the alirport couses only seme o
12% of the road traffic on the Ag highway),
Projects nclude a weslern highway bypass
of the alrpart, the Zuld-tangent’ (5 reqlonal
putiie transportadion senvicel, the
infegration of the region inta the High
Speed Trein necwork, and sdditional
regional rood infrastriciore.

The afrports criticol position in ferms of rood



Schiphol fraln Yatlion at the core of the airport

access has, ar the same fime, guaraniesd
the success of Schiphol's rallway statfon. It
has gained a key posifion In public
fransportation netwarks far the northern
Raif of the Randstad (*Ring-City'). It is the
cauntrys sixth most wsed roflway station
(Same 46'000 passengersifail. Schiphol
statian aiready fuifiis @ major inferchange
function hetween fntercity trains,

regionaldocal tralns and buses in the region.

But the stotian is no! yet promoted as such
In current reglonal or natfons! palicies. Also,
{he date required to defend such strafeqies
have not been availoble until now.

Schiphol is also fo become e migin High
Sneod Train station for the Notherlands,
where botfh the TGV Mord (which coils lhere
already) and the German ICE will meet, This
cannection is crucial to provide extro
capacity at the girport: 5 millien passengers
are expaeted to svatch from continental
fMights fo HAT, In pragaration for its sfralegic
funciion, the fraln station has Been
gxtended fo 6 tracks (work concluded in
2o0a), (¢ s very likely that the airpaort will
alsg assume a park&ride furction for the
rew High Speed Train services,

The Zuid-tengent, @ free-lane regional bus-
line with a relatively kigh overage speed (42
kml, which can be upgroded to o fast
tram-line, [ills in @ missing tangential ik in
the regipnal public transportaifon network
in the greater Amslerdam area (Dy 2002 it
will serve Hoorfemm-Hoofddorp-Schiphiol, by
2008 also Amsterdan: East!, This mew high-
guiality service will have four stops on the
airpart territary and an odditionsi Hiree
stops in the southern business parks,
frpeoving tha integration of what are still
rather dispersed (afflairport sites,
Additlenolly, the futive narth-salith metno-
line of Amsterdarn (20081, inking the
carrenr Centrel Statfon o the Zuld-As, could
later be extended to Schiphol airpart, This
would fead toan eptimel Integration of ail
SADC sites info the metropaliton pubklic
fransporfation netwark.

Schiphol aicport’s own response to the
infrerent dangerof road traffic congestion is
Sternet, @ bus service offering mode-io-
measure public irensportation for a large
part of the 50'co0 empioyees af the airport
and passengers from the region. Schiphof
collaborates with Amsterdar ond (he
regionnl bus pperatar in this dedicated 7
days a week (ondd soon (o be 24 hows g

day) airpart service thaet ks olf wrban
centres within some 20 ki from the airpor
to it in o starshape menner. Stermet also
provides with o shurffe service between ihe
remote areas of the vast airport territory ang
Schiphol’s railway station.

4. Re-designing Schiphol airport

The facreasing emphasis on the rallway
siation fas caused q shift in the
orcdanisalion of the terminals: the statian
hall - *Schiphal Plaza® - has became the
core element af the enflre one-termirngl-
complex, The differant rerminal areas are
accessed directly from the station hall, The
railweny station is also veny prominently
placed for landside development, and its
aptimal integration with “Schiphal
Centrum*is part of the AirporiCily concep!,
Consequently, the central areos of the
airport plotforsn aré also the most valuable
business locations, wiich will fead (o a
further intensification of fand-(rse.

The recently conciuded evaluaiion of the
expansion of airpor! copacity in Hhe
Merharlonds hins rasulted in the declsion
accommodate furtiher gravedh at Sehiphol
ftself, The alternative, fo relocate the entire
airpart fo an fslond some 20 km from the
coast, was fudged us teo expensive and a
lnng ferm oprion only

This means that Schipho! airsort must
aptimise airport capocity at the current
lpcation within given noise conteurs. After
the completion of the fifth rumvay
(scheduled for 2003). & mev configuration
af the rumways may be necessary in gnder
fo expand copaciiv To mainiain fexibility
for airmort expansion an e girport
platiorm itself, an expensive, bul space-
saving satuiion has been adopted o
extend carqo faciiities. Schiphol
participates in e development of an
‘Underground Logistic System’ (ULS), a fully
guramated rail-shottie, which will connect
the warla’s biggest flower falr in Aalsmeer
vig the almart’s cargo-cities (Sawih-tast
and Cenfrumd, (0 a new cargo rail terminal
for high speed cargo shurtle fuains in
Hoafddorp. fn such o way corgo fociifies
con be exponded autside the ofrparl
territary, where space (5 1055 sciarce and less
critical for further girport expansion.

Conclusion: A laboratory for cross-level
collaboration

The Schiphol region has become a melting-
pot for made-to-measupre forms of
collaboration, marketing and airport-
related site development, Now thal itis
cleadr that the airport has to remain and
grow in its present location, public
authorities and the alrport operatar are
mara willing ta seck viable solutions
togethear, One could say that the
introduction of the *AlrportCity” conept
has diverted some pressure in the
discussions.on air traffic growth away fram
noise issues towards other crucial aspects
that, if done wall, will have beneficial
effects for the airport region. There seem
ta be, however, no recipes which guarantee
siicress, The instruments and partnerships
underwent several phases of *fine-tuning’,
reacting closely 1o the state of the
economy and resultant opportunities. The
SADC evolved from an organisation sel up
to promote the Schiphol region. to a
broader collaboration to relieve distrust
and competition.

The challenge, today, is to co-ardinate the
urban development of an area which, due
1o the airport and the resulting
cancentration af infrastruciural transpart
netwaorks, has became Lhe mast dynamic
development area in the Matherlands,

Ao automated Logistic System allows for pemnle carga hangling

13 official siagan of the Schiphad Graun

15 afficial nonie af Schiphad alrport, the ferm
spggesting that it is the aimost of the dlty of
Amsferdam

15 Schiphol Group, "Welkpm i de migadesie stad
van Wederdand”, oovertisement for Schilphal
wirpdrl, 10

15 e

7 Masterpbor Wuimielik Scenosio f-aovdrt
Aavaiendinm’, 1592

1§ Sekipha! Centrunt: cove ared af the lemdslde
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‘Vantaa, the Airport City’
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Official slegan of the city of Vantaa

Alrports are vital for Finland's communication
netwark as the country is very scarcely
papulated (15 inhabitants fkmz) and
encomposses @ huge territary {337 'ooo
kmz), Consequently, Fintand has 25
airports, 18 of which carry infernational
traffic, Vontao aocounts for a2% af it
Becouse af dispersed settlements, the
natiana! raihway network is low-key and
anly finks the main cities, nstead, buses
affer an extensive fransportation system,
and long-distance coachesExpress buses
are the primary means of public transport
ra reach other parts of the countri. The bus
ferminal at Helsirki-Yantoo airport s
Firrland’s second most importont bus
stafion after downtonn Helsinki!
Consequently, there is nat enough demand
far o national vail ok 1o the alrpoe,

1. *Yantaa, the Airport City'
Helsinki-Vantag aiiport lies within the
municipality of Vantoa, some 15 km north of
Helsinki’s centre and just nocth of the 37
highway rog-road, the £18.

According to the (municipal] Masterglan
102, Vantaa shall, unill 2oz0, altaln the
status of “an Independent city and an
integral port of the Helsinki metrapolitan
grea”, In this respect, the ity of Vantaa has
to face three major Issues:

1- due fa strang economic grawth in the
£18 corridor and af the airport, there is
rapid traffic growth in the northern parts
of the mefropalitan aren of Helsinki.

2- the manaeuvrability end landside
accessibility of the alrport could in the
future be limited by Intensive
urbanisation in its vicinity

3- the airport's noise contour foday covers
some 36% af the municinality’s terdtany
with the new 37 rnwoy (under
construchion), this shore will be reduced,
But will st cover same 25%.
Surprisingly, such o major noise
carpet is not cansidered to be a
handicop. Vantaa demonstrates o sober

e the nofse contaur

Rpmic prosperity os
e will rermain

fa guerantee B

Taday, Vantaa cails itself ‘Vantaa the Alrport
City', making the airport the foundation of
Wantoa's profile in its competition with
ather cites, This is a clearly strategic, yet
still little realised, view of its territand It is
strategic in tiat t suggesls that the
infegration of Helsinki-Vantaa airpart as
part of the city of Vantaa should have
priarity The municipality showld be viewsd
0% one urian area thot includes an airport,
rather than two suburbs with o huge gop
in-hetween, it is still little realised, however,
as there'is na clear programme for action
and development, There {s g lock of co-
operafion between the mony separate
initiatives (an-airpart and off-oireort] that
are stippased fo leod 1o the desired status
of "Vantaa the Airport City", and will make
rivaare of I than the pure sumof its parts,

Currently; a potentiol Airport City features in
tive complementary inftiatives, These are:
-the ‘Aviapolis’, on-oirpart, and

-the development of the £18 highway
comidor into o ‘Logistic Zone”.

2. Aviapolis

Avfapolis'Is o foint initigtive of the CAA of
Helsinki airport and Vantaa and is being
promated by both parties. It aims to
develop a 1 kmz site on-airport to
accommadate goo'ooo mz of offices, high-
fect, IT and logistic activities, all of which
will be fairly airport-related.

The land ta build “vicpolis” has becoms
availobiz through the expansion af the
aftport ferritory to accommodate a third
rumway, With the reorganisation of the
furctional processes on its platform, the
girport will move some operational
activities (maintenance, etc.) from the more
sauthern areas of the perimeter to sites in-
hetween the parallel rumways. This will
allow the redevelopment af the southern
areas for other purposes, credting space for
the CA4 to develop new straleqies (o galn
ExIrg FEVenues.

The airport’s classification as a ‘traffic zone"
Like in Sweden, spatial planning in Finland
iz gimost wholly controlled af the municipal
{evel. Reglora! planning only sets the main
guidelines for municioal planning. Thus, in
principle, Vantoo municipality controls the
land-use development of the airport,
Pianning of the airpoert infrastructure and
bunlelings is, as af most European airports,
assigned to the CAA, with permission
granted by Vantaa. The-airport Is o so-
called ‘traffic zone" and left white (g blank
spatd fn the municipal Masterplan, This
serves to guarantee the necessary flexibility



Airdraffic is wital Tar Finland

A noise:carpet pat as o handicnp Bt as a develagment eppunity
A preview of *Aviapalis’s a Joinl Inltiative of Vartaz and the ChA,

The E13 highway tormided; Vastas delines clusters of aclivities
Traffic growth from and fa the inner-cily 105%-2020

Gaorth of cooss-toem tralfic 1904 - 200

Maria raifway line betwoen Vantaa, the airpodt and Helsinki centie
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in planning reguired by the continuousiy
changing airport infrastruchure. However,
the determination as ‘traffic zone” sets clear
fimifs concerning the activities of the CAA:
the girport can build for fransport purposes
only

Therefore, the land on which fo build
Aviapolis' had 1o be reraned ond removed
from the “traffic zane’. It remains inside the
airport pedmeten and remoins praperty of
the stote (and therefore of the CAA), but is
aow subfect to the planning cuthority of
the municipality of Voniaa.

Airport City development - an unknown
territory

Regarding the development of Aviapolis,
the munfcipality of Vantaa and the CAA face
o ‘terea incognita’, The CAA has praviousiy
only been congarned with running the
airport, Real estate development s @ new
task, but has become pecessary for
financing the developmen! of the airport. It
is still nof clear when ‘Aviopolis’ can gei
started. Both Vantaa and the CAA hope o
inftiate {ts construction within 2-3 years.
Negotiations about the respeciive
responsibilities and the distribution af
construction cosls and benefits between
the developing partners CAS and Vontoa
mumicipaiity ore currently foking ploce:
Vartaa wanld ke o see some of its
mvestment in transport infrastroctone on
aitpert terdtary cémpensated,

Avlapolis'is to became the floashio and
the trigger far the development of the E18
carridar, In arder to sel high standaords for
the image of the Julure Wvigpolis’, the city
af Vantaa has developed a detall plan, an
weban plan for @ specific area. With this fool
the municipality has, according to spatial
planning law, the patentiol to conirof the
guality of fulure developments in the oreg,
Whether they succeed in refnlrodiing
some Finnish forests into their plan, in
arder fo give Aviopolis” o unigee and frly
Finnish identity s o8 yet unsura,

3. E18 corridor

Tize E38 TEN-highway, connecting
Scondinovia with Russia, from Oslo 1o 51
Petersburg, s the backbone of the Blggest
development area af the Helsinki
mefropolitan regien with on expected 60%
ecaromic gravell within the next zo yeors
fond a relotively modest 12% graveth in
havsingl, It s ta become @ ‘Lagistic Fanie'
incorporating warehouses, logistics, kigh-
tech industries and commercial
develapments, as a respansa by Helsinki to
the economic prosperity and trade alang
this route, triggered by the openlng of the
Baltic countries. Relocating Helsinkl
harbour eastwards, to directly connect thifs
assef lo e E318, will complete the piciure,
bul is stil! a controversial move due o its
environmenial impact.

Lerge parts of the E18 corridor in Helsinki
are still fo be urbonised. Further
development of these areas s being
assessed in the Interreg 1N B8 Co-
aperation Praject’™, Co-operation is sought
with ather parties fo “link o comprehensive
urban and regional planning study with
piigt profects ... to the develogiment of an
frtermaiionally campetitive rowte of high
sfandard ™, The afin s to develop o strong
image for these formerly peripheral areas in
order to convey the patential of this
developent zone ta prospective clients
and authorities. Far this purpose, an urban
design study has been launched for the
whale carridor,

To support interested cifents, Vantaa is
setling up a ‘Cenire of Logistical Expertise”
within fts business development unit, “The
purpose of the Urben Logistics Program is
to develop a co-operative logistic netwark
between educational and research
institutes, poblic affficials, ond enterprises,
The first phase (s te study the possibilities
fora tegistic ferum and service center,
wilch could engage in tacal development
prafects, The abfective is to create a hi-tech
expert lagistic foram. Ta this effect, further
measures are ta be undertaken, e.q. the
clarificatian of clusters and their logistic
needs, "

‘Typecasting” defines clusters of activities
along the £18 corridor, some of which
already exist. Their programmatic relation
to highweay, port and airport, will Increase
the competitiveness of the Logistic Zone.

A need for development strategies

The 'Lagistic Zorme® can be seen os Vantoa's
answeer lo the strongly established IT and
high-tech centve of Espoo and the ity

centre af Halsinki, There 5, hawever o
surpius of potential sites for development
i the region, The three citios in the Heisingr
Meleapalitan Region, Helsinki, Espoo and
Vinntaa, alf affer cpportunities for
development. The area offered In Vantaa
alone is comparable to thar of Amsterdam’s
‘Cash carridar’, The multitude of options in
the region siimulates compalition between
the municipalities but feaves potential
investors with insecurilies conceming both
the success ond fulure character as well as
the siate of planning of these areas,

If the £28 coridor is (o develop boyond a
plan fora peripkerol industrial polygon (of
hundreds of hectares), then there is an
urgent need far strengthening o common
implementation strateqy and far giving rse
ta a development strategy for all sites, The
Helsinki Metropelitan Develogment
Carporalion - despite 115 pramising name -
is copcerned only with markeling the
Helsinki segment of the £18 carridor. It
does not deal with development and co-
odination. To rcrease the possibility to be
selective and to choose what [o promote on
its industrial sites, Vantaa fries (o acquire
fend to gain influence. The municipality
dims at reducing the 75% of private land-
owmership in the corridor.

4. Tangential traffic links

After the boom of the urban peripheries,
many European cities are confronted with o
new, more polycentiic urban structure,
Helsinki Is no exception. The radial
connections ta the main gity centre of the
regian remain essential, but fauvmeys
Between the district centres becorme more
frequent, This is evidenced by the fact that
major fraffic growth (an additional 150%) is
expected an the tangential routes linking
Vaaraa, Espoo and the eastern pacts of
Helsinki, especially along the 17 and 17 ring
reads (E18) (the second ring i$ under
consfruction). The Helsinki Metropelitan
Ares has traditionaly had @ very high share
of public transportation, accounting for
£3% of journeys in 1976, and 40%
nawadeys. Nevertheless, it is difficult to
maintein the modal split af this level, As the
share of public transpart /s lower an the



tangential routes (30% In relation te 51%
on the radial routes), where mafor traffic
growth is expected, investment in these
routes would be most effective,

‘The Helsinki Metropofitan Area Vision
2020'" and the ‘Transport System Plan
1568" " therefore include major
improvements of the rangential public
transportalion cormidars and pragose fo
concentrate all mafar developments along
these corridars, creating a netwark of
linear’ grawth areas. The alm is o achieve
generol infegration of tronsport networks
with land-use sirafegies by 2020. The
proposed Marja raffway fine is one example
of an essential regional link, It will connect
twae radial railvaay lines running through the
eastern and western parts of Vantae and
provide a rail conmection fo the girport,
The future girport railway station will have
na interchange function, even though the
airport i5 an important bus interchange
berween the regional and national bus
Systems. Instead, the two cenfres of Vaniaa
municipality, Tikkurila ard Myyreiki, will
remain Vantad's major interchanges
between long-distance trafns, regional
trains and locol trains flocal busses (50%
of the northbound long-distance trains
from Helsinki stop in Tikkurile; in both
stations, many rush-hour lines come
together). The interchange funciion at
Tikkurifa and Myyrmékr? Is masiiy for
commuters; air passengess ténd fo use
coaches.

5. Waiting for the Marja-line

The Mara-tine, o regignal link for 200’000
emplayees, will cannect the district centres
and future housing oreas of Myyrmdki and
Tikkersler.

Planning for the Maga-line has already
started, and the gereraf plan is expected to
be ready by 2004 In additien to technical
plans, lond-use altematives along the
raflway line will be studied, enviranmental
impacts will be gssessed, and cost-bernefit
calculations will be made in this planning
phase.

Hawever, the Marja-line will bypass the
mafor development areas fo the soulh of
the airport, the Avicpolis and the "Logistic
Zome" along the E18. According o present
plars, there is no fink between the Marja-
iine and the Almart City, and it plays o role
in the future development of the £18
coridor ond Avigpolis, It wauld be
worthwhile to study if this tangential
railway ink could run on @ more southerdy

route, to serve not only the airpart, bot lse
the future business and commercial
development sites.

fn the 'Transport Sysiem Plon’=,
construction of te Mara-line is only part
of the third investmenl-package, schedwled
for after 2011, It Is unciear as fo why the
Marja-line will not be buiit before this.
Reasons for this delay include:

- CAA Helsinkf does not appear averly
eagor to get the rail-link, os its current
emphasis lies on good rood access.
Marja-line plays only o minor rofe, in the
CAA'S current considerations on airgoet
accessibility as well as fa its expansion
plans for the airport, The connection af
the Marna-line to the future terminn! areas
remains as vel undefined in the CAA%
plans, and consequently has as yet no
impact an the new terminal concept. Such
o standgoint is possible as the CAA Is
alane responsible for masterplanning
within the “traffic zone" (with only few
interjections by Vantaa).

Hedsinki are develaped ar the local level
without top-level quidance. Today,
discussions typieally focus on the details of
specific projects. What s urgently needed
I addition fo this, are reguiar, more
general farums fo appreach the intagrated
develppment of Vantan the Airpart Gty

Conclusion: Specifying a broad ambition
Currently, the ity of Vantaa and the Helsinki
metropolitan area are reflecting on a
redefinition of the metropolitan structure,
away fram the farmer centre-subceantre
hierarchy. Yet, different planning autharities
take care of the different elements in the
airport area; housing, Industrial sites, road
infrastructure and reglonal public
transpartation, *Vantaa the Airport City”
would require an approach that specifies
land-use and transport planning in a set of
key projects. Wilth the upcoming boom of
the “Lagistic Zong" of the E18 corridar, a new
hausing area just south of the afrport
{Pakkala-Tammista), and the 'Mwiapalis’, the
area around the airpart cauld be planned
and developed mare specifically as a new
centre area. Such a strategic sector, an
airporl zong, could help to narmow down
and clarify the concept of "Vantaa, the
Airport City", and of Aviapolis.

- Viantaa belleves that the afrport 15 sl tog =

small and that g roflway will become
necessary only with 12-15 milion
passengers and 20'oo0 employees. The
municipality, however, is stillin favour of
an earlier implementation date.

&. Outlook - a forum for development

The Finnish government does not set the
airport and harbour developments in
Helsinkl out as economic core-prafects af
natlonal importaonce, The government’s
prirme cancern s an ecanomic bolance
between Finnish regions. Thus, respective
strategies for the airport and the harbourin

1o Official stogan of tha gity of Vantaa
flocal municipality

20 Fingnced by the EU Interreg N0 priogramms:
‘Furgpean Raod E28 Co-aperalion Prajed’,
Jorruery 1900 untl! December 2001

2r idem

72 Chiy of Voo, business development ualt

23 "Mhe Helsinkd Metropalitan Aeee Vision 200"
(PES 2o20], Bevalopment effice of the Helsinki
Metropoliton Areg (YT

24 “Helsinki Metropolifon Aree franspoct System
Pl PLY o8, st nndsian of the “HMA
Tromsport System 2020 PL 1964"

25 idem
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Advirlisement ol the Lagisiic Platform of Barcalans

A city with the ambition to plan its airport by itself

During the last 15 years, {he froditional
competitian between Modrd end Borcelona
wias fuelied By the focr that AENA, the
Spanish Chell Airports Administration, and
Ibheria, the state-owned alriing, werg mainly
corcemed with the development of Macdrid
airpart, while the development of Barcelona
afepart was set back, Therefore, the
autonomaus government of Catalonia reqion
and the city of Barcelona (through its
metropolitan planning egency Borcelona
Regional (BRI founched theiravm inititives
to study the future of the girport. When in
100 AENA storted developing its own
strategies for Borcelona ofrport, it found itself
iran wrusaal, i ror urrrque situotion for

" ] rities that hod
= develagment of
loirt’s riake in the
1fter the Glympics
agency for the
agency which
\r the city:

1. AENA and Barcelona Regional: from
Technical Airport Planning to Reglonal
and Urban Planning of an Alrport

Barcelona Alrport is the main airpart far the

metrepoliton aregaf Borcelana with 4

million inhabirants, and far the Catalania

region with & million inhabitants, If has,

afeer its mujor exponsion for the 1952

Olympic games, leapt from handling 10

millfon passengers perannim {Q 1.5

milfian in 1909, Oace again, the terminal

area has decome oo smoll; operational
fecilities are underdeveloped, ond the
system as o whole is expected fa readh

capacity limits by no later than 2005,

furthermare, ancillary octivities are as yet

nar-existent and occessihility by public
transpoct s poor (12% by train, 7% by bus),
rof least because taxi service Is very strong,
accounting for up to 45% of landside traffic

o the aimport,

The planned expension is to sofve alf of
these bortlenscis al once. An additianal,
parallel runwey will be builf, Termina!
capocity will be more than deubled, with g
new ferminagl berasen runways fo mvoid
impairment of runway capacily through
faxiing aircraft crossing runways,
Operational and cargo focilities will be
Brought to on apprapricte level.
Furthermore, the expansion includes the
ereation of 6 major raflway sfatfon aned
interchange as well us the realisation of &
stare-af-the-arl Airport City within 6n
expanded airport perimeter Boih will be
developed completely from sceatch: there (s
nefther on interchange nor an Alrport City
present af the momerl,

Opindans abowt haw to effect thase
developments differ AENA alms o oplimise
tha Alrpart from o technical and eperatianal
paint of view, while' B8 is grimarily
motivated to integrate the gitport and the
impacts of its expansion info (e

AENA™ inftinl masterplan for the @lipol expantion
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metrapalitan grea by providing optimal
interconnections and a well-fnlegrared
legistics g business zone. The
comparisan of the two approaches ellows
one fo understand the mativations of an
girpori operator versus those of a regional
authorily, and to see what profit the
common process has ylelded to the region.

A salellite concept ora

multi-terminal scheme

BR felt that new terminal concepts for
Barcelona Airpart showld na longer be
beyond the interest of locol and regianal
public authorities, os opporlunilies for
afrport-related landside development are
to o great extent dependent on it BR
proposed o keep and expand the main
termingl in fts prosant lacation, and ta
build satellite terminals fn the midfield
area. The airport system would thus be
very flexible and able to react to afrpart
grawlh (by adding mare satellites) and to
changing Airline Alliances. The ideq was to
direcily integrate tie main fermingl area
with the dirport City, and o create an over
alf Airport Product,

Duie ta the refatively close relationship
between AENA and lkeria (both are still
state-ownedl, AENAS prime interest is to
provide o convenient and dedicated moin
terminal for Iberia, the hame carrier of
Barcelono airpart, and the poriners of its
alfiance, One Word. Altogeiher, tberia and
One World aocount for some 60-70% of the
air tralffic at the girpart, Due to the spatial
canstroints at the existing terminal, AENA
constdered this only passible with o new
terminal for One World Between the tvo
porellel rumways fterminal cogacity: z0-25
millfon possenger per annum] with the new
railviay stolion, while other companies
would use the smaller existing terminal
{rerminal capacity: 16 million passengers
per anaui.

EMELETIL | SRIEITI
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The city™s (HR%) v maitesplan propasing a nodllern (ohe arsa

A regional Interchange ar on airpart station
Originally, High Speed Trains would have
by-passed Barcelonn through the Vallés
urban periphery to the north, ond would
have served Barcelona with anly ane High
Speed Train station {Sogrera), in this
scheme a terminus. However, the Migh
Speed Train service would enlarge
Barcelona alrport’s catchment area Lo an
Eura-reqion of 15 millian Inkabirants,
strerching fram Valencia and Zaragoza in
Spain te Towlause and Montpeliier in
france, This was an importent gdditfong)
argement af the Catalan gavernmen! and
of the city of Barcelona to make High
Speed Trains pass tfirough the ciry and
thus to fully integrate it infa the High
Apeed Train netwark, with two or threg
thrawgh-statigns: the Airpart, Sagrer and
maybe Sonts,

The local and regional cutharities intendod
mat anly t¢ make the girport’s public
rransportation node the main access (o the
airport for afr passengers, but also fo
interconnect public transpartation at the
afrport so well that it could serve as a
regivnal public transpart interchange far
the Llabrega Delta, and to imorove service
for air traffic passengers and alrpart
emplavees from within the reqion. They
aimed of integrating internationo! and
regional train services in ane station, and
placed it 1o the North of the existing main
air termingl, thus not only giving access (o
the aispart terminals but also ancharing the
nade in the Afrport City. This would incregse
the attractiveness af the Alrport Oy as a
regional business location, thus alfowing o
fully explait the potential far reql estate
development aravnd the rallvoy stotion.

AENA adapted the idea of providing high
qualiity accessibiiity to ithe airport by
finking it o reglonal and intefmational rain
netwarks. I sees the High Speed Trains

ad

meinly a5 i opgotanity Lo enlarge the
mirpart’s colchment area (atteacting feaffic
From throughau! the Eura-regianl. AENA
therefore chose to locole the airport
railway statfon undermeath the new main
ferminal Belween rumwvays in order fo
aplimise the connection belween aiv ond
rail services.

0O the other hand, AENA sees no need far
an fnterconnection of lecal ana regiona!
lines in the Uobregal Delfa os the Delta’s
public fransport networks focus on the
metropolitan inferchange af Sants sfafion.
Nevertheless, the AENA scheme wapld also
alfowy for using the girport stalion 05 4
farid-side fnterchange belveen High Speed
Trafris, fntercity and regional trafas, if tha!
fs desired fn the future,

The Airpart City: annex or over-oll concept?
Borcelona alrport currently has anly soo
employess par million poassengers. The
goal fo increase commercial and business
activities on the platfonm, end o reach
intemational workforce siandards - some
woos emplovees per milffon passengers -
menns that emplayee oumbers will juma
fram Booo foday (at 18 milllan
passengers, [0 30- 40'go0 in the fulure (of
za-40 millian passengers). Far the
accommodation af these odditiona!
employess, same Soo'opo mz of industrial
floar space, or an area of abowl 2o ha, ore
necessary, in eddition to the 150 fio for
opcrational facilities and logistics. A truve
Airpart City is planned to the narth of the
existing ferminal, oo lad that needs to be
axprogriated from the airpart municinality
El Prat. In exchange far this fand, the
manicioolity gets bock same stretches of
tand aigng the coastiine.

BR views the Alrport City as ¢ mew piece of
city in the Barcelong metropoliton oreq,
and canceives anid rénds it oz such, The
Afrpart City 75 ta include the entive range of

Bauctlona’s submay wrsiem nillintegrate aleo the gimpon
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Furictions found af eipacts: terminals,
ogeraffonal facllities, alrpart-related
businessas, fiofels, canference facilities,
and public fransport, Yet, in addition fo
this over-oil funclional integration, BR hos
s&l new standards for the foeres! generotion
af Airport Gitfes by giving the rather vast
area (some g km by 1 kel o high urban
qecess guality The Alrport iInterchange [the
Alrgort City's main statfond will not be able
to satisfy the accessibility reguirements af
the Airport Cily, as it is fog big of an area.
Therefore, in order o give the compact
Afrpart City @ simifar density of public
fransport senvice, as /s the stendand in any
ather urbon areq in Borcelona, a seres af
six of mare subway stations, an elongated
hronches ol one ar two af Barcelana's
subway lnes, were proposad, The
elongation of subvway lines s alsa the ideal
means tae connect the airport platfora to
the migin residentiol ereas of the arport’s,
and fistire Afrport City's, employees: £ Prat
and the western districts af the City of
Barcelona.

AENA, with its expedience and bockground
in fechnical alrpoct planaing, primarily
canceived the northern song within the
expanded pedmeler 45 o spaticl rascree for
the lnceeasing amount of aparational
aclivities {cargo, aircraft maintenance,
efc.), and as o zone for fogistic octivities,
integration of such & 2one with the major
new railway station under the midiield
rerminel dig vot seem necessary. Activities
ke hotels, conferencos, and shapaing,
wiileh da qot fit fnfa the ndusioal zane,
cauld eventually e ghven space on the
seavce (and fo the rear of the main
terminal. This, howevern, would cause extra
pressure on the natural and agriceltoral
spaces af the Delta in that areo,

What the confrontation has yielded

I several crucial issues, the strateqy of the

focad and regional authorities 1o actively

e and design the aimport expansion

acconding ro thefr own interesis has

resulted inadoptations of AENAT rather
technical alrport exponsion plan:

« AENA recognises the fmpartance of
creating an Afrpoc! City with a diverse
range of aolivities,

« Political consensus among local, regional
and state administrations was reached in
the summer af 2000 over providing high
urban access quality o the airport and
the Aleport City. This figs subsequantly
also been included in AENAS official
aitpar! plons, Several subway stops,
part af o new metn lne crassing ol
of Gargelana, will serve the Alrgorr Cing

« High Speed Trains will serve the olmard,

arid a regional railway interchange for the

Delta, at the airport, is possible,

AENA has sef up o speciol office in

Bereelong to design ond develop the

airparts masterglan, It does nal,

haweven include regular politica! and
techinical participation from lecal

aindd regional authorifies,

z. Barcelona and the major interventions
into infrastructure
The city of Barcelona has developed an
explicit strateqy of recentralisaiion’ in the
metropoliten gree ™, Instead af growing
ather centre oregs throughout the
meltopolitan area, the city of Burgelano
aims af esfobiishing tew nuclel within the
city frself, to upgrade ron-down disteicts,
aod to enhance urban develsarment, The
cueren! major infrastructire projects in the
city and the region - the airport, High
Speed Train, subway-system expansion,
regianal rail service improvements, gauge
pdapfations to connect to the rest of
Eurppe - further cantribute to fil{iliing
these aims.

Barcelona will have fwo ar three High
Seeed Trafn stations, only one of which,
Sanis, is currently an importan? railway
sfation. The ofhér fwe new stalions,
Sagrera ond the airgort - the future main
High Speed Troin terminols of the regian -
ore used for restructuring and further
develaping the wban territory The city af
Bavcelonae gels two news focal points,
Sagrera, the fiture main H5T station far
the city, fs the motor for the redevelopment
of its own urban disteict,

Barcelona Airporf, on the other figng, must
B soen as parl of the development
cancep! for the Liobregar Defta, the Della
Plon. The commoan goal of focal, regianal
end natighal Interests is to moke the Delta
- with o potent port, o vital industeiol
sectarn, and o fast grawing airpart, as well
ns good inks fo Spanish and Eurapean
lonaside transnort networks - the main
Lagistic Platform of the Mediterranean and
of southern Eurgpe. For Barcefona airport,
this megns thot the develapnent of ifs
Afrport City s infegrated inte over-all
development concepts far the
metrapalitan area, This s g new way of
lnpking of and concelving aiipoels.

Thus, Barcelana's Afrpoe! City has o clear
definition and development guideline to
start with, § will be a core element of a
highly advanced logistic centre. Within this
cantexi, the impressive dimensians of ihe
Afrporr City are understondoble. Expected
spnergies of the airport with the harbouw,
e.q. [ram logisties pperators and
disiributars nvalved in bath air and
manifime transpoet and frelghit flows, con
be gasily accammodated and explaited as
ihe some infrastructure can be used to give
access fo port and girport, and fo
distribute goods 1o the hinterfond. Yet to
olso exploit the airports excellent
eecessibility by public trensport, the
Afrpart City will include an affice core.

Tordak's alrpoit railway Hnk 1o 19 &)

AEMAYL adapted masierplan with subway ard Arpndt Ty



3. EL Prat - a local municipality in a
context of major initiatives
Unlike other alrpart municipalities (Vantoa
in HEL, Haariemmermear in AMS), El Prat
does not aim to participale in the economic
roulette of aimport expansion and spin-off.
Instead, all the development strafegies af
the municipality are geared fowards
impraving the local living conditions. Ef
Arat's centre is to remain the aucleus of o
cammunily, and must nat hecome o
business districl, As the municipality s well
enaugh connected to Borcelona by public
transpodt, it sees no need for a regiona!
interchange in its areqa.
As part of its sirategy gimed at
enviranmenrtal gualify, £1 Praf (s very
interested in preserving and strengthening
the notural areas in the Delta and
particiloly along its coastiine, As o
campensation for the afrart perimeter
expansion arto its terrtary, the municipality
required of ALNA some strefches of
currently otherwise occupied coastline, for
example a golf course and a militany site,
with the intention of restaring them ta
satural habitar.

I arder fo haok up fa the Lagistic Platform
initiative aff the Delto Plan, 1 Pral intends
to become q cantre-piece fn logistica!
maglfers. This it aims to do not by building
{ogistic and distribution centres and
business porks, but by specialising in
educationa! focilities and insiitutions
related to logistics and transpart. Within ihe
melrapaiitan ared, fransport mdragament,
aerodynamics and avionics con anly be
stuaied i £f Frat. With respect ta the
Afrport City, the only Issue £ Pratis really
concemed about is the provision of hausing
for the additional girport platform
employees. The number fo be
accommodoted in El Prat is expected fo
jump from 3000 to 15 'voo when the Afrport
City rafses employee numbers on the

The fulure Sagrera BT station in the loreground: & hey project for 2o0g

plutform te an nternational stondard, £
Prat is therefore alming ta provide direct
connections between s municipal roads
and the Airpart City's network, in arder o
redoece walking and cycling distances.

Like in mast other airporf regions, £ Prat as
the airport municigality has the poteatial to
axart a cerfaln contral over nan-aperationa
activities on the airport platform, However,
£l Prar hapes that with the adoptations of
the 1926 General Metrapolitan Plan To the
new Airpart Plan, the entire Airport City will
be tled tagether in ane development plar.
Thus, the ensemble as o whole would hove
1o -be approved By the miaiciog! couneil,
avred 6 higher over-all urbar quality could be
achigved,

4. Outlook: privatisation of AENA.

Barcelona and Catalunya are expectant
Currently, the Spanish State, the region aof
Caralunye, and the city of Barcelona ore
riled by different political poarties (Wberal
right, centre and saciolist respectively).
Each one has different ideas with respect
ta the future of AENA. The State [s not yet
willing fo lase contral aver dirports, and
thus favours keeping oll Spanish alrports
pnder a partially privatised AENA rule, The
reglonal govermment, the Generalitor da
Cotalvnye, claims the nile of the three
Coralen efmarts, Reus, Girana and
Barcelona, to creale a Catalan Civil
Aviation Autharity, and a Catalan airport
sysfem, The muricioality of Barcelona is
convinced by the patential for the airpart
to become self-financing under o markel-
arfeated management, and therefore
wild even fovour g fatal privatisation, if
this were the only way ta achieve the
desired development.

Conclusion: The Barcelona case —
debating a common solution

Even thaugh ultimately the scheme of
AENA will be realised, the debates and
dialogues resulting fram the proposals of
the regional and local authorities have
contributed ta a more integral approach to
airport planning, Since the 1gg2 Olympics
and the related urban upgrading initiatives,
Barcelona is very experienced in using
infrastructural initiatives for steering urban
develepment, To guarantee and create high
accessibility, and to define the role alan
area as part of the city and of the
metropolitan region, come first. Only then
can exploitation start, This allows for veny
precise programming and specificalion of
develapment areas,

The great advantage in the case of
Barcelona is that all relevant elements
regarding the expansion of the airpart and
its integration into the metrapalitzn
context are developed simultancously, and
are part of the comprehensive Plan for the
Lichregat Delta. At airports like AMS or
ZRH intentions are similar, but may
encounter more difficulties as much of
their airport area |s already far developed,
Accessibility, there, has to be canstantly
updated 1o keep up with econamic growth,

=1

26 Bavcelons New Profects. OO 1999
Barcelona Reglomai fAjaniarment de fancefona

The Dolia Plan: poat and afrpert as a logestlc platform
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Ty T S T —addition fo the regional raifway a light-raf!
and an extended tramway ling are plarned

uniQue ~ ro guarantee fine distribution and excellent

it accessitifily throughout the corridor. Urban

Lrvrgaer £rns™ Airdoe b B fat o tha e airgort pubie brering gmedey ral estabiished
Do g g muit R g, e Cwrdor of Surch well sait @ g il ol i gmﬁ"l‘h oo FE:F o SEIF'E o she
it i m?"ﬁﬁ*‘" wcparimn of Jaricn cores (rrban or municipal centres) ond
oy Zurkch 1 pant naiﬂ:h::yumm i attractive large development sites,

Airpart-generated naise is a majar issue in
the region. The SIL (Swiss federal

L Specifications an Alr Traffic

| infrasiructures ™), submitted fo fedecal

! epproval in Octobar 2000, fixes the new

| occeptable noise fmirs for airport
surroundings. Fhey are less restriciive than
what was expected, which reduces
constrofnis on air traffic. However, airporn
fexibility could be prejudiced in the fang-
tenm, g5 cansiderably more development

CheCk |ﬂ can take ploce in the surrounding

municipalitles, To quorantee space for the

expansion of apeational facilities, the 5IL
| has designated a strategic sectar around
- the girport, which is significantly wider than

the curreni perimeter.
Unue Zurich Alrport and the SEE make places aliiacive - ——
wiilh their pingulhr service. Far examale the check-in 1. Privatisation zooo
bl s s Bt Due to the recen! privatisotion, there is no
g“m'_;h"‘ﬂlﬂ&' Fﬂﬁ'\:‘ WMﬁ'“E;PE;WM- iE""ﬂ thareky mase | clarity yel abawt fow to co-ordinate and o
mnm:mm'mﬁﬁ:m Lfr“n’ﬁ“w: :_:f“ | pperale Between the airport autharities,
&lsewhare. municipaiities, and Canton, While before
Unigs Zurich Alrport - Making Regions Famous privatisation alf aspects ond responsibilities

forairport develppment were with one

enfily, the Conton, respeasibilities are ngw

split between public departments and the

orivate airport operator Limits of

responsibility need 1o be consalidated,

A privatised airport in the focus of regional planning With requiar roundtable meetings, and an
girgodt forum, steps qre being taken at @

Advertisemont of ZRH

The alrpar! guthority of Zuvich airpart, oo
Urigue Zurich Airport, as it is now called,
was privatised in April 2000. The Canton of
Zurich, however, still fiolds o golden share
af slightly mare thon so% in the efrport.
The current exponsion phase of the airpert,

Forthe years bevond
ersianning vl of the

¢ anly concerned with
, but is now

The Contan of Zurich has o well worked out
plan for the integration of franspart and
land-use fo the ¢ km long corvidar between
the airport ond Zurich Noed Derlikan, The
girport area and the Zurich Novd
redevelopment area are designoled as
Regional Cenlre Areas in the spatial
de%'ﬂﬂpmfﬂf pian ﬂffh‘vl';‘ Canmton ', In The new pefimelen ghinlag spate for mancaivine
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Direct rall links frem all over Switzerland

political leve! towards co-ardinating the
different actars invalved, and contacts
between their representatives are being
{re-Jestobiished.

The airport area affects o faral of 6
muticipalities, af which twe are directly
adincent to the airport’s built areas (Kioten
and Ooficon-Glattbruggl, and hiove almost
qrawn together There js a lock of co-
ardingtion between these municipalities,
ane aiso between them ond the airport
aperator. Their lond-use plans show no
signs of common strategies, much less of
sirategies with respect ta the afrport.

Same of the new strategies of the
privatised airpart ogerator require that
certain real estate developments on the
eirport platform, or-in more geneal terms
- for airport-related or-orlented aetivities
anywhere close to the platform, need to be
progressed foster than the planning
processes of the surrounding municipalities
alfow. Tensions are ansing due to the
frcompatibilities af aivgort planniog with
local ard regional planning quidelines that
reguire public fransport aecess as
preveguisite for development, and due ta
different Nme frames of the respective
planming processes.

2. Growing interchange function

Gine of the most renowned assels of Zurich
Afrgort 15 its high accessibifity by public
transport, enbanced by the fact that Il s
also strongly bsed as an ferchange for
reqlonal netwarks, The alrpart has the 57
busiest raflway station in Switzerlond, bath
In terms of possengers and af trafng serving
the station, The modal split for public
transport ai the airport Is high already, with
41% of passengers and 347 of empioyces
arriving by public transpart, One of the
airports main problems, however, /s
battlenecks in londside netwarks, and
particulanly corigestion pn he Wghway
nefwark to ond araund the alrpaet, The
aitpart operatar is therefore wiming for o
better integration of the eirport in regiora!
public transpor! networks and an improved

pubalic transport modal solit (52% for
pazsengers, and § 3% for employess),

To improve accessibility for its employess
and passengers, the airport aperator is also
aiming to further enhonce the aimport’s
importence as a fandside interchange
{today. close 1o 10% of fandside fraffic to
and fram the aicport §s dug o
Interchanging, including 1.5% of
park&ride). ‘The new focilities will make
Zurich Afrport @ linchpin in the public
transpor! system for nartherm Zurich and
the surrgunding region.™ A more
prontinent rale in reqional networks, with
additional direct troins o e Canfon’s magin
populafion areas anag more direct
cannections to cities i Switzedand ond
abroad, will incréase the frequency and
guality of service, In this respect, Swissaly
and the aireort autharity, the locol and
regionn! pulille transport Carsartium ZVI
bus companies, and the Swiss Federal
Roilwoy Company SBB, are all closely co-
operating.

NMational and fntemational trains ok all of
Switzarland’s mujor cities directly ta the
aivpart. Some feains even bypass Zurch
Cantral Statian, o terminus sfaticn, and call
axclusively of the airpart. They are,
however, nel diverting traffic away from the
Central Station bl providing additional
direct links front towrist regions and other
big cities which generate fofs of air raffic.
Since 1908, remole check-in and baggoge
claim is passibje In over 130 rallway
stations thrayghou! Switzedland.

To extend its catchment ored, the alrpart s

its core areq, that operate throughout the
aight. With this in mind, the airpart has
recently requastad a cosing license fora
site fust next fo the sailveay dnterchanoe,

Interchange quality

The curren! airpaeT expansion phase also
aims to improve the quality of conrections
between the different means of public
transpart fn the interchange, The station
hall above the updergeound railway
platforms kos been redesigred and will be
operned vertically toe optimaly nk all
means of landside public transport. The
aew railvweay terminal is 1o ke the
fntersection paind behween afl landside
access ways io the airport: right ahove the
railway racks, divectly dext o the bus and
figpfrd-rail starions, and Setween e muiti-
storey cor parks, 1wl be vary comooc!,
and will provide 6o canveniant check-in
desks ond divect lugnage claim. The new
complex will feature o generousiy
proposiioned concaurse extending belween
Car Parks B and C. This will bring a sense of
clarity and transpareniy (o the facility with
its various floars, while the glass ceiling will
provide welcaome daylight from abgve, On
the plaza level, almast hwice the current
range of restaurants and shops will be
available.” The interchange vl ke the
airpert's second focal point besides the
new Airside Centre,

3. Accessibility to the airport area
Accessibility fo the airport area will, in
addition to the Airport tnterchange, be
Imoeoved with the infrodiction of several
Initfatives aimed to achleve a fing netwark
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A landside interchange in the making: alreasy 0% ot all rall passangars at the airpast are interchangars”

ca-apeating with Swissarr ond the Swiss
Natigna! Raflways ta improve Nnks to
negrby regions in neighbouring countries, 4
nev northern link to Stuttgar {on the
Milan-Stultgarl-linel is planned and trains
from Ausiria are being diveried to call in St
Gollen aod ar Surich girport, This is
intended to divert air passengers from
Munich aiepart fa Zurich.

fo exploil the airpaet’s bigh accessibility
during the night when there are ro flights
(thus avaiding temporary overcapacities in
accessibility), the airport intends to attroct
activities to the Airgort City, cnd moinly (o

distribution throughau! the alrpert area,
The initigtives will form part af other
regignel networks and huve o particilar
high density of stops in the airport area,
This will sigrificontly contribute to
improving the modal spiit by the desived
10%. Converience for public teanspor
users will he impraved by separating owblic
and privole transparst in the airport area,

The Airpart Interchange accommodales two
regignal railwoy lines (52, 516) which
circulafe between the densely pepulated
arcos olong the loke of Zurich via Zurich
Ceatral Station, fo eities (o e north-east of
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the alrport, In additian, three nearby
rallway stations, Opfikon-Glatthrugg (55),
Baisberg amd Kloten (bath Sz}, link the
airgoed area toall mojor population centres
of the Cantfon of Zurich, A shuttie-bus
connects these statfons to (he Alrport
Interchange.

The fine distributian by public transport in
the airport area, ond the connection
hetween rthe reglonal raifway starions, will
be significantly imgraved by 2005 with the
cealisation af the Glattal lght-radl sistem,
The light-rail will have six stops in the
airpifts main activity zones, with stations
only 250 o soo m opart. The Airport City
will thys hiave @ high wrban access quality,
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= Airpart in fhe regional milway netaork

similar to what will be reached fn Barcelong
with the extended subway lnes. Additianal
oppartunities ta improve the accessioility of
girport and Alpart City can be provided
with the light-rall linking the three regiona!
rafiway stations anid the Airport

fiterchignge,

The light-rail system (s parlicularly
slgnificant for the oirport because it will link
all the main development sites between the
oty af Zurich and the airport platform (the
Glattal urban periphery), Travel times
between all these ipcations and the afrport
will be less then 1o minutes. Onginally
cancelved us @ means af tiing tagether the
Glaltal urben periphery, the lghtrall systemn
has become o means of strengthening the
development in the corridar between Zurich
and the airpart,
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4. The concept of Regional Centre Areas
The Glattal comidor is considered the
hottest spat for development (n
Switzerland. ! confains o bundle of high-
guality naetional, regional and loca!
transport infrastructures, and o l2ss than
three important public transport
interchanges only ten minutes apart: Zurich
Central Sratian is the Swiss raflveay huty the
airpart s Switrerland’s 510 most used
station, and Gerlfon /s an imporrant
regional fink, All af them lie between sites
with excellent development patentiol and
have been designated Regional Cenfre
Argas in the Confan's structiure plon,

The Centre Area Concept ariginally
encompassad 11 areas tyoughaut the
Canton, which fogether form g vital
palfycentric structisre thol allows foran
ecanamically and ecologically saund
aperatian af the regional raflwey The
quiality af public transpart (s percelved as
are of the mast impartont elements of the
averall regional investment climate. In
recent pears, the focus fas shifred oway
from the initiol eleven to the five best
fntegroted and co-ardinated locations.
These are the airport and Zurich Central
Station developments, as well as fthe aroas
with the highest potential to undergo majar
transformations thraugh redevelopmeni:
the Zurich Nord, Zurich West and Winterthur
industriol disteicts.

‘Due ta the only partial predictability of
urban development dynamics in the region,
sites nead ta be reserved in the Cenlre
Areads for new uses in arder to aptimolly
accommodale them in the future. ... Every
Centre Aren has to mointain its primary
identity, so that they aptimally complement
ecch.ather ... The necessary planning steps
are fo be phased in order to avold
unwanied developments andor the
obstruction of development possibiilities,
The co-ordination of sife developmen! will
help in the long-term to efficiently
aecommaodate, but olso to generate,
devafopment impulses, "’

Of the five main Centre Areas, the Alrport
Centre Area is considered to be the one
with the highes! development deficit, With
a surfice greq of 242 he and some 2.2
millian mz of built commercial floor area,
its development reserves aimount fo close
fo Son'oop me, O o length of only 5 km
[same as Borcelona's Airport Cityl, it
contains
- two muricipal centres, and three mafor
develagpment sites,
- the airport's terminal, frelaht and hangar
areas, and
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A nicw light-rall far a baoming northam perlphery
{tha alrport at the tog)

- high accessibility by mil {4 starions),

light-rail {10 stations) and highway

{3 ouits).
Lintie the other four main Centré Areas in
the Cantan, it hos as vet no specific
character aridentity, nor any urban
coherence. The Centre drea cancept has as
per nat been incorparated i the giroorts
Strategies and fn the plans af the
surrourding municipalities, who are nat
used to foint planning, Co-operation
between the municipalities, the airport
autharily, the region, and tronspart
providers {s urgently needed to reach an
over-oll urban development guality in the
Airport Centre Area,

5. An integrated Airport City?

Within the Afrport Centre Aren, the share of
the airooert’s platform is limited.
Developable space on the plotform or at
least close (e s core grea (terminals), for
airpiort-reloted aclvities, s very scarce. In
generdl, the platform of ZRH airport is very
small as comparad to other alrports, and
affers much less space for development.
The airport operator has been.and is stil]
farced to owtsource platform functions ta
offplotfarm sites (e.g. catering, Swissalr
headguarters) or fo remaie lacotions on
the platform, to free valuable office space
in the core of the platform, The anly
platform areg that can be develaped In line
with the Centre Area concepl s the core

The alrpors area i= a seglonal Contie Area




graa Butzenbiihl which is to accommaodate
same 120’000 m2 of office space and
eventually o casine, A scheme forrthis area,
colled *Unigue Afrport City”, hos been
presented in Qetober 2000,

Chut af the need to, ds a privatised airgort
pperaton, relatively fast generate income
with gotivities ather than runring the
airpart itself, the airport operator wauld
like to use the new strategic perimeter
around the airport, as defined by the Swiss
Federal Specifications on Afr Traffic
infrastructures SIL from Gctaber 2000, as
a5 npna rtu.l]fr]f forits awn Afrpart City
develapment,

The 5iL perimeter, Rowever, wirs
estohiished ta allaw far the expansion and
regrganisation of gperational focilities, and
as g resecve for the airport’s
manoewyrabiiity Becouse of this and as
thére are many tevelopable sites with
excellent accessibility in the airpart’s
surroundings, the municipalities ond the
Conton e oppased ra the airports
developmen( plans in the 5§l areo, For the
same regsans, the cumrent relocation af the
dirport operatar’s own headguariers from
the terminal area fo a remate glatform
facation withiouh adequate accessiulityg
gren thaugh (| remaing within the airport
perimeter, might meet with resistance from
the public curhorities. The discrepancy
between the quick real estale demands of
the airport operartor, ang the avadabifity of
Fighty aocessible sites in the wider afrport
area-and in the carridar to Zurich, needs o
be avercoma.

With the Centre Areq concepf, the Canton
has a very clear scheme foran ogtimally
integrated Alrport City. Given ifie high
accessibility throughow! the girport Cendre
Area, girport-related activities could he
spread over the whole area and even
fnclude additional developabie sites in the
adjacent municipalities, For all these sites,
the guestion and co-grdination of ‘where
to do what' should fiave top priority. Within
the Airport Centre Areg, airpart-related
activities should be favaured, as the
airport ltself cannat realise an Alrport Clty
without lpoking Bevand its perimeter,

With the high accessibility of the entire
corridor to the main ¢ffy, ond the excellen!
conrections between the differeat Cenire
Aregs, Zurich 15 a good example of @ réqian
where part of the airpart-related
develnpment programme could ba eosily
transferred even furlher away to sites
beyond the immediate airpor
sumooandings, Simultaneousiy with the
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current girpart prvatisation, aod the
apcratacs infentions fo densify the corg
avea of the platform, there are strong
iniliatives ta develep the areq around
Zurich’s Central Raiiway Stetion of the
ather end af the corndor, The profect,
calfed Eurogate, consists of 250’000 mz of
commercial and geime business space,

It could even be considered a patential
location for special kinds of alrport-
ariented gotivities: the afroort and the
Central Stotion are anly nine minutes part
by train. They are, 5¢ 10 spesk; 'door-fo-
door’, and one can go from gnefo the
obher withou! gerting wel.

6. Key tool: “Planning Zone Concept’
(Planungszoneg)
Witfrin the Alrpart Centre Area, hut alse in
the wider surroundings of the airport, the
accommiedation of the ‘wrong” activities in
e wwrong” locations could become @
mafor threat to the moanoeivrability of the
girpart, The Cantan of Zurich hos o specific
fnstrument geared ta the chollenge of how
fo deal with uncertainiies and the negd far
flexibility.in the planning process of the
airport, the so-called Planning Zane
{Plonisngszone). i the development ef o
ceriain site patendiolly prefidices the
airport s operability in the future, the
Canton can, either an its own inifiative or
in eg-operation with the airpart, fora
limited time {usually some twa to four
years) block any change of lond-use fn this
area, After this time limit, the orea has o
be apened again (o development, if the
eirport has not clarified s arguments for
atfer wses, and concrelised orofects,
Currently Mhere are g such Planming fones
in farce, bl they may saon become
impartant as the airpart works out future
airsile sfrategies.

Conclusion: Optimally connected
regional Centre Arcas

With the Centre Area concepl and the
importance given [o the airporl stalion as
an interchange node in local and regional
netwarks, the Cantor of Zurich has
created a sound basis far the Tull-fledged
integration al the alrpart into ane of the
most dynamic areas of the Zurich reglon,
The implementation of 1his regional
concept, however, is still hampered by a
lack of collaboration between the local
autharities, as well as by entirely new
praconditions and interests due ta the
recent arivatization of the airpart
aperalir,

In wiew al issues fke the Arporl City and
the airport’s gulslanding national and
internationat accessibility by landside
public transport, the Airport Centre Area
can be expactad ta become a valuable
basis far co-operation between the
airport operator, the municipzlities and
the Canton, as well as transport providers
ana investors.,

frn il mbdale: the new Airdide Contie and midingld berminal.
Davelopaiieland Is scarde on the landside

27 Kantanaler fichiplan, 1654, Konten Zurich

28 5L Sackplan infrasiewkive der Lufifohcd, 2opo,
Rundesoat fur Sivilluftfald

20 28N alrpaet, Sth Expension.
Erochire 1sao00, Flughales Zunich

Jo Rdem

3¢ Siedlungseniwicklung, mal. Revmbeabochiiing
Neaviron Logeh, Heft oo
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1. Organisation: a private company,
autonomous on its territory
Wienna Alrport plc has been a fully
privatised enterprise since 1992, Ownérship
is divided Between public entities, holding
48.92% (Provinces of Wenna and Lower
Austrie each with 20%, ond the Federal
Republic of Austrio with B.02%), and
private shareholders holding the rest, For
Leing the most privatissd airport of tha
aine alrports compaeed, Vienna Afrpart ple
has a very tow share of noa-auiation
income: only 28% of its total revenue!

Prerequisites for becoming o business

enterprise fncluded commercialisalion, o

new organisation structure (with several

subsidiaries), planning and development
cantrol instruments, strategic planning,
and a real estate developmeant brarch

{(Wienng Airport Real Estate Developmen!

Lid, o full subsidiary of Vienma Alrport plej.

Privatisation was introduced together with

a Public Private Portrnership Concept which

clearly defined the rales of the public and

private sectors and of the afrpor!
management, os fallows:
= e public sector serves Gs o regularar,
hut at the sume time qots os @ siategic
ang development partrer ard promoler,

- he private sector supparls the
strategies by providing the financial
backing required,

« the alrport management manages
shareholder value, suppaoris the regional
ecanamy by providing facililies, logistics
and marketing for comparies seftled ar
tha airport, ond (s octive in reglonal
enviranmental management in terms of
minimising the adverse impacts of air
teaffic.

Vienna Alrpert ple is olso invelved in

strategic planning by federal and pravincial

autharities. Strategic co-operation with the
WEFS Siich areas as:

siness F‘urk develapment
jith the municipalities), and

En fern: egion of Ausmn (Provinces of
Vlfmtmghrﬁ!rr a and Burgenland).
ﬂmﬁbumenra! menagement
has, among ather inftiatives, reduced the
66 dBIA) fiight noise zooe from 34 kmz to
15 kma2 between 1080 and 1995,

Vienna Airport ple fas gotonomy in terms af
Alrport City planning and design on its
property. If the airport’s develapment plans
pass environmental impact assessmenis,
the minisiry of trensporl grants Vienne
Airport pie the right to buy out current lond
owrrers for expansicn for operational
purposes; however, for pirpases ke the
Vienno Airport Busingss Park, it must
purchase the land like oo ardinary
develaper, The Austrian municisallties don't
hove any legal comperence in lond-use
plarning for airport areas; they are only
respansible for the physical planaing of the
surraunding area (local land-pse and zoning
plans, end vrban development planst,

Small municipalities and green and
ageigyltueal bufler zones make the airnort
remain in a seq of grean:

- To the waest, an agricaliural buffer zone
separates the airport from an industaal
and business grea (an ol refinery and
the Concorde Business Park al the
Eastern fringe of the City of Schwechatl,

- T the north, the Ag motonvoy (linking
Wenna with Budapest) presents @
physical borrfer banween the aimart and
the wetlonds af the mver Donube, which
are part of the National Pork “‘Donau-Aten’,

- To the east, there is o chain of small
viltages, the development of which is
restricted to the realignment of existing
settlement borders, The Regional Concept
on Networking of Green Aregs (1993}
defines this area 45 @ "Key structure’,

< Ta the south, agricultaral land [imits the
alrport ferritary

2. Masterplan 2015: new attention to real
estate and Alrport City
in 1998, Vieana Airport ple presenied the
‘WMasterplan 20158, ¢ Zoning Plan which
determined the focilities, equipment and
copacities required to support the
farecasted valume of traffic. It expanded the
airpart area fram oog kg to 1'so0 ha, the
main part of which waould be regiired for the
construction af @ thivd runviay peraliel ta
one af the existing runways.

However, the explicit goal of the 1998
Masterplan wos fo congentrofe business
development at the airport, and fo
transform the eliport inte o ‘multi-modal
centre of econamic activity’ with a mix of
400 enterprises and o workforce of 2o+
30’ooa. Therefore, the main focus of the
Masterplan was not only on the expansion
of the airside facilities, which would happen
regardiess (even though it is more
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The forecurt of the terminals
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expensive: additionel runway, ferminal
buildings, contral tawer), but rather on
landside projects. The Masterplan was mo
mare ol an alrpart expansion plan, but
was to serve as an integral development
plan, and equally considered

« alrside expansion,

- landside development,

- Infrastructura! ond gocess improvements ond
--gnvironmental pratection,

it therefore served, and confinues to do 5o,
as a comprefensive instrument for the co-
ardination of airside gnd landside planning:
airside and londside interventions are
phased and developed in parallel: A major
component of the Masterplan 2015 invalves
preparatany wark for the implementation of
a camprehensive urban design trat will
guarantee g coherent spatial and visual
guality for the airport area. The latter
includes over-all area guality management,
the minimisation of walking and cyveling
distances, greaning and planting, o troffic
guidance,

Based on terms of reference defined by the
Masterplan, Venna Alrpart ple i 2ega
Inunched g competition for the development
af an aver-all urban planning and design
cancept. The junye's criteria, which included
apergtive and econgmic aspects, efficiency,
and design quality, were not
comprehensively met by any profect.
Therefare, two teams were nominated joint
first prize winners (Boumschiager-Eberle &
Itren-Brechbiitl, and Frank Hapde), and an
additfonal five prajects from the 18 finalists
were purchased to be incarpordted in the
future design of the aifrport.

Based an the resuits of this competition,
the Masferpian (s now undergaing a
comprehensive revision. This will be

arcampanied by an independent
‘Madiation Pracess'initiated by VWienng
Airpart ple, launched in fall of 2000 and
lasting sorme 18 maonths, The Mediation
Pracess showld help to find a comman
consansus an current and prospective
confiicts in aivport and Airpart City
develapment. it will elp clorify under
which conditions VIE can ensure and
imorove ecanamic performance, jobs and
the infrastrscture of the Wennag Region in
the long term, taking into occount the
environmental impact on residentiol
areas nearby. The Mediation Group
includes representatives from the nearby
communities, the *Platfarm agaeinst a 3°
Rurwal’, o Nelghbourhood Commitiee
{mayors from the neighbauring
communities), representatives of the
Pravinces of Vienng and Lower Austria,
environment altormeys and Yienno
Alrpart pic,

3. The airport's position

and role In the reglon
Corridor to Vienno
The city and Province of Vienna is on
encilave in the Province of Lower Austria,
The airport sifs an the fermitary of the
latter and is thus no mare port of Vignna
itself. As a province which In the wider
airport ared is predominantly rural, Lower
Austria Is hardly developing strategies
that go beyond rogd- or rail-integration of
the airport,
Nevertheless, the airport, which serves as
a gatewny to the region, s triggening wrban
development between jtself and the City af
Vienna, Besides the airport's Office Park,
such new development poles include the
Concarde Business Bark in Schwechot
(40'o00 mz) and urban re-develogments in
Vienmna iike the farmer gasometer and the
abattolr sites, which as yet are equally well
areven befter poressible by public
transport than the alrpart.

Accardingly, the 1995 City of Wenna Urban
Development Plan™ afmed af making this
il and road corrdor (Wiepna/Simmerng -
Schwechat - airport) one of the city’s main
development axes, But as Vienna in
principte connet plan any further than its
boundares, It imits its focus to 1is own
territony, only indicating possible
extensions of the proposed carridars inta
the Province of Lower Austria,

Thus, the awkward sitiation arises where
urban growth towards the airpart is toking
place fust like i ofher aifpart regions (for
example Zurch with the Glaital-carridor),
biit wiere no reqional planning authorfy is
really respansible for outlining the integral
relation between the airport and the city, or
its stretegic position in the regiom.

In order ta fill in this gap, o regional
develppment programme concerning
Vienna's airport corrddor is being prepared
by the ‘Mlonungsgemeinschaft Ost',

a foint planning association of the
Provinces aof Vienna, Lower Austrig ang
Burgeniand, (o co-ordinale development
in the carridar and deal with the airport’s
wider regional impact,

The Airport City: a specific type of
programme

The Gffice Park af the very core of the
airport is the centrepiece of the airport’s
Masrerplan. Initially, an Office Centre will
be built to house the now dispersed
departments of the alrport administration.
The Office Centre will promote the Office
Park for subseguent development.
Businesses like banks, insurance
companies, fravel ogencies and ather
enterprises with o strong fnclination to air
traffic will follow, Given its strategic
advantage of offering readily accessibie air
travel with respect to the ather
development sites in the corrdor to
Wenna, the airoort is porticularly
promating the area for businesses that
want ta set up their headguarters to
exploif the advantages aof the hinge-
position of Wenna between Eastern and
Western Eurppe. This is an afrport
initiotive, but must aiso be seen in the
cantext of Vienna's position as the
currently most eastern copital of the EU
and fn the EL's Enstern European
strategies.

WIE sees itself as the international gateway
fo Eastern Eurape, Until the fall of the from
curtgin, VIE's catchment area measured &
millian inhabitonts; this has now risen to
14 million, VIE emphasises its proximity to
the Eastemn European ecanamic markets
and fts strategically ideal position with
respect to Central and Eastern European air
traffic developments. The idea is to attract
businesses fram Eastern Euvope so they



are still as close as possible ta their kiome
countries, but can fully profit from the
capacity, connections and services at VIE,

To make the Office Park an attroctive urban
environment for the workforce, the
business developments will be
complemented with feisure facilities,
including resfaurants and sparts cenfres.
There dre even ideas fo bulld housing far
airport employees. VIE fias the best
shoppimg centre in Austria in terms of
efficiencydnz and high growth rates.

Therefare, this non-aviation sectar hos very

high priority In VIE'S strategic plarning
(taday, nan-aviation amounts only to 28%
of tatal revenuel, and grawth-stimulating
imitiatives hove been launched in this
respect: @ special VIE shopping welsite
promotes shopping at the airport for
travellers.

A business pork profiting from the airport
Vienna Airpart Business Park (s somewhat
remmote (to the north-east of the airport)
but fas direct access ta the highway
Vienna Airpoit Busingss Park Developiment
Company Ltd,, @ subsidiary of Vienna
Afrport plc., acts like g normal developer
and investor, As the site {s not part of the
aitport territory, the Business Park
develapment has to be submitted for
aoproval by the relevant municipalities.
The 127°000 mz of the Business Park are
reserved for activities profiting from
proximity to the alrport. This includes
thase thot will benefit from the expansion
af the:Air Cargo Centre at the other end of
the airport, This means trade, logistics and
distribution (hi-tech and pharmaceutical
products), ds well as service and
communications industries,

. A threshold to Eastern Europe

Even though the main interest of Vieano
Airport pic (s with the Airport City, it
colleborates with Austrion Federal Raflways
and the Vienna initiative ‘TEN-hub Vienno
Region® on impravements regarding gccess
te and interchanging at the airport. In their
traffic farecast, which forms the basis of
the Masterplan zo1s, Vienna Airport ple
gssurmes that by the end of the Masterplan
period, distances below oo km will not be
flown anymare, but travelled by train,
Today, however, direct long-distance
connections are-as yet only provided with
coaches - to Bratislava and Budapest,

There gre plans for integrating the airpart
inta the long-distance intercity and
Evracity rafl networks fo Eastern Europe by
means of @ mrew rail link to the existing
Vienna-Budopest line with junction to
Bratislava. Within the cantext of VIE as the
intermational gateway te Eastern Europe,
the integration of Vienna and later af
Eastern Euroge into the TEN rail (hut also
road) networks is of major interest, At the
beginning, High Speed Trains circuleting
from a mew Vieana Central Station [a
Westemn Eurape will be accessed vwig a
shuttle-train between the oirport and the
Central Station, As the airport lies to the
east of the cify of Vienna, it Is optimally
focated to eventuaily be fntegrated in High
Speed Train service (ICE) to Eastern Europe
wiar Wienna. This would significantiy
imprave the conditions VIE can offer to
potential Eastern Evrogean clients forits
Airpart City and Office Park development:
gxcellent and convenient iinks by landside
fransportation.

Interchange of Vienna Central Station
The landside Interchonge function of the
airport will nat be significant, Interchange
al reglonal ta inferrational levels will be
provided at the new Vienna Central
Station, o through station for rapid transit
af ICE, IC, EC, regiopal and *5-Bahn' trains.
The airport Is tog peripheral in the region
for this fask,

Public transport serving the airport {5

strongest between the airport and the city
centre, but is still not particularly good,
Upgrading the 57 regional railway service
{which {s bound for the trunk route of
Vienna's 5-Bahn netwark) with double
tracks for a higher frequency of senvice
fevery 15 minutes) and for o significant
Irave! Hime reduction, is due to be finished
in the autumn of 2002, Furthermore, the
Adrpart will be directly linked te the
proposed Wenna Cemtral Statian by on
additional regional railway service. These
developrents, however, will only improve
public transport access for the so% af the
airpart's workforce living in Wenna, Far the
ather half, spread in the claser and wider
wicinity of the airport, public transport
orovision will remain inodeguale,

Conclusion: An Airport City

in a near planning vacuum

With the urban design competition and its
airport masterplan, Yienna Alrport ple has
develaped a strang vision for new urban
standards in airpart develapment, a
respanse 1o the categarical shift on the
airpart’s landside away fFom being a mare
parking lot. The future on-airport Office
Park is aimed at the opening Eastern
European markets, complementing the
amhition to establish Vienna airport
strategically in & larger European area,
Lying beyond buffer zones, nat on the
territary of the city and province of Vienna,
and not in its own province's heart, the
airpart is positicned in a near planning
vacuum and appears anly marginally in
Incal and provincial strategies. A
‘Mediation Pracess' has been started to
find & consensus an airport and Alrpart
City development, including access and
environmental impact, and taking into
account residential areas nearby.
Furthermaore, efforts for a new regional
development plan for the airport corridor
arne underway.

——
32 Urban Develosprment Pian Vienne The new Traffic

Copcepr, 1995, Monicipel Administration af
Vigamg - Urban Mansing
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Glossar and Abbreviations

AMS
Amsterdam Schiphol Airport; Province
Morth Holland

ARN

Stackhotm Arlanda Alrpart; Stockholm
County, Sigtuna Municipality

BCN

Barcelona Alrport; Barceloha Area
Metropolitana

FRA

Frankfurt Airport; Umtandverband Frankfurt
HEL

Helginki Alrport; Helsinkl Metropolitan
Ared, City of Vantaa

LGW

Landon Gatwick Airport; West Sussex
County

MXP
Milano Malpensa Airport: Regione
Lombardia

VIE
Vienna Airport; Province and City of Vienna

ZRH
Zurich Afrpart; Canton af Zurich

Alrport Area

Areas adjacent 1o the airpart, the
transfarmatian of which is directly related
to the airport development

Alrport City
Definition see Fart 1 Trends (p. 14

Alrport Interchange
Definition see Part 1 Trends (p. 16]

Alrport Platform
Territary within the airport perimeter

Airport Product

Mew notion of airport based an a
comprehensive business orentation
{airside and landside develapment)

Alrport Region
A region containing an internatianal airpart

Airport-oriented activitles

Choose the airport or the region to settle
pecause of the function of the airport as a
regional and international intertace
(interchange node) and as a businass
location,

Profit from the regional and international
accessibility of the airport.

Alrport-related activities

Activities with a direct functional relation ar
dependence to air traffic (freight,
passengers) and airport operation

Aviation activities
Core-business, operational activities

CAA
Civil Ajrports Administration

Collaboration
Partnership

core-business

opearational or platform-baund activities
which have a direct functional relation with
the airport, the activities of the ‘core-
buziness’

HS5T
High Speed Trains

Hub

An airport with a substantial share of
transfer between intercontinental flights
and cantinental flights/HST. The increasing
amount of fransfer passengers in these
airports and consequent higher aircraft
occupancy rates lead (o feasibility of
additional services and routes 1o and from
this airport. One expects that there will be
place for 46 hubs in Europe.

ic
InterCity trains

ICE
InterCity Express (German High Speed Trains)

Interchange Node

Interconnection of different means and
levels of transport which aliows for rransfer
betwesn them

Metropolls
Conurbation, City regian

Municipality
Local government area within a regian

Moise Contour

Zone which indicates the noise level
generated by air traffic on the ground. It s
used to Indicate zones within which a
certain type of land-use (nofse-sensitive) s
to be restricted

Non-aviation activities

Non-operational activities, such as airpart-
related activities and airport-oriented
activities complementing aviation activities
as ingredients of the Airport City

Off-alrport
Beyond the airpor perimeater

On-airport
Within the airport perimeter

Pole
Centre ar concentration of activity or
development

PPP
Public Private Partnership

PT
Public Transport

Regional Hub

An interchange node which acquires a
crucial position in regional networks. The
same principle that makes an airport a hub
(see Hub) also makes an airport railway
station a Reglonal Hub,

SME
amall and Medium-sized Enterprises

Tangential Route
Circular route, ring road

TEN
Trans-European Netwarks

Territory
Land owned or administered

TGV
Trains & Grande Vitesse (French High Speed
Trains)
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1. Promoting public transport at airparts (1094)
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3. From airport to airport city (zoo1)

4. Future trends in airport related employment (zoo01)
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