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It is a great pleasure to introduce the outcome of the project Towards 2050:
Developing a Sino-Dutch Approach for Sustainable Urbanization, 2014 edition.
This project is a key endeavor in the collaboration on urbanization between the
Netherlands and China.

Urbanization in itself is not a new phenomenon, but we do see that over the last
few decades there is a marked acceleration in the world, and China is no exception.
At present 52% of the population lives in cities and the government’s aim is to see
this grow to around 70% in the next decades. Existing cities will expand and new
cities will be created. That may sound routine, but in reality it is devilishly difficult
to urbanize in the right way.

In the process there are opportunities and risks. The opportunities are multiple;
when building new we can look at the experience of other countries that went
through similar processes and that way avoid mistakes. We can incorporate the
latest technologies available and profit from the latest insights. But there are risks
as well. Mistakes in planning will haunt a city for a long time, because infrastructure,
once there, cannot easily be changed.

This year’s edition of Towards2050 focuses not just on the city but more specifically
on the integration of train stations in their urban environment. In the past, a station
was merely a place of transit, often built as an isolated entity in the city. Nowadays,
a successful station development is an integral part of the city fabric and has a
unique function in defining liveability and quality of urban life. It is still a place for
people to change from one form of transportation to the other, but a station area
can also be a place for working, living, shopping, exercising and meeting friends
for a meal or a movie. Attractive multifunctional station areas not only contribute
to mobility, accessibility and the economy, but also to sustainability, liveability and
health in cities and urban regions.



The concept of integrating infrastructure and spatial planning — including finance
and operation — in sustainable urban mobility and spatial development is called
Transit-Oriented Development (TOD). TOD is eminently a multidisciplinary way of
planning and design. Both Chinese and Dutch look at this challenge with their own
unique spatial planning approach.

The Dutch approach of integrated planning is a model of collaboration in itself, and
is rooted in a long history of dealing with the specific spatial and environmental
challenges of the Dutch Delta. China with its long history of spatial planning has
developed its own integrated spatial planning approach. Against this background
both countries can profit from a thorough exchange of ideas in spatial planning. As
a result, Towards2050 aims at developing a Sino-Dutch approach on sustainable
urban development that is profitable for all.

In the end, successful urbanization requires the cooperation of multiple
stakeholders, the government, citizens, academia, designers, engineers, and many
others experts. International exchange can have great added value in this process.
Therefore | am very pleased that through initiatives such as this, we bring together
Chinese and Dutch experts from a variety of fields. They can inspire and trigger one
another and thus achieve better final results.

Essential in this collaboration is to jointly explore a more holistic approach to the
way our cities are planned, connecting all the key issues such as quality of life and
human needs, liveability, and more. As has been proven, much can be gained from
matching Chinese and Dutch expertise. We have to form collaborative creative
partnerships and jointly work towards improving the quality of life in our cities for
the long-term.

Let me conclude by expressing my appreciation to all the organizations involved in
this project, in particular the Beijing Municipal Commission of Urban Planning, the
Beijing Institute of Architectural Design, Tsinghua University, the World Bank and
the Creative Industries Fund NL among many others. | very much look forward to
the multi-annual collaboration that this project has instigated, providing a solid
foundation for many more in-depth engagements and concrete projects for our
future cities.



Ton Venhoeven

Curator, Towards2050: Developing a
Sino-Dutch Approach for Sustainable
Urbanization
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Towards2050: Developing a Sino-Dutch Approach for Sustainable Urbanization is
a multi-annual program initiated by the Creative Industries Fund NL in July 2013.

The goal of this initiative is to explore how the Dutch integrated planning approach
can be of added value to the challenges Chinese metropolitan regions are facing
in the process of rapid urbanization. This question is explored by means of Sino-
Dutch ‘research by design’ work weeks on specific spatial planning challenges.

The first exploratory work week was organized during the Beijing Design Week in
September 2013. The aim was not to perform a thorough study, but rather to create
a platform for an exchange of ideas between Dutch and Chinese professionals.
During this workweek, the participants collaborated successfully on three pilot cases
in Beijing, provided by the local stakeholder, the Fengtai District Planning Bureau.
One assignment was brownfield waterfront development along the Yongding river,
the second was inner-city redevelopment around Dahongmen square, and the third
was the development of Fengtai station and its surroundings.

At the request of the Beijing Municipal Commission of Urban Planning, this year’s
focus was entirely on stations, station area development and transit-oriented
development (TOD), with a special focus on Qinghe station and Beijing North
station in Beijing. Station area development and TOD are urgent topics in China,
which is rapidly urbanizing, modernizing and motorizing (Chinese cities see an
increase of over 16 million cars a year). While station design is about organizing
traffic flows and waiting areas in an orderly manner, and while station area
development is about capturing land value increase in station areas by real estate
development, TOD is about everything related to optimizing non-motorized and
public transportation options to improve sustainability, economic vitality and



quality of life in the cities. It implies station and station area development and
design, but also the development and organization of related neighborhoods. TOD
means attractive, mixed use, walkable neighborhoods and station areas related
to well-designed public transportation networks and hubs. TOD has become top
priority for the Chinese government in recent years.

The work week in 2014 expanded from one to two weeks. The Sino-Dutch ‘research
by design’ work week took place during the first week, hosted by Tsinghua University.
This week was co-curated with Wu Chen (Beijing Institute of Architectural Design),
Wu Weijia (Tsinghua University, School of Architecture), Cui Kai (China Architecture
Design & Research Group), Du Liqun (Beijing Municipal Institute of City Planning &
Design), and Zhang Bing (China Academy of Urban Planning & Design).

During this week, the team consisted of more than 40 Chinese and Dutch experts
from various disciplines: architects, urban planners, traffic specialists, urban
economists and project managers, from renowned universities, design institutes,
government organizations and private companies. You can find all names and
organizations in the appendix. The results of this collaborative effort can be found
in Part Two; “RESEARCH BY DESIGN WORK WEEK ON QINGHE STATION, BEIJING”.

The second week consisted of seminars and workshops about transit-oriented
development practices in China and The Netherlands. These events were
respectively organized and hosted by the Beijing Institute for Architectural Design
(BIAD), World Bank, Ministry of Transport of the People’s Republic of China, and
China Railway Corporation. Part One of this publication contains a small selection
of the many TOD related issues and themes discussed during this week.

I am very grateful to the hosting organizations for making this edition of
Towards2050 such a rewarding endeavor. Not featured in this publication, but
certainly part of the success of the work weeks were the Smart City Seminar hosted
by UED Magazine and our participation in the Beijing Design Week, kindly made
possible by the Netherlands Embassy.

| would also like to thank all the participants of both work weeks, for sharing their
knowledge and expertise so generously.

And finally | would like to thank the authors who have contributed to this
publication. | sincerely hope this publication will help to develop and envision a
shared future for sustainable urban regions in China and The Netherlands. And that
it may be a foundation for further collaboration in 2015 and beyond.

Opening of the research by design workweek on Qinghe Station, Ms. Huang Yan, director of BMCUP and Dutch ambassador Jacobi during the
15 September 2014 1% International Forum on Transit-Oriented Development, 22 September
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In September 2013, BIAD successfully launched the first Sino-Dutch workshop in
cooperation with The Netherlands. One year later, the second Sino-Dutch workshop
was successfully completed in School of Architecture Tsinghua University. | feel
very delighted.

After arranging professionals to take part in the workshop last year, BIAD arranged
experts specializing in various fields to take part in the discussions this year. As part
of the Beijing Design Week, the results of this workshop focused on the planning
and design of the proposed Qinghe Station and its surrounding area and explored
the numerous contradictions and challenges the Chinese metropolis faces under
China’s rapid urbanization rate.




Since the topic of Qinghe Station - put forward by leaders from Beijing Municipal
Commission of Urban Planning - is very relevant to urban development, we
expected that Dutch architects could take part in answering the most direct
problems concerning the urban development of Beijing, thus building the most
fundamental and also the most direct bridge for cooperation between China and
the Netherlands.

In recent years, China’s urbanization has developed very quickly with a broad market
prospect. However, the Dutch designers have little knowledge on the differences
between China and the Netherlands in terms of urban scale, development progress
and so on. The joint Sino-Dutch design workshop has exactly made up for these
insufficiencies. During this workshop, 12 experts from Netherlands exchanged
ideas with 16 experts and students from China through field research, lectures,
discussions, as well as joint design for six whole days. They fully exchanged their
ideas concerning economy, space, traffic, environment and culture policy, overcame
and surpassed the different cultural backgrounds of China and Netherlands within
the shortest time. They began to have a very deep understanding and knowledge of
Beijing’s current situation, its development and future transportation planning, and
they also proved to be capable of continuously revising their understanding of the
current situation and their vision for the future based on the actual circumstances.

Through continuous communication with Chinese experts and scholars, Dutch
designers became more familiar with development backgrounds, historical causes,
fundamental realities, and future markets of Chinese cities, all of which laid a
foundation and created favorable conditions for the involvement of such designers
in actual projects of China. Therefore, the successful launch of this workshop built
a mutual-benefiting bridge for Dutch designers to further take part in Chinese
projects, truly apply their advanced planning and design concepts in the urban
construction of China, and establish a cross-border and cross-boundary design
circle work model in the future. The one-week workshop not only reflected the
passion of Netherlands to take part in China’s design industry but also expressed
China’s strong longing for Netherlands to be involved in China’s urban construction.
Welcome to Beijing and welcome to Chinal!

Cityscape Rotterdam
photo: Mlefter (wikimedia)
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14 PERSPECTIVES ON THE CHINESE EXPERIENCE IN TOD

Wu Weijia

Professor, School of Architecture,
Tsinghua University, Beijing, P.R.
China

RMEE
TR A B R R

In front of Beijing West Station

photo: VenhoevenCS

il

fE i VenhoevenCs

THE FUTURE OF URBANIZATION IN CHINA
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For a very long time, China was a farming society with a slow process of
urbanization. In the 1970s, the rate of urbanization was less than 20%.With the
start of economic reform in 1978, the urbanization of China moved into the fast
lane. By 2011, the urban population reached 50% and, for the first time, surpassed
the rural population. Over the past 30 years, the urban population increased by
more than 500 million, equivalent to the population of 28 EU countries. At present,
China’s urban population exceeds 700 million. Compared with the urbanization
rate between 20-50% in continental Europe, China’s urbanization rate is nearly
two-thirds faster since 1978.

In this short period of rapid urbanization, the consumption of energy and resources
has increased and intensified the environmental burden. Studies suggest that,
to fight against today’s severe haze and match the clean air standard, energy
consumption needs to be reduced by 60%-70%.

Today, China is on the crossroads of urbanization. It is estimated that the population
of China will reach its peak in 2035, with an urbanization rate of 65%. Therefore, it
is expected that urbanization will slow down over the next 20 years, in comparison
with the past 30 years. This slow down of the urbanization process will provide
favorable conditions for the environmental pollution control.

On the other hand, China’s urbanization process has seen cities booming in coastal
areas such as the Pearl River mouth, the Yangtze River mouth, and the Haihe River
mouth. It has led to the emergence of the 3 mega city regions, namely the Pearl
River Delta (with core cities of Guangzhou, Shenzhen and Hongkong), the Yangtze
River Delta (with core city of Shanghai), and the Beijing-Tianjin-Hebei region (with
core cities of Beijing and Tianjin).

Each of these metropolises is breeding an urban population of more than 10 million,
and populations in Shanghai and Beijing of over 20 million. With the Chinese
economy and the global economy becoming more integrated, urban coastal areas
will have the opportunity to further develop, encouraging migration from the
central and western regions to the coastal areas. Consequently, China will enter a
process of drastic geographical population re-distribution.

The urbanization process of China is closely related with the rapid construction
of the national infrastructure, especially the express highways and high speed rail
networks. The high speed rail network is expanding since 2008, covering most of
the eastern coastal areas and the large and medium sized cities. Along with further
development of high speed rail network and express highways, more than a dozen
city clusters will rise and evolve, besides the Pearl River Delta, the Yangtze River
Delta, and Beijing-Tianjin-Hebei region. Inevitably, China will enter a new era of
urbanization featured by population growth accumulated in mega city regions.
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INTEGRATING URBAN MOBILITY AND LAND USE IN
TRANSIT-ORIENTED DEVELOPMENT
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More than ever before, large cities in China now compete with other first tier
cities for talent, capital and firms. This requires them to be dynamic, global cities,
continuously reinventing themselves. At such level of development, meticulous
urban design, including transit-oriented development (TOD), become essential to
sustain growth, attract jobs and develop communities.

TOD is defined as the functional integration of land use and transit, through the
creation of compact, highly walkable and bike-able, mixed-use communities within
walking distance of transit corridors or stations. TOD urban forms are dense,
accessible, mixed-use and adaptive. It has been successfully applied by cities like
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Distribution Map of Two-horizontal Three-
vertical Urbanization Strategy

source: Part 5, Chapter 20, Section 1 of 12th
Five-year Plan for National Socio-Economic
Development
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Pedestrian mall in Chongging

photo: Chen Hualin (wikimedia)
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high speed trains waiting at Kunshan South
Railway Station

photo: Bergmann (wikimedia)
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New York or Tokyo to concentrate most of its new urban development within walking
distance of the mass transit system, reducing the need for car transportation,
encouraging the use of green transport, and creating high level of accessibility to
services, jobs and amenities around stations.

The application of TOD principles can offer a managed environment that is safe
and secure around the clock for businesses, residents and visitors. An environment
that is always inclusive— never exclusive. To achieve this human-scaled and multi-
functional community requires a focus on enhancing multimodal transport and
local accessibility, breaking down superblocks, creating attractive places around
stations, and tailoring space to specific opportunities.

Such principles will help create flexible offices, safe residential communities,
vibrant commercial environment and welcoming public spaces. Areas around
transit stations are the perfect environment to demonstrate local potentials
brought by aligning urban planning and transportation plans. The station is, by its
function, the focal point of movement. When embedded within social and physical
fabric of the community, it not only provides good connectivity and accessibility
for all, but also facilitates an agglomeration of economic activities around stations.
It can become a demonstration project of good development of a block, leading
to further redevelopment of the neighborhood. It can show how innovative and
creative linkages can be created immediately to enhance the dynamism and
economic vibrancy of Chinese cities.

With fast development of metro and rail system in China, the time is right to
integrate TOD principles in China. The urban rail network will reach 3,000 km by
2015 and over 7,000 km by 2020. The high speed and express rail network is also
expected to reach all major cities of more than 500,000 people by 2020. Overall,
it means that by 2020, China expects to have over 4,000 stations interconnected
by either metro lines or high speed rail, providing a core, energy and carbon
efficient mobility backbone for its 215t century economy. By combining high quality
local accessibility through TOD around stations and this high quality mobility
backbone, Chinese cities will be able to improve their efficiency and increase urban
agglomerations. Allowing for design flexibility around such stations and for the
definition of strategic and tailored approach for different types of stations would
accelerate the realization of such a vision.

GHALLENGES IN DEVELOPING STATION AREAS IN
GHINA
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To create a public transport based urban development model, i.e. transit-oriented
development (TOD). It would require transforming public transport nodes into
centers, each with a 400-800 meters (5-10 minute walk) radius. With high-density of
business, culture/entertainment, education, housing and other functions, in order
to achieve a compact, intensive, clustered development system. Here, the public
transport mainly refers to subway, light rail, and bus, as well as railway stations,
airports and other transportation facilities outside the city. TOD is currently
carried out intensively in the four mega cities in China, namely Beijing, Shanghai,
Guangzhou and Shenzhen, while the country at the same time has dozens of other
second and third tier cities that are beginning to study this kind of urban structure.

At present, China has a comprehensive and promising future of urban transportation
development but is still facing many challenges.

First of all, there is a lack of comprehensive knowledge from each city’s relevant
departments for the city’s overall traffic development because in the traditional
urban planning model public transport was funded and managed by the state. In
transport infrastructure planning, the main concern is still how to ease urban traffic
congestion problems. For other associated cities’ transportation development
benefits, there is too little interest and insufficient attention. On the necessity of
comprehensive TOD, society at large and the TOD related community has yet to
reach a consensus.

Secondly, elements to promote a comprehensive TOD are not perfect. Due to the
market system not being mature yet, implementation of the main sources of funding
in the early research stage is difficult to define, thus market acceptance is not high.
If we can advance the latter part of the operations for the preparatory work, this can
effectively solve the problem. On the policy side, because traffic research systems
and construction systems are not coherent, there are no suitable policies to back
up a comprehensive development, and the need for policy innovation, guidance,
and insurance is most certain. On the technical side, there is inadequate support.
Existing design firms are mostly single system design experts. Integrated design and
coordination still needs to be improved and they need to further strengthen mutual
cooperation. Key technical issues such as fire control and air defense shelters also
need to see innovative breakthroughs. From the security side, local authorities
should improve in terms of coordination ability and should have full coverage of
all issues and aspects.

Faced with complex urban problems we must proactively integrate urban transport
systems into our overall urban development, thus leading to a prosperous city
growth. In order to advance the urban layout and spatial structure, a more rational
use of valuable land resources and optimization is needed. It needs to go in a
more efficient, low-carbon, sustainable direction. Ultimately we need to listen
to the wisdom and needs of society and through sustained efforts reach a social
consensus. We need to improve the design methodology of top design institutions
- promoting technological progress, to eventually enhance the value of the city.
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In front of Beijing North Station
photo: VenhoevenCS
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Pedestrian problems at Beijing North Station
photo: VenhoevenCS
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Official launch of the Transport Estate Research
Center

photo: Diao Meng Qi
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Michel Duinmayer

Senior Advisor Strategy, Ministry of
Infrastructure and the Environment,
The Hague, The Netherlands
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Het eerste Rijkswegenplan, 1927.
2904 km

The first national road plan in the Netherlands
(1927)

AN ER YK &I, 19274F

A BRIEF OVERVIEW OF THE INSTITUTIONAL
DEVELOPMENT OF THE DUTCH PLANNING PRACTIGE
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Due to its geographical position in the delta with complicated land-use issues,
decentralized integrated spatial planning has a very long history in The Netherlands.
Spatial and infrastructure planning at a national level started in the 19th century to
be able to deal with issues at larger scales. Dutch planning policy development has
always been characterized by a continuous adaptation to the needs of the time, in
terms of policy content as well as institutional organization. In recent years both
the number and speed of adaptations are accelerating.

Until fairly recent, spatial planning and infrastructure planning policies in the
Netherlands were placed under two different ministries. Spatial planning in the
early 20th century focused on urban expansion and improving housing conditions.
In the second half of the 20th century the government issued Policy Documents on
Spatial Planning (in total 8 Policy Documents between 1958-2001). These Policy
Documents were based on trend prognoses made by National Agencies, public
research and knowledge institutions investigating anything from demographic
and economic development to traffic trends, environmental impacts and climate
change. It was mandatory for the provincial and municipal authorities to conform
their town and country planning to these policy documents.

The first ‘Rijkswegenplan’ (National Road Plan) was issued in 1927, the last in 1984.
The policy development of infrastructure planning follows largely that of spatial
planning: in the second half of the 20th century, policy is largely oriented towards
economic development.

Towards the end of the 20th century, the planning system with centralized directives
from the national government changed. One reason for this was the growth of
cities into metropolitan agglomerations, which required a balancing of spatial and



environmental development with mobility and traffic management at different
scale levels. Also the increasing traffic congestion called for better coordination
between national, regional and local authorities. This resulted into the creation
of regional ‘Verkeer- en Vervoerplannen’ (Traffic and Transportation Plans) that
incorporate spatial planning with infrastructure and public transportation. The
national government reviews these plans and if approved, financially facilitates
realization of these plans.

In 2010 the Ministry of Housing, Spatial Planning and the Environment and the
Ministry of Transport, Public Works and Water Management merged into one
organization, the Ministry of Infrastructure and the Environment. This facilitates
the already common practice of the Dutch multidisciplinary approach to issues
concerning spatial development, water management, environmental issues,
mobility and accessibility. Until 2008 the national policy for reviewing the provincial
and regional plans was based on the research done by the National Agencies. In
that year these merged into PBL, Netherlands Environmental Assessment Agency.
But also outside the national government there are several other knowledge and
research institutions conducting and supporting studies in urban and regional
development. The Dutch institutional planning practice has developed into a
multidisciplinary policy field where different levels of governments work together.
Governments and stakeholders can make use of the freely available strategic policy
analyses and scientific studies. This governance structure of interaction between
governments and knowledge institutions has resulted in faster policy development
responding to the needs and developments in society.

The most important policy issue at this moment - and eminently suited for a
multidisciplinary approach - is linked to ongoing urbanization. This phenomenon
is characterized by the city as driving force of economic development, but it is also
associated with harm to the quality of the living environment, for instance due to
traffic congestion and pollution. In addition to the use of new technology, innovative
integrated planning concepts can contribute in finding sustainable solutions to
problems related to urbanization. Micro-cities and transit-oriented development
are examples of promising concepts, concepts that even can reinforce each other
when used jointly. Which planning concept to apply and how, depends mainly
on the specific situation. The decision can only be made based on the analysis
of the specific local issues and challenges, in consultation with stakeholders and
interested parties, which also requires a reliable research and visualization of
alternative planning solutions. In The Netherlands we use the prospectively, cross
linking research method of ‘research by design’ to explore and visualize alternative
possibilities. These preliminary spatial designs not only provide an insight into
possible solutions and scenarios, but also generate ideas about financial feasibility.

TOD: THE DUTGH WAY
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Simplified topography of The Netherlands in

North-Western Europe

source: Nota Ruimte
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Urbanization in the Randstad in 1950 and 2010
(detail)

source: Hybrid Landscapes, Architectuur Biennale 2004,
MUST Urbanism
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The stimulation of sustainable accessibility is key in pursuing a higher quality of life
in urban environments. Transit-oriented development (TOD) is a central concept in
creating both attractive cities that are accessible on the daily urban and regional
scale as well. In the Netherlands, the concept (coined in the USA) has been used in
‘the Dutch Way’. This means TOD is not only used for new developments, but also
in transformation of use of existing networks and the existing city.

If compared globally, cities in the Netherlands are tiny. The largest, best known
and capital city is Amsterdam, a city of less than a million inhabitants, only
fifteen kilometers across. But to understand the metropolitan development in the
Netherlands we have to consider different scale levels. The Dutch metropolitan
heartland, the Randstad, is an area about 100 kilometers across with more than
10 million inhabitants. Within this area bigger and smaller cities are mutually
connected via networks of limited but very efficiently used car, train (and shipping)
infrastructure. This networked city is - to a growing number of its inhabitants -
home for their daily or weekly living patterns. Recent studies have shown that there
is even a relevant scale level beyond that, which includes parts of our neighboring
countries Belgium and Germany as well. ABC an acronym for Amsterdam, Brussels,
and Cologne is an emerging mega-region of over 30 million inhabitants and a sales
and job market on its own.

Randstad



While the urbanized area in the Netherlands has quadrupled, the network length of
its train infrastructure has not grown significantly in the last 50 years. Increasingly
the network is intensively used, today it functions more like a metro or regional
express train system than a national train system. On most tracks in the core area,
trains will use the tracks every two to five minutes in both directions. Growth of
income, ICT and access to multiple modes of transportation have led to a structural
change in the way we use this area. City structure have transformed from star
shaped cities with one way commuter flows to almost one larger, clustered network
city with multiple city centers. In terms of economic development this favors urban
areas around major nodes over outskirts of cities. Recently, also due to the financial
crisis, this has led to a radical shift in the preferred types of urban development,
from large scale green-field developments to urban, TOD in existing cities.

Nowadays policy in the Netherlands is focused on a better integration of mobility
infrastructure and land use planning. One part focusses on improved network
usage of the different mobility infrastructures, with more attention for frequencies,
multi-directional flows and the interaction between the different modes of
transportation. At a micro-scale level focus is on stimulating bike and pedestrian
routes, in part to increase the catchment area for transit hubs. At the larger scale
focus is on increasing intercity speeds. In general accessibility policy is aimed at
network usage that makes mobility more sustainable and networks more resilient
towards disturbances. On the land-use side focus is on re-developing stations and
stations areas. A general aim is to turn station areas into new urban centers of
activity, focusing on a balanced mix of functions tailored to the specific mobility
mix and the existing urban setting. Redesign and development of stations and the
surrounding public space is an important tool to achieve this.

TOD ‘the Dutch Way’ is based on a balanced approach at the level of the node,
the corridor and the network as a whole. Most often it also entails, apart from a
view on the territorial and spatial aspects, a strategy and governance approach to
develop and re-develop the “networked city”.
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Utrecht Central Station area under
construction
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Utrecht Central Station

source: Benthem Crouwel Architects

SRS LK
BERARIE: B

i
e
5

y I

FEfE—IF RN BOR BRI LA A B B RS, AR W EE AL TR R HES 5T
RIS, BRI G FMEESEN. i, A2 507 WrRRIGAE,  BITITEUR AT 1 4 5
WX EZ S EEEWAIT, FHEEZHTT.

TG H AT 230120, HiI70% 2 507 TS, AR 0 TR
IRIT A AHSSE S SRR BUR IR - EATIH P, WBUNX &2 577 i =, V5 % X
FTARAS O st 4 B R T X2 N o IR 2 4 L D 8558 By B I AR A (B A o 1t
J3 5 A AU A 5 B g

HESEZHTTRLFES T, BEESCH CEEh TR GRS, PO RS A ST b
TSI HAR, BRI BT, ERAFTE .




City

Raboban

— oo miiTes, — | Rabobank

Unilateral Letter of Intent
ULI
BCI Bilateral Contract of Intent
process
BDC Bilateral Development
content Contract
BPC Bilateral Project Contracts
realisation
Bilateral & modular IELTI

The redevelopment of the Utrecht Central Station Area includes building a new
railway station, rebuilding of an existing shopping mall, and reconstruction of the
medieval canal-structure. Next to this, 200,000 m? office buildings, more than 2,000
houses and several cultural facilities are added to the area to create an attractive
high density area. This transit-oriented redevelopment location is not a greenfield
development, the largest positions are taken by companies that already perform
their core activities here. None of these parties can continue their development
without their neighbor’s cooperation, and the companies will only invest if it is in
the interest of their own business activities. So creating alliances was necessary.

From the start, the shared aims have been: 1) extra quality for the city and
the company, 2) synergy with individual business investment, and 3) a shared
responsibility for progress, as this has been essential for managing the
interdependencies. The large number of interdependencies requires special
attention to the soft and the hard sides of collaboration. On both a board level
and a project level, attention is paid explicitly and regularly to this collaboration.
Attempts are made to develop a common pattern of standards and values on such
issues as informing one another about delays and financial setbacks.

The hard side of plan development has taken place along three parallel routes:
design proposals, direct check for legal consequences and calculating the financial
consequences.

This approach is used at two levels: at master plan level as a legal and financial
framework and at project level as a detailed business case. This method is not
only necessary to create a solid development plan but must also be used as an
instrument for risk control.

Because all partners are widely different in character, creating generic contracts
between all of them would therefore be very complex and probably impossible. For
this reason we have opted for bilateral contracts between the partners and the city
as a coordinator. In this role, the city is responsible for the necessary adjustments
between the various contracts. This mainly concerns the redistribution of land
positions for the benefit of building projects, distribution of development programs,
financial compensation and planning situations.

Concluding each development phase with an agreement is an important contracting
element. These agreements will be signed with all parties simultaneously, up to
and including the Bilateral Development Contract. As a result, all parties have the
certainty that the adjustment agreements made by the municipality are transparent
for everybody and will lead to commitments simultaneously.

The total investment in the Station Area is approximately EUR 3 billion. About
70% of this are private investments by partners and the rest are investments by
the governments in public transport and cultural facilities, such as a new concert
hall. In this matter, the partners set great store by the municipality’s promise
that revenues from the area would be invested directly in the area itself. These
revenues concerned income from land transactions as a consequence of sale or
value development in the event of land leased out. This approach requires an
active financial strategy.
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Contracting partners in Utrecht Station area
development
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TivoliVredenburg, music palace for classic, pop,
jazz and world music
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Robert van leperen

Partner and Chief Commercial
Officer, Fakton, Rotterdam,
The Netherlands
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Define business cases for the entire cycle
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With the help of the partners the city has managed to set a mutually adjusted
construction flow in motion that is aimed at meeting mobility objectives, improving
quality of life and achieving economic vitality in the city centre of Utrecht.

FINANGIAL ASPEGTS OF TOD AND PPP
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In China, 300 million or more people will become new urban citizens in the next
two decades. This requires new planning and development approaches, more
liveable and smarter cities and a better distribution of wealth between East and
Western China. Developing high speed rail is an important strategic tool in this
ambition. The combination of high speed ambitions, multimodal transportation
hubs and liveable mixed use micro-cities around these nodes will also demand new
strategies, intelligent business cases and a different interaction between the many
parties. This is partly because a large part of the needed investments is expected to
come from the private sector in Public Private Partnerships.

In the current global economic climate, it is increasingly difficult to find enough
risk capital for complex and integrated area developments. Cities compete on an
international scale and it is important to understand under which conditions and
for which type of urban development investment capital becomes available. Cities
that have excellent infrastructural connections on all scales, offer huge potential
for economic growth and if these opportunities are managed well they create
conditions for a healthy environment at the same time. In complex transit-oriented
(re)development projects competitive financial strategies and strong partnerships
are needed to harvest these opportunities. The creation of such strategies and
partnerships can be greatly supported by structuring and financially modelling
potential development projects.

Ambitions for economic and spatial development require the perfect interaction
between four fundamental drivers: capital, knowledge and data, a durable
institutional framework and effective collaboration between all parties involved.
In the initial planning stages economic flows and the potential for economic
concepts and growth need to be analysed. In a collaboration between city, urban
designers and financial experts the mix and density of functions of a spatial plan
can be optimized. After this a financial model must be constructed that translates
the urban model into a multiple business case and a financial tool that enables the
city to assess different economic scenarios and risk and return profiles. In a later
stage this financial tool is used to convince and commit investments from capital
partners as well. The aim of this tool is to embed strategic financial ingredients in
the planning and design process in such a way that projects become manageable
and financially feasible over a long period of time.

To develop a tailor-made financial tool for China, current Chinese standards and
Dutch TOD experience can be converted into a Sino-Dutch approach that will
close different types of gaps in capital, knowledge and skills, collaboration and
legislation. Once these gaps are closed, this will create new room for innovation
with various parties that generate extra resources in the multiple business case. In
complex developments like TOD such innovation is likely to improve opportunities
for the application of new technologies and solutions in infrastructure, energy,
waste, water and ICT.

Markets are not always ready to confront the risks that are involved in the new
multidisciplinary nature of TOD developments. Therefore the public administration
must connect, support and provide certainties for new investments. It will have to
provide guidance and a clear durable strategy.

Standardization of contract forms and transparency in market data and transactions
is needed. All participants should be confronted with a clear organizational
framework.

Multiple public and private business cases are only feasible if equity parties are
willing to invest and banks are willing to finance. Many complex projects fail due to
the lack of knowledge of economics and capital markets. If carefully managed, all
challenges can be met, with successful urbanization as a result.
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Ton Venhoeven

Principal architect and urban planner,
VenhoevenCS architecture+urbanism,
Amsterdam, The Netherlands

VenhoevenCS architecture+urbanism
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Interaction between infrastructure and city as
basis for Smart Cities

source: Smart Cities NL, 2014
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Transit-oriented development is not just about accommodating mobility flows,
spatial requirements of hubs and the development of intelligent public private
business cases. When designing strategies and spatial plans for stations and station
area developments, we have to deal with many other issues as well, such as how to
stimulate the desired economic development, how to tackle environmental issues,
where to accommodate the growing numbers of city dwellers, how to improve the
quality of life in cities, how to optimize the use of non-motorized and low-carbon
transportation options.
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Smartcitiesare seen asgenericanswerstothe above mentionedissues, but for smart
technology to be effective in cities, proper city hardware is needed. Smartness in
the case of cities requires a well-designed interplay between spatial layout, mobility
and other infrastructure, public amenities, functional zoning and flexible usage. For
example energy exchange in a smart grid allows for an exchange of production and
consumption of electric power at the local and neighborhood level, to even-out
peaks in production or consumption. Yet to be effective it requires the proximity
of a range of different energy users and producers, preferably a combination of
different types of households and businesses in the same neighborhood. Without
such a mix, with just businesses or just housing, everybody produces or uses
electricity at the same time and smart grids don’t generate their positive effects. If
the required mix cannot be found nearby, electricity gains back and forth get lost
in transportation losses. In smart mobility, another example, choosing the lowest
carbon option between alternative transportation options with the help of an app,
requires the presence of alternative options in the first place, such as safe and
attractive walkways and bicycle lanes, efficient public transportation and hubs and
roads without traffic jams and cars without emissions that are safe for pedestrians
and cyclists as well. If these are in place, smart technology can be used to optimize
usage.

Getting rid of unnecessary transportation is a principle that can be applied to all
kinds of activities and services of cities and mega cities. If successfully applied this
can result in the development of attractive smart micro-cities that are much more
self-sufficient than today’s mono-functional office parks and housing areas. With
the help of the internet, much of a city’s supply and demand can be matched on a
decentralized level, which would take away a large chunk of a (mega) city’s traffic
load. For example, today, waste and resource management can be dealt with in
an efficient way at the local level. The same goes for water management, food
production and consumption, design and manufacturing, education and health
services, to name but a few. At the same time, society’s transition from large scale
industrial production to a knowledge based economy allows for the development
of mixed use neighborhoods, which would make commuting to central production
facilities obsolete. Such neighborhoods can develop into micro-cities that are less
dependent on large scale industrial supply elsewhere. They generate less motorized
traffic and can develop into attractive, sustainable and economically vital places for
all ages.
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Interplay between smart infrastructure and
urban hardware

source: Smart Cities NL, 2014
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Public agricultural market, Seattle

photo: Joe Mabel
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Yang Lei
Curator and researcher of Smart City
and Urban Future, Beijing, P.R. China
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Attractive pedestrian and bicycle movement and the presence of basic amenities at
walking and cycling distance, are not only beneficial to improve the environment,
they have very positive effects on physical and mental health of people as well.
Active ageing is a concept to improve a population’s health by improving the use of
public space for daily interaction between citizens. This not only improves people’s
health and quality of life but also saves on worldwide exploding healthcare costs,
even at higher ages. If such pedestrian friendly micro-cities are developed and
combined with well-designed and attractive public transportation hubs at their
core, a lot of public space in the city can be regained over traffic. But to achieve
these promising ideals, the potential of smart technology must be reinforced by
urban planning that facilitates these opportunities.

SMART CITIES AND TOD IN CHINA
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Smart City, the global hype in the last 5 years, has been adopted and piloted by
the Chinese government since 2012, at a moment when the urbanization rate in
China exceeded 50% with a foreseeable future of 70% by 2030. The smart city
development in China was born and closely attached to the context of a new
urbanization movement in China, in which the government calls for an intensive
(use of resources), intelligent (smart approach), green and low carbon way of urban
development.

The core of smart city is applying smart technology powered data and information
systems to integrate all urban performances to better plan, develop, operate and
manage the city, addressing complex urban challenges and issues to deliver a more
livable and sustainable city.

Information assets and shared improved urban performances are the motivation
for different city departments to join the smart city game, while TOD projects
can be the perfect business case for the elaboration of smart city development -



especially in the smart mobility sector - in the light of how to synergize mobility
development with area development.

How can smart city enhance the quality of a TOD area and vice versa? Both share
the common attributes of quality in urban development in terms of intensive
use of resources (land, space) while smart city enhances the urban networks of
water, energy and roads. Smart technology can push the performance of mixed
use and multi-modal access to the next level. Smart governance and citizens can
enable an open, creative and participatory mixed urban culture to make TOD
areas more sustainable in the long run. Given the high density and multiple and
complex activities in TOD areas, we also need to think about how to enhance
safety, emergency and crisis management to make TOD areas more resilient, which
is part of the smart city scope. Last but not least, smart urban planning via smart
modelling and scenario based simulation studies can step up urban planning to
become more dynamic and adaptive.

Smart city and TOD together form a comprehensive strategy for the urban future.
The data based information architecture that smart city builds complements the
TOD built environment and both are connectors for different interest groups and
stakeholders across the life cycle of TOD projects. The smart governance and smart
citizen approach are the backbones for ongoing vitality of TOD projects. Information
architecture could be the new dimension in TOD projects in connection with smart
city development in China.

Smart city and TOD are both about integrated urban development, smart city can
be seen as horizontal integration while TOD can be seen as vertical integration.
Given the nature of TOD as urban resources and activities integrator, it combines
all complexities in the smart city area and thus becomes the extreme tester for
any smart city development. Quality of urban mobility will be the indicator of
competitiveness of a global city, thus performance in this realm will be critical in
steering of urban development. TOD based smart city development will be the lead
and China is right on the door front where this is happening.
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Smart City Innovation Centre, September 2014,

CMoDA, Beijing
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Towards 2050: Developing a Sino-Dutch
Approach towards Sustainable Urbanisation
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;&EZ v Introduction

This is a project proposal for the next step of the multiannual program
Towards 2050, developing a Sino-Dutch Approach for Sustainable Ur-
banisation, initiated by the Creative Industries Funds NL in July 2013.
The goal of the initiative is to explore how the Dutch integrated plan-
ning approach can be of added value to the challenges Chinese metro-
politan regions are facing in the process of rapid urbanisation. This
question is explored by means of Sino-Dutch ‘research by design’
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This year’s assignment for the Towards2050 work week is kindly provided by the
Beijing Municipal Commission of Urban Planning. The case study is transit-oriented
development (TOD) along the corridor of the new Jingzhang high speed railway,
which connects the Qinghe area in Beijing with the city of Zhangjiakou in Hebei
province. The Jingzhang high speed line is scheduled to be operating in 2022.

Although the results of the work week may look like a design, the work week is not
about making a master plan or an in depth research for the construction of the new
high speed railway terminal for Qinghe. Rather, the work week uses Research by
Design as a method to explore the development potential for Qinghe station —and
in its slipstream also the potential for Beijing North Station.

Research by Design is a tool often used in The Netherlands. It visualises the
different spatial scenarios for abstract choices or possibilities in policy. By drawings,
maps, models, diagrams and infographics, a possible future environment can be
imagined. This helps communication between planners, policy makers, designers
and of course communication with stakeholders, users and citizens.

Thus, these results are a tool to define the project brief, the scope and the
opportunities for the future planning and construction of this station.
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When we were involved in the design of transportation hubs in cities, we found it is
not easy to communicate with so many different and relevant government offices
and companies.

They always seem to be concerned with their own profit first, instead of in public
convenience. Also most of them are conservative when dealing with technical
solutions. Therefore, | think establishing a new cooperation system in city
government is necessary to improve this situation. And opening the professional
field to architects is very important as well. Building a more efficient, safe,
convenient, comfortable and more beautiful public transportation system should
be a very important ambition for the city of Beijing, and we should aim for this
together!

Thanks a lot for what you have done for Qinghe station.
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Ton Venhoeven

Curator, Towards2050: Developing a

31

Sino-Dutch Approach for Sustainable

Urbanization

«iLT2050: G 7 AT A A R AR SRRSO

W75 BTN

Cui Kai
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An Yue

Urban Planner, China Academy of
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Engineer: Mr. Zhan Tianyou
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In the Chinese railway development history, Jingzhang Railway is the first railway
designed and built by Chinese in 1909, and it is very meaningful to Chinese people.
The designer was the great engineer Mr. Zhan Tianyou. In that time it was a huge
and difficult project because of the complex terrain and lack of equipment. Mr.
Zhan chose the most economical and reasonable line and the starting station was
Fengtai Station.

Jingzhang Railway is part of Beijing-Baotou Railway Line and the main function was
coal transport. In the 1960s, Beijing North Station became the starting station of
this line. But after the construction of Feng-Sha Railway and Northeast Railway
Ring, the North Station’s function was visibly weak.

Nowadays 22 trains start from Beijing to Zhangjiakou per day, but only 3 start from
Beijing North Station. People come to Beijing North Station just for the S2 (the
suburban railway line to Yanqing).

The S2 line was designed for tourism and commuting traffic of people in the
suburban area, and it used Jingzhang Railway line. The ticket price is very cheap
(6 yuan) and passengers can use transportation IC card. Tourists can take the S2
line from Beijing North Station to Badaling (the Great Wall), Changping (imperial
mausoleums) and Yanging (nature viewing) for different kinds of sceneries.

105 years ago, Jingzhang Railway Line was the line of innovation. Today we have
the challenges of our time: the Jingzhang high speed railway. Building this high
speed railway was the promise of Beijing’s bid for the 2022 Winter Olympic Games,
it shortens the distance between Zhangjiakou and Beijing to a one hour trip. This
high speed railway can make a significant contribution to the integration of Beijing,
Tianjin and Heibei province and in the long term it can have great influence on
Zhangjiakou’s development and the functional optimization of northwestern
Beijing.
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Jing-Zhang Railway is a part of Beijing-Baotou
Railway Line (coal transport).
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In the 1960s, Beijing North Station became the
starting station. But after the construction of
Feng-Sha Railway and Northeast Railway Ring,
North Station’s function was weak.
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22 trains from Beijing to Zhangjiakou per day,
only 3 start from Beijing North Station.
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Now people come to Beijing North Station for
S2 (suburban railway to YanQing).
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S2 used Jing-Zhang Railway line, main function
is for tourism and commuting traffic of people
in suburban area.
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ia

Bk Tourist Map of Yanging
=T ULIZl Global Geopark of China

URIST DESTINATIONS
ALONG THE S2 LINE

Clockwise from top left: Ming Tombs,
Changping; The Great Wall, Badaling (photo:
Inaba Tomoaki); Guyaju Caves, Yanqing;
Longqing Gorge, Yanqging (photo: Andrew

Fong),; Beautiful scenery, Yanging (photo: 82 Tou RIST I.INE

Jamesj8246); Tourist map of Yanqing
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UPCGOMING EVENTS IN BEIJING AREA
B TR RBITHES

HORTICULTURE EXPO BEIING 2019

GREEN LIVING, BEAUTIFUL HOME

o REZHEES
LR AR, EWAE. 7

BEIJING

Candidate City

The promise of Beijing’s bid for 2022 Winter
Olympic Games

JEHUR T HII12022 A J 4

Introduction of the high speed railway

# ZHANGJIAKOU
SDUTHSTATIUN Length: 174km (the whole line);
G X Designed speed: 200-350km/h;

Travel time between the 2 cities:
from 4 hours to less than 1 hour.
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K 17488 (%)
PR 200-3502 FL//N
TR M [ SRR A ) < Pl 4/ NS 6 A 1 /N

BEIJING
_ NORTH S

Zhangjiakou to Beijing: one hour trip
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LINE OF INNOVATION

commerce HERES industry  special program landscape
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Beijing Centre

HOW TO GET THE TRAIN THROUGH A NARROW PART OF BEIJING?
HOW TO CAPTURE ADDED VALUE FOR CITY AND REGION?
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new towns
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edge group

I i Gt IX

green belt

FRRGRAL

center-city

ST L

B high speed corridor with second station
AT AT

O

What does Qinghe station mean to Beijing?
Look at the big scale, what is the structure of
Beijing?

Qinghe station is just a small part of the
railway system
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Proposal:

4 different terminals, new high speed railway
system connecting to other cities in China

Second stations are being planned to share the
overload of the terminal station, they work as
four different groups

BRI %
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Proposal:

Qinghe station and Beijing North form one
group

Qinghe station is not an end terminal, but a
stop station that shares the flows.

Qinghe station is not independent, it is a part
of the city’s transport system. But how does
it work?
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CONNECTION TO THE BEIJING AGGLOMERATION
St ER
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What does Qinghe station mean to Beijing? To answer this question we should look
at a bigger scale. First, we should look at the structure of Beijing city. The core of
the city we called the center-city, the space around the center-city is the green
protection area, and beyond that is the edge-group which services the center-city.
These are residential and industrial areas. Further away are the new towns which
are relatively independent. Qinghe station is in the Qinghe edge group, in the
northwestern part of the center-city.

Nowadays there are four different terminal stations in the center-city, which
connect to other cities in China by the high speed railway system. Because of the
pressure of the growing population, new stations are being planned to share the
overload of these terminal stations, they work as four different groups.

In fact, Qinghe station is not a real terminal, but a transit station sharing the flow
of passengers with Beijing North station. So Qinghe station is not just a solitary
station, but an integral part of the city’s transport system. How will this system
work in the future?
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He Junqgiao

Urban Planner, Beijing Municipal
Institute of City planning and Design
(BICP), Beijing, P.R. China
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Jingzhang railway line in Beijing
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Passenger flow at Beijing West Station during
Chunyun period.

photo: Charlie Fong
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How to connect the stations to the Beijing
agglomeration and each other?
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Miriam Ram

Urban Planner, Deltametropolis
Association, Rotterdam,

The Netherlands

Deltametropolis Association$i 17 & i1 Jifi

Peak rush hour
photo: Michael Coghlan (Flickr)
iRl B

5% . Michael Coghlan (Flickr)

Waiting at Beijing Station

photo: Su--May (Flickr)
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W5 Su--May (Flickr)

Problems:

(] Overload of people coming and going to

high speed station
o All the metro lines are too full

. Transfer does cost a lot of time

(] Travelling through the city costs a lot of

time

o LAY AGERE A R Bk
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o RERIRRTEYR A (Y [
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IMPROVEMENTS FOR THE NETWORK
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At this moment, the high speed train stations connecting Beijing to other cities
in China are linked to the city of Beijing by metro. Not only has this metro system
reached its capacity in terms of passengers (especially in rush hours), also the city
of Beijing is just too large to depend only on a metro system for daily commuting;
there are too many stops and too many transfers travelling from A to B within
Beijing. Exemplary is the trip from Beijing to Tianjin; the trip itself by high speed
train will take around thirty minutes, but it will take you over an hour to travel to
and from the station in the two cities.

Considering this, we propose to develop an additional public transport system
which will operate on a scale and speed between the national high speed rail and
the local metro system.

The existing tracks of the national trains can be upgraded to accommodate this new,
high frequency train system. The new rapid train should be very well connected
with some of the existing metro stations and all of the high speed stations. This
makes it possible to easily transfer between the different speed-networks. A new
ring line is part of the new network. This connects the four different high speed
stations with each other and with some important destinations in Beijing like the
Central Business District (Guomao) and the airport line.

When the public transport system starts working as an integrated smart system,
with additional speeds and smooth transfers, there is more space for travelers in the
system. Some places will become much better accessible by public transportation.
This creates opportunities for additional spatial development and TOD around
these stations.

O HIGH SPEED O

METRO

CURRENT SITUATION
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METRO

IMPROVED SITUATION
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Existing metro system

A Nk RS

Metro system in 2020

20204F Higk R 5¢

Beijing metro station

LT YA Bt

Proposal:

Integration of networks on different scales
and different levels of speed. Develop a new
regional fast network: rapid train

fR BRI 28
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< Q NI

PROPOSED STRATEGY TO DEVELOP AN
ADDITIONAL RAPID TRAIN NETWORK
BN & R B SN AR 155 PR K 2 P 4%
HRAES

Currently planned rapid lines
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Proposal to upgrade existing old railway lines
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This network should be well connected to existing metro stations Proposal to connect rapid lines by a new rapid ring line
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High speed train stations connected by the
proposed rapid ring line
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HOW TO GET THE TRAIN

THROUGH A NARROW PART OF THE CITY?

QINGHE STATION
[ I T T T I T ]
BEIJING NORTH STATION
HST 4 tracks (1 res.)
Metro 4 tracks
Rail 4 tracks (1 res)
HST 8 tracks
Metro 6 tracks
Rail 12 tracks
H 5
® QINGHE
[ BEIJING NORTH

QINGHE STATION
[ I | — I I I I L [
BEIJING NORTH STATION
HST 4tracks
Metro 4 tracks
Rail 4 tracks
>
2 :
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11 11
HST 4tracks
Metro 6 tracks
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g
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@ ) QINGHE

An even distribution of trains between Qinghe and Beijing North stations is the
most compact solution in the available amount of space. It also creates optimal
conditions for a resilient mobility network, optimal connectivity and transit-

oriented development.

o BEIJING NORTH
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Thijs van Spaandonk

Urban Planner,

VenhoevenCS architecture+urbanism,
Amsterdam, The Netherlands

VenhoevenCS architecture+urbanism
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Left: Green spaces

Right: Universities and high-tech companies
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Qinghe area is located in the North West of Beijing, one of the nine peripheral
functional areas of the central city, inside the green belt surrounding Beijing.
The Zhangjiakou high speed railway line will go straight through the area, finding
Qinghe Station right in the middle of it.

It is one of the important expansion areas of Beijing for University campuses and
high tech companies. Other parts of Qinghe serve as a dormitory town for Beijing.
Although different functional zones are to be found within Qinghe area, these
different programmatic zones are separated by infrastructure.

Because of the dormitory-town function of Qinghe station, also the passenger
load on public transportation is directed only one-way; from Qinghe Station to the
inner-city of Beijing in the morning, back in the evening.

In the near future, some possible new lines will be added or existing lines will be
extended in Qinghe area. If well planned, Qinghe station can become the node
where all these lines are connected to each other and to the new high speed
railway line.

Together with optimizing the public transportation system in Qinghe Area, we
propose to densify the existing mono-functional zones within Qinghe Area, to
create mixed-used areas for housing, working, education and leisure. Some other
stations in the Qinghe Area can be used as entry-points towards the surrounding
landscape and touristic locations.

Beijing North area has good connections to other parts of Beijing, but at peak hours
there is limited space to accommodate travellers. The first measure could be to
create an ‘ urban transit foyer’ that can absorb the overload of passengers during
rush hour. Another measure would be the construction of a rapid ring line train that
would create extra capacity and speed in the Beijing metro system as described on
page 48. With these measures in place, new pedestrian networks can be developed
to connect the station to surrounding areas and new mixed use developments.
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Hui Longguan is a very famous large residential
BRI

area, a typical “sleeping town” in Beijing.
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Joek Kruiderink
Financial Consultant, Fakton,
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For every real estate and area development it is important to be aware of how the
real estate value chain works. In the end, every planned development needs to be
financially feasible to make it happen.

Every development involves a land owner, a developer and an investor. Sometimes
these roles are combined within the same company. For example, a developer can
be the one that also invests (instead of a bank or other investors) and takes it into
his portfolio.

In the end, land value will be determined by the amount of money the developer
can earn by selling a new building to an investor and the amount of money the
investor can earn by renting out the building. The more one can earn, the higher
the land value. In that way the land value depends on supply and demand.

For large area developments land value is needed to compensate for the expenses
such as infrastructure and the layout of public space. The higher the costs, the
more income of land revenues is needed to compensate these. The creation of
additional land value is relatively easy in a greenfield situation.

In Beijing this earning model has worked for a long time as the city could be
expanded. Now that the city has become as large as it is, expansion becomes less
durable from an environmental point of view. Also from a user’s point of view
commuting takes too much time.

The challenge Beijing is standing for is to speed up the public transportation system
and at the same time to densify the existing city. However, this is not very easy.
Inner-city development from a financial point of view is much more challenging
than green field development. Acquisition costs of existing built areas are much
higher than the acquisition of greenfield areas in traditional development.

This means that the densification factor of the existing city needs to be rather high
(factor 3 to 4) to earn the same amount of land revenues as before. The best way
to achieve this is to densify in station areas around metro and train stations. Real
estate prices around these stations will rise while real estate prices outside these
areas will stabilize or even decrease. Along a public transportation corridor such as
between Qinghe station and Beijing North station this can probably be seen in the
future if the high speed line is in place and metro and rapid commuters trains bring
more transportation capacity.
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How to get the train through a narrow part of
the city?
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Jingzhang corridor between Qinghe Station and
Beijing North Station
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QINGHE STATION
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Transportation improvement creates development potential along the corridor
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John Breen

Project manager and urban designer
Urhahn Urban Design, Amsterdam,
The Netherlands

Urhahn Urban Design Tl H 2288 317 % 1 Ui

Site visit Qinghe Station during work week

photo: VenhoevenCS
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Pedestrian boulevard connects station to the
surrounding area

HA TR E I 4 i 00 1 3 DX A BB R R

E
| I '
e

A

y

7

=

*,4«/4'/;/

=

Y 4
Gty gl -

RESEARCH BY DESIGN WORK WEEK ON QINGHE STATION, BEIJING

AREA DEVELOPMENT AROUND QINGHE STATION
~ ~ R LY kS
B A X B & R

SR (A FAN WLEIZE AT BHTEE) BURIEANE, T IR R s E Ty A
KEH. B, WG BRI T R O U RO BT RS . TR S AT B AW
M 2 I D, AMLRERS N i XIS AL B R B eE E 2 e, RN TRIES
k%, EMAISEEREN SR T

FIE L AT RY A 1], FATYE 70 20l DB RR B ke 2 /0 — DRI 7 RO SRR, B
PR A TN RENT R, EAREE. Wk S-S AR TAR . RS ARt H GBS R IIEZ
DI A KA, [ P et e e I B 19D R 9 A
Accessibility by all forms of transport (public, private, cars, pedestrians, cyclists etc.)
is vital for an optimally functioning transportation node. Therefore it is important
to prevent the railway line and the station from becoming new boundaries
between both sides of the railway. Creating an attractive, high density, mixed use
area for travellers and inhabitants not only generates more opportunities for non-
motorized connectivity in the station area, it also helps to prevent peaks in public
transportation system by creating an attractive buffer that can absorb travellers
like a sponge.

To create safe and attractive public spaces, the aspired vivid environment of the
station area needs to be accommodated by at least an intensive programming of
the building plinths. It is preferred to have a mix of functions at the building scale,
with a mix of housing, commercial, cultural and leisure programme and places for
work. This diversity in programme will contribute to an all-day use of the area and
diminishing of the peak in commuter flows.

Qinghe station

Ry

mixed use development (new)
RAEWEHER )

monofunctional office park

future transformation mixed use
BTN RRINA KIS, AR AR A S m il
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Marten Wassmann

Partner architect, Benthem Crouwel
Architects, Amsterdam,

The Netherlands

Benthem Crouwel ArchitectsBx & B 1%+ H

Work week analyses of Beijing Railway Stations
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Today’s local railway station Qinghe in Beijing has the potential to become one
of the major railway stations of the capital, situated on the track between Beijing
North and the city of Zhangjiakou.

The station’s location is surrounded urban space that has dormant qualities yet
to be investigated and utilized in the future. Today, there are three mayor means
of transport crossing the area. The existing motorway and Subway line pass the
location on elevated position. There are no exits, junctions or stops at the stations
for these means of traffic. The National Railway services stop at grade, today, at
Qinghe station. Future extension of transport facilities include additional tracks for
the Changping subway line, the National Railway’s main track and by-passes, and
likewise for the high speed railway connection.

Our suggestion is to keep the ground level completely free of any major traffic
routes or tracks. Only local traffic should be allowed into the station’s vicinity, for
logistic purposes, or passenger drop off facilities, only. By introducing elevated
or underground traffic systems, the station building itself can become part of
the urban fabric. The station will no longer hinder inter-district transit, but spark
integrated urban development on both sides of the track, and thus become the
epicentre of urban life at Qinghe.

Proposal:
Top: Master plan with central pedestrian boulevard

Below: Station layout with elevated and underground tracks, public ground level
LR
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OPTIONS FOR QINGHE RAILWAY STATION

Motorway G7 Ughtrail #13
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Stage 1: Situation 2014

Motorway G7 Changping Line  Lightail #13 (High Speed Railway)

National Railway
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Recommended model in pre-workshop study,
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Comparative model in pre-workshop study,
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Stage 2: Build station nucleus
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Stage 3: Build lightrail stop and maintenance
tracks, add national railway by-pass
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Below: Qinghe Station sketch design passageway view
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Top: Square reserved for extension of the elevated railway tracks
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Below: Qinghe Station sketch design platform view
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SITUATION AND POTENTIAL
WREESN

René Kuiken dbptdbsify Z B ER, HasEm, SiiduOEHEmGE, BM IR, &R s ek
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Principal urban designer,
René Kuiken Urbanism,
Amsterdam, The Netherlands

Beijing North is a station with a lot of development potential. Sufficient space
combined with a direct connection to the city centre and the second ring road makes
it a strategically located terminal station for the new high speed line. However, its
position adjacent to the ring road is also the main challenge. Beijing North station
is surrounded by heavy and congested infrastructure and lacks a ‘pleasant’ and
seamless connection with the city.

With a relocation of the main entrance to the West, through the existing shopping
mall, the current square can transform into an attractive city centre for the area
around. The west side is an area which can be densified relatively easy. Surrounding
vacant plots and the nearby Zoo can be connected with elevated pedestrian bridges.
All these potential developments around Beijing North Station will create a dense

Beijing North Railway Station

photo: whatleydude (Flickr)

JeaAtk vivid urban area, well connected for pedestrians and cyclists and with a mix of
I v whatleydude (Flickr) housing, working and leisure programme.

Current situation

®e
%

Existing situation Potential development areas close by
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Sections of Beijing North Station with elevated

high speed tracks
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THE URBAN TRANSIT FOYER
W AZIEATT

Adam Visser BRI I S — 2, SIUEI3 SRR, EIEN E R 2. A

Principal and co-founder, GROUP A (120 3 P AN R | BRI I 104 BT | 7 AIAME S S e L S 0 2 o
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The high speed line will enter the station building on the first level, above the tracks
of the existing National Railway Line and at the same level as light rail line 13. To
accommodate the high speed line in the existing station building, an additional six
tracks and platforms must be constructed above the existing twelve tracks of the
station.

A seamless connection between the different lines is the essential basis of a real
transport hub. The hub connects the trains with a new bus station, metro lines 2
and 13, the proposed fast metro line and parking for bicycles and cars.

In order to facilitate this connection, we introduce the urban transit foyer. A
multilayered covered square were the combination of travelling and shopping is
integrated. This center point will connect all different lines and give access to the
offices and dwellings above and the larger surrounding area.

North Station, current situation

Jesdbul, Bk

upgrade National Rall / S-trains.

North Station, proposed section with high
speed lines

line #13 proposed high speed lines

Attty e A e kA L

proposal: upgrade National Rail to high frequent rapid lines.

Existing Situation

| | Metro Line™13,
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Metro Rapid Lin;\“ a Metro Line 2

Current situation Situation with proposed metro rapid line, underground parking and

seamless connectivity
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Urban transit foyer and proposed metro rapid
S, line at Beijing North Station
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TOWARDS2050:
PROGRAMME AND PARTIGIPANTS 2014

WEEK 1: 14-19 SEPTEMBER: RESEARCH BY DESIGN
ON QINGHE STATION & BEIJING NORTH STATION

Assignment

The 2014 edition of Towards2050 is
supported by:

Research by design for future development at Qinghe Station and its surrounding area

Sunday 14 September
Monday 15 September
Tuesday 16 September
Wednesday 17 September
Thursday 18 September

Public event:
Friday 19 September

Commissioned by

Creative Industry Fund NL
Briefings and site visits

Briefings, site visit, workshop VenhoevenCS architecture+urbanism

Research by design workshop, visiting critics Ministry of Infrastructure and the
Research by design workshop Environment, The Netherlands
Research by design workshop City of Utrecht

CSR Netherlands

Presentation of results & network party Beijing Institute of Architectural Design

World Bank, Beijing Office

Creative Industries Fund NL, Rotterdam

Beijing Municipal Commission of Urban Planning, Beijing

Tsinghua University, School of
Architecture

Curators Ministry of Education, Culture and
Wu Weijia, Tsinghua University, School of Architecture, Beijing Science, The Netherlands

Wu Chen, Beijing Institute of Architectural Design, Beijing Embassy of the Kingdom of the
Cui Kai, China Architecture Design & Research Group, Beijing Netherlands, Beijing

Du Liqun, Beijing Municipal Institute of City Planning & Design, Beijing e

Zhang Bing, China Academy of Urban Planning & Design, Beijing O

Ton Venhoeven, VenhoevenCS architecture+urbanism, Amsterdam

Project coordinators

Towards2050 is endorsed by:

DutchCulture

Huang He, Tsinghua University, School of Architecture, Beijing

Chen Yulin, Tsinghua University, School of Architecture, Beijing

Royal Institute of Dutch Architects

Martijn de Geus, Tsinghua University, School of Architecture, Beijing
Thijs van Spaandonk, VenhoevenCS architecture+urbanism, Amsterdam)

Liu Gang, The Pin Projects,

Participants

Beijing (on behalf of VenhoevenCS)

Dai Tianxing and Ren Yue (China Architecture Design & Research Institute), An Yue and
Ni Jian (China Academy of Urban Planning & Design), He Jungiao and Song Jing (BICP-
Homedale), Zhao Wenning, Liang Yingya, Sun Yuan, Yang Xu, Zhang Yizhang, Lu Di,

and Li Shihui (Tsinghua University), Qiu Jie and Li Minhui (University College London),
Yang Lei (independent researcher), Wang Liang, Zhen Tian, Li Jing, Lu Wenjun, and

Liu Gang (BIAD), Mark Dekker, Xun Huang and Ye Zhang (KCAP), John Breen (Urhahn
Urban Design), Michel Duinmayer (Ministry of Infrastructure and the Environment),
Eric Frijters (Fabric), Joek Kruiderink (Fakton), René Kuiken (René Kuiken Urbanism),
Miriam Ram (Deltametropolis Association), Thijs van Spaandonk (VenhoevenCS
architecture+urbanism), Brechtje Spreeuwers (MLA+), Adam Visser (GROUP A), Marten
Wassmann (Benthem Crouwel Architects), and Heleen Wijtmans (City of Utrecht).

s P £,
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architecture-+urbanism SR Gemeente Utrecht Tsinghua University

Ministry of Education, Culture and for life

BENING INSTITUTE OF ARCHITECTURAL DESIGN
Science

[
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WEEK 2: 22-27 SEPTEMBER: SEMINARS AND
WORKSHOPS ON TOD

Monday 22 September and Tuesday 23 September
1st International Forum on Transit-Oriented Development

Hosted by: Beijing Institute for Architectural Design and the Embassy of the
Kingdom of the Netherlands, Beijing
Partner: Towards2050

Participants: Wang Wei (BMCUP), Wanghao (CAUPD), Gerald Ollivier (World
Bank), Wataru Tanaka (Nikken Sekkei), Li Hui (BIAD), Mr. Zhao (MVA Systra Group),
Nie Dahua (BGMEDRI), Ton Venhoeven and Thijs van Spaandonk (VenhoevenCS
architecture+urbanism), Michel Duinmayer (Ministry of Infrastructure and the
Environment), René Kuiken (René Kuiken Urbanism), Adam Visser (GROUP A),
Marten Wassmann (Benthem Crouwel Architects), Brechtje Spreeuwers (MLA+),
Robert van leperen (Fakton), Wart Mandersloot (TNO), Paul Gerretsen
(Deltametropolis Association), Albert Hutschemaekers (City of Utrecht), and Ton
Dassen (PBL).

Wednesday 24 September

Workshop Integrated Land Use Development and Transport Planning Around
Metro and Rail Stations

Hosted by: World Bank and the Ministry of Transportation
Partner: Towards2050

Participants: Representatives of the Ministry of Transportation, the Ministry

of Land and Resources and the Ministry of Housing and Urban and Rural
Development, Paul Procee and Gerald Ollivier (World Bank), Li Hui (BIAD), Ton
Venhoeven (VenhoevenCS architecture+urbanism), Michel Duinmayer (Ministry
of Infrastructure and the Environment), Robert van leperen (Fakton), Wart
Mandersloot (TNO), Paul Gerretsen (Deltametropolis Association), and Albert
Hutschemaekers (City of Utrecht).

Thursday 25 September
Workshop Land Development Around Railway Stations
Hosted by: World Bank and the China Railway Corporation

Participants: Representatives of China Railway Corporation, Gerald Ollivier
(World Bank), Ton Venhoeven (VenhoevenCS architecture+urbanism), Robert
van leperen (Fakton), Paul Gerretsen (Deltametropolis Association), and Albert
Hutschemaekers (City of Utrecht).

Thursday 25 September
Smart City Seminar UED Magazine

Hosted by: UED MAgazine
Partner: Towards2050

Participants: Yang Lei (CMoDA), Ton Venhoeven (VenhoevenCS
architecture+urbanism), Wart Mandersloot (TNO), and Ton Dassen (Netherlands
Environmental Assessment Agency)

Thursday 25 September - Saturday 27 September
HLN Events as part of the Beijing Design Week
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