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Tokyo is a clear example of a railway-oriented city. During a period of 
strong economic growth after World War II it was largely the railways that 
facilitated the development direction of Tokyo. As a result vast stretches 
of land around the railway lines radiating outwards from the city centre 
have been developed. Of course Tokyo is not unique; there are other cities 
in the world that use railways to guide their urban development. However, 
the difference is that in Tokyo this approach has been consistently applied 
since the late 1920s. Therefore, the development stage that Tokyo is 
currently in is much further than that of other cities in the world. 

Tokyo’s railway system is growing in a coherent way towards a multi-polar 
network in which nodes seem to complement rather than compete with each 
other. How this network has evolved, in regards to the railway infrastructure 
and urban functions, and what role the government and other interested 
parties fulfilled could be of interest to the Randstad as here, as well as in 
other parts of the Netherlands, there is the ambition to develop in a more 
railway-oriented way. 

This research is about identifying the driving forces behind station area 
development projects in Tokyo and their implementation, if possible, in 
the Randstad. In order to do this it is looked at how the planning of station 
area developments works in practice in Tokyo and what roles the public and 
private sector play in this. The description and explanation of station area 
developments in Tokyo provided ideas about how to improve the planning 
of station area development practices in the Randstad. Consequently, the 
applicability of these ideas was explored to find out whether they could work 
in the Randstad, and if so why and if not why not.
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The Daruma is a traditional Japanese doll and seen as a symbol of perseverance and 
good luck. The eyes of Daruma are often left blank when sold. The recipient of the doll 
fills in one eye upon setting their goal and fills in the other upon fulfillment of said 
goal. Every time one looks upon the one-eyed Daruma, one would be reminded of 
their goal. I also had a Daruma after returning from my two year stay in Tokyo. It has 
been staring at me with a single eye for the last couple of years, constantly reminding 
me of the task I have yet to fulfill. The day has now finally arrived that I can color in 
the second eye, marking the achievement of my goal, the completion of my thesis. This 
act of giving the last eye to the Daruma puts an end to my adventure for which the 
foundations were laid a decade ago. 

I was about to write my master thesis in 2002. I knew I wanted to do ‘something 
international involving a large city’ and found myself considering two options. 
The first was to go west to New York City. With English as the native language and 
relatively relatable cultural differences, I considered New York City the easier route. 
The second option was to go east and the first city that came into my mind was Tokyo. 
I considered it a more difficult route as both the language and the culture would be 
radically different. Carrying out a research here would be a truly challenging task. The 
way that Tokyo was and still is, has always fascinated me. Tokyo has consistently been 
the most populous metropolitan area in the world but it gets much less attention than 
other world cities like London or New York. 

I eventually took the plunge and went for Tokyo. A Dutch professor with whom I 
was acquainted happened to teach in Tokyo at that time. He drew my attention to the 
possibility of an internship at the Royal Netherlands Embassy in Tokyo. With that 
oppurtunity and due to a combination of fortuitous circumstances, I was able to turn 
this idea of researching Tokyo into reality. This very same professor, Ton Kreukels of the 
University of Utrecht, later became the instigator of my PhD research. I would therefore 
like to start by taking the opportunity to thank Ton for supporting me all these years. 
Although I was at first a ‘stranger’ belonging to a different university in the Netherlands 
this never stopped you from helping me in fine-tuning my research proposal. Please 
accept my gratitude for that! Unfortunately official university regulations have made 
it no longer possible for you to be named as one of my supervisors, I still personally 
consider you as one. Thank you for our pleasant collaboration throughout the years 
and for sharing a similar passion about Japan. It has been nice to share this ‘hobby’ 
with you and I hope we will be able to continue it in the future.
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Next, I would like to thank my supervisor Luca Bertolini. Where do I start to express 
my thanks? I am blessed to have Luca as my supervisor. During the often difficult 
periods of the PhD trajectory he always managed to infuse me with new energy 
thanks to his resilient enthusiasm. I really enjoyed our collaboration and hope we can 
continue collaborating in the future. I hope one day to show you Tokyo  in all its glory, 
where I think we both agree on, you must see with your own eyes at least once in your 
life. I am pretty sure that after all these years of discussing Tokyo, I have in return been 
able to make you enthusiastic about it.
This research would have not been possible without the generous support of a number 
of organisations. I would first like to thank the Ministry of Education, Culture, Sports, 
Science and Technology (MEXT) of Japan. Winning a scholarship from MEXT allowed 
me to carry out two years of field work in Tokyo. This two-year stay has enabled me to 
gain a better understanding of the country and the people living in it. I was fortunate 
to be able to conduct my research at the University of Tokyo. I would like to thank all 
the colleagues there for offering me a pleasant working environment. A special thanks 
goes out to Professor Takashi Onishi for kindly hosting me in his research lab. 

My time in Tokyo also gave me an opportunity to lay down the initial contacts to 
further my research in the Netherlands. A delegation of the Dutch Railways (NS) 
happened to be in Tokyo at that time for a business trip. After speaking to one of 
the delegation members, I managed to cultivate contacts who eventually led me to 
working in the real estate department of Dutch Railways (NS Stations). I was able to 
work in NS Stations for a year on various interesting projects, while working on my 
research at the same time. I would like to thank Paul Schulten of the former Strategy 
and New Business Department in particular for accepting me into his department. 
It was an ideal situation where I could combine my research with practice. A special 
thanks also goes out to Sebastiaan de Wilde and Joost de Waal for providing useful 
comments on parts of my research.

After a year at NS, I moved to Movares. I was fortunately allowed to carry out my 
research in combination with working in practice. I would like to thank Jaco ter Wal 
for accepting me into his department. Furthermore, I would like to thank my former 
colleagues of the Mobility and Spatial Planning Department for creating a pleasant 
working environment.
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1 Developing station areas in 
Tokyo and the Randstad

1.1 Research background 

In general, there is a wide consensus among planners that transport systems and 
land use patterns are interrelated. Therefore, it would be expected that transport 
and land use developments are well-aligned. However, in spite of the consensus 
and some examples of good practices, land use planning is often un-coordinated, 
if not contradictory to transport planning (Cascetta and Pagliara, 2008; Filion and 
McSpurren, 2007; Haywood, 2005). The Netherlands is a typical example of a country 
where, despite continued policy efforts to improve the coordination between transport 
and land use developments (Ministerie van Infrastructuur & Milieu, 2011; Ministerie 
van Verkeer en Waterstaat, 2004; Ministerie van Volkshuisvesting, Ruimtelijke 
Ordening en Milieubeheer, 2006; 2008; Raad voor de Volkshuisvesting, Ruimtelijke 
Ordening en Milieubeheer; 2009), land use and transport developments are often 
poorly aligned. In the case of railway developments, it is still quite common that the 
railway infrastructure is constructed before the urban development starts or worse, 
urban developments are completed with the railway infrastructure yet to start. In both 
cases this limits an efficient exploitation of the public infrastructure and it may hamper 
the development of the area. Thus despite the fact that there is a general awareness in 
the Netherlands that transport and land use developments should be coordinated this 
is often not the case in practice. 
The development of station areas are a typical example of this. Since the 1990s station 
areas have been gaining increasing attention in the Netherlands. They are considered 
prime development locations combining excellent accessibility with proximity to 
city centres and are often one of the few spaces left available for development within 
the existing urban area. For an efficient utilization of these spaces a comprehensive 
approach of land use and transport is needed. This has proven to be difficult in the 

- 13 - 
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Netherlands and is largely responsible for the slow progress of station area development 
projects. However, there are examples where transport and land use developments are 
more integrated. Tokyo is one of these examples. With the above in mind, the idea 
arose that the Randstad, a conurbation in the Netherlands consisting of the four largest 
Dutch cities (Amsterdam, Rotterdam, The Hague and Utrecht) and their surrounding 
areas, could learn from Tokyo with regard to the development of station areas. 
This automatically raises the question-why should the Randstad learn from Tokyo? 
Tokyo is a clear example of a railway-oriented city. During a period of strong economic 
growth after World War II it was largely the railways that facilitated the development 
direction of Tokyo. As a result vast stretches of land around the railway lines radiating 
outwards from the city centre have been developed. Of course Tokyo is not unique; 
there are other cities in the world that use railways to guide their urban development 
(see e.g. Bertolini and Spit, 1998; Cervero, 1998; Curtis et al., 2009). However, the 
difference is that in Tokyo this approach has been consistently applied since the late 
1920s (see figure 1-1). Therefore, the development stage that Tokyo is currently in is 
much further than that of other cities in the world. 

Figure 1-1  Evolution of Tokyo’s railway oriented structure

Source: Tokyo Metropolitan Government, 1994.

Where most other cities are expanding their network throughout the city, Tokyo 
has made a leap in scale and has extended its network into the metropolitan area. In 
addition Tokyo’s railway network is basically complete, meaning that new lines are 
no longer required. The investments nowadays focus on extending and establishing 
through-connections between existing lines. The result of this is that a large part of the 
approximately 36 million people covering the metropolitan area are living within 10 
minutes walking distance of a station. 
Tokyo’s railway system is growing in a coherent way towards a multi-polar network 
in which nodes seem to complement rather than compete with each other. How this 
network has evolved, in regards to the railway infrastructure and urban functions, and 
what role the government and other interested parties fulfilled could be of interest to 
the Randstad. In particular the two large metropolitan areas within the Randstad, the 
North Wing (Noordvleugel) and the South Wing (Zuidvleugel) could benefit from this. 
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As here, as well as in other parts of the Netherlands, there is the ambition to develop 
in a more railway oriented way. 
In learning from Tokyo three themes need to be further articulated and explored:
1. The integration between transport and land use developments, as this will give 

insight on what to do. 
2. Particular private sector-government relationships in planning, as this will give 

insight on how to do it.
3. Transferring institutional features from one country to another, as this will give 

insight into what could be learnt from a different context (i.e. the Tokyo approach 
to station area developments).

Together these themes result in the central question underlying this research, which 
goes as follows:
What are the driving forces behind the development of station areas in Tokyo, and to 
what extent can similar forces be activated in the Randstad? 

The ultimate goal of this research is twofold: 
1. to draw lessons from station area developments in Tokyo and 
2. to explore how these lessons could be applied to station area development projects 

in the Randstad. 
A more general scientific goal underlying this research is to gain insight into what can 
be learnt in the transport and land use planning realm from other countries.
The latter part of this chapter discusses the theoretical framework of this research, 
which is structured around the three themes mentioned above. The methodologies 
underlying this research are then presented followed by an outline of the book. 

1.2 Theoretical framework

The analysis of the development of station areas focuses on three domains: the spatial, 
the infrastructural and the institutional. These domains form the first two pillars of 
the theoretical framework. The spatial domain represents the land uses in the station 
area and is structured by the locational behaviour of businesses and households. The 
infrastructural domain represents the transportation facilities available in the station 
area and is structured by the mobility behaviour of businesses and households. The 
institutional domain refers to the government regulations used to influence the 
locational and the mobility behaviour. The infrastructural and spatial domain should 
not be regarded separately from each other as land use and travel patterns mutually 
influence each other. It is easily understood that the spatial distribution of activities 
requires trips to overcome the distance between them. This can either be in the form of 
new infrastructure or a more efficient operation of the existing facilities. This increase 
in accessibility co-determines location decisions and affects the distribution of land 
uses. 
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This two-way interaction between the spatial and the infrastructural domain in station 
area development is addressed by the node-place model of Bertolini (1999). It is used in 
this research to gain insight into the development dynamics of station areas in Tokyo.
The institutional domain focuses on the planning process of station areas and on the 
roles that the public and private sector play in this. This research explores to what 
extent a more libertarian approach to planning leads to more integrated station areas. 
In order to do this the “market-conscious planning style” advocated in Tokyo/Japan1  
will be compared to the Randstad/Netherlands characterized by its “government-
oriented planning style”. This research is aimed at not only drawing lessons from Tokyo, 
but also exploring how these lessons can be implemented in the Randstad. To explore 
this the concept of institutional transplantation (de Jong, 1999), or the borrowing 
of institutional features from one country to another, serves as a starting point. It 
is used to explore what instruments, policies, processes and roles regarding station 
area developments in Tokyo can be transplanted to station area developments in the 
Randstad, and to what extent. This forms the third and last pillar of the theoretical 
framework.
Thus, the three pillars of the theoretical framework are explored using the following 
three theories: 1) the Node-place model, 2) Market-conscious planning, and 3) 
Institutional transplantation and learning.

1. Node-place model
Generally, it is recognized that there is a high interdependency between transport 
and land use patterns. However, its causal links are much more difficult to prove (e.g. 
Giuliano, 2004; Meyer & Miller, 2001; Wegener & Fürst, 1999). The land use feedback 
cycle, where changes in transport and land use patterns influence each other, illustrates 
this causal relationship. The node-place model of Bertolini (1999) builds further on 
this relationship. According to this model each station consists of a node and place 
value. The node value represents the transport services available in a certain location, 
while the place value represents the intensity and diversity of activities in a certain 
location. It is assumed that there is a balance between the node and place functions 
and where this is not the case the stations will show a strong tendency to move towards 
a more balanced state (Bertolini, 2005). With the help of the node-place model the 
position of a station in the urban and railway network can be identified as well as 
its development potential.  Insight from such information can help governments 
formulate policies to promote transit-oriented developments. Also, an overview of 
the development potential of stations can help the private sector make investment 
decisions and determine investment priorities.

Hypothesis 1:
The node-place model is a useful tool for deliberating on investment and policy decisions 
regarding the development of station areas.

1  This research focuses on the Randstad and Tokyo, but in some cases aspects apply to the 
Netherlands and Japan as a whole. Accordingly, this is referred to as the ‘Randstad/Netherlands’ and 
‘Tokyo/Japan’.
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2. Market-conscious planning
Due to processes such as globalization, the liberalization of economic markets, and 
more recently, the financial crisis, the proactive role of the government in economy 
and society has reduced. Instead the private sector has become increasingly involved 
in activities that were previously the near exclusive responsibility of the government. 
In this context it is assumed that traditional government-oriented planning is not a 
satisfactory approach. A different approach is needed that does not see the government 
and market as each other’s counterpart, but rather looks for ways in which they 
interrelate and function together.
Such an approach is market-conscious planning. In traditional government-oriented 
planning regulations play an important role in coordinating land use changes. In 
many cases, however, these regulations seem to impede rather than stimulate such 
changes resulting in rigid and less efficient markets. A market-conscious approach 
to planning, on the other hand, seeks to find ways in which the government can help 
markets function better. One possible way of doing this is to leave the initiative and 
freedom of planning to the private sector, while at the same time confronting them 
with strict requirements. Planning incentives are an example of this as they allow 
considerable freedom of planning to the private sector provided that they meet certain 
conditions pre-established by the government. In this way private sector investments 
can be used for achieving public goals (i.e. through the pre-established conditions) and 
public planning tools can be used for achieving private sector goals (i.e. through the 
planning incentives). However, the extent to which this can take place depends on the 
negotiating powers of both the public and private sector. 

Hypothesis 2
Market-conscious planning in combination with safeguards of related public interests can 
lead to more integrated station area developments in the Randstad/Netherlands. 

3. Institutional transplantation and learning
As this research involves a comparison between two countries the question arises of 
how to transplant ideas from one country to another, in this case from Japan to the 
Netherlands. Both countries differ significantly when comparing their cultural, spatial, 
socio-economic and political background. According to de Jong (1999) who analysed 
decision-making processes of transport infrastructure, ideas can be transplanted from 
one country to another by borrowing their institutional characteristics. This he calls 
institutional transplantation. A successful institutional transplantation should meet 
two requirements. First, actors should be given enough freedom to adapt models 
according to their own liking. As a lack of freedom may lead to resistance and/or 
ineffective outcomes, while actors who are given enough freedom are more likely to 
facilitate the process. Second, a transplant should fit into its new environment. The 
existing context should be acknowledged and taken into account when taking a model 
and adjusting it to one’s needs. Although both requirements give an insight into how 
the transplantation process occurs and what is crucial for its success, they tend to 
overlook the actual learning process itself. Whether an institutional transplantation 
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is successful depends also on the capacity of a city/country to learn. Therefore, it is 
necessary to understand how cities/countries learn from each other. A successful 
implementation of ideas from Tokyo requires more than simply copying these ideas in 
the Netherlands, rather they should trigger a learning process leading to institutional 
innovation (Marsden et al., 2009).

Hypothesis 3
The Randstad/ Netherlands can benefit from transplanting and learning from experiences 
in Tokyo/Japan regarding its development of station areas.

These theories and the process that led to their development will be elaborated upon in 
chapter 2. Then the three hypotheses mentioned above will be empirically examined.

1.3 Methodological framework

This research is about identifying the driving forces behind station area development 
projects in Tokyo and their implementation, if possible, in the Randstad. In order to do 
this it is necessary to look at how the planning of station area developments works in 
practice in Tokyo and what roles the public and private sector play in this. The findings 
from Tokyo serve as ideas for the Randstad to explore; particularly in relation to how 
the planning of station area developments can be improved and to what extent this will 
affect the current roles of the public and private sector. In Tokyo ‘explanatory science’ 
(van Aken, 2004) is used to describe and explain how market-conscious planning 
works in the case of station area developments. This focuses in particular on the 
roles of the public and private sector in the development process and on the planning 
instruments used by the public sector to encourage private sector investments. 
The findings from the research on Tokyo’s station area developments generated the 
hypotheses of this research project. These hypotheses are used to assess the potential 
of the Tokyo approach for developing station areas in the Randstad.
The objective of the analysis of the Randstad is not to describe and explain station 
area development projects, as was the case regarding Tokyo, but to consider ways 
to improve them. This kind of research is called ‘design science’ (van Aken, 2004; 
Straatemeier et al., 2010). The aim of design science is to generate new knowledge 
that is both tested in practice and grounded in theory. This new knowledge needs to 
be co-produced between academics and practitioners. The experiential learning cycle 
of Kolb and Fry (1975) provides a useful framework for establishing the (potential) 
relationship between knowledge and experience. In the experiential learning cycle new 
knowledge is generated in a continuous flow. This works as follows: the observation 
of and reflection on concrete experiences leads to the formation of abstract concepts. 
These concepts are then tested in new situations and eventually lead to the adaptation 
of existing practices, (in figure 1-2 named concrete experience). 



Chapter 1 - Developing station areas in Tokyo and the Randstad

- 19 - 

Figure 1-2  The experiential learning cycle 

Source: adapted from Kolb and Fry, 1975.

Explanatory science in Tokyo
Between April 2005 and April 2007 the development of station areas in Tokyo was 
analysed. This started with a demarcation of the research area. As the Greater Tokyo 
Area has a railway network extending over 2500 kilometres, consisting of more than 
1200 stations, it might be obvious that it is rather impossible to thoroughly analyse 
all station area developments. Therefore the study area was limited to an area within 
a radius of 30 kilometres from Tokyo Station, the traditional centre of Tokyo, as such 
measure would include the main railway stations and their related urban developments 
in the metropolitan region. Within this radius the stations were selected that fulfill 
a regional role in the network. This role is illustrated by havinf at least one transfer 
option to another railway or subway line. Within this radius the stations were selected 
that fulfil a regional role in the network. This role is illustrated by having at least one 
transfer option to another railway or subway line. Eventually, 992 stations matched this 
criterion. 

2 Initially 131 stations were selected but due to a lack of available data the list was reduced to 99 
stations.
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The development of station areas in Tokyo was analysed on three different levels: 

1. Network level: within a 30 kilometre radius from Tokyo station, in fact only part 
of the railway network of the Greater Tokyo Area, a node-place model application 
was carried out to gain insight into the development dynamics of the 99 station 
areas. More specifically, it was used to explore which transport and land use 
factors are responsible for structuring station area developments in Tokyo, and to 
what extent. In addressing the former: correlation analysis was used to reveal the 
combination of node and place values that seemed to be the most powerful force in 
shaping station area developments. In addressing the latter: three cases of station 
area developments were further analysed to find out whether the development 
path identified by the node-place model was unfolding or not and why.

2. Corridor level: the development patterns, as identified by the node-place model, 
were further analysed by focusing on railway corridors. The railway corridors 
that were selected contained at least 5 of the previously-analysed station areas 
in order to get a representative image of the corridor involved. Furthermore, the 
railway corridors needed to operate on a regional level. The development patterns 
of two railway corridors were analysed. This was done in two different ways: 1) 
by looking at how the development patterns related to the position of a station in 
the node-place model, and 2) by looking at how the development patterns related 
to the position of a station in the railway corridor. In addressing the development 
patterns the density and functional patterns of the station areas along the railway 
corridor were analysed.

3. Station level: Three examples of station area developments in Tokyo were analysed 
to demonstrate how station area developments are planned in Tokyo. The case 
studies are to demonstrate how market-conscious planning works in practice and, 
in particular, how planning conditions the market. The incentive systems, which 
allow the existing Floor Area Ratio-values to be relaxed, play a pivotal role in 
this. The three cases describe three different incentive systems each representing a 
particular period in the urban development of Japan, i.e. the early 1960s through 
the 1970s in which urban developments were predominantly state-led, the 1980s 
in which urban developments were carried out in public-private partnerships, 
and the 2000s in which urban developments are almost entirely led by the private 
sector 3. 

This analysis should provide an answer to the first part of the central question 
underlying this research, i.e. “What are the driving forces behind the development of 
station areas in Tokyo…” 

3 The 1990s was a period of prolonged economic recession in Japan and is generally referred to as 
the ‘Lost decade’. Consequently, there were relatively few urban developments carried out in Tokyo/
Japan.
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Design science in the Randstad
The description and explanation of station area developments in Tokyo provided 
ideas about how to improve the planning of station area development practices in 
the Randstad. The ultimate aim of this research was to find out whether the approach 
followed in Tokyo could work in the Randstad, and if so why and if not why not. The 
potential of the Tokyo approach was assessed in two steps. 

First a number of focus groups and focused-group interviews were organized in 
which the Tokyo approach was applied to a number of station areas in the Randstad. 
The aim of this was to see how the Tokyo approach could improve the planning and 
development of station area development practices in the Randstad. 

The experiential learning cycle of Kolb and Fry (1975) provided the framework for 
this. In total two focus groups and two focused-group interviews were held. The focus 
groups were asked to discuss a specific railway corridor, while the focused-group 
interviews were based on a particular railway station. As for the railway corridor: one 
case concerned a railway section in the South Wing of the Randstad, while the other 
concerned a railway section in the North Wing of the Randstad. The cases selected for 
the focused-group interviews were derived from the discussions held in the railway 
corridor focus groups. Before and after each focus group and focused group interview 
a questionnaire was handed out to the participants. They were required to answer 
two questions initially without having (new) knowledge about the way station area 
developments in Tokyo are planned. At the end of the focus group/focused group 
interview, after the participants had learnt (more) about how station area developments 
in Tokyo are planned, they were asked again to answer the two questions.

The second step involved conducting individual interviews with actors involved in 
station area development projects in the Randstad. These interviews were structured 
on a number of hypotheses focusing on incentives and barriers for station area 
developments. The hypotheses were derived from the discussions held in the focus 
groups and focused group interviews and from the results of the questionnaires. Each 
interviewee was asked beforehand to state their opinion on the hypotheses and send 
their answers to the researcher concerned. During the interview the interviewee was 
asked to elaborate on their previously expressed opinions.

Both these steps were designed to provide an answer to the second part of the central 
question underlying this research, i.e. “…and to what extent can similar forces be 
activated in the Randstad?”
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1.4 Structure of the research and its 
 representation in the book

This research is divided into four parts (see figure 1-3). 
Part one is an introductory part and consists of three chapters. In the first two chapters 
the context of the research, the central question and the theoretical and methodological 
framework are presented. In the last chapter the metropolitan areas of Tokyo and the 
Randstad are introduced.

Part two consists of four chapters and addresses the first half of the central question, 
i.e. “What are the driving forces behind station area developments in Tokyo”. This is 
the explanatory science part of the book and aims to describe and explain the planning 
of station area developments in Tokyo. The first chapter should be seen as a context 
chapter and provides an overview of how and by whom in Tokyo station areas are 
being developed. In the following three chapters the development of station areas in 
Tokyo is analysed on three different levels, i.e. the network, corridor and station level. 
The findings from this analysis were used to generate the hypotheses later tested in 
the Randstad. In the conclusion of part two the driving forces behind station area 
developments in Tokyo are presented, thereby answering the first part of the central 
question.

Part three consists of five chapters and addresses the second half of the central question, 
i.e. “to what extent can similar forces be activated in the Randstad”. This is the design 
science part of the book and aims to explore how insight in the planning of station 
area developments in Tokyo can help to improve station area development practices 
in the Randstad. The first chapter should be seen as a context chapter and provides an 
overview of how and by whom in the Randstad station areas are being developed. In 
the following three chapters the applicability of the Tokyo model for the Randstad is 
assessed by: 1) focus groups and focused-group interviews, 2) ex- ante and ex- post 
surveys, and 3) individual interviews.
In the last chapter of part three the potential for the Tokyo approach to be used in the 
Randstad is assessed, thereby answering the second part of the central question.
 
Part four is the final and concluding part of the research and consists of one chapter. 
This chapter reflects on the research and its outcomes from a theoretical and 
methodological point of view. 
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Figure 1-3  Structure of the research as represented in this book
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Organization of the book

Part one
In chapter 1 the research context, the central research question and research goal are 
introduced. Furthermore, the theories and research methods underlying this research 
are briefly introduced. The chapter ends by outlining the structure of this research and 
the organisation of this book.
Chapter 2 discusses three theories that together make up the theoretical framework of 
this book. They are about: 1) the interaction between transport and land use (node-
place model), 2) other relationships between the private and public sector in planning 
(market-conscious planning), and 3) the transfer of institutional features from one 
country to another (institutional transplantation and learning). Furthermore, the 
methodologies used for carrying out this research are discussed.
In chapter 3, before the analysis takes place, both Tokyo and the Randstad are 
introduced. Their morphological, socio-economical and institutional features are 
discussed to give the reader an idea of what these metropolitan regions are about. At 
the end of the chapter a comparison is made between these two metropolitan regions 
and some conclusions are drawn.

Part two
Chapter 4 aims to give an overview of how station areas are being developed in Tokyo 
and what actors are involved. To understand the context in which these actors operate 
first an overview of the railway sector in Japan is given, followed by a brief overview of 
how railway networks are planned and how the planning system in Japan works. Then 
a description is given of the key actors involved in the development of station areas. 
Subsequently, a more in-depth description is given of the role that private railway 
operators play in the development of station areas. At the end of the chapter some 
typical features of station area developments in Tokyo are highlighted.
Chapter 5 is related to the theory of the node-place model and describes the results 
and findings of the application of the node-place model to a selection of 99 stations 
in Tokyo. The aim of this analysis is to gain a better understanding of the spatial 
development dynamics of station areas in Tokyo. More specifically, it will be used to 
explore which transport and land use factors are responsible for structuring station 
area developments and subsequently to what extent. To address the former: correlation 
analysis is used to reveal which combination has the highest influence and is thus 
evidence of a powerful force shaping station area developments. To address the latter: 
three cases of station area developments are further analysed to find out whether the 
development path expected by the node-place model is unfolding or not and why.
In chapter 6 the development patterns, as identified by the node-place model, are 
further analysed by focusing on railway corridors. Two railway corridors in Tokyo are 
analysed by taking a closer look at their morphology, density and functional patterns. 
Accordingly these patterns are then related to the position of a station in the node-
place model and in the railway corridor. The aim of this analysis is to test a number of 



Chapter 1 - Developing station areas in Tokyo and the Randstad

- 25 - 

hypotheses focusing on railway corridors to find out if the corridor is a relevant unit 
for coordinating transport and land use developments at a regional level.
Chapter 7 is related to the theory of market-conscious planning and aims to 
demonstrate how such an approach works in the case of station area developments 
in Tokyo. Planning incentives play a pivotal role in this and are important devices for 
the government to stimulate certain developments. As will be demonstrated both the 
public and the private sector can benefit from these incentives. At the end of the chapter 
three cases of station area developments are described and analysed, illustrating how 
planning incentives work in practice and what role the public and private sector play 
in this. In the conclusion of part two an answer is given to the first part of the central 
question underlying this research, i.e. “What are the driving forces behind station area 
developments in Tokyo…” The driving forces presented relate to the way station areas 
are being planned in Tokyo, the roles that both the government and private sector (i.e. 
developers and railway operators) play in this, and the planning incentives/policies 
used for stimulating their development.
 

Part three
Chapter 8 aims to give an overview of how station areas are being developed in the 
Randstad and what actors are involved. To understand the context in which these actors 
operate first an overview of the railway sector in the Netherlands is given, followed by 
a brief overview of how railway networks are planned and how the planning system 
in the Netherlands works. This is followed by a description of the key actors involved 
in the development of station areas. Subsequently, a more in-depth description is 
given of the role that the Dutch Railways (Nederlandse Spoorwegen (NS)) play in the 
development of station areas. At the end of the chapter a comparison is drawn between 
the Dutch and the Japanese railway sector, and the roles that the key actors play in 
the development of station areas in the Randstad/Netherlands and Tokyo/Japan are 
reflected upon. 

Chapter 9 describes the findings of the first step in assessing the potential of the Tokyo 
approach for the development of station areas in the Randstad. This step concerns a 
series of focus groups and focused-group interviews in which the Tokyo approach 
was applied to a number of station area developments in the North and South Wing 
of the Randstad. This was done to see whether the Tokyo approach could improve 
the planning and development of station areas in the Randstad. During and after 
each focus group and focused group interview questionnaires were handed out to 
the participants. The participants were required to answer four questions: two at the 
beginning and two at the end of each focus group and focused group interview. The 
results of these questionnaires are presented in chapter 10. This is the second and last 
part of the first step in assessing the potential of the Tokyo approach.
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Chapter 11 describes the findings of the second step which assesses the applicability of 
the Tokyo model for the Randstad. This step involves a series of individual interviews 
with key players involved in station area development projects in the Randstad. These 
interviews were structured on a number of hypotheses focusing on incentives and 
barriers regarding station area developments. The interviewees were required to 
answer questions on these and send them to the researcher concerned prior to the 
interview. During the interviews the interviewees were asked to elaborate on theses 
expressed opinions. At the end of the chapter the opinions of the different groups 
of actors (i.e. government-node, government- place, private sector-node and private 
sector-place) are compared to identify possible similarities and differences between 
them. In addition, it is explored whether these differences are reducible to the 
distinction between actors representing the node and place function of a station and 
actors belonging to the public and private sector. In chapter 12 an answer is given to the 
second part of the central question, i.e. “…to what extent can similar forces be activated 
in the Randstad?” This is done in two steps. First, the driving forces behind station area 
developments in Tokyo considered applicable by the participants are described. The 
results of the focus groups, focused group interviews and the individual interviews 
served as a starting point for this. Secondly, the researcher himself reflects on some 
additional elements of the Tokyo approach that the participants did not address, but 
nevertheless are worth considering in regards to the Randstad. In the conclusion the 
(im) possibilities of the Tokyo approach are assessed.

Part four
The final chapter (chapter 13) reflects on the outcomes of the research from a 
theoretical and methodological point of view. The hypotheses formulated in chapter 
1 are answered and directions for future research are provided. The chapter ends by 
offering some recommendations regarding the elements that are needed to stimulate 
the development of station areas in the Randstad. Also some final thoughts are given 
regarding the more fundamental changes that are needed to improve station area 
development practices in the Randstad/Netherlands. 
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This chapter discusses the theories and methodologies that are used to help answer 
the main research question of this thesis, i.e. “What are the driving forces behind 
the development of station areas in Tokyo, and to what extent can similar forces 
be activated in the Randstad?” The theoretical framework underlying this research 
consists of three pillars. The first pillar is about the integration between transport and 
land use developments and is explored using the node-place model. This model is 
used to identify the factors responsible for structuring station area developments in 
Tokyo. The second pillar deals with other government-private sector relationships 
in planning. These relationships are explored using the concept of market-conscious 
planning to find ways in which local governments can improve the way that markets 
function, in this case land use and real estate markets. The planning of station area 
development projects in Tokyo is analyzed to gain an understanding of how to 
improve the development of station areas in the Randstad. The core of this analysis 
focuses on illustrating the way that incentive systems work, i.e. the instruments that 
are used to trigger private developers to invest in public facilities. These systems play 
a pivotal role in the development of station areas in Tokyo and illustrate the way 
that planning is carried out in Japan. The third and last pillar is concerned with the 
transfer of institutional features and is addressed using the concept of ’institutional 
transplantation’. This concept is used to explore how the lessons drawn from station 
area developments in Tokyo could be applied to station area development projects in 
the Randstad. Ideas from one country cannot simply be replicated in another, as both 
the Netherlands and Japan differ significantly from each other. These differences need 
to be taken into account when adopting development practices from Tokyo to the 
Randstad. 

Theoretical and 
methodological 

framework2  

- 29 - 
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This chapter further elaborates upon the methodologies used for describing and 
analysing station area developments in Tokyo (explanatory science), and those used 
to explore how station area development practices in the Randstad can learn from 
Tokyo (design science). The method of ‘experiential learning’ has provided a useful 
framework for structuring this research. It is used to structure both the explanatory 
science part and the design science part of this research. Regarding the former it is used 
to identify through first hand observation, interviews with key actors and literature 
study, the driving forces behind station area developments in Tokyo. As for the latter, 
it is used to assess, with the help of practitioners involved in station area development 
projects, the (im) possibility of applying the Tokyo approach to the Randstad. This is 
done in two steps. First focus groups and focused-group interviews were organized. 
Subsequently, individual interviews were held to fur

The first three paragraphs elaborate upon the theories behind this research and the 
processes that lead to their development. The fourth paragraph presents the analytical 
scheme underlying this theoretical framework. The fifth and final paragraph describes 
the methodological framework behind this research.
 

2.1 Transport and land use interaction

It is common wisdom among planners that land use and transportation patterns 
are closely related to each other. However, despite the wide consensus on the 
interrelationship between transport and land use systems and some examples of good 
practice, land use planning is often uncoordinated, if not contradictory to transport 
related choices (Cascetta & Pagliara, 2008; Filion & McSpurren, 2007; Haywood, 
2005). For example, it is still quite common that railway infrastructure is completed 
before the urban development around stations starts or worse, urban developments 
are completed before the railway infrastructure has started. In both cases this hinders 
an efficient exploitation of the public transport infrastructure. Uncoordinated 
developments still occur, because transport and land use planning have tended to be 
separate operations in practice (Papa et al., 2007). Transport planners tend to base 
their decisions on standard future land use patterns derived from market projections, 
rather than on a land use plan. Due to this they are unable to respond well to urban 
planning directions. Land use planners, on the other hand, tend to make land use 
decisions (e.g. assigning densities, and the location of activities) on an urban plan 
without taking into account its future consequences on the transport system.
Therefore institutional integration coupled with a more coordinated and cooperative 
planning process is needed to ensure the successful implementation of transport land 
use policies (Cervero, 1998; Curtis & James, 2004; Hull, 2005).
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The ‘land use transport feedback cycle’ is often used to illustrate the complex relationship 
between land use and transport (Giuliano, 2004; Meyer & Miller; 2001; Wegener & 
Fürst, 1999). According to this cycle, land use and transport patterns influence each 
other. Land use patterns partly determine the location of human activities such as 
living, working, shopping, education and leisure. The distribution of human activities 
requires trips in the transport system to overcome the distance between the locations 
of the activities. These trips create a new travel demand and, consequently, a need for 
transportation services, whether in the form of new infrastructure or a more efficient 
operation of existing facilities. The increase in accessibility resulting from these 
transport improvements co-determines the location decisions of landlords, investors, 
households and firms. This results in changes of the land use thereby starting the cycle 
again. 

The relationship between transport and land use patterns is not mutually exclusive as 
external factors also influence their development. Land use developments are not only 
influenced by accessibility conditions, but also by the availability of developable land, 
local land use policies (e.g. zoning and land use plans), the regional demand for new 
development, the attractiveness of the location, and the appropriateness of adjacent 
land uses (Bertolini, 2009; Meyer and Miller, 2001; Papa et al., 2007). Likewise activity 
patterns are not only determined by land use characteristics. Attitudinal, lifestyle 
and socio-economic characteristics tend to have a much stronger influence on travel 
behavior than land use patterns do (Dieleman et al., 2002; Filion et al., 2006; Kitamura 
et al., 1997; van Wee & Dijst, 2002). And the development of transport systems 
and their respective networks are not only determined by travel demand, but also 
by developments that influence the supply side such as infrastructure investments, 
technological innovations or transport policies. 
Considerable complexities also occur within the ‘transport land use feedback cycle’ due 
to large differences in development dynamics. Activity patterns can adapt relatively fast, 
while it takes much longer for a transport and land use system to change. For example, 
improved accessibility conditions can result in different activity patterns without the 
land use changing first. In addition, land use changes can occur decades after or well 
before the development of a transport system. Moreover, changes in a transport system 
are just one of many changes occurring at the same time. This makes it very difficult, 
if not impossible, to single out the impacts of transportation on land use and vice 
versa (Giuliano, 2004). In other words, transport and land use patterns do not always 
follow the cyclical path as is suggested by the transport land use feedback cycle. These 
complex interactions are represented in figure 2-1 (Bertolini, 2009; Wegener & Fürst, 
1999).
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Figure 2-1  Transport land use feedback cycle
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The perhaps most significant land use impact of a transport system is its impact on 
property values. Generally, properties near a railway station have higher property 
values compared to similar properties located further away from railway stations. For 
example, in the Netherlands commercial properties within ¼ mile of a railway station 
have a 16 % higher property value compared to commercial properties beyond this 
distance. For residential property this is about 4% more (Debrezion, 2006; De Graaf 
et al., 2007). The exact impact that railway stations have on property values depends 
on several factors such as the level of service provided (e.g. local versus rapid train 
services), the type of property, and demographic factors such as income and racial 
division. 
However, investments in transport systems not only have an impact on land use, 
as is suggested by the transport feedback cycle, but also on regional economies and 
neighbourhoods. Furthermore, these can be contradictory. For example, transportation 
investments can result in an increase in jobs, annual sales or overall economic growth; 
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while at the same time the construction of a railway line can have negative effects on a 
neighbourhood (such as disrupting social patterns due to the displacement of people). 
Transportation investments do not always generate population and employment 
growth. In Japan, for example, the shinkansen the Japanese high speed railway, did 
not cause growth, but simply attracted it from elsewhere. The regions served by 
the shinkansen were already growing and the shinkansen diverted this growth to 
its stations (Sands, 1993). Meyer & Miller (2001) refer to this as the redistributive 
impact of a transportation investment. In addition, it is argued that transportation 
investments only enhance growth in areas that are already growing prior to the 
investment (Giuliano, 2004; Wegener & Fürst, 1999). 
At the same time, land use can have transportation impacts. Several studies have 
shown that neighbourhoods characterized by a high density, a mix of land uses and 
a pedestrian-friendly design have a positive effect on public transport usage (e.g. 
Cervero, 1996; Cervero & Kockelman, 1997; Kitamura et al., 1997). Neighbourhoods 
that are developed along the three principal dimensions of the built environment, 
that is high density, rich diversity and pedestrian-oriented design, are thought to 
lower the use of the car and encourage people to walk, cycle or use public transport. 
However, as the right part of the transport land use feedback cycle illustrates in figure 
2-1, land use characteristics are not the only factors that influence travel behaviour, 
and thus the performance of the transport system. As was mentioned before, socio-
economic, lifestyle and attitudinal variables play a far greater role in this. Household 
income and household size play an important role in influencing travel behaviour. 
People with higher incomes are more likely to own and use a car compared to people 
with lower-incomes and elderly people. Therefore, the latter groups tend to rely more 
heavily on public transport. In addition, families with children use cars more often 
than households without children. This is because it is considered more convenient 
for families with children to travel by car than use public transport or cycle (Dieleman 
et al., 2002). However, the true determinants of travel are the prevailing attitudes 
towards urban transportation. Attitudes are more strongly, and perhaps more directly, 
associated with travel than land use characteristics. This suggests that changing land 
use characteristics through land use policies may not alter travel behaviour unless these 
policies or their outcomes are able change public attitudes (Kitamura et al., 1997).

Despite the limitations mentioned above, the ‘transport land use feedback cycle’ is 
considered a useful tool as it is provides a better understanding of the underlying 
relationships between transport and land use. This research follows the reasoning 
of the transport land use feedback cycle and uses the node-place model of Bertolini 
(1999), and the theoretical notion behind it, to further explore these relationships 
with a particular focus on station areas. The basic idea of this node-place model is 
that improving the transport provision (or the node value) of a location will, because 
of improved accessibility, create conditions favourable to its further development. 
In turn, the development of a station area (or an increase in the place value) will, 
because of a growing demand for transport, create conditions favourable to the further 
development of the transport system. The emphasis on ‘conditions’ is important as it 
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refers to a development potential which in reality may or may not be realized depending 
on factors that go beyond land use transport interaction (see figure 2-1). Various types 
of the node-place model have been applied during the last ten years in the Netherlands 
(Peek et al., 2006). The first types were mainly descriptive and were aimed at identifying 
ways to improve the coordination of transport networks and spatial development in 
the Randstad. Next, the node-place model was used to categorize station areas. This 
gave policy makers a tool for determining priorities in policy and investments. Other 
types were used to gain insight into future situations of regional networks of station 
areas. Finally, some types focused on facilitating actual developments of one single 
location taking into account the perspective of all the actors involved. During the last 
decade the orientation of the node-place model has shifted from a coherent policy 
for whole networks of nodes to the actual (re)development of certain locations (Peek 
et al., 2006). The node-place model has also been applied to other countries such as 
Italy (Papa et al., 2007) and Switzerland (Reusser et al., 2008). In Italy the node-place 
model served as a tool to discuss the potential need and possible scope for policy 
intervention. In Switzerland the node-place model was used nationwide to evaluate 
railway stations with respect to sustainability and spatial patterns. 

In this research the node-place model is used to gain insight into the development 
dynamics of station areas in Tokyo. More specifically, it is used as an explorative tool 
to find out which transport and land use factors are responsible for structuring station 
area developments, and to what extent. The expectations of the model are compared to 
the actual investments taking place in and around station areas to find out if stations 
develop as assumed by the model. The matches and mismatches identified should give 
an idea of the mechanisms (driving forces) behind the development of station areas 
in Tokyo. The findings from this can be used to help cities that are seeking for ways 
to promote the integration of public transport and urban development or ‘transit-
oriented development’ (Calthorpe, 1993; Cervero, 2004; Dittmar & Ohland, 2004) 

Several studies have shown that a successful integration of public transport and 
urban development requires plans that cover entire metropolitan regions and that are 
consistent over a long period of time (Bertolini, 2007; Cervero, 1998; Curtis et al., 
2009; Dittmar & Ohland, 2004; Fillion & McSpurren, 2007). The importance of the 
region is underlined by the fact that, at least in the Netherlands, mobility and activity 
patterns take place on a regional scale (Ruimtelijk Planbureau, 2006). For example, 
in the metropolitan region of Amsterdam most people work, shop and enjoy leisure 
activities within their own metropolitan region (Bureau Onderzoek en Statistiek, 2008; 
2010). In other words, the daily urban system occurs predominantly at a regional level. 
Therefore, it is assumed that a regional approach, which focuses on railway corridors, 
is needed for a successful coordination of transport and land use changes. Why focus 
on railway corridors? There are various reasons for this (Bertolini & Rietveld, 2008). 
First, within a railway corridor origin (residential areas) and destination (working and 
leisure areas) locations can be developed in a coherent way. This allows a developer to 
design an integral strategy for the whole area aimed at specific target groups. Second, 
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focusing on the railway corridor allows plans between different station areas to be 
coordinated. In this way destructive competition between station areas can be avoided 
and instead synergies between them can be promoted. Similarly, a focus on the railway 
corridor can stimulate a better transfer between different modes of transport. Third, 
focusing on the railway corridor makes it possible to utilize public transport in a 
more efficient way, such as initiating developments that generate off-peak travel or 
bi-directional traffic flows.

In this research a railway corridor is defined as a railway line operating at a regional level 
and the land surrounding the stations of that line. It is realized that railway corridors 
are not necessarily limited to a regional level, as at a local level (e.g. a subway line or 
tram line) and at an (inter)national level (e.g. an intercity line or high-speed railway 
line) railway corridors may also exist. However, as such corridors are not concerned 
with daily activity and mobility patterns they are left out of this thesis. 
In addition to exploring the development dynamics of individual station areas, the 
node-place model is used here to further explore these dynamics within a railway 
corridor.. The focus on a railway corridor is closely related to the (design) principles 
of transit-oriented development (TOD). Just like TOD the development of a railway 
corridor should focus on: organizing growth at a regional level, associating density (i.e. 
residential and job density) with a mix of land uses, a pedestrian-friendly design, and 
proximity to quality public transit services (Calthorpe, 1993; Cervero and Kockelman, 
1997; Cervero, 2004; Dittmar & Ohland, 2004). It is believed that such practices 
maximize the return on transport investments, increase the use of public transport 
and control urban sprawl (Papa et al., 2007). 
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2.2 Market-conscious planning 

Today governments, whether they are local, regional or national, frequently face budget 
constraints. The financial crisis that hit the world in the summer of 2007 exacerbated 
this problem as particular national governments bailed out several financial institutions 
by providing them massive loans. Consequently, many countries are being forced to 
cut expenses. The worsened financial situation is forcing governments to re-evaluate 
their relationship with the private sector. Governments are increasingly reliant on the 
private sector and their willingness to invest in government plans. However, this is 
not a new phenomenon. Since the early 1980s national governments in Europe have 
experienced, albeit at different levels and speeds, a transformation of the welfare state. 
Consequently, this has reduced the proactive role that governments used to play in 
the economy and society (Salet et al., 2003). Due to processes such as globalization 
and the liberalization of economic markets, the private and voluntary sector have 
become increasingly involved in the delivery of public services (e.g. water, energy and 
public transport) and public decision-making. In other words, responsibilities that 
were previously the near exclusive responsibility of government are now being shared 
(Stoker, 1998). However, national governments in Europe have not only relinquished 
responsibilities to the private sector, but also to other levels of government: in particular 
the European Union, regions and cities. This has made intergovernmental relationships 
more complex, leading to a multilevel pattern of governmental competencies (Salet et 
al., 2003). 
The role of government has also changed on a local level. Local authorities have received 
greater autonomy, but at the same time have been witnessing reduced grants from the 
national government. This has urged municipalities to look for alternative strategies 
to increase their local income, and consequently has intensified competition between 
them. However, at the same time many municipalities are seeking for cooperation on 
a metropolitan and regional level. The private sector may benefit from this tension by 
playing municipalities against each other in finding the most attractive development 
sites within a region. The relevance of the regional context and the interrelatedness and 
competition between municipalities at this level seems to make local governments at 
least partly dependent on the private sector and semi-private sector for reaching their 
goals (Hoetjes, 2010). 

Therefore, traditional government-oriented planning or even government-based 
planning is no longer a satisfactory approach. A different approach to planning is 
needed that is more capable of managing the complexities and pluralities characteristic 
of today’s society. In order to identify such an approach first the effectiveness of 
government intervention compared to market solutions is discussed. When one looks 
to the relevant academic literature it appears that the effectiveness of government 
intervention compared to market solutions has been the subject of much debate in 
economics. Basically, three mainstream economic approaches can be distinguished 
each having their own interpretation of this. They are neo-classical economics, welfare 
economics, and new institutional economics. The neo-classical approach considers the 
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market as a self-adjusting system in which supply and demand is corrected through 
the price mechanism until equilibrium is reached. It is assumed that such equilibrium 
can only be reached in a perfectly competing market characterized by rationally acting 
individuals and firms. However, in practice this is rarely the case. Markets are hardly 
fully competitive illustrated by the several monopolies and oligopolies that exist. Also, 
the assumption that market actors only behave rationally can be contested. Therefore, 
equilibrium often cannot be reached resulting in a suboptimal allocation of resources. 
Welfare economists consider these situations as market failures and such failures, it is 
argued, justify government intervention. 
 
According to Wolf (1988) four types of market failures can be distinguished. They 
are externalities and public goods, increasing returns, market imperfections, and 
distributional inequity (income and wealth). In each case inefficient market outcomes 
(insufficient or excessive outputs) are produced. This, in the view of the welfare 
economists, requires government intervention to remedy or at least alleviate these 
shortcomings. For instance, pollution is a negative externality of which the associated 
costs in a self-regulating market system are not appropriable by or collectible from the 
producers. Consequently, more tends to be produced than in terms of costs and benefits 
to society is considered necessary. This provides, in the view of the welfare economists, 
the rationale for government intervention through taxing or direct regulation to 
correct these shortcomings. Welfare economists assume that governments are capable 
of doing this perfectly without incurring any costs and only acting on behalf of public 
interest (Buitelaar, 2003, p.317).

However, this is being challenged by new institutional economists who argue that 
there are not only market failures, but also non-market or public failures (Webster, 
1998; Wolf, 1988). Government intervention may result in redundant and rising costs, 
unanticipated side effects (derived externalities), distributional inequity (power and 
privilege), and may have ‘private’ internal goals that do not always serve the public. In 
other words, an imperfect market allocation is not always accompanied by a perfect 
administrative process of allocation. For instance, the market-correcting policies of 
the government (e.g. taxation, regulation or subsidization) incur transaction costs (see 
Buitelaar, 2007). These are costs associated with the creation and usage of institutions 
(e.g. a tax law), and acquiring information that is needed to formulate policies. Welfare 
economists tend to ignore such costs, as they assume zero transaction costs, and as 
a result additional inefficiencies may occur. However, this does not mean that new 
institutional economists are against government intervention. Rather they argue 
that government intervention is not the only way of regulating markets. Whether 
government intervention is appropriate should be determined on the basis of its 
transaction costs compared to other alternatives.
When other institutional arrangements are more efficient than government regulation, 
i.e. achieving the same result at less cost, government regulation should be curtailed 
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(Coase, 1960). Accordingly, new-institutional economists see government intervention 
as functional as long as it improves the outcomes that would have otherwise been 
produced by markets or firms.

The three economic approaches outlined above can also be referred to when 
interpreting relations between planning policy and property markets. Each approach 
presents planners with a fundamentally different question (Adams & Tiesdell, 2010). 
The neo-classical approach addresses the question of how far planning policy directly 
affects the overall quantity of market supply and demand. The welfare approach 
concentrates on the extent to which planning policy is able to overcome market failure. 
New institutional economics focuses on the question of to what extent planning policy 
reduces (or indeed increases) market transaction costs. 

These three approaches all view the market as dichotomous to government and 
planning (Adams & Tiesdell, 2010). However, this is a misleading distinction (Lai, 
1994) and according to Alexander (2001) it is based on a widely held association 
between planning and ‘public’ as opposed to the private enterprise in the supposedly 
unplanned market. However, planning is not a strict government activity, nor do 
markets exclude planning. Also private firms are engaged in planning. For example, 
private railway operators in Japan each make their own business plans in which they 
outline their course for the coming years (see chapters 4 and 6). Therefore, it is better 
to make a distinction between ‘private planning’ of individuals and firms in the market 
and ‘public planning’ by planners in the government (Lai, 1994, p.91). In addition, it 
would be a misconception to think that markets can function separately from the state. 
A market can only function properly with rules and these rules generally need to be 
created and enforced by the government (Needham 2005; 2006). The choice between 
government and markets is thus not a dichotomous one (Buitelaar, 2003; Needham, 
2006; Webster & Lai, 2003). Consequently, it is rather unfruitful to treat government 
on the one hand and markets on the other as each other’s counterparts. Instead, it is 
necessary to consider the way in which they interrelate and function together: 

‘Our position in this respect is that state and markets co-evolve, complementing each 
other and, by trial and error, discovering better ways of distributing responsibilities 
between private and public sector and between private and collective action’ (Webster 
and Lai, 2003, p.2).

And more specifically applied to land use Needham (2006) argues:

‘The choice is rather how should a desire of the public, expressed through a state agency 
to influence land use decisions in particular way, be realized, with what combination of 
private law rules and what kind of public law rules?’ (Needham, 2006, p.27)
 
Therefore, one can argue that the relationship between the government and the market 
is symbiotic. 
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Politicians and public administrators are intricately involved in framing and reframing 
the market as they have the means to stimulate, regulate and shape market activities. 
Consequently, the public sector has the potential to re-make rather than merely accept 
market conditions. This implies that the public sector can use the market for its own 
sake. Therefore, the challenge is for the public sector not to become market actors, 
but rather to realize that they are already market actors, conscious of the market, and 
operate accordingly (Adams & Tiesdell, 2010).

Planners in the public sector that need to think and operate as market actors can no 
longer rely on an imposed and centralized coordination of both society and economy. 
Much of the planned order attempted in cities (e.g. city planning) and systems of cities 
(e.g. regional planning) has faltered, failed or been revised by the market. This is, as 
Webster and Lai (2003, p.21) argue, because government planners tend to ignore the 
strength of spontaneous re-ordering on the one hand and the interaction between 
planned and spontaneous order on the other hand. Failure occurs because, compared 
to the spontaneous ordering power of the market, a planned order by the public sector 
has an information disadvantage due to its dependence on centralized information. 
This information is more limited and in some cases simply defective and misleading 
(Webster & Lai, 2003). ‘Spontaneous’ refers to the ability of economic and political 
markets to adapt to changes in demand and supply without central planning. For 
example, markets have the ability to reassign property rights in response to changes 
in resource value (e.g. when land is subdivided). Political markets have the ability to 
adapt to changes in demand for collective action (e.g. a policy following voter interest). 
A government planner needs to be aware of this and of the exchange that is constantly 
taking place between this spontaneous order and the planned order. Imposed 
and centralized coordination (planned order) and spontaneous and decentralized 
coordination (spontaneous order) can compete (e.g. a government law constraining 
market activity or markets ignoring government plans) and complement (e.g. planning 
instruments stimulating market activity, or markets adopting government plans) each 
other. When government planners realize this, it will help them in finding better ways 
to distribute responsibilities between the private and public sector and private and 
public action. Planning by the public sector that recognizes the role markets play in 
coordinating land use changes and limits itself to establishing the rules of the game for 
market behaviour, offers both greater flexibility and predictability in meeting the needs 
of society. This is what Staley & Scarlett (1997) refer to as market-oriented planning. 
I prefer to call it market-conscious planning as introduced in Hoetjes et al., (2006).

In traditional government-oriented planning, regulations play a crucial role in 
coordinating land use changes. However, in many cases government regulations 
seem to impede rather than stimulate such changes, resulting in inflated transaction 
costs as well as more rigid and less efficient markets. A market-conscious approach 
to planning, I argue, seeks to find ways in which the government can help improve 
the functioning of markets. A possible way of doing this is by giving initiatives and 
freedom to the private sector, while at the same time presenting them with strict 
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requirements regarding the usage of land. For instance, in the case of planning, 
incentives allow the private developer a considerable amount of freedom in the 
planning and development of a location. However, the government is still able to 
influence this development; as a private developer who wants to apply for an incentive 
system needs to meet certain conditions pre-established by the government. Such an 
approach means that governments do not necessarily have to produce public services 
themselves. This could also be left to the private sector, whereby the government’s role 
is limited to establishing the requirements that the public services should meet (Salet 
et al., 2003). This example clearly shows that private sector investments can be used for 
achieving public goals and that public planning tools (e.g. incentives) can be used for 
achieving private goals. However, the extent to which this can take place depends on 
the negotiating powers of both the public and private sector.

The lack of market awareness by public sector planners is a central point in this 
thesis. This thesis builds on the argument put forward by Adams & Tiesdell (2010) 
by hypothesizing that government planners who behave as market actors are more 
effective in influencing developments, than government planners who neglect or deny 
the market as a mechanism for influencing developments. The aim of this research is 
to find out to what extent this is true by analysing the development process of station 
areas in Tokyo.

There are four arenas within which government planners should enhance their 
understanding of the market in order to increase the effectiveness of their policies 
(Adams et al., 2005, p.241-244):
1. Government actors need to realize that there is no such thing as a single market. 

Therefore policies need to reflect the particular characteristics of the submarket 
which they intended to influence.

2. Government actors need to acknowledge the importance of market dynamism. 
Property, land and transport markets are not static. Therefore policies should 
focus on facilitating the process of change.

3. Government actors should recognize the desire among the private sector for 
greater political stability and predictability, although this may seem rather ironic 
in the context of market dynamism.

4. Government actors need to be aware of the side-effects of planning and associated 
public policies, as these side-effects do not impact uniformly through the market.

The above indicates that government planners need to develop a better understanding 
of the market. However, it also necessary for market actors to enhance their 
understanding of the government, in regards to transport and land use planning. 
Market-conscious planning requires, as was mentioned before, an understanding 
of the interrelationships between government and market. Therefore, it may also be 
necessary for market actors to enhance their knowledge about public planning and 
implementation processes. There are three arenas within which market actors could 
learn about the government (Adams et al., 2005, p.246-247):
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1. Market actors need to realize that government actions are structured by political 
and institutional realities. This tends to be ignored. For example, it is not realistic 
to abolish green belts - whether a developer likes it or not. 

2. Market actors need to realize that the purpose of government actions is to change 
market outcomes, rather than to merely confirm market directions. 

3. Market actors may need to broaden their understanding of the instruments 
available to the government which can be used to change market outcomes. 
Planning involves more than development control and general land use regulation.

From the above one can conclude that a market-conscious approach to planning has 
consequences for both the role of the government and the private sector in planning. 
However, it seems fair to say that the role of the government in planning will be most 
affected. In market-conscious planning, planning is no longer the exclusive territory 
of the government. As a result, a strictly governmental view on planning, or as 
Boelens (2010) likes to call it ‘a planning from the inside-out’, is no longer considered 
sufficient. This automatically raises the question of to what degree the government 
should remain involved in planning. The views on this differ considerably among 
scholars. Some (e.g. Klosterman, 1985; Sorensen & Day, 1981; Staley & Scarlett, 1997) 
argue that matters should be resolved with as minimal government interference as 
possible. In their view government regulation and planning should be minimized as 
it hinders entrepreneurship, impedes innovation, and imposes unnecessary financial 
and administrative burdens on the economy. Government intervention is justified in 
the case of market failures involving public goods, externalities, prisoners’ dilemma 
conditions (pursuit of individual gain leading to external effects), and distributional 
issues (Klosterman, 1985). Others go a step further by questioning whether the 
government should be involved in land use planning at all (Boelens et al., 2006; 
Boelens, 2010; Buunk, 2006; Pennington, 2002). 

A crucial and distinguishing feature of a market-conscious approach to planning is 
that it is aware of the actual development opportunities determined largely by market 
forces, and it uses this knowledge to make the achievement of public goals substantially 
more feasible (Hoetjes et al., 2006). Taking into account market dynamics, means 
that public sector planners are better capable of deciding where and how to influence 
developments and helps them to explore possible synergies with public goals (Hoetjes, 
2010). This is different from market-led planning, which is more heavily focused on 
attracting (foreign) capital investments and less focused on whether these investments 
have certain public merits. These aspects to planning are addressed in a more balanced 
way by the market-conscious approach. 
This thesis will explore further how governments can improve the functioning of 
markets by focusing in particular on the planning tools that can be used to influence 
the decisions of land and property market actors. It is, however, realized that land and 
property actors can also influence the creation of new instruments (e.g. in Tokyo it is 
quite common that private developers lobby for new planning instruments). 
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There are four basic types of planning tools a government can use to achieve a desired 
land use (Adams et al., 2005; Needham, 2005):
1. Market shaping tools: instruments that shape the decisions of market actors. 

Examples are development plans, regulatory plans and indicative plans.
2. Market regulating tools: instruments that define the parameters for market actors’ 

decisions. Examples are zoning ordinances and restrictive covenants attached to 
land transfers. 

3. Market stimulation tools: instruments that restructure the contours of the decision 
environment of market actors. Examples are indirect/fiscal measures such 
as subsidies and tax breaks and direct government action such as compulsory 
acquisition, provision of public infrastructure, and joint ventures. 

4. Capacity building: instruments for developing actors’ capability to identify and/or 
develop more effective/desirable strategies. Examples are arenas for interaction/
networking, and partnerships/partnering arrangements.

This thesis will focus on market regulating and market stimulating tools. In 
practice both tools often go hand in hand. For example, using regulations to direct 
developments away from a certain location is often accompanied by stimulating 
developments elsewhere through incentives. Both types of planning tools are assumed 
to have the greatest influence on the decision making behaviour of market actors. They 
are therefore considered to be the most effective tools for achieving the goals of both 
the public and the private sector. This is illustrated by describing the planning process 
of station area developments in Tokyo. The core features of the Japanese planning 
system are its flexible zoning system (a market regulation tool) and the several 
incentive systems (market stimulating tools) that are being used to stimulate a more 
efficient and safe land use in Tokyo (see Chorus, 2002; 2006).The workings of some 
of these instruments are described with the purpose of showing how non-financial 
compensation instruments (see Janssen-Jansen et al., 2008)are used to trigger private 
developers in Tokyo, as well as in other cities in Japan, to invest in public facilities 
such as parks, plazas, sidewalks, cultural facilities, and in some cases even residences. 
The guiding role of the government in such a system is not weaker than in a more 
permissive system, rather it is stronger. This is because the government is still capable 
of influencing, through certain pre-established conditions, a desirable development 
outcome, which in the case of Tokyo is a more efficient and safe land use. In turn the 
private sector gains a more prominent position in planning, provided that it conforms 
to the pre-established conditions set by the government (Janssen-Jansen et al., 2008). 
This approach to planning is considered one of the main driving forces behind the 
development of station areas in Tokyo. As result it may provide useful insights for 
station area development projects in the Randstad. 
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2.3 Institutional transplantation and learning

Good station area development practices in Japan cannot simply be copied in 
the Netherlands. As we have seen in chapter 3, Japan and the Netherlands differ 
significantly when comparing their geographical, socio-economical and political 
context. Underlying these differences is the social model, i.e. the collection of social 
and common values (Nadin & Stead, 2008). Contextual differences must be taken into 
account when transferring ideas from one country to another. If this is not done then 
ideas might not turn out as expected or worse, they might be rejected. Institutional 
transplantation (de Jong, 1999), or the borrowing of institutional features from one 
country to another, is one of the concepts used in policy borrowing, and provides a 
method for adopting good decision-making ideas from one country to another. It is 
used in this research to explore how instruments, policies, procedures and roles of 
actors featured in station area development processes in Tokyo could be applied to 
station area developments in the Netherlands, particularly the Randstad. 

Before explaining why institutional transplantation is used and how it works, the term 
‘institution’ deserves some further explanation. Institutions can be defined as systems 
of embedded and established social rules that structure social interactions (Hodgson, 
2006, p.2). Language, money, table manners, system of weights and firms (or other 
organizations) are all examples of institutions. Such rules structure social interactions 
as they enable, constrain and also change behaviour. Organizations are, according to 
Hodgson (2006), a special type of institution because they have their own internal 
structures or networks which cannot function without rules of communication, 
membership, or sovereignty. For example, in a private railway company there are only 
a few people who have the authority to decide over investment decisions. They make 
these decisions based on certain rules that apply within the company (e.g. a certain 
return on equity) and give others within the company the responsibility to carry them 
out. Institutions can either be formal or informal. However, this distinction, as is argued 
by Hodgson (2006), is defined in different and confusing ways by various authors. 
Some identify ‘formal’ with legal and ‘informal’ with non-legal. Another regards the 
formal/informal distinction with explicit versus tacit rules. While yet another regards 
formal with designed and informal with spontaneous institutions. Therefore Hodgson 
(2006) suggests that it might be wise to use more precise terms such as legal, non-
legal, and explicit versus tacit. To avoid this confusion and to be more precise in this 
research the term ‘legal’ and ‘non-legal’ will be used. Legal institutions refer to the legal 
and administrative rules of a country. They are the rules of the game telling people 
what to do or what not to do and under which conditions. Non-legal institutions are 
the cultural values and norms underlying social practices and rituals. They are helpful 
in understanding the impact that certain rules have on the behaviour of people. An 
insight into both the legal and non-legal institutions of the original and host country 
is needed to find out whether a specific institution is transferable or not. It is more 
difficult to transplant non-legal institutions than legal institutions as cultural values 
are more elusive and harder to disentangle. Besides, making a distinction into legal 
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and non-legal institutions, it is needed to make a distinction between the three levels 
of action within an institution. They are the constitutional level, the level of policy 
area, and the operational level. An insight into these levels of action is helpful in 
understanding the different domains in which transplantation processes occur (de 
Jong et al., 2002). Six domains can be distinguished (see table 2-1).
 
Table 2-1 Different domains of institutional transplantation

Level of action Legal institutions Non-legal institutions

Constitutional level 
(ground rules)

Legal systems Value orientations

Level of policy area 
(relations between 
governmental bodies)

Formal regulations Informal codes

Operational level 
(daily activities)

Procedures, 
administrative forms

Roles, techniques

Source: adapted from de Jong, 1999, p.214.

Institutional transplantation is not a new phenomenon. Japan was in fact one of the 
first countries to borrow institutional features from other countries. During the Meiji-
period (1868-1912) Japan borrowed institutional features from other countries in a 
desperate attempt to turn the country into a modern state (de Jong et al., 2002). At 
present institutional transplantation is a global phenomenon which, due to processes 
such as globalization, Europeanization and improved infrastructure facilities, is 
applied on a worldwide scale. 
Why institutional transplantation is considered useful? The main idea behind 
borrowing institutions from one country and implementing them in another is that 
it should lead to improvements in the host country. It is regarded as a means to speed 
up development and to reduce the cost of development, as it is cheaper to adopt 
existing institutions than to develop completely new ones. How does institutional 
transplantation work? Institutional transplantation processes are considered to be 
more demanding for higher levels of actions and more difficult to implement for 
informal practices. In other words, the easiest procedures to transplant are those 
at the operational level, while value orientations at the constitutional level are the 
most difficult to transplant (de Jong et al., 2002). This thesis focuses on institutional 
transplantation processes at the operational level as it aims to transplant instruments, 
policies, processes, and roles regarding station area developments in Tokyo to station 
area developments in the Randstad. However, this does not mean that the other levels 
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of action will be ignored. The three levels of action are closely related to each other. For 
example, a change in procedures may require an adjustment of particular instruments, 
which in turn may require a revision of the law. However, for analytical purposes this 
thesis focuses on the operational level. 

How institutional transplantation works and what is crucial to its success can be 
illustrated by two perspectives (de Jong et al., 2002). The first perspective, the ‘actor 
pulling in’ argument, considers institutions as essentially man-made and that they can 
be framed and reframed by policy actors following their own preferences. Transplants 
are ‘pulled in’ by actors supportive of their ideas and ideologies. However, actors will 
never be able to entirely frame institutions by themselves as others have a say in this 
as well. Therefore, prior to adapting or adopting ideas to one’s country some form of 
agreement needs to be made. 
The second perspective, ‘the goodness of fit’ argument, considers the legal, cultural 
and political affinities and similarities between the host and donor countries. A 
transplant should fit into its new environment. Therefore, one should be aware of the 
(in) compatibilities between countries as this is considered vital in understanding the 
extent to which transplantation is possible. A way to assess the ‘goodness of fit’ of a 
transplant is by the concept of families of nations, which refers to a group of countries 
sharing similar legal, political and cultural characteristics. It is assumed that transplants 
between members of the same family are easier than transplant between members 
of different families. Two types of families can be distinguished at the constitutional 
level. They are the legal families and the cultural families. Legal families are based 
upon certain legal styles; these are the distinctive elements which give a legal system 
its particular form. Factors which contribute to the formation of a specific style include 
its historical development, its legal mode of thought, its legal sources and its ideology 
(Newman & Thornley, 1996). In Europe four different legal styles or families can be 
distinguished. They are the British, Napoleonic, Germanic and Scandinavian family. 
These legal families differ from each other in terms of constitution, state-society 
relations, political organization, policy style, form of decentralization and approach 
to public administration. 

Cultural families can be distinguished according to their differences in value 
orientations. Hofstede, a Dutch social scientist, uses five dimensions to assess these 
differences (Hofstede & Soeters, 2000, p.3-8):
1. Power distance: the degree of inequality among people which is perceived normal 

by the population of a country. This ranges from fairly equal (small power 
distance) to extremely unequal (large power distance).

2. Uncertainty avoidance: the degree to which people in a country prefer structured 
over unstructured situations. ‘Structured’ means there are clear rules to how one 
should behave. A country with strong uncertainty avoidance is considered rigid. 
One with weak uncertainty avoidance is considered flexible.

3. Individualism-collectivism: the degree to which people in a country prefer to act as 
individuals rather than as members of a group.
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4. Masculinity-Femininity: the degree to which values such as assertiveness, 
performance and success (masculine values) prevail over values such as quality 
of life, maintaining warm personal relationships, service, care for the weak, and 
solidarity (feminine values). When masculine values dominate one can speak of 
a performance society. When feminine values prevail one can speak of a welfare 
society.

5. Long-term orientation versus short-term orientation: the degree to which values 
are oriented towards the future like thrift and perseverance as opposed to values 
oriented towards the past and present such as respect for tradition and fulfilling 
social obligations. A society that adheres to future values more than past values is 
considered long-term oriented. When the reverse is the case a society is considered 
short-term oriented.

Countries may not only have different legal and cultural styles, but they may also 
differ in political style. This too is considered vital in understanding the extent to 
which a transplantation is possible and should therefore also be taken into account 
when assessing ‘the goodness of fit’ of a transplant. According to van Waarden (1999) 
certain national regulating styles can be distinguished based upon the political, legal 
and bureaucratic institutions present in a country. These styles can be characterized by 
comparing countries along three principal dimensions:

1. Degree of intervention by the state: to what extent, if at all, does the government 
intervene in society? This dimension is subdivided into three sub-dimensions: 
dominant source of intervention (government, market or societal organization), 
style of regulation (active or passive), and style of policy planning (fragmented or 
integrated).

2. Relation between government and societal organizations: how does the government 
deal with societal organizations during the phase of policy preparation or 
regulation? This dimension is subdivided into two sub- dimensions: kind of 
relationship (conflict-oriented, consensus-oriented or paternalistic) and character 
of the relationship (formal or informal).

3. Policy implementation and conservation: what approach is followed regarding the 
processes of implementation, conservation and sanctioning? This approach can 
either be strict (legalistic) or flexible (pragmatic).

It is important to be aware of the national regulating style of a country as it may help 
to explain the way people behave in a country. More specifically, in this research it 
helps provide an insight into the behaviour of the actors involved in the development 
process of station areas. 

The two perspectives, the ‘actors pulling in’ and the ‘goodness of fit’ argument, 
complement each other as both perspectives highlight different aspects of the 
transplantation process. The ‘actors pulling in’ perspective stresses the need not to 
overlook the importance of adaptation and implementation processes. Actors should 
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be given enough freedom to adapt models according to their own liking, as a lack of 
freedom may lead to resistance and/or ineffective outcomes. When actors are given 
enough freedom they are more likely to facilitate the transplantation process. The 
‘goodness of fit’ perspective underlines the importance of the starting situation in 
which a transplant is to be adopted. The starting situation should be acknowledged and 
taken into account when taking a model and adjusting it to one’s needs. Transplants 
do not necessarily need to occur between countries belonging to the same family of 
nations. Cross-family borrowings are possible as long as one is aware of the possible 
(in) congruencies between the donor (institutional transplant) and the host system 
(institutional context). 

What is not highlighted in the book of de Jong et al., (2002) is the actual learning process 
itself, in other words how cities actually learn from each other. The two perspectives 
outlined above explain how the transplantation process occurs and what is crucial 
to its success. The ‘actors pulling in’ perspective gives importance to practical and 
administrative matters. While the ‘goodness of fit’ perspective places more value on 
matters of congruence. However, whether an institutional transplantation is successful 
or not depends also on the willingness of a city to learn. Policy innovations are most 
likely to be adopted by pioneering cities that have the capacities to do so (Kern et al., 
2007). Factors such as city size, wealth, political institutions and their endowment with 
social capital seem to be crucial for a successful transplant. Consequently it can be 
assumed that innovations are more likely to be implemented by larger local authorities 
than by smaller ones, that richer cities tend to initiate innovation processes earlier 
than poorer cities, that certain political parties in the local government are more in 
favour of innovation than others, and that social capital (e.g. a social network) is an 
important precondition for the adoption of policy innovations. There is, however, 
little evidence on how cities learn from each other and even less on how this process 
occurs in the transport sector (Marsden, 2008). This makes it difficult to understand 
how to improve learning. There are three barriers which seem to hinder city-to-city 
learning (Marsden et al., 2009): 1) the lack of an institutional learning culture, 2) 
an unsystematic search for information, and 3) the lack of staff time and resources 
available for such searches. These barriers are closely related, as for example cities 
with stronger learning cultures (i.e. when within an organization new ideas and staff 
learning is actively encouraged) will make more resources available for learning. Cities 
should overcome these barriers in order to initiate policy innovation. Consequently, 
it seems that institutional transplantations are only successful when, besides practical 
and administrative matters (actors pulling in) and matters of congruence (goodness of 
fit), the learning capacities mentioned above are also taken into account.
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2.4 Synthesis

Three theories have been discussed that together make up the theoretical framework 
of this research. The first theory (transport and land use interaction) has addressed 
the complex relationship between transport and land use. It has demonstrated that the 
cyclical relationship between transport and land use is not a closed one, but instead 
is influenced by many outside factors. In this thesis the node-place model (Bertolini, 
1999) is used to further explore these relationships with a particular focus on station 
areas. More specifically, it is used to explore the spatial development dynamics of 
station areas in Tokyo. This is done at three different levels: 1) network, 2) the corridor 
and 3) the station. In chapter 5 the development patterns of station areas on a network 
level are analysed using the node-place model. Accordingly, these patterns are further 
analysed on a corridor level in chapter 6.This is followed by an in-depth analysis of 
three case studies of station area developments in Tokyo in chapter 7. The second 
theory (market-conscious planning) dealt with the role of the government and market 
in planning. It illustrates that the relationship between the government and the market 
is actually symbiotic, rather than dichotomous. Government planners are intricately 
involved in framing and reframing the market as they have the means to stimulate, 
regulate and shape market activities. Consequently, the public sector has the potential 
to re-make rather than merely accept market conditions. Government planners, 
however, often do not realize this and therefore are less effective in in influencing land 
use developments, than when they would behave as market actors. Consequently, 
they should become more aware of the market and the driving mechanisms behind 
it. Using this knowledge they can determine the operation of the market, in regards to 
planning, by establishing requirements that the market must meet. These requirements 
can be enforced by planning instruments such as the incentive systems. This is the 
leading hypothesis behind the analysis of station area developments in Tokyo and the 
Randstad. This analysis takes place in chapter 4 where is described and explained how 
station areas are developed and what actors are involved, and in chapter 7 where this is 
demonstrated in practice. The third theory (institutional transplantation and learning) 
deals with the difficulties that emerge when trying to adopt and transplant ideas 
between two different countries. It has been demonstrated by two perspectives (i.e. the 
actors pulling in and the goodness of fit perspective) how a transplantation process 
occurs and what is crucial to its success. The first perspective stresses the importance 
of adaptation and implementation processes. The second perspective stresses the 
importance of understanding the existing setting in which a transplant is adopted. In 
addition, it has been shown that in order for an institutional transplant to be successful 
attention should also be paid to the learning capacities of a city or country. The latter 
seems to be particularly important for determining the extent to which a city or 
country can actually learn. This learning process is highlighted in chapters 9, 10, and 
11. Chapters 9 and 10 describe the result of a series of focus groups and focused- group 
interviews that were held in the Randstad. The aim of which was to assess what and 
how the Randstad can learn from station area development practices in Tokyo. Based 
on the findings of the focus groups and focused-group interviews some additional 
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interviews were held in chapter 11 with actors involved in the development of station 
areas in the Randstad. These interviews were structured by a number of hypotheses. 
The findings presented in chapters 9-11 are interpreted in chapter 12, taking into 
consideration the legal, cultural and political styles that characterize Japan and the 
Netherlands.

Figure 2-2 schematically demonstrates how these theories relate to each other.
Central in the scheme are the node and the place, representing the transport and 
land use markets in which station area developments occur. Both markets, or rather 
the transport and land use changes occurring within these markets, influence each 
other as depicted by the arrows in the centre. This relationship is not a mutually 
exclusive one, as there are also external factors which intervene and influence these 
markets. These external factors are referred to as ‘context’ in figure 2-2. The focus 
of this research, however, is on providing a better understanding of the underlying 
relationships between transportation and property markets, i.e. the transport and 
land use patterns occurring within these markets. Both transportation and property 
markets are influenced by public and private actors and the interrelationship between 
them. Public and private actors both conduct policies and have instruments with which 
they can influence transport or land use patterns. For example, governments conduct 
transport and land use policies with which they can frame and re-frame transport and 
property markets. Private actors have their share in this with their investment policies 
in which they decide where and to what extent to invest. Public and private actors 
could opt to do this in an interrelated an even joint manner to profit from possible 
synergies between public and private sector targets. This is a typical feature of the 
market-conscious approach to planning followed in Tokyo, in which private sector 
investments are used to achieve public targets and public planning tools are used to 
achieve private targets. 
The scheme depicted in figure 2-2 provides the framework against which institutional 
transplantation and learning between Tokyo and the Randstad could take place. 



Station area developments in Tokyo and what the Randstad can learn from it

- 50 - 

Figure 2-2  Analytical scheme underlying the theoretical framework

Context

NODE
(transportation market)

Public sector
(governement)

Private sector
(developers, investors)

PLACE
(property market)

Public sector
governement

Private sector
(developers, investors)

 

2.5 Methodological framework

The goal of this research is twofold: 1) to draw lessons from station area developments 
in Tokyo and 2) to explore how these lessons could be applied to station area 
developments in the Randstad. Two forms of research are used to address these goals. 
The part focusing on Tokyo (part two: chapters 4 to 7) uses explanatory science, while 
the part focusing on the Randstad (part three: chapters 8 to 12) uses design science (see 
figure 2-3). The characteristic features of both research types and their implications for 
this research are further discussed below.



Chapter 2 - Theoretical and methodological framework

- 51 - 

Figure 2-3  Methodological framework
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Explanatory science versus design science
Explanatory science is characterized as being description-driven with a focus on 
understanding problems. Its objective is an explanandum or ‘something to explain’ and 
typically uses descriptions, explanations and/or predictions as its research products. Its 
focus is usually some kind of causal model in which dependent variables are explained 
and/or predicted by independent variables. The node-place model analysis carried 
out in this research can be considered a typical example of explanatory science. It is 
used in this research to explain the spatial development dynamics of station areas. 
Questions that are typical of an explanatory science research have been addressed, 
such as, ‘Which transport and land use factors are responsible for structuring station 
area developments, and to what extent?’ The node-place diagram resulting from this 
analysis should be seen as the causal model in which transport and land use factors 
(dependent variables) are used to explain the development dynamics of station 
areas (the independent variable). In a similar, i.e. descriptive- driven, way the spatial 
development dynamics of railway corridors and stations have been analysed.

Design science, a term used by van Aken (2004), has rather different characteristics. 
First of all, it is prescription-driven and focuses on solving problems. Its objective is 
a mutandum or ‘something to change’ and typically uses prescriptions (‘if you want 
to achieve Y in situation Z, then something like action X could help’) as its research 
product. Its focus is not primarily oriented towards a causal model, but rather to develop 
knowledge to solve construction problems (e.g. in architecture or engineering), or to 
develop knowledge to improve the performance of existing entities (e.g. in medicine or 
management). To be clear, this is not the same as applied science or basic science. As 
the aim of design science is not simply to apply knowledge generated by explanatory 
science, but rather to generate new knowledge (van Aken, 2005). The way that the 
potential of the Tokyo approach for the Randstad has been assessed can be considered 
a typical example of design science. It is used in this research to gain knowledge on 
how to improve the planning of station area developments in the Randstad. Also, 
questions that are typical for design science have been addressed such as ‘Can we 
learn from Tokyo in the Netherlands? What can we learn, or why can’t we learn?’ 
Through a series of focus groups, focused group interviews and individual interviews, 



knowledge was developed regarding the applicability of the Tokyo approach to station 
area developments in the Randstad. This knowledge produced a number of potential 
solutions, i.e. lessons identified by the participants and observations made by the 
researcher, considered applicable to the development of station areas in the Randstad/
Netherlands. 

According to van Aken (2004) both types of research are needed in order to overcome 
the utility problem that exists between research and practice. In his view, the reason 
that academic research, in this case management research, is hardly used in practice 
is caused by its very nature. Management research, but also most natural and social 
sciences, is predominantly focused on understanding problems (descriptive-research), 
while it should be primarily concerned with solving problems (prescriptive-driven). 
Therefore, only half of the desired result is achieved. A next step is to develop (alternative) 
solutions (van Aken, 2004). Planning as a discipline is showing a similar problem. Just 
like management research its primary concern is oriented towards change. However, 
this is not reflected by academic research in planning, as most research is concerned 
with understanding planning practices (Straatemeier et al., 2010). 

Central to design science is that the potential solutions given should be both tested 
in practice and grounded in theory. Without proper testing solutions remain 
recommendations that are the result of descriptive research and as such are not helpful 
in overcoming the earlier-mentioned utility problem. Testing means that the researcher 
has to apply the solution in his field to find out whether it works in practice. Grounding 
means that the researcher not only knows whether something will work in practice, 
but also understands why this is the case, and consequently connects these practical 
findings with wider available theories. Relevant innovations do not originate in an 
academic vacuum, but need to be developed in a co-production between academic 
researchers and intended users carried out in the context of an innovation’s intended 
use, as only then a reciprocal learning process between research and practice can be 
activated. The notion that practical knowledge can only be generated within actual 
experience has been further articulated and put into practice in the field of education 
by the experiential learning cycle of Kolb and Fry (1975). In the experiential learning 
cycle new knowledge is generated in a continuous flow in which ‘the observation of 
and reflection on concrete experiences’ leads to the ‘forming of abstract concepts’. 
These are then ‘tested in new situations’ and eventually result in the adaptation of 
existing practices, i.e. ‘concrete experience (see figure 1-2). The experiential learning 
cycle can also provide a useful framework for establishing a relationship between 
planning practice and planning research. Although in current planning practice all 
the activities from the learning cycle are present, they are often not linked, at least 
not systematically or directly (Marsden et al., 2009; Straatemeier et al., 2010). It is 
argued that a more direct and systematic link between these different activities (and 
the people and organizations behind them) would much improve learning processes 
and thus the generation of knowledge in planning research and practice (Straatemeier 
et al., 2010). Consequently, this would mean that researchers need to engage more in 
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practice (in ‘concrete experience’) and practitioners need to engage more in research 
(in ‘forming abstract concepts’). 

The experiential learning cycle has provided a useful framework for structuring 
this research. It has been used to structure both the explanatory science part of this 
research (i.e. part two of this research oriented towards describing and explaining how 
station area developments in Tokyo are planned) and the design science part of this 
research (i.e. part three of this research oriented towards identifying prescriptions for 
how station area developments in the Randstad could be improved). In the descriptive 
part of this research the learning cycle was applied as follows. The researcher 
concerned carried out field work in Tokyo from 2005 till 2007 to see firsthand how 
station area developments are planned in Tokyo (‘concrete experience’). In addition 
interviews were held with several actors involved in station area development projects 
in Tokyo, ranging from national to local governments and from private developers to 
private railway operators. In addition, several documents were analysed (‘observation 
and reflection’). In this way the researcher was able to identify the driving forces 
behind station area developments in Tokyo (‘forming abstract concepts’). In figure 
2-4 the experiential learning cycle is depicted combined with the specificities of the 
descriptive-driven part of this research. 

Figure 2-4  Experiential learning cycle as applied in the explanatory science part of this research

Concrete 
experience 

Station area 

developments in Tokyo 

Forming abstract 
concepts 

Driving forces behind station 

area developments 

 in Tokyo 
 

Observation and 
re�ection 

Interviews with key 

actors and literature 

study  



Station area developments in Tokyo and what the Randstad can learn from it

- 54 - 

In the design science part of this thesis the learning cycle was applied as follows. In 
a series of focus groups and focused-group interviews the driving forces identified in 
Tokyo were tested in a number of Dutch case studies (‘testing in new situations’). The 
identified driving forces were tested in multiple cases, as only through repeated testing 
can a proper understanding be generated of why or why not certain aspects of the 
Tokyo approach have potential in the Randstad, and to what extent context has played 
a role in this. The focus groups and focused-group interviews provided the researcher 
with an overview of the aspects of the Tokyo approach that the participants believed 
could have potential in the Randstad. These aspects were further explored through 
some additional interviews held with actors involved in station area developments in 
the Randstad/Netherlands (‘observation and reflection’). In figure 2-5 the experiential 
learning cycle is illustrated combined with the specificities of the prescriptive-driven 
part of this research.

Figure 2-5  Experiential learning cycle as applied in the design science part of this research  
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This chapter starts by introducing the metropolitan areas of Tokyo and the Randstad 
before starting with the second part of this thesis, i.e. the analysis of how station area 
developments are planned and developed in Tokyo. This should provide the reader, 
who is unfamiliar with either one or both regions an idea of what the Randstad and 
Tokyo are about. This background information is necessary to fully understand to 
what extent the Randstad is able to learn from Tokyo regarding the development of 
station areas. First the Tokyo Metropolitan Area will be introduced by describing 
consecutively its geographical, socio-economical, morphological and institutional 
features. Afterwards, in a similar fashion the Randstad is described. In the third and 
final section both metropolitan areas are compared and some conclusions are drawn.

Introducing 
Tokyo and the Randstad3

- 57 - 
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3.1 Tokyo

3.1.1 Geography
Japan consists of four main islands which are named Hokkaido (1), Honshu (2), 
Shikoku (3) and Kyushu (4). Tokyo is located on Honshu, the largest island of Japan, 
and is the largest among the three major metropolitan areas in Japan, i.e. Tokyo, Osaka 
and Nagoya (see figure 3-1).

Figure 3-1   Location of Tokyo in Japan

Source: adapted from website of Tokyo Metropolitan Government.

There are various geographical boundaries of Tokyo each having a different size and 
number of the population (Cybriwsky, 1991). First, there is the so-called ‘Ward Area’ 
referring to the original central city of Tokyo. With a size of 621 square kilometres 
and a population of 8.8 million people this is the smallest definition of the Tokyo. 
The name ‘Ward Area’ is derived from the 23 wards governing central Tokyo. Until 
1943 these wards constituted the city of Tokyo. Now they are separate self-governing 
municipalities each having their own major, council and the status of a city.
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In 1943 Tokyo city merged with the Tokyo prefecture to form the current metropolitan 
prefecture also referred to as Tokyo-to, which is another name used for Tokyo. 
Prefectures are regional authorities comprising municipalities and are in charge of 
broader regional administration. Japan consists of 47 prefectures. The prefecture 
of Tokyo comprises an area of 2.187 square kilometres and has a population of 
approximately 13 million people. It is administered by the Tokyo Metropolitan 
Government (TMG). Yet, in another definition Tokyo is considered the area 
encompassing the prefectures of Saitama, Chiba, Kanagawa and Tokyo comprising an 
area of 13.557 square kilometres with a population of approximately 36 million people, 
which makes it the largest metropolitan area of the world in regards to population size 
(see figure 3-2). It contains the administrative units within 50 kilometres of central 
Tokyo. The latter definition is most commonly used for describing the metropolitan 
area of Tokyo called (Greater Tokyo Area (GTA)) and is used in this research when 
referring to Tokyo. There exists no single government unit for the GTA. Instead the 
four prefectures that make up the GTA cooperate informally regarding transport and 
land use matters. Last but not least a definition for Tokyo exists containing an even 
larger area and consequently population, i.e. the ‘National Capital Region’. This area 
consists of the prefecture of Tokyo and its six surrounding prefectures and has a size 
of 36.890 square kilometres and a population of roughly 42 million people (Mitsui 
Fudosan, 2008). Similar to the GTA this area does not have its own government unit. 
Instead there is informal cooperation between the seven prefectures that are part of the 
National Capital Region.
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Figure 3-2  Greater Tokyo Area

Water

Green/Nature areas

Urbanised areas

Major arterial highways
Railways

Note: ‘Haneda’ and ‘Narita’ are the international airports serving the Greater Tokyo Area. 

3.1.2 Population and economic trends 
Population
As of 2010 the population of the GTA comprises 35.6 million people (see figure 3-3) 
which is approximately 28% of the total population of Japan. Between 2000 and 2005 its 
population grew on average by 3%. On a prefectural level the Tokyo prefecture outpaced 
its surrounding prefectures and grew by 4.7%. As of 2009 the average population 
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density in the GTA was 3.200 persons per square kilometre, which was almost ten 
times the national average (Ministry of Internal Affairs and Communications, 2010). 
However, population densities vary considerably within the GTA. For example, the 
Tokyo prefecture has an average density of approximately 6.100 persons per square 
kilometre, while the average density in the Chiba prefecture is only 1.200 persons per 
square kilometre. It is expected that despite a declining national population, due to 
falling birth-rates and an ageing society, the population of the GTA will continue to 
increase until the year 2015 (TMG, 2006). 

Figure 3-3  Population growth of Greater Tokyo Area (in millions)

Source: Ministry of Internal Affairs and Communications, 2010.

Migration
The population growth, however, is not evenly distributed within the metropolis. 
As figure 3-4 illustrates it is mainly the inner city areas that have managed to benefit 
from this growth, while the suburban areas have seen a decrease in population. This 
contrasts sharply with the reverse tre  city areas saw a decline in population. Thus 
since 2000 the inner- city areas of Tokyo have regained popularity, particularly the 
three inner- city wards of Tokyo (Chiyoda ward, Chuo ward and Minato ward) where 
between 2000 and 2005 the population increased by 15% or more (TMG, 2006). The 
TMG had introduced policies to promote housing in the central business districts4  
which may have contributed to this strong increase. 

4 For instance, private developers that included housing in their development were awarded with an 
additional floor area ratio.
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Figure 3-4  Population changes in the Greater Tokyo Area
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In 2009 the population migration between the Tokyo prefecture and its surrounding 
prefectures showed a total migration of 770.000 people; 413.000 people had moved in 
and 357.000 people had moved out, resulting in a net increase of 56.000 persons. This 
increase was much higher than that of its neighbouring prefectures, and has in fact 
been the prevailing trend since 1997 (see figure 3-5). 

Figure 3-5  Net-migration (net-loss) by prefecture within the Greater Tokyo Area

Source: Ministry of Internal Affairs and Communications, 2010. 

population decrease 
in the suburban areas



Station area developments in Tokyo and what the Randstad can learn from it

- 64 - 

Demographic composition by age
Since the 1980s Japan has been experiencing a rapid decline in its population growth. 
Falling birth-rates and a rapidly ageing society are responsible for this decline. 
Regarding the latter, in 2010 23.1% of the total population of Japan consisted of people 
aged 65 years and over, which is the highest percentage in the world. It is predicted that 
by 2050 this percentage will have increased to 39.6 percent. Moreover, Japan has the 
highest average life expectancy in the world. In 2010, this was 86.4 years for women 
and 79.6 years for men (Ministry of Internal Affairs and Communications, 2010). In 
the GTA, the share of people aged 65 years and over accounted for 20.5% in 2009 (see 
figure 3-6).

Figure 3-6  Changes in demographic composition in the Greater Tokyo Area

Source: compiled from Ministry of Internal Affairs and Communications, 2000; 2009; 2010.

Daytime and night-time population
On a prefectural level there are large differences between the daytime and the night-
time population in the GTA. These differences are most pronounced in the prefecture 
of Tokyo (see figure 3-7). As of 2005 the daytime population accounted for 14.98 
million people, while the night-time population accounted for 12.416 million people 
(Ministry of Internal Affairs and Communications, 2010). The daytime population 
is thus 1.2 times (2.56 million) larger than the night-time population. This relatively 
large difference is caused by a daily inflow of commuting workers and students from 
neighbouring prefectures, in particular Saitama, Chiba and Kanagawa. Consequently, 
these prefectures show a reverse trend. For instance, in 2005 the daytime population 
of the Chiba prefecture was 0.9 times that of its night-time population. Figure 3-7 
illustrates that during the period of 1975-2005 the daytime population of the Tokyo 
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prefecture increased faster than the night-time population. Consequently, this has 
widened the gap between the daytime and night-time population.

Figure 3-7  Changes in daytime and night-time population of Tokyo prefecture (millions)
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Note: every five years a population census is carried out. However, at the time of writing this research the  
results from 2010 had not been released. 
Source: adapted from Ministry of Internal Affairs and Communications, 2006.

Demographic composition by industry
In 2005 1.8%5  of the working-age population in the GTA (255.000 persons) was 
employed in primary industry, including agriculture, forestry and fisheries (see figure 
3-8). This is relatively low when compared to the national average of 4.8%. Of the 
working-age population 27.4% (4.5 million persons) was employed in secondary 
industry, including mining, construction and manufacturing. This is also relatively low 
when compared to the national average of 31.7%. However, the share of the working-
age population employed in the tertiary sector was relatively high when compared 
to the national average. As of 2005 67.9% (11.5 million persons) was working in 
commerce, transportation, communication, or services, while the national average 
was 61.7%. All together the GTA generated a labour force population of approximately 
16.2 million people in 2005.

5 This is an average. Between prefectures there exist considerable differences.
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Figure 3-8  Employed persons by three industry sectors in Greater Tokyo Area (%)
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Gross Domestic Product
The regional income of the GTA was 1.590 billion Euros in 20076  thereby accounting 
for approximately 32% of the Gross Domestic Product (at current prices) of Japan 
(see figure 3-9). At present Japan is the third largest economy in the world with a 
share of 8.7% (as of 2010) in the world economy (Price Waterhouse Coopers, 2011). 
Tokyo is the largest metropolitan economy in the world and its value is similar to 
national economies such as Mexico and Spain (Price Waterhouse Coopers, 2009). The 
Gross Domestic Product per capita of Japan was approximately 25.000 Euros7  in 2010 
(International Monetary Fund, 2011).

6 Most recent data available.
7 33.885 US dollars.
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Figure 3-9  Gross domestic product of the Greater Tokyo Area (billion Euros)

	  

Source: adapted from Ministry of Internal Affairs and Communications, 2010. 

3.1.3 Railways 
Railways play a vital role in Japan’s urban transit. Every weekday millions of commuters 
and students use the train to travel either to work or to school. In comparison to other 
countries the railway transport share of Japan far exceeds that of major European 
countries. The railway transport share in Japan is 29 % against 6.6% in the UK, 8.1% in 
Germany and 9.8% in France8 (Eurostat, 2010; East Japan Railway Company,, 2010). 
In the GTA railways accounted for 53% of all transportation in 2008, while the share 
of cars accounted for 24% of all transportation (Ministry of Land, Infrastructure, 
Transport & Tourism, 2008). 

The railway network in the GTA contains over 2.500 kilometres of railway tracks 
and is used by approximately 14.5 million passengers each day (JR East, 2010). In 
comparison, Germany’s railway network has around 6 million passengers per day and 
is considered the most heavily used railway network in Europe. The GTA is served 
by 30 railway operators running 121 individual rail lines including commuter rails, 
subways, monorails, and trams. Most railway lines are privately owned and operated, 
while some railway lines are jointly owned by the public and private sector. In addition, 
some of the subway lines are owned and operated by the TMG (i.e. Toei Metro), while 
others are operated by the private company Tokyo Metro whose shares are owned by 
the TMG and the national government. The current subway network consists of 13 
lines of which 9 lines are operated by Tokyo Metro and 4 lines by Toei metro. East 
Japan Railways Company (JR East) holds the largest share in Tokyo’s railway network 
and accounts for nearly half of the volume of railway passengers carried in the GTA 
(see figure 3-10). Besides serving the GTA, JR East also operates trains (including 
high-speed trains) in the rest of north eastern Honshu. As such JR East is considered 
the largest passenger railway company in the world, serving 17 million passengers on 
a daily basis (JR East, 2010).

8 Respective figures are of the following years; Japan (2009), UK, France and Germany (2007).
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Table 3-1 Major railways in the Greater Tokyo Area (as of 2010)
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JR East 1106,1 42,4 80,058 43,7
Tobu Railway 463,3 17,8 12,389 7
Tokyo Metro 195,1 7,5 18,518 14,6
Seibu Railway 176,6 6,8 8,753 4,7
Toei Metro 131,2 5 6,131 6,4
Odakyu Electric Railway 120,5 4,6 11,084 5,7

Tokyu Corporation 104,9 4 10,202 6,4

Keisei Electric Railway 102,4 3,9 3,583 2,5
Keihin Electric 
Express Railway 

87 3,3 6,223 3,7

Keio Electric Railway 84,7 3,3 7,471 3,9

Sagami Railway 35,9 1,4 2,586 1,4

Total 2607,7 100 166,998 100

Source: JR East, 2011.
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There are 8 other major private railway companies (excluding the two subway 
companies) operating passenger services in the GTA. In contrast to JR East, these 
companies do not operate throughout the whole metropolis or beyond, but instead 
each have their own geographical territory within the GTA. The northern part is 
covered by Tobu railways, the western part by Seibu and Keio, the south western part 
by Tokyu and Odakyu, the southern part by Sotetsu and Keikyu, and the eastern part by 
Keisei (see figure 3-10). The foundation for at least a part of this geographical division 
was laid in 1938 by the so-called Land Transport Business Coordination Law. This 
law recommended consolidating all private railways in the southwest into one entity 
named Tokyo Kyuko Electric Railway (nicknamed Big Tokyu). In 1948 this company 
was broken up to create the current Keio, Odakyu and Tokyu Corporations. In a 
similar way railway companies in the northwest of Tokyo were consolidated resulting 
in the current Seibu Railway Company (Aoki et al., 2000).

It is quite common for railway operators in Tokyo/Japan to cooperate with their 
neighbours by offering through-train services between their respective networks. 
In some cases, this has resulted in five different railway operators using each other’s 
railway network. In practice this works as follows: when a railway operator enters the 
network of a different railway operator, the railway staff exits the train and is replaced 
by the staff of the other operator. The rolling stock itself is not replaced and continues 
until the final destination. However, the usage of the rolling stock is alternated to level 
out the usage of rolling stock between the different railway operators. An advantage of 
this is that passengers no longer need to transfer between networks of different railway 
operators. A disadvantage of this is that the network as a whole is more vulnerable; if a 
train is delayed this will affect a larger part of the network than when no through-train 
services are offered.
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Figure 3-10   Major railway operators in the Greater Tokyo Area
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A persistent feature of trains in Tokyo and in other metropolitan areas is that they 
are often extremely crowded at peak travel times. It is quite common in Tokyo to find 
trains with congestion ratios of over 200%, meaning that these trains carry a number 
of passengers twice their capacity. These high congestion levels are caused by the 
enormous flows of passengers that commute daily from the surrounding prefectures 
to Tokyo’s 23 wards, in particular to the city centre (see figure 3-11).
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Figure 3-11  Daily commuting patterns within the Greater Tokyo Area 

Note: the numbers below the figure are in units of ten thousand.
Source: adapted from Ministry of Land, Infrastructure &Transport, 2005.

The large daily influx of commuters can be explained by the fact that the majority of 
jobs are heavily concentrated around the centre of Tokyo, in particular the Central 
Business District, while a large part of the workers reside outside the centre (Kawabata, 
2003). As figure 3-11 demonstrates commuting patterns in Tokyo are radially-
oriented. This is inherent, as the next paragraph will illustrate, to the configuration 
of the railway network; in Tokyo a loop line (i.e. the Yamanote line) connects most of 
Tokyo’s urban sub centres, while commuter lines radiating outwards from one of these 
centres connect the suburbs. 

3.1.4 Land use patterns 
Besides being a dominant mode of transportation within the GTA, railways have 
also played, and are still playing, a pivotal role in shaping the urban structure of 
the metropolitan area. As figure 1-1 in chapter 1 demonstrates, railways have been 
determining the growth of Tokyo for decades. Especially after World War II when 
Tokyo was going through a period of large economic growth it was the railways that 
facilitated the development of Tokyo. The decisive factor in the transformation of the 
city layout, however, was the Great Kanto Earthquake of 1923, which encouraged many 

10.000 - 500.000
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people to move to the suburban areas in the western part of Tokyo. The development of 
these suburban areas went hand in hand with the development of the railway network. 
What greatly stimulated the integral development of railways and their surroundings 
was the fact that private railway developers owned the railway infrastructure as well as 
large parts of the areas around it.

In addition, the structure of the railway network in Tokyo has proven to be supportive 
of urban developments, particularly regarding the formation of the sub-centres (see 
figure 3-12). Tokyo’s railway network consists of several radial lines that run from the 
suburbs to the centre of Tokyo. The centre of Tokyo is connected by a circular loop 
line (i.e. the Yamanote line, owned and operated by JR East) on which all private radial 
lines, except the Chuo line, terminate. This structure created natural growth points 
at the intersections between the main radials and the circular loop (Sorensen, 2001). 

Figure 3-12   Structure of Tokyo’s railway network at the inner-city level
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Note: the Waterfront Sub-centre, which is considered Tokyo’s seventh sub-centre, is not displayed in this figure. 
This sub-centre is located east of the amanote line in the Tokyo Bay. 

These natural growth points are where the sub-centres are to be found. It is not a 
coincidence that sub centres developed around the terminal stations of the private 
railway operators. After 1906 when the Railway Nationalisation Act went into effect 
private railway operators were no longer allowed to use or build lines that could 
interfere with government lines. 
The reason for this was that the government did not want to compete with private 
railway operators, as both the Yamanote line and the streetcar network within the loop 
were government-owned. Therefore private railway operators had to establish their 
terminals along the Yamanote line, and suburban commuters who needed to go to the 
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city centre had to switch trains here. The initial development of the sub-centres was 
thus largely the result of their location at the junction of private and public railways 
(Chorus, 2009).

The metropolitan railway network of Tokyo consists of several sub-centres, each 
fulfilling a particular role in the railway and urban network. This is most clearly 
pronounced at the inner-city level where the sub-centres along the Yamanote line 
each have a specific functional profile. The area around Tokyo Station is the traditional 
Central Business District (CBD) of Tokyo and has as such an (inter)national function. 
Over 4000 companies, among them many (inter)national head offices, are located in 
the surrounding area contributing to approximately 20% of Japan’s Gross Domestic 
Product. Besides having a workforce of 240.000 people, the area attracts more than 
700.000 visitors per day (Okada, 2006). The CBD is supported by seven sub-centres 
which play an important role for the GTA either as economic, cultural or entertainment 
centres (see figure 3-13). The station of Shibuya, for example, is a centre for the youth, 
which is most clearly expressed by the several department stores aimed at these 
groups. Shinjuku is a business centre and boasts many offices, while Ueno is a cultural 
node articulated by the many museums that are located there. The different characters 
of these centres gradually evolved over time and were historically determined by the 
types of activities that took place within these areas (Chorus, 2009).Besides these sub-
centres several other nodes can be distinguished throughout the metropolitan area 
that either play a role on the local or the regional level. Exchange between the local 
and regional level takes place via the railway lines that radiate outwards from one of 
the sub-centres. Consequently, the metropolitan railway network of Tokyo seems to be 
growing in a coherent way towards a polynuclear network in which nodes complement 
rather than compete with each other. However, this is not yet supported by the urban 
structure as the majority of jobs and commercial facilities are situated within the city 
centre of Tokyo (i.e. roughly the area within the Yamanote loop line). In other words, 
the urban structure of Tokyo is rather monocentric despite government plans since the 
1930s that focused on developing polynuclearity (Sorensen, 2001). These policies were 
potentially unsuccessful because, despite the promotion of a wide range of sub centres 
and satellite cities throughout the region, the government failed to stop promoting the 
development of the main sub centres (Ibid). 
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Figure 3-13  Functional profiles of the metropolitan sub- centres of Tokyo
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Note: the Waterfront Sub-centre (not displayed in this figure) focuses on industry, culture and entertainment.
Source: adapted by the author from TMG, 2002.

Tokyo’s railway-oriented urban structure is supported by a combination of government 
policies encouraging public transport use and discouraging car use (Cervero, 1998). 
Car usage in Tokyo is discouraged through several measures such as high parking fees, 
high taxes on vehicle ownership, and toll charges on all intra-urban and inter-urban 
highways.9  Furthermore, only a relatively small part of the originally planned highway 
system has been developed in Tokyo compared to other cities such as Paris, London 
and New York. For example, none of Tokyo’s planned three ring roads are completed 
(TMG, 2006). Therefore, all through-traffic is forced to go through the city centre. 
The result of this is that the main expressways are congested throughout a large part 
of the day. Last but not least, there are garaging requirements, which require anybody 
who wants to register a car to provide evidence of having an off-street parking space 
at their residence. Given the high land prices and the narrow roads there is little space 
available for off-street parking, particularly in central Tokyo.

The usage of public transport is encouraged in Tokyo/Japan by the national government 
through tax incentives. Most workers in Tokyo/Japan receive a tax-free commuting 
allowance from their employer. Car users also receive a tax-free commuting allowance. 
However, this is only a fraction of what the public transport users receive and is based 
on the individual’s travelling distance. In addition, trains and buses in Tokyo are 
extremely punctual (and thus reliable) and frequent (every 2 minutes during rush hour 
and every 5 minutes during off-peak hours). All together this makes public transport 
a more favourable option than the car.

9 However, at present there are discussions to introduce in some regions of Japan toll-free expressway 
segments on weekends and national holidays.      
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3.1.5 Government structure 
Japan is a unitary state with two government levels: the national and the local 
government. There is no official government entity at a regional level. Local governments 
in Japan are two-tiered consisting of prefectures serving wider areas and municipalities 
serving local areas. There are 47 prefectures in Japan ranging in population from 12 
million people (the Tokyo prefecture) to the Tottori prefecture with just 600.000 
inhabitants. Also prefectures differ considerably in size; for instance, the Hokkaido 
prefecture covers an area of 80.000 square kilometres, while the Kanagawa prefecture 
covers an area little under 2000 square kilometres (Council of Local Authorities for 
International Relations, 2004). The GTA consists of the prefecture of Tokyo and its 
neighbouring prefectures Saitama, Chiba and Kanagawa. There is no official unitary 
governance structure for the GTA.

As of 2011 there are 1.724 municipalities in Japan which are subdivided into three 
administrative units: local cities, villages and towns (see figure 3-14). These units each 
have their own elected mayor and councils and are administered independently of 
the larger jurisdictions that they are situated in. In addition to these municipalities, 
the central and most populated part of Tokyo is divided into 23 self-governing units, 
also referred to as the 23 Wards. Other large cities are also subdivided into wards, 
but unlike Tokyo these wards do not function as independent administrative units. 
Last but not least, municipalities that satisfy a certain population size (i.e. 500.000 or 
more) are eligible for the status of ‘Cabinet-Order designated cities’ which gives them 
administrative and fiscal authority equivalent to those of prefectures. As of 2011 there 
are 19 of such designated cities (Ministry of Internal Affairs and Communications, 
2011). In the GTA 5 cities have received such a status. 
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Figure 3-14  Government system in Japan (as of April 2011)

	   National  level   Local  level  

Prefectures  
(47)  

Cities  (786)  

Wards  

(in  Cabinet-‐Order  
designated  19    

cities  only)    

23  Wards  (ku)  of    

Tokyo    

Towns  (754)  

Villages  (184)  

National    
government  

Municipalities  

Source: Ministry of Internal Affairs and Communications, 2011. 

3.2 Randstad

3.2.1 Geography
The Randstad refers to the urban area in the western part of the Netherlands comprising 
the four largest cities of Amsterdam, Rotterdam, The Hague and Utrecht, and several 
other medium-sized cities grouped around a central open space called the Green 
Heart (see figure 3-15). The name ‘Randstad’ literally means ‘rim city’ and refers to the 
geographical pattern of cities located on the rim of the Green Heart. At the same time 
there is a rim to the sea coast and to the oldest sea dikes of Amsterdam and Rotterdam, 
which still define the outer boundaries of the central Randstad Area (Tummers & 
Schrijnen, 2000). Official boundaries for the Randstad do not exist, but it is generally 
considered to encompass a large part of the provinces of North Holland, South 
Holland, Utrecht and Flevoland. For pragmatic reasons in this research the Randstad 
is defined as the area comprising the administrative borders of the aforementioned 
four provinces. This is a broader definition for the Randstad than generally used. There 
is no single government unit for the Randstad. Instead cooperation takes place at three 
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levels: the city-region level, the so-called wing level and the level of the Randstad as a 
whole (see paragraph 3.2.5).

Figure 3-15  The Randstad
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Note: ‘Schiphol’ and ‘Rotterdam-The Hague’ are the international airports serving the Randstad. 

A distinctive feature of the Randstad is its polycentricity. Unlike many other 
metropolitan regions in the world the Randstad does not have one core city surrounded 
by suburban municipalities. Instead, it consists of several large cities that are connected 
to each other. There is not a dominant city in the Randstad, since national policy in 
the Netherlands has consistently avoided the creation of such a city (OECD, 2007). 
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Although Amsterdam is the capital of the Netherlands and an important centre for 
culture, finance and business services, it lacks several functions that would make 
it predominant. The Hague, for example, accommodates the seat of the national 
government and many international (legal) organisations such as the International 
Peace Court. Rotterdam is the home of the largest port in the Netherlands as well as in 
Europe and as such is the domicile of many industrial and trade activities. Utrecht is 
the central point in the national railway network and home of the headquarters of the 
Dutch Railways (NS). And last but not least, the national public radio and television 
are predominantly located in Hilversum and not in Amsterdam. As a result, not only 
Amsterdam, but several cities are fulfilling a prominent position in the Randstad.

3.2.2 Population and economic trends
Population
The Randstad contains a high proportion of the population in the Netherlands. As of 
2010 the population of the Randstad (thus in this case the area covering the provinces 
of North Holland, South Holland, Utrecht and Flevoland) accounted for 7.78 million 
people (Centraal Bureau voor de Statistiek, 2011), which is a share of approximately 
47% of the population. This proportion is considered high when compared to other 
metropolitan areas in the world. In addition, the Randstad has a population density 
of 845 persons per square kilometre as of 2009. This is almost double the national 
average. Within the Randstad, however, densities vary considerably. For example, 
the province of South Holland has a population density of 1239 persons per square 
kilometre which is the highest among the provinces in the Netherlands, while that of 
Flevoland is only 271 persons per square kilometre (CBS, 2010a). 
The annual population growth of the Randstad was 0.8 % in 2009. The highest growth 
occurred in the province of Flevoland with a population increase of 1.21%. The 
relatively weakest population growth occurred in the province of South Holland. As of 
2009 the population has grown by 0.64%. The provinces of North Holland and Utrecht 
occupied an intermediate position with a growth figure of 0.81% (TNO, 2011). It is 
expected that the population of the Randstad will rise sharply in the future, despite 
moderate growth or even a declining population in other parts of the Netherlands. The 
Randstad is expected to see a population growth of 700.000 people up to the year 2025. 
Between 2025 and 2040 it is expected that the Randstad will experience a population 
growth of 200.000 people (Centraal Bureau voor de Statistiek & Planbureau voor de 
Leefomgeving, 2011).
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Figure 3-16  Population growth of the Randstad (in millions)

 
Source: adapted from CBS, 2011a.

Migration  
The population growth, however, is not evenly distributed within the Randstad. As 
figure 3-17 shows, it is mainly the North Wing (Noordvleugel) of the Randstad that 
has managed to benefit from this growth. The North Wing is the metropolitan area 
consisting of the Haarlem and Ijmuiden conurbations in the west, Amsterdam in 
the centre, Almere in the east, and Utrecht in the south. This area has witnessed a 
relatively strong population growth, mainly due to both positive domestic migration 
and foreign net migration (see figure 3-17). A relatively modest growth has occurred 
in the South Wing (Zuidvleugel) of the Randstad, i.e. the metropolitan area stretching 
from Dordrecht in the south east to Leiden in the north, with Rotterdam and The 
Hague as its main centres. This is mainly because it has either seen negative domestic 
or foreign net migration or even both (see figure 3-17)
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Figure 3-17  Population and net migration changes in the Randstad 2005-2010
	   Negative  growth  (decline)  

<  1%  growth    

(moderate  growth)  

1-‐2%  growth    

(average  growth)  

>  2%  growth  

  (strong  growth)  

Double  negative  

Positive  foreign  migration,  

Negative  domestic  migration  

Negative  foreign  migration  

Positive  domestic  migration  

Double  positive  

Source: adapted by the author from CBS, 2010b.

Demographic composition by age
As of 2010 the share of people aged 65 and older in the Randstad was 14.3 % (see 
figure 3-18). This is slightly below the national average of 15% in the Netherlands 
and also slightly below the average of 17% when compared to other metropolitan 
regions in Europe (TNO, 2011). The share of the working population is 68% which is 
slightly above the national average and that of other metropolitan regions in Europe. 
The share of the child population is 18% in the Randstad which is the same as the 
national average. This is slightly higher when compared to other metropolitan regions 
in Europe. As figure 3-18 illustrates, the share of the people aged 65 years and older 
in the Randstad has increased since 1995. It is expected that this share will increase 
further and will account for 23% in 2040 (CBS, 2011b). 
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Figure 3-18  Changes in demographic composition in the Randstad

	  

Aged  population  (65  and  

over)  

Working  age  population  

(15-‐64)  

Child  population  (0-‐14)  

Legend  

 

	  

Aged  population  (65  and  

over)  

Working  age  population  

(15-‐64)  

Child  population  (0-‐14)  

Legend  

 

	  

Aged  population  (65  and  

over)  

Working  age  population  

(15-‐64)  

Child  population  (0-‐14)  

Legend  

Source: adapted from CBS, 2011b.

Demographic composition by industry
In 2005 2% of the working-age population in the Randstad (46.500 persons) was 
employed in primary industry including agriculture, forestry and fisheries (see figure 
3-19). This is relatively high when compared to the national average. Of the working-
age population 14% (469.400 persons) was employed in secondary industry including 
mining, construction and manufacturing. This is relatively low when compared to the 
national average. The share of the working-age population employed in the tertiary 
sector, however, was relatively high when compared to the national average. As of 2005 
84% (2.9 million persons) was employed in commerce, transportation, communication, 
or services, while the national average was 81%. All together the Randstad boasted a 
labour force population of 3.42 million people in 2005.
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Figure 3-19  Employed persons by three industry sectors in the Randstad (%)
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Source: adapted from Centraal Bureau voor de Statistiek, 2011.

 
Gross Domestic Product
The Randstad is also considered significant in economic terms. The regional income of 
the Randstad was 256 billion Euros in 2008 (TNO, 2011), which was 33% of the Gross 
Domestic Product of the Netherlands (see figure 3-20). At present the Netherlands 
is the 16th largest economy in the world with a share of 1.2% (as of 2010) in the 
world economy (Price Waterhouse Coopers, 2011). Amsterdam and Rotterdam, the 
two largest cities in the Randstad, are respectively the 109th and 110th metropolitan 
economy in the world (PricewaterhouseCoopers, 2009). The Gross Domestic Product 
per capita of the Netherlands was approximately 30.000 Euros10  in 2010 (International 
Monetary Fund, 2011).

10 40.973 US dollars 
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Figure 3-20  Gross domestic product of the Randstad (billion Euros)

Source: adapted from TNO, 2011. 

3.2.3 Railways 
In the Randstad railways play a rather limited role. Railways accounted for 11%11 of all 
transportation, while the share of cars accounted for 69% of all transportation, leaving 
a share of 7% for other modes of public transport and 13% for the slow modes of 
transportation such as bicycles, motor cycles and walking (PBL, 2009). For commuting 
the railway share is slightly higher, i.e. a share of 17% against a share of 67% for the car, 
and 8% for other modes of public transport. Regarding the mobility between large cities 
and the mobility between large and medium-sized cities, public transport (including 
railways) plays a much larger role. In the former case public transport accounts for 
46% of all transportation, while it accounts for 36% in the latter (Ibid, 2009). 

Figure 3-21 illustrates the railway network of the Randstad. The Randstad has in total 
121 stations and consists of a railway network of 670 kilometres (PBL, 2009). When 
this is set off against the number of inhabitants in the Randstad the railway network is 
considered one of the most underdeveloped of all metropolitan areas in Western Europe 
(OECD, 2007). Other polycentric regions in Western Europe such as the Flemish 
Diamond (Brussels-Antwerp-Gent) and the Rhine-Ruhr area (Cologne, Dusseldorf, 
Dortmund, Essen, Duisburg, and Bonn) are denser in terms of railway metres per 
inhabitant and have more stations. The railway network of the Randstad, however, is 
much more intensively used. In fact, in terms of railway usage the Netherlands as a 
whole is ranked number one in the European Union, which can largely be explained 
by its low amount of railway tracks per capita(CBS, 2009).

11 These figures are based on the Mobility Research Netherlands (Mobiliteitsonderzoek Nederland) 
2004-2006.
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Figure 3-21  Railway network in the Randstad (as of 2009) 

NS is the main user of the railway network in the Netherlands and the exclusive 
operator of the hoofdrailnet12 (main railway network) in the Randstad. It holds this 
right until 201513 when the current concession expires. The remainder of the railway 
network, the railway network not belonging to the hoofdrailnet, is operated by other 
railway operators. 

12 The hoofdrailnet largely coincides with the sections where domestic rapid express trains (the so-
called intercity (IC)) trains are being operated.

13 In November 2011 the minister of Infrastructure and the Environment announced that after 2015 
the NS is allowed to continue its concession for another ten years (i.e. 2015-2025).
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Besides domestic services NS also operates the domestic part of international passenger 
services and high speed railway services for which it cooperates with other European 
railway operators. For example, in case of the high speed railway service to Paris NS is 
responsible for the domestic part (i.e. the section between Amsterdam and Brussels), 
while NBMS (the national railway company of Belgium) runs the Belgium section 
and SNCF (the national railway company of France) runs the section from the French 
border until Paris. Furthermore, NS managed, as a result of the opening up of railway 
markets in Europe, to win concessions for the operation of bus and train services in 
other European countries such as Great-Britain, Germany and the Czech Republic. As 
of 2010 NS has managed 381 stations in the Netherlands and carried on an average 
working day 2.3 million railway passengers in the Netherlands. NS is an important 
public transport carrier occupying a share of nearly 50% of the total public transport 
market in the Netherlands (Nederlandse Spoorwegen, 2011).

In the provinces of South Holland and Utrecht a regional light rail system is also in 
operation. In the province of South Holland this is jointly done by the municipal 
transportation companies of Rotterdam (RET) and The Hague (HTM), while in 
Utrecht this is done by a private railway operator. 
Furthermore, in the cities of Amsterdam and Rotterdam a subway system of 
respectively four and five lines exist, which are operated by their municipal 
transportation companies. Last but not least, in the four largest cities of the Randstad 
(Amsterdam, Rotterdam, The Hague and Utrecht) trams are, or in the case of Utrecht 
will be, operated.

Approximately 40% of jobs in the Netherlands are situated in the Randstad (Ruimtelijk 
Planbureau, 2006). As is illustrated by figure 3-22, the daily urban system in the 
Randstad is predominantly taking place on a regional scale. People commute mainly 
from the surrounding municipalities to the central cities of especially the four largest 
cities of the Randstad (i.e. Amsterdam, Rotterdam, The Hague and Utrecht). Only the 
city of Amsterdam shows a somewhat different pattern as here also people from more 
remote areas (i.e. from the municipality of Utrecht) commute to Amsterdam. Based on 
figure 3-22 it seems fair to conclude that the Randstad should not be considered as one 
labour market. Instead it consists of several regional labour markets that are linked to 
each other by commuting flows between the central cities.
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Figure 3-22  Daily commuting patterns within the Randstad

Source: Ruimtelijk Planbureau, 2006

3.2.4 Land use patterns 

Railways have played a limited role in shaping the urban structure of the Randstad. 
New housing areas have been located close to many highways, but have not been 
adequately connected to public transport. Areas around highways have had a 
competitive edge against station areas regarding the choice where to develop in the 
Randstad/Netherlands as real estate can be developed here against lower costs. In 
addition, there are fewer landowners involved, financial contributions do not need to 
be paid for regional facilities14 (bovenwijkse voorzieningen) such as road connections 
to major highways, and along highways there is usually plenty of space available to 
develop (Railforum, 2004). In station areas, on the other hand, space is usually limited, 
landownership is fragmented and often expensive infrastructural improvements are 
required. In recent years, however, more policy attention has been given to preserving 
the outlying areas, the densification of inner-city areas, and the more efficient usage 
of public infrastructure (see for instance Provincie Noord-Holland, 2010; Provincie 
Zuid-Holland, 2010). Although this has shifted the emphasis from the outlying areas 
to the already urbanized areas, station areas have benefitted little from this. For 

14 With the enactment of the Land Development Act (Grondexploitatiewet) in 2008 the municipality 
got more means to ask a private developer for a contribution.
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instance, in the metropolitan area of Amsterdam only 25% of the new housing plans 
are projected within station areas15, while the majority is planned elsewhere within the 
existing urbanized area (see figure 3-23). Offices show a better picture with 50% of the 
offices being planned within station areas (Goudappel Coffeng et al., 2011).  

Figure 3-23  Planned residential developments within the metropolitan region of Amsterdam

Note: the circles represent the station areas, the red areas the new residential developments, and the dark red 
areas the residential areas that are located within the station areas.
Source: Goudappel Coffeng et al., 2011.

Stations in the Randstad/Netherlands occupy important locations within cities, but 
they are not considered the main centres. This is because most railway stations in the 
Randstad/Netherlands are situated near the city centre, rather than being located in the 
centre itself. Many station areas in the Randstad/Netherlands lack a clear functional 
profile and host similar functional programmes within their station areas. Only a few 
stations have managed to attract specific functions to their areas. For instance, The 
Hague is the seat of the national government and many of the national ministries 
are located around the central station of The Hague. In a similar way a considerable 
number of law firms and banks have concentrated around the station of Amsterdam 
South, which is considered the international business location of the Netherlands. 

Despite the lack of a clear functional profile, station areas differ from each other in 
terms of accessibility and spatial programme. NS has used these differences to make 
a categorization for its stations in the Netherlands. The stations are divided into six 

15 i.e. the area within a radius of 800 metres from the station.      
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categories based on their relative position to the city centre and the type of access (i.e. 
high speed train, rapid or local express) they provide (see table 3-2).

Table 3-2 Station types Dutch Railways (NS)

Type Number 
of stations 

in the 
Nether-

lands

Average 
number of 
departing 
trains per 

hour

Average 
number of 
passengers 

per day

Average 
number of 
jobs within 
1000 metres 
distance of a 

station

Average 
number of 
dwellings 

within 1000 
metres 

distance of a 
station

1 Main stations 
in large cities

6 49 97.000 18.600 8.900

2 Main stations 
in medium-
sized cities

30 20 23.000 6.200 8.000

3 Suburban 
railway stations 
with node 
function

12 18 16.000 7.300 6.600

4 Stations in 
small villages 
or towns

127 6 3.400 1.800 4.000

5 Suburban 
railway stations 
without node 
function

98 7 2.200 1.600 5.100

6 Station in 
rural area

100 4 1.200 500 1.300

Source: NS Commercie, 2009 in PBL, 2010.

When the spatial programmes of the above-mentioned station types are looked at in 
detail the following characteristics can be identified. Type 1 and type 2 stations are the 
rapid express (called intercity in the Netherlands) stations. Most of these stations are 
situated near or close to a city centre. Around these stations the functional mix is much 
stronger when compared to the remaining urbanized area. In addition, a relatively 
large number of jobs can be found around these station areas. Also around the other 
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station types (type 3-6) densities stand out when compared to the average densities 
to be found in the remaining urbanized areas. Densities are, however, less high when 
compared to the type 1 and 2 stations. Around the type 3 stations a relatively large 
number of jobs can be found. The remaining stations (i.e. type 4-6) predominantly 
have a residential function (Planbureau voor de Leefomgeving, 2010).

Within station areas the number of jobs has increased more rapidly than elsewhere 
within the existing city. However, the share of station areas in the total job growth 
has declined due to rapid increases at the urban fringe. Around stations the housing 
stock increased by 10% between 1996 and 2008. However, the increase outside station 
areas was larger at12 %. Between 1996 and 2008 employment grew by 22 % within 
a 500 metre distance of a station. This was more than the growth occurring at a 
distance of 500-1000 metres, but less than the average growth of 30% for the rest of 
the Netherlands (PBL, 2010). The employment growth differs per station type as well 
as the type of economic sector in which this growth has taken place. Overall, most 
stations show a decrease in the number of jobs in the manufacturing sector, while 
the number of jobs in the public sector (government, education and health care) has 
increased considerably in the Netherlands, followed by other commercial services (i.e. 
other than retail) and retail. The relatively highest job growth has occurred around 
suburban stations with a node function (i.e. the type 3 stations) and around stations in 
rural areas (see figure 3-24). 
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Figure 3-24  Employment growth per station type according to economic sector, 1996-2008

  
Source: NS, LISA (1996, 2008) in PBL, 2010. 
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3.2.5 Government structure 
The Netherlands is a unitary state with three tiers of government: the national, 
provincial and municipal government. Provinces serve the sub-national level, while 
municipalities serve the local level. There are 12 provinces in the Netherlands ranging 
in population from 387.000 inhabitants in the province of Flevoland to 3.5 million 
inhabitants in the province of South Holland (as of 2010). Also the provinces differ 
considerably in size. For instance, the province of Utrecht covers an area of 1.450 
square kilometres, while Friesland (a province in the north of the Netherlands) covers 
an area of approximately 5.740 square kilometres (CBS, 2011c). The Randstad lies 
within four of these provinces: i.e. the province of North Holland, South Holland, 
Utrecht and Flevoland. There is no unitary governance structure for the Randstad.

As of 2010 there are 431 municipalities in the Netherlands of which 222 municipalities 
are situated within the Randstad (i.e. when defined as the area covering the provinces 
of North Holland, South Holland, Utrecht and Flevoland). 
However, an exclusive focus on the formal institutions in the Randstad will not give a 
complete picture of the government system in the Randstad. In addition, co-operative 
arrangements between municipalities play an important role in the Randstad as 
well as in other parts of the Netherlands. This takes place at three levels: the city-
region level, the so-called wing-level and the level of the Randstad as a whole. Co-
operation at the city-region level is the most developed, while it is most problematic 
at the Randstad-level (OECD, 2007). A city-region is a regional public body of several 
Dutch municipalities to which a number of statutory functions (such as to decide 
on tenders for running the concessions for the regional public transport system) are 
conferred under the so-called Joint Arrangements Act plus (Wet Gemeenschappelijke 
Regelingen plus). Usually a city-region consists of a large city and the surrounding 
municipalities that form part of the same daily urban system. In the Randstad there are 
four city-regions: the city-regions of Amsterdam, Rotterdam, The Hague and Utrecht. 
The city-regions are currently under debate as the present Cabinet (Cabinet Rutte 
2010-present) wants to abolish this informal governance level.

A second level where cooperation takes place is at a level embracing several city-
regions and municipalities. In the case of the Randstad this level is referred to as a 
wing: the North Wing and the South Wing. Both wings cover a surface larger than a 
city-region and do not necessarily have to fall within the boundaries of one province. 
At the wing-level both provinces and municipalities are involved thereby making it a 
combination of horizontal and vertical co-operation.

The third and last level of cooperation takes place at the level of the Randstad as a 
whole. The Randstad has developed some soft governance arrangements such as 
the OV Bureau Randstad (a public transport agency for the Randstad) but these 
partnerships do not have decision-making powers and seek to implement their ideas 
by making recommendations.
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This brings the total number of government levels16  in the Randstad to six (see figure 
3-25):

Figure 3-25  Government system in the Randstad/ Netherlands (as of 2010)

3.3 Conclusion

In the previous sections the geographical, socio-economical, morphological and 
institutional features of both Tokyo and the Randstad have been compared. In this 
final paragraph all these features are compared to identify possible similarities and 
differences between the Randstad and Tokyo. An insight into this is considered 
important for understanding (at a later stage in this research) the possibilities and 
limitations of station area developments in Tokyo. In table 3-3 Tokyo and the Randstad 
are compared.

16 Excluding the water boards and municipal districts.
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Table 3-3 Comparison between Tokyo and the Randstad

Tokyo Randstad

Prevalent morphology Monocentric region, 
polycentric cities

Polycentric region, 
monocentric cities

Population 35.6 million (2010) 7.8 million (2010)

Share of total population 28% (128.1 million) 47% (16.6 million)

Population density 3200 persons/km2 (2009) 845 persons/km2 (2009)

Average annual population 
growth

3% (between 2000-2005) 0.6% (between 2000-
2005)

Regional income EUR 1.590 billion (2007) EUR 256 billion (2009)

Percentage of GDP 32% (EUR 5.015 billion) 33% (EUR 765.4 billion)

Income per capita EUR 25.093 (2010) EUR 34.400 (2010)

Public transport share in 
commuting

53% railways, 2% bus 
(2008)

17% railways, 8% bus, 
tram and subway (2008)1

Public transport share in 
all traffic

30% railways, 3% bus 
(2008)2

11% railways, 7% bus, 
tram and subway (2008)

Land use patterns Railways playing a pivotal 
role in structuring urban 
developments

Railways playing a limited 
role in structuring urban 
developments

Governance structure Unitary state with two 
levels of government: 
national and local 
government

Unitary state with three 
tiers of government: 
national, regional and 
local.

1 These figures are based on the Mobility Research Netherlands (2004-2006) and are considered to represent the 
current situation in the Randstad. In the report of the Planbureau voor de Leefomgeving (2009) it is not clear 
what is meant by ‘current’. It is therefore assumed that the figures represent the year 2008.
2 Ministry of Land, Infrastructure, Transport & Tourism, 2008.
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As table 3-3 shows, the most striking difference between Tokyo and the Randstad is 
the role railways play in 1) the daily activities of people’s lives, and 2) in guiding urban 
developments. Regarding the first aspect, the fact that more than 30% of all trips in 
the GTA are made by trains demonstrates how important railways are in people’s daily 
lives. Regarding, the second aspect, railways have proven to be a consistent factor in 
guiding the urban development direction of Tokyo for decades. The Randstad, as table 
3-3 demonstrates, cannot rely on such features. However, this does not mean that the 
Randstad cannot learn from Tokyo. On the contrary, Tokyo could provide a source 
of inspiration for the Randstad regarding how to develop its station areas. Before this 
can be explored it is necessary to understand how station areas are being developed 
in Tokyo, what planning instruments are used, and what roles the public and private 
sector play in this. This will be explored in the second part of this research. 
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This chapter aims to provide an overview of how station areas are being developed in 
Tokyo and the actors involved. To understand the context in which these actors operate 
first the organisation of the railway sector in Japan is described. In the subsequent two 
paragraphs a brief overview is given of how the planning of railway improvements is 
carried out in Tokyo, and how the planning system in Japan works. Next, a description 
of the key actors involved in developing station areas is given. Subsequently, more 
attention is paid to the role of private railway operators  in Tokyo, as they play a crucial 
role in the development of station areas due to the fact that they own the stations and 
large parts of the lands surrounding them. The chapter ends by highlighting the typical 
features of the development of station areas in Tokyo.

Developing station areas 
in Tokyo 4 

- 99 - 
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4.1 The railway sector in Japan

In figure 4-1 an overview is given of the key actors involved in the development, 
management and maintenance of railway networks in Tokyo/Japan. Basically, the 
core of the system is formed by the Ministry of Land, Infrastructure, Transport & 
Tourism (MLIT) and private railway operators17. The Japan Railway Construction 
Transportation Technology Agency (JRTT) and the Transportation Policy Council 
fulfil the secondary roles in the system. The former is occasionally involved in 
constructing private railway lines, while the latter is only involved in the planning 
stage of railway improvements. The role of each actor is further elaborated upon below.

Figure 4-1  Organisation of the railway sector in Tokyo/Japan

Infrastructure Transport 

Private railway operators 

Authority 

Ministry of Land, 
Infrastructure, Transport & 

Tourism 
(MLIT) 

Japan Railway 
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concessions 

Price 
regulation 
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and loans 

Source: adapted from van de Velde & Röntgen, 2009.

Ministry of Land, Infrastructure, Transport & Tourism (MLIT)
This ministry is responsible for granting licenses to railway companies. The duration 
of these licenses is unspecified. This means that once a license is granted to a railway 
company the company may operate a railway indefinitely, provided that it does not 
create serious management issues such as safety threats (Shoji, 2005). Consequently, 
Japanese railway companies are not subject  to competitive tendering or to competition 
regarding the exploitation of passenger railway services. The only competition that 
exists between railway operators is that of overlapping and parallel networks (van de 
Velde & Röntgen, 2009). Overlapping is caused by railway operators making use of other 
networks belonging to neighbouring operators by offering through-services between 
their networks. In this way a transfer is no longer necessary. The presence of parallel 
networks is caused by the high number of railway lines that serve the Greater Tokyo 

17 Most of the railway lines in Tokyo are owned and operated by private railway companies (see chapter 
3).
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Area. Consequently, passengers can often choose between multiple railway operators 
when travelling to a certain destination. There are no specific contracts between the 
ministry and the railway operators regarding for example a level of performance that 
needs to be achieved. 

Railway operators do not receive subsidies from the ministry for their railway 
operations, as the national government policy dictates that railways need to be 
selfsupporting in Japan (Shoji, 2001). This means that railway operators should be 
able to pay for their own operating and infrastructure costs. Regarding the latter, this 
implies that railway operators themselves are responsible for financing the construction 
and improvement of railway infrastructure. The same is true for the procurement of 
new rolling stock; fares must provide sufficient revenue to cover all these expenses. 
Through the Japan Railway Construction Transportation Technology Agency (see 
further below) the ministry does, however, in conjunction with local governments (i.e. 
prefectures and cities), provide subsidies to private railway operators for: 1) shortening 
travel times (e.g. for the construction of connecting lines linking the networks of two 
different private railway operators), 2) improving transfers (e.g. for changing railway 
tracks or platforms, or for the renovating of station building or concourses), 3) 
promoting  barrier-free stations (e.g. for the construction of elevators and escalators 
at stations), and 4) eliminating level railway crossings18 (e.g. by building overpasses or 
underpasses). Subsidies for new subway lines, monorails, automatic guided systems, 
and new town lines are only available to the public and semi-public railways. 

Furthermore, the ministry is responsible for regulating railway fares. All fares must be 
preapproved by the minister after the fare level is assessed at transportation councils, 
whose members are appointed by the ministry. In general, fares should cover all 
railway expenses including profits. Consequently, railway operators are not allowed 
to increase their fares unless they can demonstrate that they are operating at a loss. 
Railway companies enjoy thus a rather limited freedom in setting their own fare levels. 
On the other hand, railway companies are given a free hand in deciding the level and 
type of services they want to offer. Last but not least, the ministry is responsible for the 
formulation of general railway policies.

What can be concluded from the above is that the ministry plays a rather limited role 
in the provision of transport services in Japan, and only sporadically provides subsidies 
to the private railway sector where it is really needed.　

Private railway operators
In Japan private railway operators provide railway services on rail infrastructure 
which they alone own. Furthermore, they are also responsible for the management, 
maintenance and development of their own railway network. There is, in other words, 
no separation between infrastructure and transport (see figure 4-1). 

18 National and local government (prefecture and municipality) usually each provide a share of 
approximately 40-45% of the costs. The remainder is paid by the private railway operator.
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As railway operators do not receive operational subsidies fare box revenues have to 
cover all their costs. Although private railway operators usually generate considerable 
revenues from other non-rail activities, it is forbidden by accounting regulations (i.e. 
the Railway Accounting Ordinance) to use these revenues to subsidize their railway 
operations. This means for instance that a railway company is not allowed to charge 
low fares at the expense of its non-rail activities. Even bus operations, which are part 
of the transportation sector, are considered separate to the railway sector (Mizutani, 
1994). In other words, non-rail activities and rail activities have to be profitable in their 
own right. As paragraph 4.5 demonstrates, private railway operators have proven to be 
rather successful in generating synergies between these two activities. 

The absence of direct subsidization and the suppression of fare increases have 
generally made private railways rather reluctant to carry out excessive19 infrastructure 
investments (Moriya, 2004; Shoji, 2005; van de Velde & Röntgen, 2009; Wakuda, 1997).

Japan Railway Construction Transportation Technology Agency (JRTT) 20

JRTT is an independent administrative agency and was established in 2003 through 
the integration of the Japan Railway Construction Public Corporation (JRCC) and the 
Corporation for Advanced Transport and Technology (CATT). JRTT is in involved 
in the construction of new and the improvement of existing urban railway lines. 
Among the new lines constructed are subways, new town railways and airport access 
railways. After completion these lines are transferred to the railway companies, which 
are usually public or semi-public operators. Occasionally, JRTT is also involved in the 
improvement of existing private railway lines. For example, the quadrupling of the 
Odakyu Odawara line (see chapter 6) was constructed by JRTT and was transferred to 
Odakyu Corporation after completion. 

JRTT plays an intermediary role in financing railway projects of railway companies. 
It receives loans from the national and local governments, and funds from the 
private sector (i.e. a developer) which it uses to construct new railway lines or to 
extend or quadruple existing ones. After completion these lines are transferred 
to railway companies for which they pay a transfer charge to JRTT. This charge is, 
among other sources of revenue, used to repay the loans provided by the national 
and local governments. In addition, JRTT is also involved in constructing projects to 
shorten travel time and to improve transfers. An example of the first type of project 
is the construction of short-cut lines.  Examples of the latter include the addition of 
platforms, the widening of access passages, and the renovation of station buildings. 

19 Construction costs are large due to the high costs of land acquisition, the need for elevated tracks 
to avoid level crossings, and the need for reinforced construction as Japan is an earthquake-prone 
country.

20 This information is derived from the brochure For the future transportation network (JRTT, 2008).
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To construct these projects JRTT receives national and local government subsidies in 
addition to loans from the private sector. After completion these facilities are leased 
to railway companies for which they pay a facility usage charge. This charge is used to 
repay the loans provided by the private sector.

Last but not least, JRTT is also responsible for the sale of the land formerly owned by 
Japan National Railways. In the case of Tokyo and Osaka these concern prime real 
estate holdings located in central places within the city. 

Transportation Policy Council
The transportation policy council is an advisory body within the Ministry of Land, 
Infrastructure, Transport & Tourism, and mainly consists of academics. The Council 
is responsible for drafting master plans for the three large metropolitan areas of Japan 
(Tokyo, Osaka and Nagoya). These master plans contain the future railway investments 
and improvements for the next 15 years. The latest plan for Tokyo was formulated in 
the year 2000 and contains the future railway developments/improvements up to the 
year 2015. 

4.2 Planning of railway networks 

The Transportation Policy Council is responsible for preparing the master plan for 
Tokyo’s urban railway network. The first master plan was approved in 1925. Since 
then another eight plans have followed, including the latest plan formulated in the year 
2000. This new master plan covers 658 kilometres of railway sections and includes the 
construction of new lines, the quadrupling of lines and the extension of existing lines. 
Furthermore, it contains the railway sections from the previous plan that were not 
completed. The master plan had to meet the following objectives (Morichi et al., 2001):

1. To reduce peak period congestion ratios from 183% to 150% in specified sections 
of main routes, and below 180% on individual routes.

2. To establish reciprocal through services with not only the city centre, but also 
between sub centres within the metropolitan area.

3. To build a dispersed network structure (i.e. a network capable of serving large 
parts of the metropolitan area) in response to the reorganization of bay areas and 
urban redevelopment around key stations.

4. To strengthen the access to airports and Shinkansen stations.
5. To offer more convenient transfers with other lines (i.e. barrier-free).
6. To utilize existing stock by extending existing routes and developing short-cuts, 

and to promote the use of former freight lines.
Figure 4-2 shows the railway improvements recommended by the Transportation 
Policy Council. The red lines are the routes that should be completed by the year 
2015 and cover 288 kilometres of railway sections. As of 2006, when the plan was 
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halfway, 148 kilometres of these lines were finished while 93 kilometres were under 
construction (Transport Policy Council, 2006).
The orange lines are the routes that should be under construction by the year 2015 and 
cover 167 kilometres of railway sections. As of 2006, 15 kilometres of these lines were 
under construction, while for the remaining 152 kilometres construction had not yet 
started (Ibid, 2006). The green broken lines concern the routes that must be developed 
or studied in the future, meaning after 2015. They cover 203 kilometres of railway 
sections. As mentioned above, the railway improvements concern the construction of 
new lines as well as the modification of existing lines (i.e. extension or quadrupling).

Although the ministry approved the master plan, it is not automatically guaranteed 
that the proposed railway developments will be carried out. The plan contains 
recommendations and it is ultimately up to private railway operators, that is, if the 
proposed railway improvements concern private railway lines, to implement the 
investments suggested. As government grants for private railway improvements 
are rather limited, most of the funding has to come from private railway operators 
themselves. Therefore, it is not a surprise that most private railway operators 
are reluctant to construct new railway lines or improve existing ones, as there is a 
little chance to gain profitable returns. This is somewhat different in the case of the 
construction of short-cut lines, as here usually two thirds of the costs are covered by 
government subsidies. 

Figure 4-2 Urban railway network master plan for the Tokyo metropolitan area
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4.3 Planning in Japan21

In order to understand the context in which station areas are being planned it is 
necessary to briefly outline how the planning system in Tokyo/Japan works. 
Planning in Japan is carried out on three levels: the national, regional and local level. 
At the national level ‘Comprehensive National Development Plans’ are prepared. Since 
1962 five such plans have been established. In 2005 it was decided to revise the national 
(and regional) planning system. As a result the ‘Comprehensive National Development 
Plan’ was replaced in 2007 by the so-called ‘National Land Sustainability Plan’. This 
plan consists of two parts: a national plan and a wide- area regional plan. The national 
plan stipulates the basic policies, objectives and measures considered necessary from 
a nationwide perspective. The wide-area regional plan does the same but covers a 
smaller area usually comprising two or more prefectures (MLIT, 2006). The ‘National 
Capital Regional Basic Plan’ is an example of such a wide-area regional plan and has 
been formulated for Tokyo and seven surrounding prefectures. The Ministry of Land, 
Infrastructure, Transport and Tourism is responsible for formulating both the national 
and regional plans. In contrast to many other countries Japan does not have a regional 
government. On a local level planning is carried out by two governing bodies: the 
prefectures and the municipalities within each prefecture. Prefectures serve the wider 
areas while the municipalities provide the local services. The prefecture of Tokyo, called 
the Tokyo Metropolitan Government (TMG), occupies a special position as its central 
and most populated part is divided into 23 self-governing municipalities, referred to 
as the 23 Wards. Regarding city planning the Wards are responsible for ‘local affairs’ 
such as the construction of local roads, the maintenance of local parks and small-
scale urban developments. The prefectural governments are responsible for large-scale 
projects and for the planning of urban facilities such as roads, airports, parks and 
sewerage facilities. City plans such as district plans, urban development projects (land 
readjustment and urban redevelopment projects), land use zoning plans and plans for 
urban facilities are made on the local level. Either the TMG or the wards carry out such 
plans depending on the size and importance of a project (see figure 4-3).

21 A large part of this section is derived from Chorus (2008).
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Figure 4-3  Planning system in Tokyo/ Japan
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Twelve land use districts make up the basic zoning in Japan and provide a land use 
pattern for each type of urban area. Generally these districts can be categorized into 
residential, commercial and industrial land uses. The residential district is by far the 
most extensively zoned; seven out of the twelve land use districts relate to this category. 
Although the name might suggest differently ‘residential districts’ are not only 
committed to residential usage. On the contrary, even in the most strictly zoned areas, 
the ‘Exclusive low-storey Residential districts’, a non-residential land use is allowed. 
For example, it is permitted to dedicate part of a house to small-scale functions like a 
shop or a store. The most loosely zoned districts are the ‘Commercial Districts’. Here 
virtually every kind of function combination is possible, and directions related to the 
usage of buildings and lands are minimal. Usually the ‘Commercial District’ zones 
can be found along major roads, around stations and in the traditional shopping and 
business districts.

In addition, the areas that are most loosely zoned are also the areas where the controls 
on building activities are the weakest. ‘Commercial Districts’ do not only facilitate 
the largest variety in land uses, they also allow for the highest densities and tallest 
buildings to be realized. This is most clearly demonstrated by volume controls such 
as the Building Coverage Ratio (BCR) and the Floor Area Ratio (FAR)22. The BCR 
determines to what extent a site can be built upon, while the FAR regulates the scale 
of a building with respect to its surroundings. The maximum values of both volume 
controls vary depending on the district use. The highest values are to be found in the 
‘Commercial Districts’ since these are the areas where land prices are the highest and 
intensive land use is most often requested. By placing fewer restrictions on volume 
controls, resulting in high FAR and BCR ratios, such a demand can be met. In a 
‘Commercial District’ the BCR is 80% while the FAR can go up to as much as 1300% 
(see table 4-1). This means that 80% of a building lot can be used for the construction 
of a building that is allowed to have a floor space equalling thirteen times the size of 
the lot. Therefore, traditionally the highest densities and the most high-rise buildings 

22 FAR stands for the ratio between the gross floor area and the area of the plot of land. BCR stands for 
the ratio between the built area and the area of the plot of land.
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are to be found in the ‘Commercial Districts’. Most strictly regulated are the Exclusive 
Residential Zones, resulting in low values regarding the FAR and the BCR. For example, 
in some areas zoned as ‘Exclusive Low-rise Residential Districts’ only a BCR of 30% 
and a FAR of 50% is permitted. In these areas aspects such as sunlight, ventilation and 
lighting play an important role in the quality of the living environment. Therefore, it 
is not preferable to have a high density here, which is why FAR-values are among the 
lowest in these zones. 

Table 4-1  Allowable total floor area ratios and building coverage ratios

Land Use District FAR Values BCR Values

Category 1 and 2 
Exclusive Low-rise 
Residential Districts

50, 60, 80, 100, 150, 200% 30, 40, 50, 60%

Category 1 and 2 
Exclusive Mid-rise 
Residential Districts

100, 150, 200, 300, 400, 500% 30, 40, 50, 60%

Category 1 and 2 
Residential Districts 

100, 150, 200, 300, 400, 500% 50, 60, 80%

Quasi Residential Districts 100, 150, 200, 300, 400, 500% 50, 60, 80%

Neighbourhood 
Commercial Districts

100, 150, 200, 300, 400, 500% 60, 80%

Commercial Districts  200, 300, 400, 500, 600, 700, 800, 
900, 1000, 1100, 1200, 1300%

80%

Industrial Districts 100, 150, 200, 300, 400% 50, 60%

Quasi Industrial Districts 100, 150, 200, 300, 400, 500% 50, 60, 80%

Exclusive Industrial Districts 100, 150, 200, 300, 400% 30, 40, 50, 60%

Source: The Building Center of Japan, 2004.
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The FAR Controls were introduced in 1963 to replace the former Building Height 
Controls, and after being tested in some parts of Tokyo (the station area of Shinjuku 
was one of these areas) they were eventually completely adopted in 1970 (Tokyo 
Metropolitan Government, 1994). Previously, the total floor area of buildings 
was regulated by controls such as the building height. In ‘Residential Districts’ the 
height of a building was not allowed to exceed 20 metres while in other districts the 
maximum height was set at 31 metres. With the adoption of the FAR controls these 
height controls were abolished except for the ‘Category 1 and 2 Exclusive Low-Storey 
Residential Districts’, where a height control of 10 to 12 metres still exists23. 

Although specified by law the designated floor area ratios are not fixed. Several 
systems exist that allow for a relaxation of existing FAR-values. In general, exemptions 
to existing floor areas are given when a developer includes the preservation of 
historical sites, the creation of public facilities or the guarantee of a certain percentage 
of open space in a development. Depending upon the proportion of land a developer 
contributes to the aforementioned aspects, an additional floor area ratio is given to the 
development in the form of an FAR-bonus. (see chapter 7). 

 The FAR is a powerful tool that the TMG can use to stimulate the development of 
particular areas, such as station areas. For example, the further growth of sub-centres 
and regional centres has been encouraged by assigning them higher floor area ratios 
than their surrounding areas. The central business district, that is the area around 
Tokyo Station, traditionally has the highest FAR values. This is because the land prices 
here are among the highest, followed by the sub-centres around the Yamanote loop (see 
figure 4-4). The regional centres also have higher values compared to their suburban 
surroundings; however, they have considerably lower values than their counterparts in 
the city centre as their development potential is weaker. 

23 Recently also in some other districts an absolute height limit has been introduced in order to restrict 
high-rise buildings to a limited number of areas in Tokyo.



Chapter 4 -  Understanding the driving forces behind station area developments in tokyo

- 109 - 

Figure 4-4 Floor area ratio map of central Tokyo

1 
 

 
Figure 4-4 Floor area ratio map of central Tokyo 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
Source: a copy of this map was personally received from the Tokyo Metropolitan Government in 2006. 

 

1 
4 

3 

1   Tokyo station   

2   Osaki    
3   Shibuya   
4   Shinjuku 

5   Ikebukuro 

6   Ueno-Asakusa 

2 

6 

5 

FAR (%) 
 

< 100 

100 

200 

300 

400 

500 

600 

700 

800 

900 

 > 1000 

Source: a copy of this map was personally received from the Tokyo Metropolitan Government in 2006. 

4.4 Key actors involved in the development of station areas

Typically, two actors are involved in the development of station areas in Tokyo. 
They are the local governments (in particular the prefecture) and the private railway 
operators24. The MLIT fulfils a secondary role in the development of station areas by 
providing the legal framework for land use planning. As such it is capable of defining 
the parameters of the decisions made by the local governments and the private railway 
operators. The role of the two key actors is explained in more detail below. 

24 Private real estate developers are on an ad hoc basis involved in station area developments. When 
they are involved, they usually team up with a private railway company.
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Tokyo Metropolitan Government (TMG)
In regards to the development of station areas, the role of the TMG mainly concerns 
conditioning and facilitating land use developments. I It has several ‘weapons’ at its 
disposal to do this. Basically these weapons can be divided into two categories: planning 
instruments and financial instruments. Both instruments are used in conjunction 
with each other. Relevant planning instruments for encouraging developments 
around station areas are the volume controls. As was mentioned in paragraph 4.3, 
for each land use zoning category minimum and maximum Floor Area Ratio and 
Building Coverage Ratio levels are specified. Depending on the size of the project 
the maximum value of these volume controls is either decided by the TMG, wards 
or larger municipalities. The volume controls, and in particular the FAR, are relevant 
as they can be used to create scarcity of developable land. In general station areas in 
Tokyo are given higher FAR-values than their urban surroundings. This means that 
around station areas higher building volumes, and thus potentially more profits, can 
be realized. Moreover, most stations and their adjacent areas are zoned as ‘Commercial 
District’ where there are few rules regarding the usage of land. By deliberately targeting 
higher density development at station areas the TMG seeks to encourage private sector 
investments. In addition, several systems exist that allow for a relaxation of the existing 
FAR-values (for a more detailed description of these instruments see chapter 7). 

Furthermore, the TMG seeks to encourage the development of different functional 
programmes around stations. For example, the main stations around the circular 
Yamanote line in Tokyo have each been assigned with different functional profiles. 
Accordingly, the TMG seeks to promote this profile by giving companies that match 
a certain functional profile a temporary real estate tax exemption in case they want 
to locate around the station concerned. Thus, besides deliberately targeting higher 
density development, functional differentiation is also consciously promoted by the 
TMG.

Private railway operators
In general, the planning of a station area development project is not done by local 
governments, but by each private railway company individually or in cooperation 
with other private developers. Local governments do not draft urban plans, but 
rather confine themselves to providing the conditions to which a development should 
comply. Instead, such plans are made by the private railway actors themselves. In 
other words, private railway operators enjoy a rather prominent position in planning 
a development. 

Private railway operators usually own considerable amounts of land along their railway 
tracks. They can utilize this land for constructing houses, universities, offices, shops, 
amusement parks and so on. The locations of these functions are consciously planned. 
For example, amusement parks are usually planned at the end of a railway line as 
this not only generates more fare revenues (i.e. ticket prices are based on the distance 
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travelled), but also off peak and bi-directional traffic flows (i.e. people travelling after 
rush-hour and away from the city centre). Another example is universities. 
Private railway operators are keen on having universities along their railway lines as it 
stimulates off-peak travel. Usually, universities are planned away from city centres to 
generate bi-directional traffic flows. Some railway operators go very far in attracting 
universities by sometimes giving the land away for free25. 

4.5 Private railway operators and their role in    
 developing station areas 

The most important/characteristic actor in developing station areas in Tokyo is the 
private railway operator. Therefore in this paragraph more attention is paid to their 
role. Private railway operators in Tokyo/Japan have greatly diversified their businesses 
during the last decades. Besides being active in the transportation segment such as the 
operation of trains, busses, taxis and in some cases cargo, private railway companies 
have become increasingly engaged in other non-transportation activities such as 
retail, real estate, leisure and services (e.g. cinemas, resorts, golf courts and internet), 
hotels and other services (e.g. car rental, cable television and travel agencies). Most 
major private railway companies allot a part of their business activities to subsidiary 
companies. For example, Tokyu Corporation, a major railway company operating in 
the southwest of Tokyo, consists of 156 subsidiary companies and 22 equity- method 
affiliated companies (Tokyu Corporation, 2010). Thus, many major private railway 
companies form large business conglomerates of which, in many cases, they are 
the group flagship. The group members are linked by cross-shareholding and other 
financial ties, interlocking directorates, long-term business relationships and other 
social and historical links (Shoji, 2001, p.16)

There are basically three reasons for private railway operators to engage in such 
side-businesses. The first and foremost reason is that such activities generate stable 
ridership (Shoji, 2001). This became especially important after 1906 when the Railway 
Nationalization Act went into effect. Under this law private railway operators were no 
longer allowed to use or build new lines that could interfere with government lines. 
This was, for example, the reason why private railway operators were not allowed to 
cross the Yamanote loop line and as such had to establish their terminals along this 
line (see chapter 3). As a result private railway operators were compelled to serve 
sparsely populated areas. The limited customer base, together with the fact that private 
railway operators needed to be self-supportive, basically forced companies to generate 
a steady ridership through business diversification. Another reason for private railway 
companies to engage in side-businesses was to pursue additional revenue sources for 
expanding their profit margins (Mizutani, 1994). Although the regulated fare system 
ensured railway companies with minimum profits, it offered limited room for business 
growth. As such business diversification could be seen as a rational and understandable 

25 Tokyu Corporation gave away 30 hectares of land to Keio University in order to get it to establish 
its campus around Hiyoshi station. It believed that a reputable university like Keio would act as 
a catalyst for the development of the surrounding area enabling Tokyu Corporation to recoup its 
investment.
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choice. Moreover, under the corporate tax system it was rather attractive for private 
railway companies to generate profits in track-side real estate, as only realized net profits 
were taxable while unrealized profits were not. Private railways have skilfully used this 
to expand their internal reserves by utilizing land value increases as unrealized profits 
(Moriya, 2004). A third and final reason could be the fact that railway companies were 
granted indefinite licenses by the ministry, which enabled them to develop long-term 
integral development strategies for their railway territories (see chapter 6).

Private railway operators have a long history of diversification. In many cases, 
private railways became from the outset involved in non-rail activities. In general, 
railway companies started by diversifying into housing, amusement parks and other 
attractions, street lightning and supply of electricity. These residential and leisure 
facilities helped the railway companies to build up their passenger base in the vicinity 
of their railway lines. Stations were developed to meet the needs of the passengers. In a 
later stage, private railway companies started to expand their businesses to the people 
living along their railway lines. Department stores, office buildings, retail facilities, 
and other consumer-related businesses were developed in and around the station26. By 
the 1920’s the first railway companies to use this strategy had proven to be successful 
and others soon followed (Shoji, 2001). Government regulations did not forbid private 
railway operators to engage in such activities, while for example the former Japan 
National Railways was prevented by law to diversify its businesses (Saito, 1997). This 
explains, as will be illustrated later, why Japan Railways East (JR East) is lagging behind 
in terms of business diversification when compared to other private railway operators.

Business diversification should be seen as the main factor responsible for the profitable 
operation of private railways in Japan. According to Saito (1997) other supportive 
factors include efficient management, overcrowding during rush-hours, and favourable 
market conditions (i.e. densely populated cities with concentrated urban cores). It is 
important to note that this success is not only restricted to the major private railway 
operators serving the three largest metropolitan areas, many private railway operators 
serving the less populated areas in Japan have become successful as well(Shoji and 
Killeen, 2001).

Generating synergies
The three core business areas of the major private railway companies are transportation, 
retail and real estate. Although accounting regulations prescribe that cross-subsidization 
between these activities is not allowed, there are strong interdependencies. Private 
railway operators have managed to achieve sustainable business growth through 
successfully exploiting these interdependencies. An important reason for this success 
is that private railway operators have been developing their transport, retail and real 
estate activities in such a way that they have reinforced each other’s profitability. I In 
other words they have generated synergy. How this synergy is created is explained in 
figure 4-5.

26 Private railway operators have also developed resorts, hotels and departments throughout various 
parts of Japan, often located far away from their railway lines.
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Figure 4-5  Synergy as growth strategy
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Source: adapted from Tokyu Corporation, 2005. 

Basically, three mutual relationships exist through which synergy can be created. 
First, a mutual relationship between transportation and real estate can be identified. 
Improvements to the transportation network (e.g. building connecting lines, 
introducing rapid train services, or increasing train frequencies) can make certain 
areas more attractive for development, which is reflected by higher property prices and 
rents. Property developments around station areas increase the number of residents 
and people working in these areas, and thus the number of passengers using the 
stations/railway network. Second, a mutual relationship between transportation and 
retail exists. Improvements to a railway network may encourage more people to use the 
train for shopping, leading to a higher number of potential customers and revenues. 
The development of retail facilities may also generate off-peak travel, thereby making 
railway operations more efficient. The third and final relationship concerns the one 
between real estate and retail. The development of retail facilities can contribute to 
making a station area more attractive, which is reflected by higher property prices 
and rents. Property development on the other hand can contribute to increasing the 
potential customer base for the shops and can lead to more revenues. 

Financial performance of private railway operators
In this section an overview is given of the financial performances of two private railway 
operators. The first operator is Tokyu Corporation which was one of the pioneers in 
business diversification in Tokyo. The second operator is Japan Railway East (JR East) 
which is a relative newcomer in terms of business diversification; it was not until its 
privatization in 1987 that it was allowed to engage in non-rail activities. 

Tokyu Corporation
In figure 4-6a an overview is given of the revenue composition of Tokyo Corporation. 
It is clearly demonstrated that retail activities generate by far the most revenues. In 
fiscal year 2009 retail accounted for 43% of the total revenues generated, followed 
by transportation (15%) and real estate (12%). The remaining part of the revenues 
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was earned in other business divisions. This clearly demonstrates the importance of 
the non-transportation activities in the daily operation of Tokyu Corporation. Other 
private railway operators show similar revenue earnings for their retail and real estate 
segments, although the transportation segment sometimes plays a more important 
role. For example, in the case of Odakyu Electric Railway Corporation, a major private 
railway company providing services in the southwest of Tokyo, the revenues earned by 
its transportation segment accounted for 30% of its total operating revenues (Odakyu 
Electric Railway Corporation, 2009).

Figure 4-6a  Operating revenues during fiscal year 2003-2009 (billion Euros)
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Notes: A fiscal year in Japan starts on April 1st and ends on March 31st. In 2003 the construction segment 
seized to exist as a separate business unit and became part of the ‘other’ business segment. The huge difference 
between the retail revenues in 2004 and 2005 is caused by a composition change of the retail segment.
Source: compiled from annual reports 2003-2009 of Tokyu Corporation.

The transportation segment was the most profitable business segment of Tokyu 
Corporation in fiscal year 2009, accounting for 42%, closely followed by the real estate 
segment (see figure 4-6b). This contrasts with other private railway companies where 
usually by far most profits are generated by  the transportation business segment. The 
share of retail in the total operating profit is relatively small considering its large share 
in the total operating revenues. As a consequence its return is rather low, especially 
when compared to its other core business segments. 
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Figure 4-6b  Operating profit per segment in fiscal year 2009 (million Euros)

Figure 4-6b Operating profit per segment in fiscal year 2009 (million Euros)

Source: Tokyu Corporation, 2010b
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East Japan Railway Company (JR East)
JR East is the largest railway company operating on the private stage in Japan. Its services 
cover, unlike most other private railway operators, not only the Tokyo metropolitan 
railway network, but also the intercity and regional network. JR East is thus, unlike 
Tokyu Corporation, not only an urban railway operator, but also a regional railway 
operator. As such it has much higher passenger numbers and consequently much 
higher revenues than other private railway operators. Besides being the largest private 
railway company it is also the youngest. In 1987 Japan National Railways (JNR) was 
privatized and divided into six regional passenger companies and one national freight 
company. JR East was one of these regional passenger companies. Due to its status as a 
relative newcomer it is lagging behind regarding its business diversification.
Prior to its privatization, governmental laws did not allow JR East to engage in any 
activities other than transportation. Moreover, as part of its privatization in 1987, it 
was decided that surplus land such as disused freight yards and marshalling yards 
belonging to the former JNR should be sold in order to redeem some of its huge debt. 
As a consequence JR East could not, unlike other private railway operators in Tokyo, 
rely on substantial landholdings27. Therefore, JR East is, more than other private 
railway companies, forced to focus on maximizing its station buildings (Tiry, 1997). 
However, in the ten years following its privatization JR East received a reduction of 50 
percent in property taxes (Sumita, 2000). This has greatly helped JR East to increase its 
profits from non-transportation businesses.

27 As of 2007 128 hectares of former JNR land needed to be disposed of in Tokyo. Although there is 
thus a considerable amount of land available for development JR East cannot use this land as this 
land is owned by the Japan Railway Construction Transportation Technology Agency (JRTT) whose 
task is to sell off this land. As such, JR East virtually hardly owns land.
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As figure 4-7a illustrates, most of JR East’s revenues are earned by its transportation 
department. In the fiscal year 2009 the transportation share accounted to 67% of its 
total revenues, followed by retail (16%) and real estate (9%). By fiscal year 2018 the 
share of non-transportation revenues should account for 40% ( JR East, 2008). 

Figure 4-7a  Operating revenues during fiscal year 2003-2009 (billion Euros)

 
Source: Compiled from annual reports 2003-2009 of JR East.

A similar picture arises when analyzing JR East profits. The transportation business 
segment is by far the most profitable business segment, accounting for 67% in fiscal 
year 2009 (see figure 4-7b). Despite its limited amount of land holdings, JR East 
manages to generate a relatively large share of its profits from real estate activities. 
These profits mainly stem from the leasing of space to retailers and other tenants in 
shopping centres within its railway stations.  
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Figure 4-7b  Operating profit per segment in fiscal year 2009 (million Euros)

Figure 4-7b Operating profit per segment in fiscal year 2009 (million Euros)

Source: JR East, 2010
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4.6 Conclusion

This chapter has provided an insight into how station areas are being developed in 
Tokyo and the key actors involved. 
When reflecting upon the roles the key actors play in developing station areas it can be 
concluded that the role of the Tokyo Metropolitan Government is rather limited. Its 
main role is to facilitate and condition land use developments around station areas, for 
which it uses its planning and financial instruments. As such it has a relatively limited 
but influential role in the planning and development of station areas. In general the 
actual planning of station areas in Tokyo/Japan is not done by local governments. 
Instead it is done by private railway operators themselves, who have to follow the main 
profiles set by the TMG for these areas. 

 The above shows that private railway operators play a rather prominent role in both 
the planning and development of station areas in Tokyo. Not only are they, albeit in 
conjunction with other private actors, responsible for drafting urban plans, they are 
also actively involved in initiating retail and real estate activities in or adjacent to their 
station premises. These activities have enabled private railway companies to generate 
stable ridership, while at the same time pursue additional revenue sources. Moreover, 
the fact that railway operators are not subject to competitive tendering has encouraged 
private railway operators to develop long-term integral strategies for their railway 
territories. 
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 Exploring the spatial 
development dynamics of 

station areas in Tokyo using 
the node-place model285

28 

This chapter is related to the theory of the node-place model (see chapter 2.1) and 
describes the application of the node-place model to a selection of 99 stations in Tokyo. 
The aim of this analysis is to gain a better understanding of the spatial development 
dynamics of station areas in Tokyo. More specifically, it will be used to explore which 
transport and land use factors are responsible for structuring station area developments 
and subsequently to what extent. Regarding the former, correlation analysis will be 
used to reveal which combination of transport and land use factors has the highest 
influence. In addressing the latter, three case studies of station area developments 
will be further analyzed to find out whether the development path expected by the 
node-place model unfolds or not and why. Explanations will then be sought for the 
matches and mismatches between the identified development potential and its actual 
realization, in order to identify the broader complex of factors that comes into play 
in structuring station area developments. A better understanding of the development 
dynamics in station areas might help those cities that are looking for ways to promote 
the integration of public transport and urban development, or ‘transit-oriented 
development’ (Cervero, 2004; Dittmar & Ohland, 2004; Dunphy et al., 2005).

In the first paragraph the node-place model is introduced, after which it is applied in 
the second paragraph to a number of station areas in the Greater Tokyo Area (GTA). 
In the third paragraph the results of the node-place model are discussed. Following 
this, in paragraph four, the results are compared to the actual investments taking place 
in the three case studies of station area developments. In the fifth and final paragraph 
some conclusions are drawn. 

28  An earlier version of this chapter has been published in the Journal of Transport and Land Use 4 (1) 
2011, pp.45-58. 
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5.1 Exploring the relationship between
 transport and land use in station areas 

Generally it is recognized that land use patterns and transportation patterns are closely 
related to each other. It is easily understood that the spatial separation of human 
activities creates a need for personal travel and the transportation of goods. In other 
words it influences the mobility behaviour of actors such as households and firms. Less 
well known is the reverse impact from transport to land use (Banister, 1995; Wegener 
& Fürst, 1999; Giuliano, 2004). It is obvious that the availability of infrastructure 
makes certain locations accessible. However, it is less clearly understood exactly how 
developments in the transport system influence the locational behaviour of landlords, 
investors, firms and households. A typical way to illustrate the complex relationship 
between land use and transport is via the so-called ‘land use transport feedback cycle’ 
(Giuliano, 2004; Meyer & Miller, 2001; Wegener & Fürst, 1999). According to this 
cycle land use and transport patterns influence each other. Land use patterns partly 
determine the location of human activities such as living, working, shopping, education 
or leisure. The distribution of human activities requires trips in the transport system to 
overcome the distance between the locations of activities. These activities create new 
travel demand and, consequently, a need for better transportation services, whether 
in the form of new infrastructure or more efficient operation of existing facilities. The 
resulting increase in accessibility co-determines the location decisions of landlords, 
investors, households and firms. This results in changes of the land use thereby starting 
the cycle again. This process continues until a (provisional) equilibrium is reached or 
until some external factor intervenes (Meyer & Miller, 2001). 
The node-place model of Bertolini (1999) follows the reasoning of the transport land 
use feedback cycle and aims at further exploring the underlying relationships between 
transport and land use, with a focus on station areas. The basic idea is that improving 
the transport provision (or the node value) of a location will, because of an improved 
accessibility, create conditions favourable to its further development. In turn, the 
development of a location (or an increase of its place value) will, because of a growing 
demand for transport, create conditions favourable to the further development 
of the transport system. The emphasis on ‘conditions’ is important as it refers to a 
development potential identified by the node-place model which in reality may or may 
not be realized, as other factors may also play a role.
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Figure 5-1   The node-place model
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The node-place model distinguishes five typical situations a station area can find itself 
in (figure 5-1). Each situation reflects a particular relative position of a station area on 
the node and place scale, or in other words its position in the node or place hierarchy 
in an urban region. The ‘balanced’ areas are found along the middle line. They have a 
relatively equally strong position on both the node and place scale. It is expected that 
these relative positions will be comparable in most cases, due to transport and land 
use interactions. At the top of the line are the ‘stressed’ areas. These are the locations 
where both the node and the place have been used to the fullest. Thus ‘stressed’ station 
areas have a relatively strong position on both the node and the place scale. Further 
development of these areas can be problematic as the multiple claims on the limited 
amount of space can easily cause conflicts. At the bottom of the line are the ‘dependent’ 
areas. Here the struggle for space is minimal. Both the node and the place are relatively 
so weak that intervention from factors other than the internal node-place dynamics 
(e.g. subsidization) is needed for the area to sustain itself. Furthermore, two unbalanced 
situations exist. Above the middle line are the ‘unbalanced nodes’. These are locations 
where transport systems are relatively more developed than urban activities. Below 
the middle line are the ‘unbalanced places’ where the opposite is true. An ‘unbalanced’ 
station area has thus a relatively (much) stronger position in either the node or the 
place scale.



Station area developments in Tokyo and what the Randstad can learn from it

- 122 - 

When following the reasoning of the land use feedback cycle, it can be assumed 
that both latter location types will eventually move towards a more balanced state 
(or at least have a tendency in that direction). For example an ‘unbalanced node’ 
may, in principle, in the long term either see its place value go up (e.g. by attracting 
property development) or see its node value go down (e.g. by a relative reduction in 
transportation services). A reverse reasoning can be applied to the ‘unbalanced place’: 
either the connectivity of the location will be improved resulting in an increase in the 
node value, or the location will be developed in a relatively lower density leading to 
a decreasing place value. The unbalanced location types are the most interesting ones 
as these are the locations that have, according to the model, the highest development 
potential (either in land use or transport development terms). However, whether or 
not this potential will be realized remains to be seen, as other factors may influence the 
development of station areas. In the following paragraph the development dynamics of 
a range of stations within the Tokyo metropolis are explored. For this the node-place 
model is used.

5.2 The node-place model applied to Tokyo
 
The number of stations in the Tokyo Metropolitan Area is considerably large. On 
average the distance between two stations is 1.2 kilometres. It is quite common to find 
over 20 stations on one single suburban commuter line. There are 121 individual rail 
lines serving approximately 1200 stations in the Tokyo Metropolitan area. Most of 
the stations, however, fulfil a local role in the network and function as local centres 
for the surrounding residential community. Their passenger numbers are fairly small 
for Japanese standards. This is reflected by the relatively low intensity and diversity 
of activities found in and around these stations. The node-place model was applied 
to a number of stations that fulfil a regional role in the network. This regional role is 
illustrated by having at least one transfer option to another railway or subway line. 
Eventually 99 29 stations were found that matched this criterion. The stations were 
selected within a radius of 30 kilometres from Tokyo Station by using GIS (Geographical 
Information Systems). Tokyo Station is considered to be the official centre of Tokyo. 
Therefore in railway statistics the direction of a trip is always measured from the 
viewpoint of Tokyo Station. The node-place model analysis was conducted in 2006 
using data from 2005 unless indicated otherwise.

29 Initially 131 stations were selected but due to a lack of available data the list was reduced to 99 
stations.
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The node value
Four criteria were used to determine the node value (transport provision) of an area. 
These were developed through previous applications of the model (Bertolini, 1999; 
Reusser, 2008) and interviews with transport experts. They are the number of train 
connections departing from a station, the type of train connections present at a 
station, the proximity to the Central Business District by rail, and the number of bus 
connections departing from a station. Bertolini (1999) used 7 criteria and Reusser 
(2008) used 10 criteria for determining the node value. For practical reasons only four 
criteria were used in this application. 

1. Number of train connections
Ridership and the number of train connections are closely related to each other. In 
general a station that offers multiple connections will attract more passengers than 
a station that only offers one connection. In addition, a station that offers multiple 
connections will also have a larger development potential then a station that does 
not. This leaves out the local stations which are in terms of development potential 
less highly valued, as is clearly illustrated by their weakly developed station areas. 
For the 99 stations that met this criterion the number of train connections has been 
calculated. Subways and Shinkansen lines (i.e. high speed railway lines) are included 
in the calculation. Transfers from a local express to a rapid express are not included as 
they concern the same line.

2. Type of train connections 
In Tokyo private railway operators have several types of train services running on their 
lines. These vary from train services that halt at every station to services that only stop 
at a certain number of stations. Obviously the latter train service, the rapid express 
service, reduces the travel time to the sub-centre. This reduction is reflected in the land 
and real estate prices, as stations with a rapid express stop are more expensive in terms 
of land prices and rents than stations that only have a local express stop.
The types of train connections offered at a station were identified using the websites of 
the private railway companies.

3. Proximity to CBD by rail
Tokyo station is situated in the heart of the historical Central Business District. Over 
4000 companies, among them many (inter)national head offices, are located in the 
surrounding area contributing to approximately 20% of Japan’s Gross Domestic 
Product. Around 240.000 people work in the area and another 700.000 people visit the 
area everyday (Okada, 2006). The highest concentration of jobs and workers within 
the Tokyo metropolis is in the traditional CBD of Tokyo (Kawabata, 2003). Therefore, 
proximity to the CBD by rail is considered important for identifying the development 
potential of a station area. The proximity of a station to the CBD by rail was calculated 
by using a Japanese train route finder website30.

30 http;//www.jorudan.co.jp/english
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4. Number of bus lines departing from a station
Buses in the Tokyo Metropolitan Area serve a secondary role to rail and usually 
supplement the railway system by transporting passengers to and from train stations. 
Most large private railway companies operate several bus lines that are complementary 
to their railway system. From their stations buses go into the surrounding residential 
areas. Each company has its own exclusive territory which matches the area where 
they operate railway lines. For example, the Tokyo Metropolitan Government (TMG) 
mainly operates buses within the 23 wards, while private railway operators go far 
beyond that. However, private buses are not allowed to cross the Yamanote line, the 
railway line encircling the city centre of Tokyo, for similar reasons as the private 
railway lines. Online maps of 20 different bus operators were used to determine the 
number of bus lines that departed from the selected train stations. Only the bus lines 
that had a bus stop in front of the station were included in the calculation Therefore, 
some stations have a score of ‘0’ as they did not have a bus stop near their station.
Together these four criteria make up the node value. Unlike the original application of 
the node-place model in The Netherlands (Bertolini, 1999), the number of car parking 
facilities and the number of bicycle parking facilities were not analyzed as most of 
the selected stations lack these facilities. The majority (60.6%) of people that go to 
stations in the Tokyo Metropolitan Area do this on foot  Institute for Transport Policy 
Studies, 2007). The high building densities typically to be found around stations in 
combination with the short distance between stations have made this possible. All 
housing agencies mention the walking distance from an apartment to the nearest train 
station in their housing advertisements. This underlines once more how important it 
is that stations can be reached on foot.

The place value
Six criteria were analysed in order to determine the place value of a station area, 
or the quantity and diversity of human activities. These are the population around 
the station, the workforce categorized into four different clusters, and the degree of 
multifunctionality. These match the criteria that are used in the original application 
of Bertolini (1999).

1. Population around the station
In Tokyo, the construction of private railway lines went hand in hand with the 
development of the surrounding areas. Before constructing the railway line a private 
railway operator bought large tracts of land along its planned route. These lands 
were developed for commercial and residential purposes. By the time a station was 
completed the first inhabitation in the surrounding areas had also started (Cervero, 
1998; Mizutani, 1994). The aim of the private railway developer was to create a so-
called ‘railway-oriented lifestyle’ in which people greatly depend on the railways for 
conducting their daily activities. Thus, that people would live in the suburbs and use 
the train to travel back and forth to the centre or sub-centre of Tokyo to shop and 
work. This worked out quite well as is illustrated by the high share (over 50%) that the 
railways have in urban transport within the Tokyo Metropolitan Area.
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The residential population around a station was measured from the centre of a so-
called chome which is the Japanese name for a neighbourhood district. In the case 
where two stations were situated in the same chome, the station that was nearest to 
the centre received the whole population value. The maximum distance from a centre 
to a station is set at 700 metres following Bertolini (1999) and Reusser et al., (2008). A 
Japanese GIS-website31 was used for making the calculations. At the time this analysis 
was carried out the most recent data available were of 2001.

The same Japanese GIS-website was used to calculate the number of workers within 
700 metres of a station. At the time this analysis was carried out the most recent data 
available were of 2001.

2. Economic cluster 1: Services and administration
The GIS-data available for Tokyo were the number of workers in offices, branch offices 
and offices in a house.

3. Economic cluster 2: Retail, hotel and catering
The GIS-data available for Tokyo were the number of workers in stores and restaurants.

4. Economic cluster 3: Industry and distribution
The GIS-data available for Tokyo were the number of workers in transport distribution, 
centres and warehouses, private warehouses, gas stations, factories and work places. 

5. Economic cluster 4: Education, health and culture
The GIS-data available for Tokyo were the number of workers in schools, hospitals, 
temples, inns and bathhouses.

The residents and the workforce together represent the potential users of the 
transportation services. In Tokyo, however, it is quite safe to say that the majority of 
them are also the actual users of the train as most people do not have an alternative 
mode of transport. The car is expensive because of high parking fees, a toll that needs to 
be paid on express ways, and the relatively low commuting allowances in comparison 
to public transport. In addition, travel speeds during rush hour are only 14 km/hour. 
The train on the other hand is punctual, frequent (every 2-3 minutes during rush hour 
and every 5 minutes during off-peak hours) and the travel costs are, in many cases, 
fully covered by the company. 

6. Degree of multifunctionality
In Tokyo stations are the true urban centres of the city as most shops, restaurants, 
offices and amusement facilities are concentrated there. However, this does not mean 
that all stations have the same function. For example, the CBD of Tokyo is supported 
by several sub centres each fulfilling a different role in the urban network. They either 
play a role as an economic, entertainment, or cultural centre. Furthermore stations 

31 http://gisplaza.stat.go.jp (in Japanese only)
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play a different role in the transportation network. They can either have a local, 
regional or national role which in turn has consequences for the quantity and diversity 
of functions to be found in their areas. Determining the degree of multifunctionality 
can help to provide insight in this double role that stations have. How the degree of 
multifunctionality is calculated is demonstrated in box 5-1. 

Box 5-1  Formula used for calculating the degree of multifunctionality

	   Degree of multifunctionality (x6) 
 
x1=  population 
x2-x5=  workers economic clusters   
     a= max (x1,x2,x3,x4,x5) 
x6= 1 – ((a-b/d) – (a-c/d))  b= min  (x1,x2,x3,x4,x5) 
            ---------------------------  with  c= (x1+x2+x3+x4+x5)/5 

d= (x1+x2+x3+x4+x5) 
                          2 

Note:  this is the same formula as used in the original application of Bertolini (1999).

5.3 The results

For plotting the node-place model the approach followed in Switzerland has served as 
reference (Reusser et al., 2008). The place criterion ‘workforce’ and  the node criteria 
‘number of train connections’ and ‘number of bus connections’ were log-transformed 
to reduce the unevenness in their individual scores. For the other criteria the original 
scores were used as the differences between them were very small. Furthermore, all 
criteria were rescaled to have a score between ‘0’ and ‘1’. A station with the highest 
score, e.g. the largest number of passengers, was given a score of ‘1’, a station with the 
lowest score, e.g. the lowest number of passengers, with a score of ‘0’. The two indices 
were Z-transformed to obtain comparable scaling. This means that the distances in the 
node-place diagram are in standard deviation units.

Correlation analysis is used to find out which transport and land use factors are 
responsible for structuring station area developments. First the node and place 
criteria are individually compared to explore what combination is most influential in 
structuring the development of station areas. Second, combinations of node and place 
criteria are compared to find out whether there are pair combinations with a stronger 
influence than individual pairs. In this is departed from previous applications of the 
model, where only combinations of all node and place factors were considered. This 
different interpretation stems from the different question that is asked: which transport 
and land use factors and interactions are more relevant. Fifty-four combinations of 
node and place criteria are explored to find out to what extent these combinations 
are related to each other. This has resulted in fifty-four possible relations, or fifty-four 
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possible node-place models (M). In the matrix below individual node criteria (N1 to 
N4) as well as combinations of node criteria (N5 and N6) are compared with place 
criteria. The reason for combining some of the node criteria is that in combination 
they appear to show a stronger correlation than when considered individually, which 
is thus more useful for structuring station area developments. The combined node 
criteria are calculated by simply adding up their individual values (see table 1 below). 
No combination of place criteria is shown because none showed a stronger correlation 
than when considering the criteria individually.
 
Table 5-1  Overview correlation scores of node-place combinations

Place criteria (P) P1 
Population

P2 
Workforce

P3 
Degree of 
MultifunctionalityNode criteria (N)

N1
Number of train 
connections

M1

Correlation:
 - 0,225

M2

Correlation: 
+ 0,558

M3

Correlation: 
- 0,08

N2
Number of bus 
connections

M4

Correlation:
+ 0,107 

M5
  
Correlation:
 + 0,238 

M6 

Correlation:
 + 0,065

N3
Type of train 
connections

M7

Correlation: 
- 0,003

M8

Correlation: 
+ 0,328

M9

Correlation: 
+ 0,003

N4
Proximity to CBD

M10
Correlation: 
-0,301

M11
Correlation: 
+ 0,520

M12
Correlation: 
- 0,028

N5
Proximity to CBD 
and number of train 
connections 

M13

Correlation: 
- 0,325 

M14

Correlation: 
+0,666

M15

Correlation:
 -0,065

N6 
Proximity to CBD and
type and number of 
train connections

M16

Correlation:
- 0,234 

M17 

Correlation:
+0,645

M18

Correlation:
-0,044
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Table 5- 1 demonstrates how the transport factors (the node criteria) are related to land 
use factors (the place criteria) and vice versa. The population appears to be negatively 
related to the node criteria except for the number of bus connections (M4) where 
there is a slightly positive correlation. This means that in Tokyo stations with a high 
number of rapid trains, a high number of train connections, or situated a relatively 
short distance from the CBD have a relatively small residential population. Stations 
with a limited number of rapid trains, a limited number of train connections or located 
further away from the CBD have a relatively large residential population.
The workforce is positively related to the node criteria. This means that stations with a 
high number of (rapid) trains, a high number of train connections, a high number of 
bus connections or situated a relatively short distance from the CBD have a relatively 
large workforce. The opposite occurs for stations with a low number of (rapid) trains. 
In the case of the combination of the number of train connections and the distance 
to the CBD (M14) this correlation is strongest. These are already interesting insights, 
which depart from the focus on generic correlations between density and public 
transport provision (e.g. Wegener & Fürst, 1999). They show a positive relationship 
between the network position of a station and the concentration of workforce, but a 
negative relationship when population concentration is considered. This means that 
functions (i.e. residential or commercial) and not only densities should be considered 
when exploring connections between transport and urban form. As for the degree 
of multifunctionality, the picture seems to be less clear. Models M6 and M9 seem to 
indicate that stations with either a large number of rapid trains or a large number of 
bus connections are more multifunctional. Stations that are situated closer to the CBD 
or have a high number of train connections tend to become more monofunctional, 
as is illustrated by the negative correlation of M12 and M3. Again, more subtle 
relationships than just density versus transport provision seem to be at play. However, 
neither of the correlations is particularly strong, pointing to the weak structural role 
of this place criterion to station area developments. Interestingly only some influences 
get stronger when transport supply factors are combined. Stations that are located a 
short distance from the CBD and have a high number of train connections and/or a 
high number of rapid trains, have a larger workforce than stations that “only” match 
the first criterion (M14 and M17 versus M11). However, adding the type of train 
connections to the node criteria does not seem to have an added value as the lower 
correlation score indicates. Model M14 seems to be the model that has the highest 
influence on structuring station area developments in Tokyo. It is therefore used in 
the rest of this analysis, which focuses on the second question: to what extent do these 
transport and land use factors structure development, as opposed to factors outside 
the node-place model.
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Figure 5-2  Node- place model ‘Proximity to CBD and Number of Train Connections versus 
  Workforce’ (p< 0.001) 32

	  

Figure 5-2 illustrates the relative position of each station area according to its node 
and place values following M14. A large number of station areas are balanced as they 
have a relatively equally strong position on the node and the place scales. It is assumed 
that these relative positions are comparable due to transport land use interactions. 
Examples of balanced station areas are Ikebukuro, Ryogoku and Inadazutsumi. 
Ikebukuro station is one of the urban sub centres along the Yamanote line and as 
such has a relatively strong workforce. At the same time it is a major transfer node for 
commuters coming from the suburbs in the north western part of the metropolitan 
area. Ryogoku station is situated next to the historical Central Business District and 
has an intermediate node and place value. Inadazutsumi station is located in Tama 
New Town, a residential suburb to the west of Tokyo which is relatively far away from 
the CBD. It has a relatively weak node and place value.
There are, however, also examples of station areas in more extreme positions. In 
the upper right corner are the so-called ‘stressed’ station areas. In Tokyo they are 
represented by the stations of Shibuya and especially Shinjuku. Both stations are major 
transfer nodes in the urban transportation network of Tokyo and are used by millions 
of travellers each day. At the same time these stations are important urban sub-centres 
in the Tokyo metropolis with large concentrations of commercial, amusement and 
business facilities. This explains their high node and place values. 
Moving away from the middle line one finds the examples of unbalanced station areas. 
To the left of the middle line are the so-called unbalanced nodes. These are the station 
areas that have a relatively stronger node value, meaning that the workforce in these 
station areas is relatively small compared to their distance from the CBD and the 
number of train connections they have. Tokyo station is an example of an unbalanced 
node. Tokyo station is situated in the very heart of the CBD and has, after Shinjuku 

32 The distances in the diagram are in standard deviation units.
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station, the highest number of workers. It has the highest node value of all the 99 
analysed stations. This is because Tokyo station is not only an important transfer node 
in the urban network like Shinjuku station, but also an important transfer node in the 
national network as it is the terminus for all high-speed railway lines in Japan. This 
might explain its relatively high node value. 
Ueno station is also an example of an unbalanced node. Just like Tokyo and Shinjuku 
it is an important transfer node in the urban transportation network of Tokyo. Its 
surrounding area, however, is relatively underdeveloped in terms of workforce. Other 
examples are the stations of Okachimachi, Machiya and Ushida. The reason why these 
stations have a relatively small workforce is at least in part explained by their local 
context. For example, a large part of the area surrounding Ueno station is occupied 
by a park and some important national museums. Furthermore Ueno station is 
located in the historical down-town district of Tokyo. It is one of the few traditional 
residential areas left in Tokyo and can be recognized by its typical low-rise high density 
wooden houses. Generally it is the area where the working class live. The stations of 
Okachimachi, Machiya and Ushida are also situated in such a traditional residential 
neighbourhood which partly explains why their station areas contain a relatively small 
workforce. 

On the right side of the middle line are the so-called unbalanced places. These are the 
station areas that have a relatively stronger place value, meaning that the workforce 
in these stations is relatively large compared to their distance from the CBD and the 
number of train connections they have.  The stations of Kannai, Sakuragicho Urawa 
and Shin-Yurigaoka are examples of unbalanced places. Kannai station is regarded as 
the political and economic core of Yokohama and houses many governmental offices 
such as the city hall, and corporate headquarters. Sakuragicho station is located near the 
Minato Mirai district, one of the main business areas in the city of Yokohama. Around 
Urawa station many of the prefecture’s governmental agencies and cultural facilities 
are concentrated such as the prefectural office, the city hall, the prefectural library 
and court, and the prefecture’s convention centre. The relatively strong concentration 
of public functions which are less subject to market forces including accessibility 
might explain why these stations have a relatively large workforce. Shin-Yurigaoka 
station is a regional centre on the Odakyu line, a railway line radiating outwards from 
Shinjuku to the south western part of the metropolitan area. Around the station many 
department stores can be found as well as the public library and the ward office. As 
Figure 3 illustrates there are no ‘dependent’ areas among the selected stations. This can 
be explained by the fact that only the stations that fulfil a regional role in the railway 
network were selected. This role is determined by having at least one transfer option 
to another railway or subway line. However, this does not mean that these types of 
station are not present in the Tokyo metropolis. Their number is, however, likely to be 
limited due to high population densities (the average density in the Greater Tokyo Area 
was 3.200 persons per square kilometres as of 2009), an extensive integrated railway 
network, and market forces that determine developments. These are all circumstances 
that favour a transit-oriented mode of development in Tokyo.
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5.4 Model versus reality

Now that the development potential has been identified for each of the selected station 
areas the question arises of whether this development potential is actually realized or 
not. If the station areas indeed follow the development path that the node-place model 
assumes then why is this so? And if not, why do they differ? Here not only transport 
and land use factors, but also other external factors come into play. 
Potential answers to these questions have already been mentioned in the discussion of 
‘unbalanced station areas’ in the previous paragraph. Here they are further explored 
by looking, in a more dynamic fashion, at the recent developments of three station 
areas each representing one of the most extreme situations the node-place model 
distinguishes. Shinjuku station is used to illustrate the stressed station area. Urawa 
station is used to provide an example of an unbalanced place. Ueno station is used to 
represent the unbalanced node. The dependent station area is not described as in the 
selection this type was not present. Several interviews were held with officials involved 
in the development of the three station areas and related documents available on the 
internet were analysed. The aim of this analysis, in line with the rest of the paper, is not 
to predict or advice a certain development path for station areas in Tokyo; rather it is  
to gain a better understanding of the forces that are responsible for their development. 

A stressed station area; the case of Shinjuku station
Shinjuku station is the busiest station in the world in terms of passenger numbers. Daily 
the station is used by an average of 3 million people. Shinjuku station is an important 
terminal where millions of commuters coming from the westerns suburbs have to 
switch trains to go to the city centre (see figure 5-3). Stimulated by the important 
strategic position in Tokyo’s railway network, Shinjuku station has managed to evolve 
into one of the main urban sub-centres found within the Tokyo metropolis. Shinjuku 
station is identified by the node-place model as a stressed station area. This means 
that both the node and place functions have been used to the fullest. Improving the 
transport provision and/or the further development of the station area can easily cause 
conflicts between transport facilities and land uses due to the limited amount of space 
available.

The infrastructure investments since 2004, the year most data for the model were 
collected, seem to illustrate that Shinjuku will maintain and even further improve 
its status as an important hub in the transportation network. Since June 2008 a new 
subway line has commenced its services between the sub-centres of Ikebukuro, 
Shinjuku and Shibuya on the western section of the Yamanote line. This line was 
built to relieve the congestion on the Yamanote line. The subway line is to form an 
integral part of a larger regional network that offers through services to the northern 
and southern parts of the Tokyo Metropolis. For this five different railway operators 
use each other’s railway tracks and share each other’s rolling stock. Out of the 13 
subway lines that are operated in Tokyo 11 lines offer this kind of regional through 
services. Another planned investment is the earlier mentioned JR Keiyo line that will 
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be extended to Shinjuku station and eventually end at Mitaka station. The extension 
should be under construction by 2015. Both investments illustrate that the number of 
railway connections to Shinjuku station will further increase, which means that at least 
in absolute terms the node value will further improve. 

 
Figure 5-3  Position in the railway network and investments targeted at Shinjuku station

	  

Shibuya 

Tokyo	  Shinjuku 

Ikebukuro 

Mitaka 

To  be  opened  by  2015  
Under  construction  by  2015  
Existing  lines  except  Tokyo  and  Yokohama  subways    
Prefectural  boundary  
	  

Source:  adapted  from  Suga,  2000.  Source: adapted from Suga, 2000
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As far as the place dimension is concerned, currently the south side of Shinjuku station 
is being developed. An artificial ground has been created above the railway tracks, on 
which a multi-storey structure will be built. This building is to function as an integrated 
traffic junction and will include a highway bus facility, a taxi depot, a public parking 
lot and station facilities. Furthermore, JR East is planning to construct a new building 
at the south side of the station. The latter investment will cause the workforce in the 
surroundings of Shinjuku station to increase somewhat in absolute terms.

The further increase of the node value can be explained by the huge number of people 
that use Shinjuku station every day. As was mentioned before the new subway line was 
built to relieve the congestion on the Yamanote line. Many private railway operators 
in the Tokyo metropolitan area are dealing with congestion rates on their lines that 
are well over 180%. To relieve congestion rates tracks are quadrupled or new lines are 
built. An increase in frequency is no longer possible without additional investments as 
during rush hour a train departs every three minutes from the main commuter lines. 
The policy of the TMG is to reduce the congestion rate to 150% (Transport Policy 
Council, 2000). For this goal to be reached additional investments are required.
 
The reason that the place value further increases is because Shinjuku is one of the 
designated sub-centres, and as such has higher permissible Floor Area Ratio (FAR)-
values. In addition, the national government has designated the area around Shinjuku 
station as one of the areas where urban development is considered an urgent 
matter. In these so-called ‘priority development areas for urban renaissance’ various 
incentives are provided to encourage private sector investments. Last but not least, 
the local situation around the south exit of Shinjuku station (traffic congestion, lack 
of pedestrian space and inconvenient transfer from trains to highway buses) required 
some attention. Taken all together, these developments suggest that in absolute terms 
the node and place value will increase. The development direction of both node and 
place value seems thus to be contradictory to the expectation of the node place model. 
Both developments should, however, be assessed with respect to trends in other station 
areas, as it is this relative change that the model is concerned with. Some of these other 
trends are discussed below.

An Unbalanced Node; the Case of Ueno Station
Ueno station is an example of an unbalanced node. Following the reasoning of the 
land use transport feedback cycle, it should either decrease its transportation services 
(in relative terms) or attract more property developments. In addition a combination 
of the two is also possible (Reusser et al., 2008). Ueno station is, just like Shinjuku 
station, one of the sub centres located around the Yamanote loop line (see figure 5-4). 
It distinguishes itself from the other sub centres by having a large concentration of 
cultural facilities in its station area. For example the Ueno Zoo, the Tokyo National 
Museum, The National Museum of Western Art and Tokyo National University of 
Fine Arts and Music are all located in the vicinity of the station. Therefore, Ueno is 
considered an important cultural centre in Tokyo. In addition, Ueno station is also an 
important hub for commuters and it used to be the terminus for the high speed trains 
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(the Shinkansen) going to the north of Japan. However, this role terminated when the 
Shinkansen network to Tokyo was extended in 1991. Investments since 2004 show that 
the function of Ueno station as an important node in the metropolitan railway network 
is about to change. As of 2010 a new through route will be established between Ueno 
and Tokyo station (see figure 5-4). This investment will reduce the travel time between 
the northern areas and the centre of Tokyo. Passengers from three commuter lines no 
longer have to transfer at Ueno station to go to the centre of Tokyo. This could well 
cause the position of Ueno station as an important transfer hub to further diminish in 
the future.

Figure 5-4  Position in the railway network and investments targeted at Ueno Station
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Under construction by 2015 
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As for the place dimension, since 2004 no spatial developments occurred in the station 
area of Ueno. Two years earlier, however, the station itself was rearranged. Obsolete 
station facilities were removed and additional commercial space of about 6000 square 
metres was created. This was done in order to attract more passengers to the station 
which according to the owner, Japan Railways East (JR East), they managed to succeed 
in. Up until now no other investments are planned in the station area. Therefore the 
workforce is expected to remain the same.

Ueno station seems thus to follow the development path that is suggested by the node-
place model. The railway investments indicate, at least in absolute terms, that the node 
value will decrease. The explanation for this is that JR East, the owner of the station, is 
facing intensifying competition on its network from rival subway companies and other 
railway operators who are developing their networks and services. In response to this 
JR East is increasing its services, reducing its transfers and eliminating the number 
of transfers. The investments carried out at Ueno station are an example of the latter 
measure. JR East regards Ueno station as just one of the stations in its network; a 
decrease in the position of this station is compensated by an increase in the position 
of another station elsewhere in the network (in this case Tokyo station). In the end the 
number of passengers using the JR East stations will not decrease. 

The place value, here represented by the workforce, will more or less remain the same 
which is, considering the decrease of the node value, in line with the expectations of 
the node place model. What might have also contributed to this is the fact that JR East 
in general owns little land around its stations and thus basically has no means to attract 
a significant number of new workers into the area. The majority of the land it owned 
was sold after the Japan National Railways privatized in 1987. Therefore JR East mainly 
focuses its investments on an efficient utilization of the station building itself and of 
its railway tracks. The latter is done by using either the space above or underneath the 
railway tracks. In addition, the government also seems not to regard the area of Ueno 
as its priority as no special policies, unlike many other sub centres, were developed for 
this area.

An Unbalanced Place; the Case of Urawa Station 
An example of an unbalanced place is Urawa (see figure 5-5). This station should, 
following the reasoning of the land use transport feedback cycle, either increase 
its level of train services or develop in a lower-density fashion (in relative terms). 
Alternatively, a combination of the two is also possible (Reusser et al., 2008). Urawa 
station is an important government centre as many of the prefecture’s governmental 
offices are concentrated in the area such as the city hall, the prefectural office and 
court, and the prefectural library.

Currently Urawa station and the railway tracks within 1.3 kilometres of the station are 
being elevated. This will eliminate the chronic traffic congestion for cars and pedestrians 
as they no longer need to wait for closed at-grade crossings. Along with the elevated 
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railway tracks a new passenger’s platform will be built for the Tohoku passenger and 
freight trains that currently pass through Urawa station. Also the Shonan Shinjuku 
line running between Omiya in the northwest of Tokyo and Ofuna in the southwest 
of Tokyo will be able to stop at Urawa in the future. Previously this was not possible 
as this line ran on tracks originally laid only for freight trains and therefore platforms 
were missing. The elevation of the railway tracks will make it possible to increase 
the number of trains, especially during rush hour. Furthermore, it will improve the 
access for passengers wanting to travel towards Ikebukuro and Shinjuku as the Shonan 
Shinjuku line will directly serve both stations from Urawa in the future.
 
Figure 5-5  Position of Urawa station in the railway network

	   To be opened by 2015 
Under construction by 2015 
Existing lines except Tokyo and Yokohama subways  
Prefectural boundary  
	  

Source: adapted from Japan Railway & Transport Review 23, 2000. 
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In the comprehensive development plan of Saitama city, Urawa station is regarded as 
one of the urban centres of the city. In conjunction with the railway elevation project 
the area around the station is being developed. In the vicinity of the station area four 
development projects are or have been carried out. One project that was completed 
in 2006 concerns the construction of a residential high-rise building of 31 stories and 
one of 9 stories. This is a typical example of the many urban developments that have 
been carried out in recent years around station areas. An explanation for this is that 
the areas along railways are usually the oldest parts of the city. Here there are still many 
low-rise high-density wooden areas which are inefficiently used and at the same time 
vulnerable to damage from earthquakes. In order to make these areas more efficient in 
terms of land use and layout the low-rises are being replaced by high-rises.
Furthermore, the area around the east exit of Urawa station has been developed. A 
public square and an underground parking area were completed in 2007. Followed 
in 2008 by a mid-rise building of ten stories housing a department store, a cinema 
complex and community facilities. 

Taken all together these developments seem to suggest that, at least in absolute terms, 
the node value will increase and the place value will not increase (no significant 
growth in workforce) and possibly decrease in relative terms (as the workforce in other 
station areas is growing). Both values seem to develop in line with the expectations 
of the node place model. The developments around Urawa station mainly concern 
residences and therefore hardly affect the workforce concentration and thus the place 
value as defined in this application of the node place model. Things could, however, 
change in the future. The prefectural government of Saitama regards Urawa as one of 
the important urban centres in Saitama and as such it has assigned the station area 
with higher FAR-values than its surroundings. In this way the government hopes to 
promote the further development of this area. If this will actually happen remains, of 
course, to be seen. The railway investments indicate that, at least in absolute terms, the 
node value will increase which is in line with the expectations of the model. This can be 
explained by the chronic traffic congestion which made it almost impossible to cross 
the railway tracks especially during rush hour. Removing this barrier was the only 
option to eliminate the traffic congestion. In turn the elevation of the railway tracks 
made it possible to build a new passengers’ platform allowing more trains to stop at 
Urawa station. JR East may have also been prompted to carry out this investment by 
the fact that the national and local government provide subsidies for grade separation 
projects and for the comprehensive improvement of railway stations. 
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5.5 Discussion and conclusions

The node-place model has been used to gain insight into the development dynamics 
of 99 station areas in Tokyo. More specifically, it has been used here to explore 
which transport and land use factors are responsible for structuring station area 
developments, and to what extent. In addressing the first question, the correlation 
analysis has revealed that the combination of proximity by rail to the CBD and number 
of train connections versus workforce (model M14) seems to be the model that has 
the highest influence on structuring station area developments. In other words, this 
combination of transport and land use factors is thus evidence of a powerful force 
shaping station area developments in Tokyo. In order to address the second question, 
three case studies of station area developments have been further analyzed to find 
out whether the development path expected by this node-place model is unfolding or 
not and why. The analysis has demonstrated that, at least in absolute terms, Ueno and 
Urawa seem to develop in line with the expectations of the node-place model. Here 
the development dynamics could be explained by following the reasoning of the land 
use transport feedback cycle, as defined in this paper. In the case of Shinjuku (and 
possibly Urawa in the future), however, factors that seem to play an important role in 
the development of the station area fall outside the scope of the node place model and 
the transport land use feedback cycle. Government policies have played an important 
role in triggering developments around Shinjuku station (and might be in the future at 
Urawa station). Both stations were given a special status by the government of which 
they have greatly benefited in terms of permissible FAR-values. Furthermore local 
conditions such as chronic traffic congestion, and in the case of Shinjuku station a 
lack of pedestrian space, and an inconvenient transfer from train to highway buses 
have further stimulated their development. Finally, also the subsidies provided by 
the national and local government for the comprehensive development and for 
grade separation projects have, especially in the case of Urawa station, triggered its 
development.

As the three examples have illustrated the node-place model is not a model that 
can ‘predict’ developments, but rather a model that can be used to gain a better 
understanding of the development dynamics of station areas. Without the node-
place model we would not be able to know the relative position of a station within the 
urban regional network. This would have made it more difficult to explain their actual 
development patterns. However, also some critical remarks can be made about the 
node-place model. First, the balancing measures proposed in line with the thinking 
of the transport land use feedback cycle are not always realistic ones. Reducing 
transportation services is not a measure that anyone is likely to suggest regardless of 
market conditions as this would mean a great loss of sunk costs of both transit and 
built environment investment. Furthermore, downsizing developments is not likely 
to happen in metropolitan areas that are looking for ways to promote transit-oriented 
development. In Tokyo, for example, the scarcity of land in especially the central areas 
would not justify such an approach. In addition, many areas in Tokyo are characterized 
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by inefficient land uses and an inefficient spatial layout. As was mentioned before, many 
of these areas are situated along railways and have or are currently being developed. 
The government is stimulating the development of these low-rise high-density areas by 
rewarding developers with higher permissible FAR-values for carrying out particular 
investments (e.g. the provision of a public road or park) in these areas. 

Upgrading is, thus, a more likely balancing measure than downgrading. The node-
place model might then help identify development opportunities in the metropolitan 
area. For example, the application of the node-place model in Tokyo identifies a range 
of locations (the unbalanced nodes and places) that could serve as ‘natural’ alternative 
development locations for the overcrowded Central Business District. An insight in 
these alternatives could help the government in promoting a more balanced growth 
of the Tokyo metropolitan area. More specifically, the node-place model could help 
realizing the TMG’s city planning vision called the ‘Circular Megalopolis Structure’ 
(TMG, 2002). This structure focuses on the development of a framework of circular 
urban axes linking a number of core cities around the central area of Tokyo. The 
core cities are the places where urban functions should be concentrated, while the 
urban axes should promote exchange between them. The government hopes that this 
new structure will help to alleviate the imbalance between the daytime and night-
time population (see paragraph 3.1.2). Furthermore it hopes that this structure will 
contribute to creating a city where work places and homes lie in close proximity. In 
other words, it means that work is to be promoted outside of central Tokyo and living 
is to be promoted in the city centre of Tokyo. The node-place model could help by 
pointing out the locations where opportunities for developing employment or transport 
services are greater, because there is enough transport provision to accommodate 
employment growth and vice versa. On the land use side the government could 
stimulate the development of these locations by assigning these areas with higher FAR-
values than its surroundings and by widening the roads to accommodate these more 
intensive land uses. However, the latter measure in particular can be time-consuming 
and very expensive as large parts of the built-up area in Tokyo still consist of narrow 
road patterns. Widening the roads will arouse a lot of opposition from the community, 
as it can disrupt, complete neighbourhoods, because often houses need to be moved 
or demolished.
On the transport side the position of stations in the network could be further improved 
by establishing new connections with other railway lines and extending the number of 
rapid services, thereby reducing the number of transfers and travel time.
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Last but not least, we also realize the limits of the specific application of the node-
place model in this paper. Three case studies cannot give a sufficient insight into the 
development dynamics of station areas within a metropolitan area. For this a more 
systematic analysis is needed in which preferably developments in all stations belonging 
to a metropolitan railway network should be analysed. Also, it would be interesting to 
monitor how stations develop over a period of time as this would indicate whether 
stations develop according to the node-place model. Such an analysis was carried out 
in the Amsterdam urban region between 1997 and 2005. The patterns identified seem 
to confirm the development patterns identified by the node-place model in general 
terms (Bertolini, 2007). Also, a systematic comparison of the Tokyo application of 
the node-place model with the Swiss application by Reusser et al., (2008) and the 
Dutch applications by Bertolini (1999, 2007) would be very interesting. The present 
applications, however, are too heterogeneous to allow this.
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In the previous chapter the development patterns of 99 station areas in the Tokyo 
Metropolitan Area were explored by analyzing their respective node and place values. 
The correlation analysis revealed that certain combinations of transport (the node) 
and land use (the place) factors had a stronger influence on structuring station area 
redevelopments than others. The highest correlation, and thus the strongest influence 
on structuring station area developments in Tokyo, was found by comparing the node 
values “proximity to CBD” and “number of train connections” with the place value 
“workforce”. In this chapter the development patterns as identified by the node-place 
model are further analysed by focusing on railway corridors. 

Corridor studies6
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Why railway corridors? Various studies (e.g. Bertolini, 2007; Cervero, 1998; Curtis et 
al., 2009; Dittmar & Ohland, 2004; Fillion & McSpurren, 2007) have pointed out that 
a successful integration of transport and land use requires plans covering the entire 
metropolitan region that are consistent over a long period of time. The importance 
of the region is further underlined by the fact that, at least in the Netherlands, the 
majority of our daily activity and mobility patterns take place at a regional level 
(Ruimtelijk Planbureau, 2006). Consequently, an approach is needed which is able 
to coordinate the daily activity and mobility patterns at this level. In this thesis it is 
hypothesized that a focus on railway corridors offers the best chance for this. There are 
various reasons for this (Bertolini & Rietveld, 2008). First, within a railway corridor 
origin (residential areas) and destination (working and leisure areas) locations can 
be developed in a coherent way. This allows a developer to design an integral strategy 
for the whole area aimed at specific target groups. Second, a focus on the railway 
corridor allows for a coordination of plans between different station areas. In this way 
destructive competition between station areas can be avoided and instead synergies 
between them can be promoted. In a similar way, a focus on the railway corridor can 
stimulate better transfer options between different modes of transport. And last but 
not least, a focus on the railway corridor makes it possible to utilize public transport 
in a more efficient way by focusing on redevelopments that generate off-peak travel or 
bi-directional traffic flows. 

In this thesis a railway corridor is defined as a railway line operating on a regional 
level including the land surrounding the stations of that line. It is realized, however, 
that railway corridors operate on different levels (e.g. national, international, and local 
level). Moreover, railway corridors are part of a network, and consequently the focus 
should be on the network rather than on the corridors for coordinating transport 
and land use development at the regional level. The reason that this thesis focuses 
on railway corridors is purely a pragmatic one. Tokyo has an extensive metropolitan 
railway system which is owned and operated by several private companies, rather 
than just one. Each private railway company owns and operates a particular part of 
the network for which they have obtained exclusive franchises. Consequently, the 
main focus of each company is on the development of its own ‘railway territories’, 
rather than on investments elsewhere in the railway system. However, this does not 
mean that private railway companies do not cooperate with each other. For issues 
covering the whole metropolitan region, i.e. travel fare, safety, Pasmo (a smart card 
for public transport in Tokyo) and railway policies, a so-called ‘Association of Private 
Railways’ exists in which private railway companies are united. Furthermore, many 
private railway operators offer through-services with lines operated by mutual direct 
train services with other private railway companies thereby reducing the number of 
transfers and thus increasing the convenience for its passengers. This has prevented 
regional interests from being overlooked by subregional/local interests in Tokyo. 

The aim of this chapter is to explore a number of questions focused on railway corridors:
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1. Does a focus on railway corridor allow for locations to be planned and developed 
in a coherent way as Bertolini & Rietveld (2008) argue? 

2. Does a focus on railway corridors result in synergies between station areas, or in 
other words, is it a useful tool for preventing competition between station areas 
as is argued?

3. Does a focus on railway corridors allow for a better coordination between different 
modes of transport? 

4. Does a focus on railway corridors result in off-peak travel and bi-directional 
traffic flows as Bertolini & Rietveld (2008) argue? 

The findings from these questions should indicate whether or not a railway corridor 
is an appropriate level for coordinating transport and land use developments at the 
regional level.

With the above questions in mind a number of railway corridors in Tokyo will be 
analyzed in the next paragraphs. In the conclusion (6.4) an answer will be given to the 
questions posed above. 

6.1 Analyzing railway corridors in Tokyo

In Tokyo the railway corridor plays an important role in people’s daily activity patterns. 
Shopping, leisure, amusement, universities, residences and offices can all be found 
along the same railway corridor. These activities are made accessible by offering a 
large variety of train services within a railway corridor ranging from local, semi-local, 
express, rapid express and limited express trains33 that run at high frequencies. In 
Japan railway lines are operated in exclusive franchises by private railway companies 
of which the majority also owns the railway lines (see chapter 4). In addition, they 
operate buses which serve to complement the railway network or to provide feeder 
services. Private railway companies also possess considerable amounts of land much 
of which tends to be concentrated along their own railway lines. This has enabled 
them, as is demonstrated later on in this chapter, to develop an integral area strategy in 
which generating synergies between their core businesses of transportation, real estate 
and retail play a pivotal role. High passenger numbers and profitable transportation 
services have proven that this model seems to work quite well in Japan.

33 The difference between these service levels is that local trains stop at each station, while limited 
express trains/services only stop at a limited number of stations.
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Railway corridors are not only developed by private railway companies. In fact, several 
models exist. For example, in the case of the development of Tama New Town (a large 
town built in the west of Tokyo in the 1960s) the railways were owned and operated by 
private railway companies, while the surrounding land was mainly developed by public 
and semi-public organizations (Kiuchi & Inouchi, 1976; Tanabe, 1978). Another yet 
more recent example is the Tsukuba Express line (Chorus, 2008). This commuter line 
commenced its services in 2005 and is owned and operated by a third sector railway 
company in which local governments and some private corporations have invested. 
As for the development of the land along the Tsukuba Express railway line: 20 projects 
are underway of which 11 are being developed by local governments, 7 by the urban 
renaissance agency (a national semi-public housing corporation), 1 by a local public 
housing corporation, and 1 by a land owners association (Urban Renaissance Agency, 
2009)

In this chapter the focus will lie on railway corridors that are owned (i.e. the railways 
and surrounding land) and operated by private railway companies. Two railway 
corridors will be analysed in this chapter. They are: 
1. the Toyoko line between Shibuya and Yokohama, owned and operated by Tokyu 

Corporation 
2. the Odawara line between Shin-Yurigaoka and Shinjuku, owned and operated by 

Odakyu Corporation
These railway corridors were not randomly chosen, but closely relate to the station 
areas analysed in the node-place model in the previous chapter. Railway corridors were 
selected that contained at least five of these station areas in order to get a representative 
image of the corridor involved. Furthermore, the railway line needed to operate on 
the regional level in order to be in line with the definition used for a railway corridor 
in this research. For Tokyo this meant that subway lines were excluded as they in 
general, when not taking into account their through-connections, operate on a local 
(inner-city) level. The same applies to the circular Yamanote line. Although the railway 
corridors owned and operated by JR East would have matched both criteria, they were 
not analysed here. This is because JR East is a relatively young private railway company 
and as such it is lagging behind regarding its business diversification. In addition, JR 
East owns hardly any land around its stations (see also chapter 4). As such its situation 
deviates too much from that of other private railway operators, which makes it rather 
difficult to compare its development patterns with that of the other private railway 
operators.

 The development patterns of the two railway corridors were explored in two different 
ways:
1. By looking at how the development patterns relate to the position of a station 

in the node-place model. This was done using the used in chapter 6 ‘Proximity 
to CBD and number of train connections versus workforce’ model identified in 
chapter 5 as having the highest influence on the development of station areas.
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2. By looking at how the development patterns relate to the position of a station in 
the railway corridor. 

The two railway corridors were analysed by looking at 1) corridor morphology, 2) 
assigned densities and 3) functional diversity.

1. Corridor morphology: provides the context necessary for explaining differences 
in development patterns between station areas. Corridor morphology is 
analysed by calculating for each station its travel time and distance to the 
nearest sub-centre, its respective passenger numbers and the number and type 
of services offered at each station. The passenger numbers do not include the 
passengers transferring from other lines as these passengers are not considered 
users of the station area. Travel time and distance are related to a station’s 
proximity to the nearest sub-centre, as passenger flows tend to be larger in 
the direction to the sub-centre than away from it. Especially in Tokyo where 
most jobs are still heavily concentrated in the centre this seems to be the case. 

2. Assigned densities: density is considered one of the factors stimulating public 
transit usage (e.g. Cervero & Kockelman, 1997). In general, stations with higher 
densities have higher passenger numbers. This certainly applies to Tokyo. 
Furthermore, assigned density is considered an important means for attracting 
new developments in Japan. Each land use zone is assigned with a particular 
density, i.e. a floor area ratio (FAR), which represents the presumed development 
potential. Densities are assigned by the local government and its exact value is 
determined by the City Planning Law. Interestingly, station areas in Japan are 
assigned with higher values than other areas. Local governments seem thus 
to regard station areas as having a higher development potential than other 
areas in Japan. However, a presumed development potential is not the only 
reason for assigning station areas with higher density values. In Tokyo, it is also 
seen as a means to alleviate overcrowding of the city centre, to relieve traffic 
congestion, and to bring home and workplaces closer together (TMG, 1998; 
2002). To resolve these problems the Tokyo Metropolitan Government (TMG) 
has designated several centres outside of the central area where businesses and 
commercial functions are to be decentralized. Since the 1970s such policies have 
consistently held place in plans to solve Tokyo’s problem of over-concentration 
in the CBD (Sorensen, 2001).  
 
Figure 6-1 illustrates that it is not so easy to determine an assigned density per 
station as different density levels can be found within one station area. In this 
research the density levels assigned to the areas directly bordering a station 
have been used, as these areas are considered to have the highest development 
potential and thus the highest FAR-values. 
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Figure 6-1 Assigned densities around a station in Saitama prefecture 
 

 
Source: website of Saitama City. 

3. Functional diversity: just like density, diversity is considered to be positively 
related to public transport usage (e.g. Calthorpe, 1993; Cervero, 1996; Ditmar & 
Ohland, 2004). A station area characterized by a diverse and dense environment 
is not only able to attract more passengers, but it is also able to spread them more 
evenly during the day. Functional diversity is analyzed by looking at the distribution 
of workers over the four economic clusters: 1) services and administration 2) 
retail, hotel and catering 3) industry & distribution and 4) education, health and 
culture (also used in chapter 5). In addition, the number of residents is included in 
this analysis. In both cases the number of workers and population is determined 
within a radius of 700 metres around the station. Together, the workers and the 
residents are considered to represent the users of the station area. 

In the next paragraphs the Toyoko line (6.2) and the Odawara line (6.3) will be 
analyzed following the approach outlined above. Each paragraph starts with some 
facts and figures about the private railway company involved in operating the line 
and outlines its business strategy. This information provides the context necessary 
for understanding the role of the private railway company in developing a railway 
corridor. Most of the information was derived from the annual reports of the private 
railway companies concerned and the interviews that were held with some of the 
railway officials. 
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6.2 The Toyoko line

The Toyoko line is owned and operated by Tokyu Corporation, one of the major private 
railway companies operating in the Tokyo metropolitan area with its headquarters 
located in Shibuya. Tokyu Corporation owns and operates seven railway lines with a 
total length of 99.5 kilometres in the area to the southwest of the sub-centre of Shibuya. 
Additionally, it operates two lines which are owned by another railway company. 
Besides railway lines, Tokyu Corporation operates several bus routes acting as feeders 
for its railway network. 

Figure 6-2  Regional map of Tokyu railway lines (red lines on the map)

	  

Toyoko  line  

Legenda  voor  bij  figuur  6-‐2  
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   Directly  connected  subway  lines      Shinkansen  
   Other  JR  lines,  private  railways  

Source: Tokyu Corporation, 2011.

Tokyu Corporation is involved in business areas such as retail (chain stores, 
department stores and shopping centres), real estate (sales, leasing and management), 
hotels , leisure and services (golf courts, tennis courts, swimming pools and other 
sports facilities), and other services (car rental, travel agencies, advertising, and cable 
television services). These activities are either carried out by Tokyu Corporation or 
by affiliated companies. Most of the retail facilities are located along Tokyu railway 
lines, and the majority of them are concentrated within a 10 kilometre radius of 
Tokyo station (see figure 6-3). Major office properties owned by the company show 
a somewhat similar pattern; however, nearly half of them are located in areas not 
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served by Tokyu railway lines. Currently new office properties are planned at a larger 
distance from Tokyo station, for example around the station of Futako Tamagawa (see 
figure 6-3). This could be seen as a means to reduce congestion by promoting reverse 
transportation, i.e. away from Shibuya station and thus away from central Tokyo.
Tokyu Corporation is considered one of the most successful companies in integrating 
rail and real estate development (Cervero, 1998; Padeco, 2000). Perhaps this is 
best illustrated by the development of Tama Garden City (a new town of 50 square 
kilometres and 600.000 inhabitants) in which Tokyu Corporation played a leading 
role. 
 
Figure 6-3  Commercial facilities along Tokyu railway lines
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Source: Tokyu Corporation, 2005; 2008.

The group management policy of Tokyu Corporation is formulated in a medium-term 
management plan. The basic policy adhered to in the current management plan (2008-
2011), and in previous versions as well, focuses on achieving growth through a strong 
collaboration between its three core business areas of transportation, real estate, and 
retail. This, it is assumed, will generate greater synergies among these businesses and 
consequently will increase growth. Three growth strategies have been formulated that 
promote a strong collaboration, and thus greater synergies, among its core business 
areas (Tokyu Corporation, 2005 2008):
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1) A more focused area strategy: 

The territory served by Tokyu railway lines is classified into four areas. Each area 
is analysed according to the characteristics of its residents and passengers (e.g. age 
structure, income, population growth, consumption, expenditure). Accordingly, a 
specific business strategy is drawn up for the area. The Toyoko line is considered one 
of these areas. Tokyu Corporation considers stations and towns as ‘peas’ connected 
to each other via a railway line, while the area served by a railway line (the origin 
locations) is seen as the ‘bean’. They refer to this as the ‘PEAs strategy’ (see figure 6-4). 

Figure 6-4  Area strategy of Tokyu Corporation

Source: Tokyu Corporation, 2005.

2)  Development of focal points: 

 Key locations around the major stations belonging to Tokyu Corporation are developed 
according to the area strategies. Currently development plans are underway for Shibuya 
station, Futako Tamagawa station and Tama Plaza station (Tokyu Corporation, 2010). 
Characteristically, these plans focus on a wide range of activities and facilities with 
which they hope to exploit synergies among their core businesses (transport, real estate, 
and retail) such as increasing day-time passenger volume, attracting new residents 
and promoting consumption. In contrast to Shibuya station, Futako Tamagawa 
and Tama Plaza station are situated outside the centre of Tokyo; their development 
should be seen as a way to stimulate daytime and reverse transportation (i.e. away 
from Shibuya station) in line with government policies to decentralize business and 
commercial facilities away from the city centre. In addition, the development of all 
three locations has been triggered by government measures. For example, Shibuya 
station has been designated by the national government as ‘priority development area’ 
and as such is able to enjoy financial and procedural benefits (see chapter 7). Futako 
Tamagawa station is one of the centres designated by the TMG where businesses and 
commercial functions need to be decentralized. For similar reasons Tama Plaza station 
is designated by the Yokohama city government as an important sub-centre. And last 
but not least, these redevelopment plans all concern outdated land uses and buildings 
largely owned by Tokyu Corporation. 
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3)  Promotion of retail-related operations:
Retail is considered the third core business of Tokyu Corporation, after transportation 
and real estate. By promoting retail-related businesses such as department stores, chain 
stores, shopping centres and other services Tokyu Corporation hopes to increase the 
attractiveness of the lifestyles of residents living along their railway lines. In addition, 
Tokyu Corporation is encouraging differentiation and individualization among its 
retail facilities (Tokyu Corporation, 2006). For this it has developed a retail refinement 
plan in which stations, i.e. the commercial facilities along a specific number of stations, 
are divided into different retail types. Each type serves a particular market (e.g. 
neighbourhood-community, neighbourhood-regional, regional, and super-regional) 
and focuses on specific facilities. In line with the retail types the existing and planned 
commercial facilities along a specific number of stations are to be redefined. In this 
way Tokyu Corporation hopes to generate synergy among its commercial facilities, 
and to create a more attractive living environment around its railway lines.

Tokyu Corporation aims to play a role as a life-style design supporter oriented towards 
maintaining and increasing the vitality of communities served by its own railway lines. 
Private railway operators are, as was illustrated above, involved in several side-
businesses. They do this on the one hand to make their railway operations more 
efficient (i.e. generate stable ridership) and on the other hand to increase their profit 
margins (see chapter 4).

One indicator for determining whether railway operations are working efficiently is the 
number of passengers carried. As figure 6-5 illustrates, the number of passengers using 
the railway lines of Tokyu Corporation has fluctuated between 1989-2011. However, 
since the year 2000 the number of passengers has continuously increased. This increase 
in passenger numbers can to some extent be attributed to the network enhancements 
(e.g. providing through services with railway lines of other private railway operators) 
and large-scale improvement works (e.g. extension and quadrupling of existing railway 
lines) that Tokyu Corporation has carried out. 

Figure 6-5   Annual passengers carried between fiscal year 1989-2010 (in millions)
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In addition, the Tokyu Corporation has managed to attract passengers to its railway 
lines through non-transportation investments. As for example figure 6-6a illustrates, 
the number of passengers at Minami-Machida station has increased considerably since 
2000 when a new shopping mall was opened in the vicinity of the station. Especially 
the share of non-commuters (the blue bar in figure 6-6a) has gone up which is a clear 
indication that this station is increasingly being used after peak hours. In addition, its 
retail sales have also gone up (see figure 6-6b).

Figure 6-6a/b  Number of passengers (left) and history of sales (right) at Minami Machida station

  
Source: Tokyu Corporation, 2007.

6.2.1 Corridor morphology

Facts and figures of the Toyoko line
Length in kilometres:
Number of stations: 
Year opened:
Number of passengers per day (excluding transfer):
Travel time between Shibuya and Yokohama:
Maximum speed: 
Congestion ratio: 

24.2 
21
1926
1.36 million
29 minutes (by rapid express)
110 km/h
172%34

34

In chapter 5 the development dynamics of 99 station areas were analysed with the help 
of the node-place model. Eight of these stations are located on the Toyoko line and are 
therefore a part of this corridor analysis. 

34 Congestion ratio is the ratio of the number of passengers compared to the train capacity. A capacity 
of 100% means that 3 persons ‘stand’ in 1 m2 of floor space (Ieda, 1995). The congestion ratio of 
172% concerns a section of the Toyoko line (i.e.Yutenji-Naka Meguro).
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Figure 6-7  The Toyoko line 

As was mentioned before the corridor morphology is analyzed by travel time and 
distance of stations to the nearest sub centre, their passenger numbers, and the type and 
number of services offered at each station (see figures 6-8a through 6-8c). Determining 
the travel time to the nearest sub-centre is more complicated for the Toyoko line as this 
line actually has two sub-centres, i.e. Shibuya and Yokohama. Shibuya station has been 
chosen as a point of reference, as the largest daily passenger flows are expected to go 
in this direction.

Figure 6-8a  Distance in kilometres and travel time to Shibuya 
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Figure 6-8b  Daily passenger numbers excluding transfer (x1000)35
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Figure 6-8c  Number and type of train service (R= rapid express; L= local express)
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35 People getting on and off the train.
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6.2.2 Assigned densities
With the help of the websites of Yokohama City and the Tokyo Metropolitan 
Government the designated FAR-values for the areas directly bordering the stations 
were found. Accordingly, these values are related to the position each station has in the 
node place model and in the railway corridor (see figures 6-9 and 6-10).

Figure 6-9  Assigned densities and their position in the node place model
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Figure 6-10  Assigned densities and their position in the railway corridor (%) 
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Figure 6-9 illustrates that a certain hierarchical pattern can be distinguished when 
plotting the densities in the node-place model. In general the following applies: the 
higher the position of a station in the node-place model, the higher the density of 
the areas directly bordering the stations. Translated to the node-place criteria used in 
this analysis this means that stations with a large workforce, a high number of train 
connections, and in close proximity to the CBD tend to get higher assigned densities 
than stations where this is not the case. Jiyugaoka station is an exception as this 
station has a high density level compared to its position in the node-place model. An 
explanation for this is that Jiyugaoka station is one of the designated sub centres outside 
the city centre that is designed to draw developments away from the city centre. As 
such it has been awarded a higher density level. In addition to its sub centre status, the 
position of Jiyugaoka station in the railway corridor (see figure 6-10) can also be seen 
as a means to increase reverse transportation flows (i.e. away from Shibuya station) 
and consequently achieve a more efficient train operation.
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In figure 6-11 the assigned density levels of the 21 stations belonging to the Toyoko line 
are illustrated. This figure clearly shows that density levels differ considerably within a 
railway corridor. In general, the highest densities are assigned to the sub centres, which 
in the case of the Toyoko line are Shibuya and Yokohama station. The intermediate 
stations show a relatively low and similar density level. However, interestingly there are 
also some stations that clearly stand out in comparison to their neighbouring stations 
such as Jiyugaoka and Musashi Kosugi station (see the arrows in figure 6-11). Both 
stations are considered important sub-regional centres for decentralizing businesses 
and commercial facilities outside the CBD of Tokyo, and in the case of Musashi Kosugi 
outside the centre of Kawasaki, which is highlighted by the fact that the TMG and the 
city of Kawasaki have assigned them higher density values.

Figure 6-11  Identified development pattern and position in the railway corridor 

	  

6.2.3 Functional diversity 
Based on a GIS-computation (Geographical Information Systems) the numbers 
of employees and residents within 700 metres of the selected stations have been 
calculated. The figure below illustrates how these data are distributed within a station 
area when considering the four economic classes used in the previous chapter. 
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Figure 6-12  Distribution of employees and residents per station (%)

1  
62%  

2  
28%  

3  
1%  

4  
5%  

5  
4%  

Shibuya: distribution workers and population

1  
57%  

2  
34%  

3  
1%  

4  
5%  

5  
3%  

Yokohama: distribution of workers and population

1  
11%  

2  
34%  

3  
0%  

4  
6%  

5  
49%  

Jiyugaoka: distribution of workers and population

1  
30%  

2  
12%  

3  
2%  4  

3%  

5  
53%  

Naka Meguro: distribution of workers and population

  



Station area developments in Tokyo and what the Randstad can learn from it 

- 158 - 

1  
14%   2  

12%  

3  
4%  

4  
6%  

5  
64%  

Musashi Kosugi: distribution of workers and population

1  
5%  

2  
6%  

3  
4%   4  

4%  

5  
81%  

Kikuna: distribution of workers and population

1  
4%  

2  
6%   3  

1%  
4  
1%  

5  
88%  

Tamagawa: distribution of workers and population

1  
7%  

2  
6%   3  

1%   4  
4%  

5  
82%  

Den en chofu: distribution of workers and population

The patterns displayed above allow us to categorize stations according to their 
functional profile. The following station profiles can be distinguished:

1. Residential stations: stations where the residential function is overrepresented. In 
this example Tamagawa, Den en Chofu and Kikuna can be categorized as such.
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2. Residential -office stations: stations where besides the residential function, offices 
are strongly represented. The station of Naka Meguro can be categorized as such.

3. Residential-office-retail stations: stations where besides the residential function, 
both offices and retail are strongly represented. Musashi Kosugi can be categorized 
as such.

4. Residential-retail stations: stations where besides the residential function, retail is 
strongly represented. Jiyugaoka can be categorized as such.

5. Office-retail stations: stations where besides offices, retail is strongly represented. 
Shibuya and Yokohama can be categorized as such.

Figures 6-13 and 6-14 illustrate how these profiles are related to their position in the 
node-place model and to their position in the railway corridor.

Figure 6-13  Station profiles and their position in the node-place model
Figuur 6-13 Station profiles and their position in the node-place model
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Figure 6-14  Station profiles and their position in the railway corridor
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Figure 6-13 illustrates that stations with an intermediate position in the node-place 
model tend to be the most multifunctional ones. In other words, the stations located 
an average distance from the CBD and with an average number of train connections 
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have a workforce that is relatively equally distributed over the four economic sectors. 
Stations belonging to this category have an average workforce of 18.000 people, 3 
different train connections and are located 15 kilometres from the CBD. Moving down 
the line of the node-place model, the population share gets stronger at the cost of 
the total workforce which gets smaller. Moving up the line a reverse pattern can be 
seen, i.e. as the share of office workers increases the population share decreases. The 
top and the base of the node-place model tend thus to be relatively monofunctional. 
This is closely related to the distinguished density pattern discussed above. Stations 
with relatively high density levels, e.g. Shibuya and Yokohama, tend to have relatively 
monofunctional station profiles. They are either office or office-retail stations. 
Stations with relatively low density levels, e.g. Tamagawa and Den en Chofu tend to 
have relatively monofunctional station profiles as well and are considered residential 
stations.

Figure 6-14 demonstrates that within a railway corridor different functional profiles 
can be distinguished. In general, the urban sub centres situated at the beginning and/
or end of the line (Shibuya and Yokohama) tend to be dominated by offices and retail. 
In between these sub centres a variety of functional profiles can be found. Interestingly 
the most multifunctional stations tend to be located somewhere in the middle of the 
line, such as Jiyugaoka and Musashi Kosugi on the Toyoko line. First and foremost 
this is caused by the business strategy pursued by Tokyu Corporation. The core of its 
growth strategy focuses on creating synergies between its transport, real estate and 
retail departments. By placing activities (e.g. shopping malls, universities, hospitals 
and offices) somewhere in between the line bi-directional and off-peak travel can 
be promoted. Consequently, a more efficient railway operation can be realized. In 
addition, such activities can lead to more customers and consequently increased sales 
(see for instance figure 6-6b). And last but not least, the development of attractive 
facilities will have a positive influence on the surroundings of a station, illustrated by 
the increased land and rent prices. 
Furthermore, the government can also help in attracting certain functions to a station 
area or in stimulating the development of certain stations by offering for example tax 
incentives to companies, or by using planning incentives. The latter, for example, was 
the case in Musashi Kosugi station where private developers were offered considerable 
bonuses for investing in public facilities. 
 

6.3 The Odawara line

The Odawara line is owned and operated by Odakyu Electric Railway Corporation 
(OER) which is another major private railway company operating in the Tokyo 
metropolitan area. Its headquarters is in Shinjuku. OER owns and operates 3 railway 
lines with a total length of 120.5 kilometres in the area to the southwest of Shinjuku 
(see figure 6-15). In addition, it also operates bus services acting as feeders for its 
railway network. Other transport services include taxis and tourist boats. 
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What sets OER apart from other private railway operators is that its railway lines run 
through various tourist and leisure areas such as Hakone (famous for its spas) and 
Enoshima (popular beach spot). 

Figure 6-15  Regional map of Odakyu Electric railway lines

Source: OER, 2009.

OER forms the core of the Odakyu Group which, like many other railway companies 
in Japan, is involved in several non-transportation businesses like real estate, retail 
and other services such as financing (credit card), fiber optic networking and travel 
sales. The Odakyu Group owns department stores, a number of hotels, and a chain of 
supermarkets, convenience stores and kiosk outlets. Furthermore, the Odakyu Group 
owns several recreational facilities including a golf course, camping ground, a hot 
spring resort, and a sailing resort. Most of the recreational facilities are situated at the 
end of their lines to generate off-peak travel demand and to stimulate bi-directional 
(i.e. away from Shinjuku station) traffic flows.

The corporate philosophy adhered to by the Odakyu Group is to create ‘irreplaceable 
times’ and ‘rich and comfortable lifestyles’ for its customers along its railway lines 
(OER, 2009). Based on this thinking, the Odakyu Group seeks to improve the value of 
its services offered to customers. These services centre in particular on transportation, 
retail and real estate, or as they call it ‘door-to-door services’, ‘lifestyles’ and ‘living 
spaces’. In its business vision OER has outlined three growth strategies, which they refer 
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to as ‘scenarios’, that are integrally applied to its business domains of transportation, 
retail and real estate, and to the area served by its railway lines (OER, 2008):

•	 Scenario 1: Better quality services: increase the competitiveness in all sectors by 
providing better quality services.

 a. Transportation: continuation of multiple double tracks project
 b. Retail: floor renewal of shopping complexes
 c. Real estate: integration of real estate sales and after-service businesses

•	 Scenario 2: Enhanced menu of services: commencement of new services or 
business that provide better living environments for customers

 a. Transportation: planning of new train tickets
 b. Retail: expansion of travel package menus for foreign tourists
 c. Real estate: expansion of heat energy supply business

•	 Scenario 3: Enhance the features of the areas along the lines: establishment of 
stable business structure in existing and new areas by opening new stores.

 a. Transportation: new bus lines
 b. Retail: new stores of existing brands (supermarkets, bakery stores)
 c. Real estate: medium- term acquisition plan of developable land

The Odakyu Group has divided its railway territory into four business regions: 
Shinjuku, Setagaya, Tama and Hakone (see figure 6-15). For each business region it 
has developed a specific area strategy based on the image of the area. For example, 
Shinjuku is one of the main commercial and business centres of Tokyo. As such 
the Odakyu Group is seeking to increase its presence in this area by expanding its 
commercial and business facilities here. 

6.3.1 Corridor morphology 36 37 38

Facts and figures of the Odawara line (section between Shinjuku and Shin-Yurigaoka)
Length in kilometres36:                                                 21.5 
Number of stations37:                                                  23 
Year opened:                                                                 1927 
Number of passengers per day (excluding transfer) 1.1 million 
Travel time:                                                                 35 minutes (by rapid express)
Maximum speed:                                                                 110 km/h 
Congestion ratio:                                                                 192%38

The Odawara line is relatively long in comparison to other private commuter lines 
operating in the Tokyo Metropolitan Area. Consequently a considerable number of 
stations fall beyond the 30 kilometre radius of Tokyo station, defined as the scope for 
this analysis. Of the stations that fall within this radius, only five stations match the 

36 The whole Odawara line is 82.5 kilometres.
37 The whole Odawara line has 47 stations. 
38 The congestion ratio of 192% concerns a section of the Odawara line (i.e.Setagaya Daita-

Shimokitazawa).
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selection criterion of having at least one transfer option to another railway line. Shin-
Yurigaoka is the last station located within 30 kilometres of Tokyo station that has a 
transfer option to another railway line (see figure 6-16).Thus the analysis carried out 
here concerns only a section of the Odawara line, i.e. the segment between Shinjuku 
and Shin-Yurigaoka.

Figure 6-16  Analysed section of the Odawara line

The corridor morphology is analyzed by travel time and distance of stations to the 
nearest sub-centre, their passenger numbers, and the type and number of services 
offered at each station (see figures 6-17a through 6-17c).

Figure 6-17a Distance in kilometres and travel time to Shinjuku
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Figure 6-17b Daily passenger numbers excluding transfers (x 1000)
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Figure 6-17c Number and type of train service (R= rapid express; L= local express)

 
 
 
 
 
 

           
          
 

     12                                       1                           1                                                                              1        1 
      R                                        R                           R                                                                              R                                                              R    
             
    

Shinjuku              Yoyogi Uehara     Shimokitazawa                                                    Noborito                                           Shin-Yurigaoka        

6.3.2 Assigned densities
The designated FAR-values for the areas directly bordering the five selected stations 
were found on the Tokyo Metropolitan Government and the Kawasaki City websites. 
Accordingly, the densities are related to the position of each station in the node place 
model and in the railway corridor. This is illustrated in figures 6-18 and 6-19.

Figure 6-18  Assigned densities and their position in the node-place model
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Figure 6-19  Assigned densities and their position in the railway corridor ( %)
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Also figure 6-18, albeit less clear than in figure 6-9, illustrates a certain hierarchical 
pattern when plotting the densities in the node-place model; stations with a higher 
position in the node-place model tend to have a higher assigned density. An exception 
to this is the station of Shin-Yurigaoka as this station has a relatively high assigned 
density level compared to its position in the node-place model. An explanation for this 
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is that Shin-Yurigaoka serves as a regional centre for residents living along the Odawara 
line. Around the station many department stores and a public library can be found. 
What might have further triggered its development potential, and thus for Kawasaki 
City to assign it a higher density level, is that it will become the future terminus for 
both the Yokohama and Kawasaki municipal subway lines. Shin-Yurigaoka station is 
situated somewhere in between the Odawara line, although for analytical purposes 
this is illustrated differently in figure 6-18. Therefore, its current status as a regional 
centre can also be seen as a means to stimulate off-peak and bi-directional traffic flows 
(i.e. away from Shinjuku station). Consequently, this can help to make the railway 
operations of the Odakyu Group more efficient. 
In figure 6-19 the assigned density levels of the stations belonging to the analyzed 
section of the Odawara line are illustrated. This figure demonstrates that density 
levels vary considerably along the Odawara line. In general, the highest densities are 
assigned to the sub-centres, which are in the case of the Odawara line Shinjuku and 
the regional centre of Shin-Yurigaoka. The intermediate stations show a relatively low 
and similar density level. Interestingly, there are some stations that clearly stand out 
in comparison to their neighbouring stations such as Shimokitazawa, KyodoNoborito 
and Mukogaoka Yuen (see the arrows in figure 6-19). These stations all serve as 
important sub-regional centres along the Odawara line, highlighted by the fact that 
local governments have assigned them higher density levels. However, in contrast to 
the Toyoko line, none of these stations are specifically designated by the government as 
sub centre. As such they do not need to draw developments away from the city centre 
of Tokyo. Interestingly, around each station redevelopments are taking or are going 
to take place. For example in Noborito the station building and platforms have been 
remodelled, in Kyodo a former train shed site will be redeveloped, in Shimokitazawa 
the existing railway lines have been put underground, and in Mukogaoka Yuen 
the station area will be redeveloped. This might bring additional opportunities for 
the Odakyu Group to generate synergies between its railway, real estate and retail 
departments since they are one of the main landowners in the station areas concerned.



Station area developments in Tokyo and what the Randstad can learn from it 

- 166 - 

6-19 Identified development pattern and position in the railway corridor 

	  

6.3.3 Functional diversity
Based on a GIS-computation the number of employees and residents within 700 
metres of the selected stations has been calculated. The figure below illustrates how 
these data are distributed within a station area when considering the four economic 
classes used in the previous chapter. 
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Figure 6-20  Distribution of employees and residents (%)

  Shinjuku: distribution of workers and population

                                

  
Yoyogi Uehara: distribution of workers and population

        

  
Shimokitazawa: distribution of workers and population
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Noborito: distribution of workers and population

                               

	  

 

  
Shin Yurigaoka: distribution of workers and population

       

  

	  

Based upon the patterns displayed above the stations can be categorized according to 
their functional profiles. Consequently, the following profiles are distinguished:

1. Residential stations: stations where the residential function is overrepresented. 
Noborito station can be categorized as such.

2. Residential-office-retail stations: stations where besides a strong residential 
function, both offices and retail are well-represented. The stations of Yoyogi 
Uehara and Shin-Yurigaoka can be categorized as such.

3. Residential-retail stations: stations where besides a strong residential function, 
retail are well-represented. Shimo-kitazawa station can be categorized as such.

4. Office-retail stations: stations where besides a strong office function, retail are 
well-represented. Shinjuku station serves as an example for this category.
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Figure 6-21  Station profiles and their position in the node-place model	  
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Figure 6-22  Station profiles and their position in the railway corridor 
  (R= residential; O= office; Rt= retail)
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Similar to the functional pattern of the Toyoko line, figure 6-21 illustrates that 
stations with an intermediate position in the node-place model tend to be the most 
multifunctional ones. Here they are the station areas of Shimokitazawa, Yoyogi and 
Shin-Yurigaoka. The top and the base of the node-place model tend to be relatively 
monofunctional. This closely corresponds to the distinguished density pattern 
discussed earlier. Stations with relatively high density levels, such as Shinjuku, tend to 
have a relatively monofunctional station profile as these stations are considered office-
retail stations. Stations with relatively low density levels, e.g. Tamagawa and Den en 
Chofu, tend to have relatively monofunctional station profiles as they are considered 
residential stations.

Figure 6-22 demonstrates that also within the Odawara line different functional profiles 
can be distinguished. The urban sub-centre of Shinjuku is situated at the beginning of 
the line and tends to be dominated by offices and retail. The regional centre of Shin-
Yurigaoka has a more diverse functional profile and is in reality located somewhere 
in the middle of the line. Similar to Tokyu Corporation this should be regarded as an 
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outcome of its business strategy. For the Odakyu Group a close cooperation between its 
transport, real estate and retail departments is central to its growth strategy, because in 
this way synergy can be realized. Furthermore, the government can also help to attract 
certain functions to a station area. For instance, in the case of Shin-Yurigaoka station 
public investments such as the extension of the Kawasaki and Yokohama municipal 
subway lines may lead to additional private sector investments in the surrounding area 
due to improved accessibility. 

6.4 Conclusion
In the previous paragraphs two railway corridors were analyzed by their morphological, 
density and functional patterns. These patterns were explored in two ways: 
1. By looking at how density and functional patterns are related to the position of a 

station in the node-place model
2. By looking at how density and functional patterns are related to the position of a 

station in the railway corridor
In this final paragraph an answer will be given to the questions posed at the beginning 
of this chapter. 
 
1. Does a focus on a railway corridor allow for locations to be planned and developed 

in a coherent way?  
This question seems to be answered positively. Both private railway companies 
have made area strategies for either their whole railway line (Tokyu line) or parts 
of it (Odakyu line). These strategies have enabled a hierarchical development 
pattern to occur along the railway corridor, with the highest peaks (i.e. highest 
assigned densities) to be found at the beginning and end of the line and some 
additional high peaks (relatively high peaks) to be found in between the line. 
In addition, they have also contributed to a diversified functional pattern to be 
found along the railway line, with relatively monofunctional stations to be found 
at the beginning and end of the line, and stations with more diversified functions 
to be found in the middle of the line. Consequently, it seems fair to conclude 
that (sub) regional planning strategies such as the area strategies have, at least to 
some extent, allowed for a corridor to be planned in a coherent way. In addition, 
local governments exert some influence on the development patterns of railway 
corridors as they have the authority to assign the density levels and have the 
means (e.g. tax incentives) to attract certain functions to stations. 

2. Does a focus on a railway corridor result in synergies between station areas, or in 
other words, is it a useful tool for preventing competition between them? 
This question seems to be answered positively. Generating synergy between 
transport, real estate and retail stands at the core of the business strategies 
pursued by Tokyu Corporation and the Odakyu Group. In line with the area 
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strategy, the location and type of new businesses and services is carefully 
planned along its railway lines. This is done to attract more passengers during 
off-peak hours and to generate bi-directional traffic flows to increase the number 
of customers and consequently increase the number of sales. Figures 6-6a and 
6-6b show that this can work out quite well. Eventually, these new businesses 
and services should make stations areas more attractive resulting in an increase 
in land and rent prices. As the development patterns within a railway corridor 
have illustrated there are several types of centres to be found along a railway 
line ranging from metropolitan sub centres to sub-regional and regional 
sub-centres. These do not have the same functional patterns as both corridor 
analyses have illustrated. Within the station area of urban sub centres office and 
retail functions tend to dominate, while in the sub-regional and sub centres also 
other functions such as residences are represented. Although there are multiple 
(sub) regional sub-centres to be found along one railway line differentiation and 
individualization between them is encouraged. For example, Tokyu Corporation 
has made a Retail Refinement Plan in which stations are categorized into five 
retail types serving a particular market and focusing on specific facilities. 
Also the Odakyu Group focuses on promoting a wide diversity of businesses 
around its individual stations. These businesses should reflect the character of a 
particular business region and should supplement the existing services offered to 
customers. Consequently, it seems fair to conclude that stations along a railway 
corridor tend to complement each other and competition is prevented due to the 
diversity in functional profiles and catchment area. 

3. Does a focus on railway corridors allow for a better coordination between different 
modes of transport?  
This question seems to be answered positively. Both private railway companies 
offer bus services that either provide complementary services to their existing 
railway network or act as feeders to its railway network. The buses connect the 
stations with the surrounding residential neighbourhoods and enable people 
that live beyond walking distance to a station to use it for carrying out their 
daily activities. Thus, the bus services help to expand the service coverage area 
of a station. Whether this tends to be better coordinated in a network or a 
corridor is difficult to say. However, as we have seen in the introduction, Tokyo 
does not have one coordinating body for its metropolitan railway network, but 
instead multiple bodies each operating their own smaller network. Despite this 
focus, railway companies do cooperate with each other on matters involving 
the metropolitan network as a whole. And last but not least, private railway 
operators use each other’s network by operating mutual direct train services. 
In this way the accessibility to areas outside their own ‘territories’ is improved. 
Moreover, the need for passengers to transfer is reduced, thereby enhancing 
passenger convenience. Consequently, in Tokyo coordination between transport 
services takes place at different levels (i.e regional and local level).  
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4. Does a focus on railway corridors result in off-peak travel and bi-directional traffic 
flows?  
This question seems to be answered positively. The passenger flows within a railway 
corridor seem to indicate that, besides the sub centres at the beginning and end of 
the line, there are also centres somewhere in the middle of the line that are able to 
attract considerable numbers of passengers (see figures 6-8b and 6-17b). Private 
railway companies like Tokyu Corporation and Odakyu Corporation have been 
very successful in drawing universities to their station areas. Universities are usually 
not located at a sub-centre, but instead somewhere in between the line. This is done 
deliberately to generate bi-directional traffic flows. In addition, a function like a 
university is able to stimulate off-peak travel. In a similar fashion some amusement 
functions (e.g. golf court, theme park) are deliberately planned at the end of a 
railway line. Besides practical reasons (there is hardly space to develop amusement 
functions within the built-up urban area) such functions are able to generate 
considerable off-peak travel and bi-directional (i.e. away from the urban sub-centre) 
traffic flows. Consequently, it seems fair to conclude that by carefully planning 
functions along a railway line transport operations can be made more efficient.  
 
This indicates that railway corridors seem to be a logical unit for coordinating 
transport and land use developments at a regional level as it has clear advantages 
compared to focusing on single station areas. This does not imply that a focus on 
corridors is better than a focus on the whole network. However, what this corridor 
analysis has demonstrated is that a focus on corridors can work and does not 
have to result into an inconsistent metropolitan railway network. Conversely, a 
network focus, and thus the process and content complexities associated with 
it, are not always required for successfully coordinating transport and land use 
developments at a regional level. 
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This chapter is related to the theory of market-conscious planning and aims to give 
an overview of how such planning works in the case of station area developments 
in Tokyo. As will be demonstrated planning incentives play a pivotal role in this and 
are important devices for the government to stimulate certain developments. In order 
to understand why certain planning incentives were introduced it is helpful to gain 
insight into the period in which they were implemented; this will be addressed in the 
first paragraph. In the second paragraph an overview is given of the several incentive 
systems that were brought into the planning from the 1960s onwards. In the following 
three paragraphs three case studies of station area developments are described. Each 
case study represents a particular period in planning and describes the workings of a 
planning incentive considered illustrative for this period and the role the public and 
private sector play in this. In the sixth and final paragraph Japan’s planning style will 
be evaluated. 

 Station area 
development studies7 
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7.1 Urban development of Tokyo 

In the post-war period urban development was primarily carried out along the major 
new arterial roads and at nodes in the public transport system. Many traditional 
neighbourhoods in central Tokyo, characterized by their fragmented landownership 
and narrow roads, where initially left untouched by the private sector. The reason for 
this was that fragmented land use patterns made it extremely difficult to assemble 
land for development. Moreover, strict height regulations seriously limited building 
capacity which made it virtually impossible for the private sector to redevelop these 
areas in a profitable way. As the economy was growing rapidly during the 1950s and 
1960s the pressure from the private sector for a more intensive utilization of the land 
was increasing. The government responded with the introduction of a new zoning 
system in which land uses were no longer regulated by maximum height regulations, 
but instead were linked to volume controls (Sorensen, 2002). 

At the end of the 1970s and early 1980s town planning in the developed world was 
caught up in a general drive for more market freedom. In the UK, France and the 
US initiatives were launched for more private sector involvement. Japan soon 
followed under Prime Minister Nakasone (1982-1987). The government in Japan was 
confronted with rapidly growing budget deficits due to an increased scale of public 
sector borrowing. Therefore it wanted to reduce the public sector’s expenditure and 
instead stimulate private sector investments. Several large national monopolies were 
transferred from the public to the private sector. Among them was Japan National 
Railways which was split up into 7 different private companies in 1987. Furthermore, 
deregulation measures were proposed to eliminate what the private sector perceived 
as “unnecessary red tape and bureaucratic supervision” (Hebbert & Nakai, 1988). 
The main underlying principle for deregulation was to enhance Japan’s international 
economic competitiveness (Sorensen, 2003). This affected urban planning as well; in 
the 1980s deregulation measures were increasingly carried out under the adage of 
reinforcing Tokyo’s role as an important global city (Saito & Thornley, 2003; Sorensen, 
2003).This role was reflected by the initial deregulation measures of Nakasone which 
mainly focused on encouraging developments in central Tokyo.

Under Prime Minister Nakasone existing floor area ratios were increased by up to 
a half of the existing limits. Also the scope for the transfer of development rights 
was expanded to neighbouring sites. This made it possible for developers to acquire 
development rights from owners of adjacent or opposite buildings and utilize these 
rights to build beyond the permitted floor area ratios of their own. Both measures 
allowed developers to use their land in a far more efficient way. 
The 1980s became known for its acute shortage of office space, skyrocketing land 
prices, displacement and eviction of communities and flourishing urban development 
projects. This period is also referred to as the Bubble period.
By the end of the 1980s the government was under pressure to take measures against 
the greatly inflated real estate prices. It was clear that the excesses of the Bubble period 
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no longer provided a valid argument for deregulation. Instead, there was growing 
public and governmental support for a re-regulation of planning that focused on 
stronger planning and tighter regulation of land development. One of the measures 
implemented was the extension of the land use zoning system from 8 to the current 
12 land use districts. The four categories added concerned all residential districts. The 
primary goal of this was to protect the character of certain residential neighbourhoods 
and to establish more variety between residential areas.

In the early 1990s the Bubble burst and Japan entered a period of prolonged recession. 
As is argued by Segers (2009) this recession was comparable or even bigger than the 
financial crisis which is affecting the world today. For years the major commercial 
banks had provided loans to real estate developers for which the land served as 
collateral. Between 1950 and 1990 the land price had, with the exception of one year, 
only increased. This contributed to the so-called ‘land myth’: a belief that land prices 
could only increase. Land increasingly started to serve as method of payment for real 
estate transactions. At the beginning of the 1990s the unavoidable happened: the stock 
market crashed and soon land prices followed. Suddenly companies were confronted 
with huge losses as the decreased value of their land was no longer sufficient to cover 
their outstanding loans. In the 1990s Tokyo was also steadily losing its strong economic 
position in the world to other East Asian players such as Hong Kong, Singapore and 
Shanghai (Newman and Thornley, 2005; Saito & Thornley, 2003; Sorensen, 2003). In 
general, the 1990s became known as the ‘Lost decade’, a period in which there was 
considerable political confusion and lack of clear policies. A feeling existed within 
Japan that it had lost its direction and opportunities were not taken to remedy its basic 
problems. The recession created once again a political climate in favour of the market.

During the 1990s several planning instruments were introduced that allowed 
significant increases in the allowable building heights and volumes. The government 
wanted to make land development profitable again and compensate the development 
industry for their bubble-related losses. Perhaps the most drastic deregulation measure 
implemented was in 2001 when the national government of Prime Minister Koizumi, 
urged by the prolonged recession, installed a so-called Urban Renaissance Office within 
the national cabinet. This office was authorized to designate several ‘priority urban 
development areas’ in Japan’s largest cities. Within such areas land use regulations 
were greatly weakened, in fact in some cases existing land use regulations were even 
put aside, and incentive systems could be applied for. This measure was considered 
drastic because the Cabinet itself could designate the areas and grant approval for FAR-
bonuses without having to consult the local government. This sidestepped the protests 
of local residents and the public consultation process demanded by local governments 
(Sorensen, 2003). It is expected that the Urban Renaissance Policy initiated under 
Prime Minister Koizumi will result in a second wave of urban development projects. 
Thereby history seems to repeat itself as the first wave of urban development projects 
initiated under Prime Minister Nakasone were the result of a comparable urban 
renaissance policy carried out under somewhat similar economic conditions (Shima 
et al., 2007).
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The developments in urban planning described above show that the role of the 
government in planning is not a static one. Planning in Japan has in fact constantly 
moved back and forth between regulation and deregulation measures depending 
on the state the economy was in. As a result the role between the government and 
the private sector has also constantly changed. This is well illustrated by the urban 
developments carried out in the last three or four decades in Tokyo (see for instance 
Saito & Thornley, 2003; Sorensen, 2003; Waley, 2007). 
From the early 1960s through to the late 1970s urban developments were mainly 
directed and undertaken by the state. Developments focused on replacing large 
factories and other ‘inefficient’ uses within central Tokyo in favour of housing and 
were an outcome of the national policies conducted at that time. These national 
policies were aimed at shifting industrial development away from Tokyo. 
The 1980s were a reflection of Nakasone’s policy to promote private sector involvement 
in urban development projects. Urban development was characterized by mixed-use 
projects, with some involvement of the public sector. Often this involvement was in 
the form of co-management such as public-private partnerships. The deregulation 
measures taken were a reaction to the oil crisis and the economic depression that 
followed. 
At the end of the 1980s the excesses of the economic bubble (1986-1991) forced 
the government to tighten its control over land development. In the early 1990s the 
economic bubble burst and a prolonged period of economic recession39 followed. This 
once again forced the government, urged on by the property development industry, to 
ease the existing land use regulations. 
After a period of reduced activity at the beginning of the 2000s a new round of 
urban development projects started. These developments were triggered by similar 
government policies to those carried out under Prime Minister Nakasone. The 
difference, however, was that urban development projects were led mostly by the 
private sector while the government withdrew almost entirely from these projects. 
For the last decade or two the Japanese government has withdrawn its role to a more 
strategic position leaving the initiative to the market. This is in contrast to Europe 
where a reverse process has been taking place: the role of the government (national 
and local government depending on the context) has shifted to orchestrator of the 
entrepreneurial city (Waley, 2007). However, this reduced role in planning does not 
mean that the Japanese government has become weaker in influencing developments. 
On the contrary, as is illustrated in the next paragraph, incentive systems offer the 
government a powerful tool for steering developments in a desired way.

39 This is generally referred to as the ‘Lost Decade’
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7.2 Incentive systems in planning 

From the 1960s onwards Japan has introduced several systems into its planning system 
that allow existing Floor Area Ratio (FAR) -values to be relaxed. These systems have 
served two purposes: 1) to allow a more effective utilization of the land thereby enabling 
the private sector to realize profitable developments and 2) to ensure that the private 
sector contributes to realizing certain public planning goals such as the formation of 
good urban spaces and the maintenance of balance between public infrastructure and 
buildings (Building Research Institute, 1992).
In general the incentive systems work as follows: a developer receives an additional 
floor area ratio when he includes a certain amount of open space, public facilities, 
cultural facilities, the preservation of historical sites or in some cases housing in his 
project. The amount of additional floor area given to the developer depends upon the 
proportion of land a developer contributes.
The workings of three incentive systems are demonstrated below. They represent 
each one of the earlier- distinguished periods in urban development. The’ integral 
design instrument’ illustrates the type of instruments that existed from the early 
1960s through the 1970s when urban developments were still pre-dominantly state-
led. The ‘redevelopment district plan’ is an instrument that represents the 1980s when 
several deregulations in planning were carried out in order to promote private sector 
involvement in urban development projects. The ‘special district for urban renaissance’ 
is one of the latest incentive instruments introduced in Japan. It is an outcome of the 
new urban renaissance policy started under Prime Minister Koizumi in 2001. Urban 
developments carried out under this system are almost entirely led by the private 
sector, though the national government selects the areas thereby stimulating their 
urban development.

The early 1960s to the 1970s: Integral design instrument
The ‘integral design system’ was introduced in 1970. Over the years multiple versions of 
this instrument have been developed accompanied with ever-increasing FAR-bonuses. 
In general this instrument works as follows: developers that incorporate a certain 
amount of public open space in their developments receive an additional floor area 
ratio. The exact amount a developer gets depends on the size of the building site, the 
proportion of open space provided, and the land use district a building site is located 
in. For example, in case of a Commercial district the building site should be at least 
1000 square metres and should contain 100 square metres or more of open space. Also 
it is considered necessary that the site faces a street 6 metres wide or more. A private 
developer can earn a maximum FAR bonus of 200%. This vacant land should be made 
available for daily free passage or as pedestrian space. The development requires thus 
an integral plan which includes the built and non-built up part of a lot. 
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Figure 7-1  Image of the integral design instrument

Source: Building Center of Japan, 2004.

The 1980s: The Redevelopment district plan
The ‘redevelopment district plan’ was introduced in 1988. It is one of the multiple 
versions of the district plan, which is the most detailed level on which land use 
regulation can take place in Japan. The ‘redevelopment district plan’ focuses on 
particular sites such as former industrial areas or freight yards that are situated within 
central areas which are inefficiently used. Characteristically these areas are quite large 
their size being 5 to 20 hectares, and are centrally located in the city. This makes them 
particularly interesting for private developers. The ‘redevelopment district plan’ can 
be viewed as an conditional zoning system and allows an area to be rezoned into a 
more advanced land use without having to modify the existing land use district 
regulations. For example a ‘redevelopment district plan’ can define the same area that 
is currently zoned as industrial with a maximum FAR of 200%, for commercial use 
with a maximum FAR of 600%. Under this system a development that satisfies the 
200% ratio and the industrial use can still take place without having to meet additional 
requirements. However, in the case that a developer wants to realize the commercial 
use with the 600% floor area ratio, various conditions such as the development of 
new public facilities need to be satisfied. Again, whether a developer will receive the 
additional 400% of FAR depends on the type and number of investments made in 
public facilities. 

The 2000s: Special district for urban renaissance (SDUR)
The ‘special urban renaissance district’ was introduced in 2002 as part of the Urban 
Renaissance Policy carried out under Prime Minister Koizumi. This policy was the 
response of the government to the several socio-economic problems Japan was facing. 
A major concern of the national government was that the cities in Japan lacked 
competitiveness and attractiveness. Therefore, it was decided that  these cities needed 
to be revitalized through collective efforts of the public and the private sector. The 
first action that the national government took was to designate so-called ‘priority 
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areas for urban redevelopment’. Such a designation allowed for financial support and 
tax exemptions. However, the most drastic measure was that within such an area 
‘special zones for urban renaissance’ could be established in which all the existing 
regulations were lifted and a new set of rules was imposed based upon the urban 
planning proposal handed in by the private sector. Basically this meant that a private 
developer could draft a plan without the interference of the local government. This 
gives the private developer considerable freedom to utilize land in the most efficient 
way. The government had committed itself to decide within 6 months whether or not 
to adopt the plan. This greatly speeded up the decision-making process for the private 
sector. When considering the application and its relaxation of the FAR regulations the 
government not only looked at the amount of public space and infrastructure that was 
included in the proposal of the private sector. It also made sure that the plan would 
contribute to the urban regeneration of an area by taking into account the ability 
of the plan to generate employment, attract people and to generate other economic 
developments. And last but not least, a private developer could only hand in a proposal 
when having the consent of 2/3 or more of the landowners involved. 

In the next paragraph the workings of these instruments are illustrated in practice 
by describing three case studies all concerning the development of station areas in 
Tokyo. The case studies are analyzed against the background of market-conscious 
planning and focus in particular on the way planning is conditioning the market. 
Most of the information regarding the three case studies was derived from planning 
documents. However, some information was also gained from a number of in-depth 
interviews (Yin, 2009) with developers, a private railway operator, a consultant and 
government officials. The interviewees were asked to provide information regarding 
their role, and the planning methods used, in the development of the station area that 
they were concerned with. The first project described is the development of Tokyo 
station which is meant to illustrate how the ‘integral design instrument’ (introduced 
in the 1970s when urban developments were pre-dominantly government-led) works 
in practice. The second project is the development of the freight yard of Shiodome 
station which is an example of a project to which the ‘redevelopment district plan’ 
(introduced in the 1980s when urban developments were characterized by public –
private partnerships) was applied. The third and last project is the development of 
the station area of Osaki. It was one of the first projects to which the ‘special urban 
renaissance district’ (introduced in the 2000s) was applied. It represents the period in 
which urban developments were almost entirely led by the private sector. 
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Box 7-1  Systems for allowing relaxations in existing FAR-values

Title of system Year of 
introduction

Spirit and outline of the system Approved 
cases Tokyo

Specified Block 1961 In a case where a building has a 
good environment, a sound shape is 
constructed, and effective vacant land 
is secured, the restrictions of allowable 
total floor area ratio etc. are eased.

62 projects
103 ha
(as of 2005)

Advanced use 
district

1969 In a case where lots (or buildings 
on a lot), are integrated, small-scale 
buildings are inhibited, effective vacant 
land in lots is secured, the restrictions 
of allowable total floor area ratio etc. 
are eased.

110 projects
499 ha
(as of 2006)

Integral Design 1970 In a case where a building plan secures 
more than a certain rate of vacant land 
in a lot, the restrictions of allowable 
total floor area ratio are eased. The plan 
should contribute to the improvement 
of the urban area.

674 projects
275 ha
(as of 2008)

Redevelopment 
District plan

1988 In the case of a district where integral 
and comprehensive development is 
necessary (e.g. a site where a large 
plant used to exist)an intensive land 
use together with the improvement of 
public facilities is encouraged by easing 
the restrictions of use and the allowable 
total floor area ratio of buildings. 

53 projects
1053 ha
(as of 2006)

Residential area 
advanced use 
district plan

1990 In the case where agricultural or other 
land in an urban region is improved and 
developed in a good urban area with 
multi-storied housing, the allowable 
total floor area ratio regulations are 
eased along with the perfection of 
public facilities in the district.

15 projects
164 ha
(as of 2001)
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Title of system Year of 
introduction

Spirit and outline of the system Approved 
cases Tokyo

Land use-
classified 
allowable total 
floor area ratio- 
specified district 
plan

1990 In the case where housing supply is 
promoted in residence-commerce 
areas in the peripheral regions of urban 
centres, the allowable floor area ratio is 
raised for the dwelling units provided.

18 projects
757 ha
(as of 2000)

Street scenery 
encouraging 
district

1995 In a case where a district plan specifies 
the restrictions on the locations of 
wall faces, the maximum height limit 
of buildings etc. it is not necessary to 
apply the allowable floor area ratios 
and slant plane restrictions in reference 
to road width

27 projects
747 ha
(as of 2001)

High dwelling 
house-
encouraging 
district

1997 In a case where a building contains 
more than a certain rate of dwelling 
units, the floor area regulations and 
slant plane restrictions are eased, and 
sun shadow regulations do not apply.

2 projects
28 hectares
(as of 2000)

Special District 
for Urban 
Renaissance1

2002 In areas where urban development 
is considered a priority private 
developers are allowed, with the 
consent of 2/3 of the landowners, to 
propose their own plan without having 
to take into account the existing land 
use regulations (i.e. land use, allowable 
floor area ratio).

17 projects
38,1 ha
(as of 2009)

Note: the systems in bold and italic are described in this article. 
1  Derived from the website: http://www.toshiseibi.metro.tokyo.jp/cpproject/list_index.htm.
Source: compiled from Building Center of Japan, 2004.
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7.3 Case 1: Tokyo station40 
Figure 7-2  Location Tokyo station 
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Note: the pink area between Osaki and the Waterfront sub-centre refers to Shinagawa station. This station, how-
ever, does not have the status of sub-centre. 

Tokyo station is located right in the heart of the historical central business district (see 
figure 7-2). The station building is one of the few buildings that have a high historical 
value. Many regard it as the ‘entrance to Japan’, especially as it fronts onto the road that 
leads to the Emperor’s Palace. The Tokyo station building was built at a time when Japan 
was greatly influenced by the ‘civilized countries of the West’. The adaptation of ideas 
and techniques from the West was regarded as the ultimate means of making Japan 
modern. Many buildings designed during this period reflect this strong orientation to 
the West. For example, the Tokyo station building was modelled on the Amsterdam 
Central Station building. Currently the station complex and its surroundings are being 
developed. On the west side of the station, the so-called Marunouchi side, a new plaza 
will be created which will extend into a walkway in the direction of the Emperor’s 
Palace. Furthermore, the station building itself will be restored to its original state by 
renovating the exterior walls, restoring interior ceilings, and by restoring the roof and 

40 The first plans for developing the area around Tokyo station originate from the 1980s and at present 
the area is being developed. Therefore this case should not be regarded as representing the 1970s 
when urban developments were pre-dominantly government-led.
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third floor exterior walls that were destroyed during World War II. In addition, two 
underground floors will be created to provide space for parking, utility rooms and 
other facilities. On the eastside, the so-called Yaesu side, a large pedestrian plaza will 
be built with a high-rise building on each side (see figure 7-3). Furthermore, the Yaesu 
side station plaza will be expanded from 32 metres to 45 metres (Kaiso, 2010). The 
incentive systems that made the construction of both high-rise buildings possible will 
be discussed below.

Figure 7-3   Tokyo station area before and after its development 

  

Source: a copy of both images was personally received from JR East in 2006.

The Tokyo Station building is located in an area zoned as a ‘Commercial District’ with a 
specified FAR of 900%, while the FAR of the surrounding area is set at 1300%, which is 
the highest value specified in law (see chapter 4). In the current situation approximately 
200% is used for the station complex, which means that 700% remains untouched. 
Therefore the owner of the building, Japan Railways East (JR East), is entitled to use 
the remaining part. At first a plan was launched to construct two high-rise towers on 
the Marunouchi side, because JR East did not own enough land to develop them on 
the other side. This plan was met with strong criticism since the planned towers would 
overshadow the historical station building. However, from a legal point of view this 
plan did not break any regulations so there was no objection to the continuation of the 
plan. In 2002 the national government offered a solution by widening the usage of the 
transferable development rights instrument. Previously, the transfer of development 
rights was limited to adjacent blocks. Now they were extended to a certain specified 
area which allowed JR East to transfer the unused development rights of the station 
building to the opposite site, the east side, of the railway tracks. As JR East did not 
own enough land on the east side of the station, it worked together with four different 
landowners in the area. In this way JR East managed to find the necessary space for 
its high-rise development. In 2004, after having received the approval of the Tokyo 
Metropolitan Government (TMG), a building volume of 360% was transferred and 
used for the construction of two high-rise towers.
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The actual building volume of the two high-rise buildings turned out to be much 
higher than the volume officially allowed by law. This was not only the result of the 
transfer of unused development rights, but also because of the application of the 
’integral design instrument’. Moreover, the transferable development rights instrument 
is not considered an incentive system as it does not require any favour in return from 
the private sector. The ‘integral design instrument’ allows a developer to receive 
an additional FAR bonus when a certain amount of vacant land that is open to the 
public is included in the development plan. In case of the Tokyo Station project a 
pedestrian passage was included in the development plans for which JR East received 
an additional bonus. Developments in Tokyo often use a combination of instruments 
to get additional building volumes. This leads, when looking at the sites individually, 
to much higher FAR-values than the ones specified in law. For example, in the case of 
Tokyo Station the two high-rise buildings have a FAR-value of approximately 1650%, 
while officially a FAR value of only 900% was allowed (see box 7-2). However, when 
considering the area as a whole, the designated FAR of 900% is not exceeded. This is 
because FAR-values are designated to areas rather than to individual lots.
 
Box 7-2 Tokyo station, relaxation of existing FAR-values

Original FAR-values
Additional FAR:
a) Pedestrian passage
Total FAR-value after bonus
FAR transfer
Final FAR-value

Yaesu North and South Tower 

900%  
390% (rough estimation)  

1290%  
360%  
1650%
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7.4 Case 2: Shiodome freight yard
Figure 7-4  Location Shiodome
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Before its closure in 1987 Shiodome was one of the most important freight yards in 
Japan, belonging to Japan National Railways. However, due to the shift to a motorized 
society in the 1970s the role of Shiodome steadily declined and eventually it closed in 
1987, ending its 114-year history as a freight yard. It was in the same year that Japan 
National Railways became privatized and a number of centrally located railway yards 
became available for development. Shiodome was one these yards, offering 31 hectares 
of land in a prime location near the Central Business District of Tokyo (see figure 7-4). 
These yards were all surplus assets belonging to the former Japan National Railways 
that were sold to settle their huge outstanding debt. For this a special company was set 
up, the Japan National Railways Settlement Corporation. It was their task to sell the 
169 hectares of surplus land that Japan National Railways owned. Shiodome was their 
largest and most highly valued asset, due to its prime location near Shimbashi Station 
on the Yamanote line and the Waterfront Sub-centre.
Initially the plans to develop the yard were put on hold by the government on the 
grounds that these plans would contribute to inflation. By the late 1990s when land 
prices were falling and the economy had calmed, the plan was reactivated. 
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Prior to the development of the Shiodome freight yard the land readjustment41  
instrument was used by the TMG to rearrange the land, develop basic public 
infrastructure and to subdivide the land into urban lots. After the land readjustment 
was carried out a ‘redevelopment district plan’ was defined for the whole area. The 
district plan proposed to divide the area into four functional zones. Each zone was 
divided into multiple blocks which were sold by auction to the private sector. Here 
we focus on the development of one of these zones, the international key business 
zone, as this was the zone where the most drastic land use changes had occurred. 
The international key business zone (block A, B and C in box 7-3) is located nearest 
to Shimbashi station, which is a large interchange station located directly south of 
Tokyo station, and is subdivided into three urban blocks. Before its development this 
area was an ‘Industrial district’ with a specified FAR of 400%. However, under the 
‘redevelopment district plan’ it was rezoned as a ‘Commercial district’ with a FAR 
of 800%, thereby permitting much higher buildings to be built. A developer could 
fully utilize this volume by following the conditions as specified by the TMG in the 
district plan. As for Shiodome these conditions concerned for example the provision 
of pedestrian decks, public squares and pedestrian spaces. However, the actual FAR-
values that have been utilized in the international key business zone are much higher 
than the 800% that was specified by the district plan, as each block contains a building 
with a plot ratio of 1200%. There are two explanations for this: 
One is that the deviation of the FAR was made possible because of additional 
investments done by the private sector. The developers of the three urban blocks 
jointly constructed a plaza of 4.700 square metres which provided access to each of 
their buildings. For this investment they were rewarded with an additional building 
volume of approximately 200%. 
Second, the remaining 200% was the result of the transfer of development rights 
from other blocks (block D and H in box 7-3) in the area. Similar to the international 
key business zone, additional investments in public infrastructure had resulted in 
much higher plot ratios in the other functional zones. Moreover, the construction of 
residences in the centre of Tokyo was, unlike other areas in Tokyo, rewarded with 
additional building volume. This was done to encourage people to live in the centre 
of Tokyo as there was a considerable imbalance between the daytime and night-time 
population of the areas (see chapter 3). As a result these zones ended up with equal and 
in some cases even higher plot ratios than the international key business zone. This 
was considered inappropriate as the international key business zone was supposed to 
have the most intensive land use. Therefore it was decided to transfer a considerable 
part of the development rights from these zones to the international key business zone. 
Consequently each building block received an additional development right of 200%. 
The reason that substantially higher FAR-values were allowed here was thus the result 
of a combined usage of FAR-bonus and FAR- transfer systems. 
 
41 Land readjustment is a measure based upon the exchange of rights from one land to another. In a 

land readjustment project both landowners and leaseholders contribute a portion of their land. Part 
of this land is used for the development of public facilities while another part is used for financing 
the project costs. After the land readjustment the landowners and leaseholders receive their replots 
(the rearranged lands after land readjustment) back, albeit smaller in size. By using this system 
public facilities can be improved and lands can be reorganized integrally.
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Box 7-3 Shiodome, relaxation of existing FAR-values

Block A Block B Block C Block D 
South

Block H

Original FAR-values 400% 400% 400% 400% 400%

Initial FAR-values
Redevelopment district plan

800% 800% 800% 600% 600%

Additional FAR:
a) Plazas, pedestrian roads, pedestrian 
decks, and greenery
b) Historical preservation
c) Energy efficiency facilities
d) District heating cooling facilities
e) Housing

196,2%

4,9%
48,1%

192,6%

7,6%

193,7%

6,3%
19,2%

181,2%

259%

165,3%

267%

Total additional FAR 249,2% 200,2% 219,2% 440,2% 432,3%

Total FAR-values after bonus1 1000,0% 1000,0% 1000,0% 1040,2% 1032,3%

FAR transfer2 +200% +200% +200% -388% -388%

Final FAR-values3 1200% 1200% 1200% 600% 600%

Note: The FAR has various measuring units. In Japan a percentage is used while in other countries an   
absolute number is used. In the end the figures mean the same: 400% is simply the figure ‘4’.

1.  The total FAR-values of block A and C after bonus are rounded down to 200%.
2. Total land area of block D south and H x (388% FAR) equals total land area of A, B and C x (200% FAR).
3. The final FAR-values of block D south and H are rounded down to 600%.

Due to its proximity to the historical Central Business District, Shiodome is a highly 
valued location. This is reflected by the decision of the TMG to allow certain parts of 
Shiodome to have FAR-values up to 1200%. After the area around Tokyo Station, these 
are the highest FAR-values to be found in central Tokyo. This explains why many of 
the office buildings have a height close to 200 metres or even higher (see figure 7-5). 
Moreover, such a density supports the character that the TMG is aiming for, namely 
that of an international multifunctional centre. A centre that is able to compete with 
other sub-centres in Tokyo, such as Shinjuku and Ikebukuro.
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Figure 7-5   Shiodome freight yard before and after its development

Sources: Nishikawa, 2003 (upper picture), Shiodome Urban Development District Council, 2006 (lower picture).
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7.5 Case 3: Osaki station42 

Figure 7-6  Location of Osaki
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In 2001 the Urban Renaissance headquarters was established by the national 
government in response to the several social-economic problems Japan was facing. 
Its mission was to revitalize the cities of Japan and enhance their attractiveness and 
international competitiveness as it was believed that in this way Japan could overcome 
the economic depression it was confronted with since the 1990s. In 2002 the Urban 
Renaissance Special Measures Act (URSMA) was enacted which allowed the national 
government to directly intervene in an area which was normally considered a local 
government matter, i.e. the urban development of cities. This is extremely rare in 
Japan and illustrates how urgent and important the revitalization of cities was for the 
national government.
The URSMA authorized the national government to designate so-called ‘priority 
areas for urban renaissance’. Interestingly, most of these areas are designated around 
a station, which demonstrates the crucial role that stations play in the revitalization 
of Japan’s cities. In a priority area special financial support, tax benefits and special 
exceptions in urban planning are applicable. The special financial support includes 
support for public facilities and/ or support for starting up a project. The tax benefits 
usually involve interest free loans. Financial support and tax benefits are given to 
private sector urban renaissance projects that have been authorized by the Minister of 

42 A part of this case study is derived from Chorus, in Janssen-Jansen (2008).
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Land, Infrastructure and Transport. In addition, a private developer can apply for the 
status of ‘special urban renaissance district’ allowing the developer to establish plans 
free from regulations applied to existing land use zones, and greatly reducing the time 
needed for decision making on urban planning. A ‘special urban renaissance district’ 
requires the consent of 2/3 or more of the land owners concerned and the area needs to 
be over 0.5 hectares before it can be approved by the prefectural government. 

In Tokyo 8 priority zones have been designated totalling an area of 2.514 hectares. 
Seven of them are located around the Yamanote loop line, which is a circular railway 
line connecting most of Tokyo’s sub-centres in central Tokyo. Osaki Station is 
situated on the south side of the Yamanote loop line and was one of the areas that was 
designated a ‘priority area for urban renaissance’ by the national government in 2002. 
Around Osaki station many industrial and research facilities are to be found, among 
them the technology centres of Sony Corporation. This land use had been strongly 
encouraged by the TMG as they labelled Osaki Station as a ‘sub-centre for research 
and development industries’. Because of its status as sub-centre, Osaki station was 
assigned with higher FAR-values than its surroundings. The priority area designated 
around Osaki station concerned 60 hectares and contained, as of 2009, seven projects. 
Five of these projects concerned private sector urban renaissance projects and were 
all projects that had received special financial support and tax benefits. The remaining 
two projects were ‘Special Urban Renaissance Districts’ and had received special 
exceptions in urban planning. The case study presented here focuses on these latter 
two projects.

On the west side of Osaki station two areas have been approved as a ‘Special Urban 
Renaissance District’ by the TMG. For both areas a private developer proposed to 
rezone the current land use (see box 7-4). One area, the West district, had a semi-
industrial use with a FAR of 300%. The other area, the central district, was zoned as 
‘semi-industrial’ and ‘neighbourhood commercial’ and also has a FAR of 300%. In the 
new situation both the West district and the Central district are zoned as ‘commercial’. 
The proposal that the private developer made for the West district included a FAR 
of 750%, while the proposal for the Central district included a FAR of 650% (see 
box 7-4). Getting the consent of the landowners involved was more difficult in the 
Central district, as this was a traditional residential area characterized with many 
small individual land holdings. In the West district there was basically one owner, 
an industrial company called Meidensha. This company decided to relocate which 
made it possible to redevelop the area. Besides the special exceptions in city planning, 
Meidensha managed to get the project authorized as a private urban renaissance 
project in 2005. Therefore the development of the West district received financial 
benefits as well. 
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Box 7-4  Osaki station, relaxation of existing FAR-values

Think Park Tower
(West district)

Osaki west city towers 
(Central district)

Original FAR-values 300% 300%

Additional FAR due to 
designation as Special 
Urban Renaissance 
District

450% 350%

Final FAR-values 750% 650%

 
When considering the easement on the planning regulations, i.e. the relaxation of the 
floor area regulations, the TMG did not only evaluate the area in terms of specified 
elements, such as how much infrastructure or open space should be included in the 
development. The plan was also judged according to its ability to attract people, its 
economic ripple effect and its ability to generate employment as these aspects were also 
considered important for the urban regeneration of an area. As prescribed by law, the 
TMG had to decide within 6 months from the date of its submission whether or not it 
would approve the plan. This greatly reduced the time consuming process of obtaining 
an official approval for the private sector. The development of the West district was 
completed in March 2007 and now houses a tower with offices and stores. Besides the 
tower a park has been created of which the surrounding residents can also benefit. 
One of the developers was Meidensha, the former landowner. The development of the 
Central district plan was completed in 2009 and now houses two residential towers of 
128 metres in height (see figure 7-7). Furthermore the development includes offices, 
stores and a child care facility. 
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Figure 7-7   Osaki station central district before and during its development (as of August 2009)

Source: website of UG Toshi-Kenchiku.  

Source: author’s own picture.
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7.6 Conclusion
From the 1960s onwards the role of the Japanese government in planning significantly 
reduced, while the involvement of the private sector increased. This change was 
accompanied by the introduction of several incentive systems allowing the government 
to increasingly leave the initiative for the planning and development of locations to the 
private sector. However, this increased involvement of the private sector does not mean 
that the government is less influential in steering developments. On the contrary, as 
the case studies described in this paper have demonstrated, the incentive systems seem 
to offer the government a powerful tool in securing their own interests and those of the 
private sector. Usually a developer that wants to apply for an incentive system needs to 
meet certain conditions pre-established by the government. Depending on the extent 
to which a developer fulfils these conditions a reward is given by the government, in 
Japan this is usually an additional building volume. The idea is that in the end both the 
government and the market should benefit from this. 
This approach differs from traditional government planning as it does not aim to rigidly 
regulate a development which the market needs to follow. Instead the government 
lays out a number of conditions that a developer must adhere to, but then leaves a 
developer to decide the extent to which it wants to follow these conditions. In other 
words, developments that are conditioned rather than strictly regulated allow the 
private sector a considerable amount of freedom.

This considerable amount of freedom makes planning in Japan highly flexible. Basically 
no one can predict beforehand what the outcomes of a development proposal will be. 
The only thing that is known beforehand is the minimum and maximum conditions a 
developer needs to meet as these are set in advance. For example, a developer knows 
beforehand the minimum and maximum level of additional building volume he is 
able to receive. To what extent a development proposal is granted is largely the result 
of negotiations between the government and the private sector. Although the high 
degree of flexibility might indicate otherwise, the level of certainty is relatively high 
as a developer knows beforehand what he can build and what contributions to public 
infrastructure he needs to make. However, from a resident’s perspective there is little 
certainty of what to expect a development to look like, and there is virtually no means 
to appeal against a development in front of their residence (Sorensen, 2010). For 
example, in Japan the City Planning Law and the Building Standard Law only provides 
residents a limited opportunity to raise objections against a proposed development 
that affects their living environment. This explains why contrasting situations such as 
high-rise structures next to low-rise buildings frequently exist in Japan, particularly in 
Tokyo. For some, therefore, Tokyo is perceived as a rather chaotic and unattractive city, 
while others highly appreciate this contrasting landscape. What remains, however, is 
that the market-conscious approach to planning conducted in Japan seems to have 
found a workable balance between flexibility and certainty. As Munoz Gielen (2010, 
p.1097) argues “Plans should provide a degree of certainty to safeguard public interests 
while also being flexible enough to ensure that the needs of developments are met”. 
Japan seems to succeed in doing both, at least for developers and the government.
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CONCLUSION PART TWO

Now that insight has been gained into how station area developments are being 
planned in Tokyo, what planning incentives are used, and what roles the public 
and private sector play in this, an answer can be given to the first part of the central 
question underlying this research, i.e. “What are the driving forces behind station 
area developments in Tokyo and to what extent can similar forces be activated in the 
Randstad?” From the description and explanation of station area developments in 
Tokyo in chapters 4 to 8 the following driving forces can be identified:

1. A market-conscious government 
The role of the Tokyo Metropolitan Government (TMG) is rather limited in the 
planning and development of station areas. Its main role is to facilitate and condition 
land use developments around station areas, for which it uses its planning and 
financial instruments. As such it is rather influential, despite its limited role, in 
directing land use developments to station areas.

2. A prominent role of the private sector in planning 
The private sector, whether it is private developers or private railway operators, has a 
rather active role in planning. Not only does it often implement land use plans, but it 
is also responsible for drafting urban plans. 

3. Life-time concessions for private railway operators 
Railway operators in Tokyo/Japan are granted indefinite railway licenses by the 
national government. This enables them to develop long-term railway strategies for 
their railway territories.

4. Integration of railway infrastructure management and railway operations 
Most railways in Tokyo/Japan are owned and operated by the same company. This, in 
conjunction with their life-time concessions, encourages private railway operators to 
make long-term plans for their railway territories.

5. Strict railway fare regulations
Fares are strictly controlled by the national government. Therefore, private railway 
operators that are keen to increase their profit margins are forced to look for other 
sources of revenue.

6. The central role of synergy in a private railway operator’s growth strategy
Generating synergies between its transportation, real estate and retail activities 
stands at the core of every private railway operator’s business strategy. Private railway 
operators have been developing these activities in such a way that they have reinforced 
each other’s profitability, or in other words they have generated synergy.



- 197 - 

Conclusion - Part Two

7. Private railway operators that orientate their planning and developments 
    around railway corridors
Private railway operators are used to orientating their transport and land use planning 
and development around railway corridors. In other words they ‘think and act corridor 
wise’. The ‘thinking’ refers to their integral area strategies which usually involve one or 
more corridors. The ‘acting’ refers to the implementation of these strategies and is 
illustrated by the careful alignment of their business activities along railway lines in 
order to generate bi-directional travel flows and maximize fare revenues.

8. Urban government regulating densities
Station areas in Tokyo/Japan are assigned higher densities than their urban 
surroundings by the TMG. In this way the TMG hopes to attract private investments 
to station areas. In addition several systems exist that allow existing FAR-values to be 
relaxed.

9. Urban government regulating mixed land use
In order to further develop the functional profile of a station the TMG uses, along with 
other measures such as FAR regulations, tax breaks such as a temporary exemption of 
the real estate tax to attract specific companies to a station area. In this way it hopes to 
contribute to the development of sub- centres and regional centres that complement 
rather than compete with each other.

10. Flexible zoning
In Tokyo/Japan station areas are usually zoned as ‘Commercial District’. These are the 
most loosely zoned districts where virtually every kind of function combination is 
possible. Besides facilitating the largest variety in land uses, ‘Commercial Districts’ 
allow for the highest densities and tallest buildings to be realized. This is most clearly 
demonstrated by the Floor Area Ratio (FAR) controls and the Building Coverage Ratio 
(BCR) which are much higher here than in other land use districts.

11. Disincentives for car use
Car usage in Tokyo is discouraged through several measures such as high parking 
fees, high taxes on vehicle ownership, and toll charges on all intra-urban and inter-
urban highways. Furthermore, an incomplete express way network is causing the main 
expressways to be congested throughout a large part of the day in Tokyo. Last but not 
least, there are the garaging requirements, which require anybody who wants to register 
a car to provide evidence of having an off-street parking space at their residence. These 
requirements have effectively constrained car ownership in Tokyo.

12. Incentives for public transport use
The usage of public transport is encouraged in Tokyo/Japan by the national government 
through a tax-free commuting allowance. In addition, trains and buses in Tokyo are 
extremely punctual (and thus reliable) and frequent which all together makes public 
transport a more favourable option than the car.
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This chapter aims to provide an overview of how station areas are being developed in 
the Randstad and what actors are involved. To understand the context in which these 
actors operate first the organisation of the railway sector in the Netherlands is described. 
In the subsequent two paragraphs a brief overview is given of how the planning of 
railway improvements is carried out in the Randstad and how the planning system 
in the Netherlands works. Next a description of the key actors involved in developing 
station areas is given. Subsequently, more attention is paid to the role of Dutch railways 
(NS) as it has exclusive rights to operate passenger railway services in the Randstad. It 
also owns the station buildings, and in many cases the land surrounding its stations. 
Consequently, they are an important actor in developing station areas in the Randstad. 
After the role of NS is outlined, a comparison is drawn between the Dutch and the 
Japanese railway sector based on the aspects mentioned above. This will indicate the 
extent to which the approach used for developing station areas and railway networks in 
the Randstad differs from Tokyo. The chapter ends by highlighting the typical features 
of developing station areas in the Randstad.

Developing station areas 
in the Randstad 8 
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8.1  The railway sector in the Netherlands

The development, management and operation of railway networks are basically in the 
hands of three actors: the Ministry of Infrastructure and the Environment (IenM), 
ProRail and NS. Together these organisations form the heart of the railway sector in 
the Netherlands. As figure 8-1 illustrates IenM, ProRail and NS are involved in a three-
sided relationship, also referred to as the ‘institutional triangle’ (institutionele driehoek). 
The regional transport authorities and other railway companies play a secondary role, 
as their involvement is limited to a relatively small part of the Dutch railway network. 
Below the role of each actor is further elaborated upon. The supervisory authorities 
are not included in figure 8-1 as they do not seem to be relevant for the development, 
management and exploitation of railway networks.

Figure 8-1  Organisation of the railway sector in the Netherlands
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Source: adapted from van de Velde & Röntgen (2009)

Ministry of Infrastructure and the Environment (IenM)
Within the triangular relationship IenM is responsible for issuing the concession for 
passenger transport on the main railway network (hoofdrailnet) and infrastructure 
management on the whole network. Both concessions were directly awarded to 
respectively NS (i.e. the transport concession) and ProRail (i.e. the infrastructure 
management concession) in 2005 and are valid for 10 years . Furthermore, IenM 
is responsible for general railway policies and for payments to the railway sector. 
Regarding the latter, the ministry provides annual subsidies to ProRail for the 
maintenance, management and, when decided by the national government, extension 
of the national railway network. In addition, specific subsidy programmes are, or have 



Chapter 8 -  Developing station areas in the Randstad 

- 203 - 

been, made available for improving access to stations and their related facilities, the 
removal of at-grade level railway crossings, and the construction of bicycle sheds at 
stations. Regional transport authorities (i.e. provinces and city-regions) receive annual 
subsidies for the implementation of traffic and transport policies.

ProRail
ProRail is the infrastructure manager of the whole network, for which it has been 
granted an exclusive right until the year 2015. Each year ProRail is required, according 
to its concession, to submit an infrastructure management plan (beheerplan) to the 
ministry. This plan contains a set of performances that need to be delivered by ProRail. 
ProRail receives access charges from NS and the other railway operators for the use of 
their tracks. In the year 2010 the access charges for NS amounted to 246 million euro 
(NS, 2010). Furthermore, each railway operator is required to enter into an access 
agreement with ProRail for access to and use of the railways. 

NS and other railway operators
NS is the railway operator of the hoofdrailnet (main railway network) in the 
Netherlands, for which it has been granted an exclusive right until the year 2015. Since 
2008 NS has been required to pay an annual concession fee (concessievergoeding) to 
IenM. This fee is considered an ‘incentive’ for NS to focus continuously on improving 
its services. The concession fee for 2011 is set at 20 million euro and will increase to 30 
million euro in 2014 (NS, 2010). Railway services are provided without subsidies from 
the national government. NS is, just like ProRail, required to submit a yearly plan, i.e. 
a transport plan (vervoerplan) to the ministry regarding performances that it needs to 
deliver. The remainder of the railway network is operated by various railway operators. 
The contracting of these regional lines usually falls under the responsibility of the 
province43. Train companies receive an annual contribution for operating these lines. 
This operational subsidy is paid out of the ministerial grant that provinces receive 
yearly for implementing their traffic and transport policies (see below). 

43 In november 2011 it was announced that NS will be granted the concession for another ten years (i.e. 
2015-  2025).
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Regional transport authorities
Regional transport authorities in the Netherlands are represented by two tiers 
of government, i.e. city-regions and provinces. City-regions are responsible for 
contracting public transportation services at the regional level, while provinces are 
responsible for public transport services at the supra-regional level. For the Randstad 
this means that city-regions are responsible for the local/regional bus, tram and light 
rail services, while provinces are responsible for the supra-regional bus services and 
the bus services operated in the areas outside the city-regions. No passenger railway 
services are tendered by the province. Furthermore, city-regions and provinces have 
their own transport policies laid down in a regional and a provincial traffic and 
transportation plan respectively. Each year the city-regions and provinces receive a 
grant from IenM, i.e. the overall goal-oriented grant (Brede Doeluitkering). This grant 
is intended for traffic and transport measures such as concessions for public transport, 
construction of bicycle lanes and bicycle sheds, roads, park and ride areas, and traffic 
safety (Winnips & Straatemeier, 2010).

 

8.2 Planning of railway networks 

IenM is responsible for formulating a long term investment programme regarding 
spatial, infrastructure and transport matters, also referred to as MIRT. Through 
this programme the national government hopes to establish greater coherence in 
large spatial projects. The MIRT- programme contains the investment projects and 
programmes in which the national government has a direct financial involvement. 
This may involve the (partial) funding of a new railway line or the co-financing of 
projects from the lower tiers of government, such as the development of a station area. 
Until 2008, the programme primarily focused on infrastructure investments. After 
2008 the programme also included other types of spatial investments. It was hoped 
that broadening the investment programme would lead to greater cooperation 
between national government departments and between the national government and 
the lower tiers of government. It was also hoped this would result in more coordinated 
decision-making regarding infrastructure and spatial developments. The contents of 
the MIRT are jointly decided by the Ministry of Infrastructure and the Environment, 
the Ministry of Economic Affairs, Agriculture and Innovation, and the lower tiers 
of government (i.e. provinces, city-regions and municipalities). The current MIRT- 
programme lasts until the year 2020. 

In preparing the MIRT-programme a regional agenda is drafted, the so-called 
Gebiedsagenda (i.e. ‘area agenda’) in which the bottlenecks and desired development 
directions for the short, mid –and long-term are addressed. The area agendas are 
intended to provide support for decisions on national government investments in the 
context of the MIRT programme. In a subsequent governmental meeting between the 
national government and the regional governments (i.e. provinces and city-regions) 
decisions are made regarding the implementation of the area agenda. The investment 
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programmes stemming from the agenda are updated annually. Such an agenda has 
been drafted for the eight regions covering the whole of the Netherlands. Three of them 
are related to the Randstad. In figure 8-2 an example of an area agenda is given. Plans 
regarding the development of station areas may be included in an area agenda, while 
railway infrastructure improvements are excluded as they form a separate category 
within the MIRT programme.

Figure 8-2  Example of an area agenda for the North-western part of the Netherlands 

Note: this agenda includes the metropolitan area of Amsterdam, and the provinces of 
North Holland and Flevoland.
Source: Stadsregio Amsterdam et al., 2009
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8.3 Planning in the Netherlands

The purpose of this paragraph is to outline how the planning system in the Netherlands 
works. This will provide an understanding of how station area development projects 
are being planned in the Randstad. 

In the Netherlands planning is carried out at three levels44: the national, provincial 
and local level. Each government tier is required to set out its policies in one or more 
structural visions (structuurvisies). The structural vision is a fairly new type of strategic 
policy document and is a direct outcome of the new Spatial Planning Act (Wro) which 
went into effect in 2008. The old Spatial Planning Act (WRO) dated from 1965 and 
since that time numerous small revisions had taken place. As a consequence it was 
felt that the Act lacked clarity and quality (Ministerie van VROM, 2007). In addition, 
decision-making procedures were considered too long and too complex. The new 
Spatial Planning Act was designed to address both problems and had as its guiding 
principles ‘fewer rules’, ‘less central control as possible’, and an ‘implementation-
oriented approach’ (Ibid, 2007). The recently published Draft National Policy Strategy 
for Infrastructure and Spatial Planning (Ontwerp-structuurvisie Infrastructuur en 
Ruimte) can be considered an example of a structural vision at the national level. It 
defines the national government interests regarding spatial planning and infrastructure. 
As such it can be characterised as a strategic policy document of the national 
government. Provinces form the intermediary level between the national government 
and the municipalities at the local level. They are responsible for coordinating policies 
at the sub-national/regional level regarding planning, transport, culture and social 
affairs. These policies are set out in its provincial structural vision. Municipalities form 
the lowest level of government in the Netherlands. Municipalities are responsible for a 
wide range of policy sectors at the local level such as roads, public transport, housing, 
planning, environment, social affairs, economic development, education, health care 
etc. (OECD, 2007). These policies are set out in a structural vision. Besides drafting a 
structural vision, municipalities have the prime authority for making land use zoning 
plans in the Netherlands.

The national and provincial governments both have some instruments at their disposal 
which they can use to force the lower government tiers to adapt their policies in 
accordance with national and provincial interests. These instruments include national 
and provincial ordinances (verordening), national and provincial instructions 
(aanwijzing) and national and provincial land use zoning plans (inpassingsplan). 
Ordinances allow both governments to establish rules on the content of municipal land 
use zoning plans. Based on these rules municipalities must adapt their land use zoning 
plans. Moreover, the national government can also set rules regarding the contents of 
provincial regulations. The instruction is another type of instrument that can be used 
when local land use policies are in conflict with provincial or national interests. 

44 In the region Arnhem- ‐Nijmegen, however, the contracting of the regional railway line Arnhem- ‐
Doetinchem is done by the city‐region.
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By using an instruction a municipal land use zoning plan can be made inoperative 
regarding the items that go against provincial and national interests. Subsequently a 
municipality must adapt its land use zoning plan following the guidelines provided in 
the instruction. The last instrument that the national government and the provinces 
can use is to draft a land use zoning plan themselves. A national or provincial land 
use zoning plan is ideally used in projects where provincial or national interests have 
to be realized. For instance, an integration plan can be made for the realization of a 
provincial road or regional housing development. The prime authority for making a 
land use zoning plan, however, lies at the municipal level (see figure 8-3).

Figure 8-3  Planning system in the Randstad/Netherlands
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Source:  adapted by the author from Ministerie van VROM, 2007.
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8.4 Key actors involved in the development of station areas

In principle three actors are, or at least should be, always involved in the development 
of station areas in the Netherlands. They are the municipality, NS and ProRail. The 
other tiers of government (i.e. ministry of Infrastructure and the Environment, the 
province and the city-region) are occasionally involved, but usually play a subordinate 
role45. Moreover, there may be other developers than NS involved in the development 
of a station area. Their involvement, however, varies greatly depending on the location. 
Therefore, this paragraph only focuses on the roles of the three actors mentioned above.

Municipality
A station area development project is usually initiated by a municipality. For its 
completion, however, a municipality depends on the collaboration of other parties 
such as NS, ProRail and other stakeholders (i.e. developers, investors and individuals) 
as they are all owners of buildings and/or land within a station area. A municipality 
has the administrative and legal responsibility for implementing a station area 
development project. It is responsible for drafting a development plan (e.g. a master 
plan or a structural vision) in which the building locations, building heights, the 
location of various functions and the planned location of streets, squares, gardens 
and parks within a station area are specified. Eventually this plan is translated into 
a legally binding local land use zoning plan (bestemmingsplan). Besides establishing 
the rules of the game, a municipality is also often  one of the players in the game 
through its ownership of land within a station area. Consequently, it often has a dual 
role in developing station areas as it is the regulator and the developer at the same 
time. It is quite conceivable that this could lead to possible conflicts of interest within 
a municipality. The prime responsibility of a municipality is to safeguard the quality 
of the public space. As such it holds within a station area the responsibility for the 
management and maintenance of the public space. 

NS
NS, in particular NS Poort, is responsible for establishing commercial facilities 
at railway stations. These include things such as shops, kiosks and restaurants. The 
number and type of commercial facilities to be realized depends strongly on the 
number of passengers that make use of the stations. Furthermore, contextual factors 
also play a role, such as how far a station is located from an existing shopping centre. 
Consequently, there are also a considerable number of stations that do not have 
any commercial facilities within their premises. Furthermore, NS Poort often owns 
land and/or buildings within station areas. It uses theses properties for developing 
activities such as shopping, working, leisure, living and education. Thus besides being 
responsible for the commercial exploitation of stations, NS Poort is also a developer of 
properties in the areas surrounding stations. 

45 Previously city-regions were also authorized to carry out spatial planning tasks. However, with the 
enactment of the ‘new’ Spatial Planning Act (Wro) in 2008 they lost this right.
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Furthermore, NS Poort is responsible for the exploitation of (a part of) bicycle sheds 
at stations. This is important as the bicycle is the dominant mode of transport for 
people travelling to stations in the Netherlands (see also chapter 3). As many stations 
lack bike parking capacity, the extension of bicycle sheds is usually an integral part of 
a station area development project. Last but not least, NS Poort is also responsible for 
the management and maintenance of station buildings and the transfer spaces such as 
under and overpasses, station halls and platforms. 
In general NS Reizigers plays a sideline role, acting as a consultant on matters regarding 
journey chain facilities and transfer. However, when a station area development 
involves a new station the role of NS is more prominent, as it has to assess whether a 
station is feasible or not.

ProRail
In a station area development project ProRail is responsible for the construction of a 
new station or the refurbishment of an existing one. It does this as a managing principal 
on behalf of the Ministry of Infrastructure and the Environment. Furthermore, ProRail 
owns the railway infrastructure and transfer facilities at stations such as the escalators, 
elevators, stairs and the station halls. Any construction that takes place within a certain 
distance (usually 11 metres) of a station must be approved by ProRail as is stipulated 
in the Spoorwegwet (Railways Act).Consequently, a tunnel, passageway or a building 
over railway tracks cannot be built without the permission of ProRail. It is also ProRail’s 
responsibility to ensure that any construction design or redesign does not hinder its 
transfer facilities. This means that ProRail must work in cooperation with NS to make 
sure that, for example, the construction of commercial facilities in a station hall does 
not hinder daily transfer routes. In some station areas ProRail owns railway yards or 
railway tracks that are no longer used. By disposing of these railway assets it is able to 
increase the amount of developable land within a station area. Moreover, ProRail is 
not allowed to develop these redundant assets alone, as it is not considered a role that 
a government owned company should do (Ministerie van V&W, 2009). 

In table 8-1 the above-described rights of NS and ProRail regarding the development 
of station areas are summarized.
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Table 8-1 Rights of NS and ProRail related to the development of station areas

 ProRail NS

Station building Construction/ renovation 
and maintenance of 
station building

Legal ownership and 
commercial exploitation

Platforms Legal ownership Commercial exploitation, 
right to build over and 
under platforms

Escalators/ elevators Legal ownership Cleaning and 
maintenance

Passenger tunnel Legal ownership Commercial exploitation

Railway tracks Economic ownership
(Legal ownership 
is in the hands of 
Railinfratrust Company 
(Railinfratrust BV))

Right to build over 
and under railway 
tracks near stations

Railway yard Legal and economic 
ownership

In case of disposal NS has 
the first purchase right

Station square (legal ownership, 
maintenance and 
management are usually 
the responsibility of 
the municipality)

First development right

Bicycle parking facilities Construction Legal ownership and 
commercial exploitation

Source: adapted from Ministerie van V&W, 2008.

A few of the elements outlined in table 8-1 deserve some further explanation:

First, in the Netherlands a station building is constructed or remodelled by ProRail for 
which most funds are received from the national government. After the development 
or maintenance work is completed the station is handed over to NS, while the 
management remains in the hands of ProRail. Because NS does not financially 
contribute to the (re)development of the station building itself, its influence on the 
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design of the building is rather limited. This is rather striking since NS is the end-user 
of the station buildings. 
Second, within a station building ProRail is the legal owner of the non-commercial 
public space, i.e. the transfer space, while NS is the owner of the commercial space. In 
other words, facilities such as platforms and passenger tunnels are owned by ProRail, 
while the shops within these facilities are owned by NS. In addition, NS is also the 
legal owner of the station hall in which it exploits commercial facilities. Expansion of 
the commercial facilities should be done in consultation with ProRail as such facilities 
should not impede passenger flows. 

Third, NS is given preferential treatment regarding the usage of railway infrastructure. 
For instance, NS has the right to build over and under railway tracks near stations. This 
gives them a rather powerful position when a railway tunnel or viaduct needs to be built, 
as in such cases their air rights would be harmed for which they gain compensation. 
For example in Rotterdam Blaak, one of the case studies discussed in chapter 9, NS 
exchanged a part of their air rights above the railway tunnel for development rights 
elsewhere. Apart from this, the exchange of development rights is common practice 
when developing station areas in the Netherlands. For example, NS may donate a piece 
of land to a municipality in exchange for a piece of land elsewhere within a station 
area. The preferential treatment of NS is further illustrated by the fact that it has been 
granted the pre-emptive right to buy any railway infrastructure such as railway tracks 
or railway yards that ProRail disposes of. Consequently, NS has the first opportunity 
to buy disused railway assets and to convert them into more efficient land uses. Since a 
considerable number of these railway yards are situated in prime locations (i.e. close to 
the city centre), one can imagine that this has put NS in a rather comfortable position.
 

8.5 Dutch Railways (NS) and its role in 
 developing station areas

NS has the exclusive right to operate passenger railway services in the Randstad and 
it owns the (station) buildings and (part of) the land around its stations. As such, it 
is a key actor in developing station areas. In this it shares some similarities with its 
Japanese counterparts (see paragraph 4.5); however, there are also some important 
differences. To gain a better understanding of these similarities and differences this 
paragraph focuses mainly on the role of NS in developing station areas.

The NS group consists of two divisions: passenger services and hub development and 
operation (see figure 8-4). There used to be a third division called rail infrastructure 
and construction, but this division was sold in 2010. Passenger services consist of 
four companies. NS Reizigers is responsible for transport services in the Netherlands 
and the associated sales and services. NS Hispeed is responsible for the cross border 
passenger services and for the high speed railway services within the Netherlands. 
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Abellio is the company handling the acquisition and operation of concessions abroad, 
and Nedtrain is the company dealing with the maintenance of the rolling stock.
Hub development and operation is carried out by NS Poort. This company is responsible 
for the commercial operation and management of stations in the Netherlands and for 
the development around these stations (NS, 2010). Given the focus of this research (i.e. 
the development of station areas) the activities of NS Poort will be further elaborated 
upon in the next paragraph. 

Figure 8-4 Organisational chart NS Group

Source: NS, 2010.

8.5.1 NS Poort46

NS Poort distinguishes four main activities, i.e. commercial operations, property 
development, retail development, and management. Each activity is accommodated 
in a separate organizational unit (in the case of retail this is a separate company). The 
commercial operations unit is in charge of all land and buildings owned by NS such as 
shops and hospitality outlets at stations, and offices and parking facilities in the vicinity 
of these stations. The property development unit is responsible for the development 
of schools, offices, residences, hotels, and shops near stations. The retail company 
(Servex) is in charge of the commercial operation of shops at stations, and finally the 
management company is responsible for the commercial, administrative and technical 
management of stations (NS, 2010). In addition, NS has three subsidiaries, i.e. NS 
Fiets, OV Fiets, and Passenger Terminal Amsterdam. NS Fiets is responsible for the 
operation and management of bicycle storage facilities at stations, OV Fiets is the 
provider of rental bicycle services at stations, and the Passenger Terminal Amsterdam 
is a terminal for cruise ships and a joint venture between NS Poort and the port 
authority of Amsterdam.

NS owns approximately 4.500 hectares of land, 350 station buildings and 450 other 
buildings with various functions (Kuenen, 2008). These include goods sheds, dwellings, 
offices and former locomotive sheds. NS Poort is responsible for the development, 
management and commercial exploitation of these real estate holdings. It might be 

46 Since February 2012 NS Poort changed its name to NS Stations.
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obvious that not all of these assets are considered to have development potential. 
Moreover, a considerable part of its landholdings consists of small strips of land next 
to railway lines which are unsuitable to build on. 
NS Poort has divided its real estate holdings into two categories, i.e. the strategic assets 
which it wants to develop and the non-strategic assets which it wants to get rid of. Its 
strategic assets include its station complexes, the square fronting to its stations, the 
intermodal facilities surrounding its station complexes (i.e. ‘station location’ in figure 
8-5) and a certain part of the area surrounding its stations. A standard size for a station 
area is not given as this largely depends on the local context, hence the dotted line in 
figure 8-5. Its assets located outside of the specified station areas are considered non-
strategic assets. 

NS Poort rather pragmatically determined the size of each station area by asking its 
employees who were familiar with the local context to draw a line around each station. 
Consequently, it was calculated that collectively all the station areas comprised 3.500 
hectares of which NS Poort owned 470 hectares, or 16% of the total (Kuenen, 2008). 
In the station areas where NS Poort owns properties it wants to influence the station 
surroundings by initiating real estate activities. In case land ownership is limited in 
a station area, but a more influential role is desired by NS, new properties will be 
acquired to guarantee this role.

What the previously-outlined distinction makes clear is that NS Poort somewhat 
differs from an ordinary developer. NS Poort primarily focuses on stations and 
the areas directly surrounding them. Consequently it has no interest in developing 
residences or offices outside station areas, as this is not considered its core business. 

Figure 8-5 Schematic representation of strategic and non-strategic assets

Source: adopted from Kuenen, 2008.
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8.5.2 Vision 2020
In 2007 NS presented its vision for the year 2020, a long term plan in which NS gave 
its view on how mobility could look like in the year 2020. Central to this plan was the 
notion of freedom to move for which convenience, comfort and freedom of choice 
were considered essential elements. Interestingly, NS was prepared to look further 
than the trains for making this happen. NS envisaged that for realizing this vision the 
following measures would be needed:

1. An integrated network between the car and public transport, allowing travellers a 
safe and efficient transfer between different modes of transport. 

2. High-frequency services (i.e. 6 intercity trains per hour) on the congestion-
sensitive corridors.

3. Increasing the speed of the intercity trains from 140 km/hour to 160 km/hour.
4. Developing stations into dynamic places well suited to an efficient combination of 

activities such as living, working, shopping, studying and recreating.
With these measures NS intends to play a larger role in the development of mobility in 
the Netherlands (NS, 2006). The implementation of these measures, however, requires 
considerable investments. For example, NS estimated that for enabling a high-
frequency network with increased speeds in the Netherlands, an investment in the range 
of 5 billion euro would be required. This money is needed for the improvement and 
expansion of railway capacity. Furthermore, existing capacity bottlenecks need to be 
eliminated for which money is also needed. In 2007 the national government launched 
the High-frequency Rail Programme (Programma Hoogfrequent Spoorvervoer). This 
programme was designed to enable high-frequency passenger services on the busiest 
routes in the Netherlands. In 2008, it was decided to assign a budget of 4.6 billion euro 
to this programme of which NS was required to contribute approximately 1.4 billion 
euro. It financed this amount by paying a dividend to the national government, its sole 
shareholder. The responsibility for the implementation of this programme came to lie 
in the hands of the ministry of Environment and Infrastructure. It is expected to be 
completed in 2020.

8.5.3 Strategy NS
The main mission of the NS group is to transport more passengers safely, punctually 
and comfortably via attractive stations (NS, 2010). Within this mission NS Poort is 
responsible for creating attractive stations. More specifically it has defined its mission 
as follows47:

“We want to develop, operate and manage stations and station areas for creating 
pleasant, vibrant and sustainable places to stay, work, and live so that our customers like 
to use our services and businesses want to establish themselves around stations. We can 
do this because of our position in stations areas, the unique portfolio of activities and the 
relationship with the passenger services department of NS.” 
(translated by the author)

47 www.nspoort.nl 



Chapter 8 -  Developing station areas in the Randstad 

- 215 - 

The mission as defined above is aimed at coordinating real estate activities within 
station areas so that additional value is created for the passenger services department 
of NS. Three strategies are used in order to positively influence the operations of the 
passenger services department (i.e. NS Reizigers). The first strategy is called ‘accelerate’ 
(versnellen)and refers to measures that can be taken in order to reduce the travel time, 
such as increasing the average speed or reducing the waiting time. For example, by 
building a more direct link between two stations or by improving the status of a station 
(from local express to rapid express) the travel time can be reduced. The waiting time 
in turn can be reduced by offering better transport connections or higher-frequency 
rail services.
The second strategy is called ‘making more pleasant’ (veraangenamen) and refers 
to the measures that can be taken in order to make a trip more pleasant and safe. 
For example, by paying more attention to the quality of the station and the layout of 
its surroundings a journey can become more pleasant. The third and last strategy is 
called ‘densifying’ (verdichten) and refers to measures that can be taken to increase the 
number of passengers. For example, by adding a large number of houses and offices 
to a station area, the number of trips made by the users of these properties is expected 
to increase. With its real estate activities, NS Poort is particularly able to contribute 
to making trips more pleasant and safe and to increase the number of trips (i.e. the 
second and third strategy). 

8.5.4 Financial performance NS
Providing passenger services and creating attractive station areas are considered 
the core activities of NS. In terms of their share in operating revenues, however, the 
passenger services clearly dominate, while the share of real estate and retail activities 
has remained stable (see figure 8- 6). This contrasts sharply with the Japanese private 
railway operators, where the greatest revenues are generated by the retail activities, 
with the exception of JR East (see chapter 4).
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Figure 8-6  Operating revenues during fiscal year 2005-2010 (million Euros)

	  

Note: In 2010 the rail infrastructure and construction department was sold. Therefore the operating revenues 
for the construction segment are left out for fiscal year 2010.
Source:  compiled from annual reports 2005-2010 of NS.

Transportation is the most profitable business segment of NS occupying more than 
half of the total profit (see figure 8-7). This demonstrates that transportation is by 
far (still) the most important business activity of NS. Despite that in Japan most 
revenues are generated by retail activities, its transportation activities appear to be 
the most profitable ones. For instance, in fiscal year 2009 (31 March 2009-1 April 
2010) the profits generated by the transportation activities of Odakyu Electric Railway 
Corporation and JR East accounted for 63% and 66% respectively(OER, 2010; JR East, 
2010). A notable exception is Tokyu Corporation where almost an equal share of the 
profits  is generated by its real estate activities (see chapter 4).

Figure 8-7 Operating profit per segment in fiscal year 2010 (million euros)
	  

Source:  compiled from the annual report 2010 of NS.

In the annual reports of NS the profits of the hub development and operation division 
are shown. However, no further distinction is made between its profits deriving from 
real estate activities and its profits deriving from retail activities. Therefore such a 
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distinction has been made by the researcher as without such a distinction it would 
have been difficult to compare the financial results of NS with those of private Japanese 
railway operators. This was done as follows. For investments NS is required to achieve a 
return of 8 percent. Consequently, for determining the retail share the required return 
was multiplied by the operating revenues of retail that had been published. Next, this 
amount was deducted from the total profits of the hub development and operation 
division to determine the profit share of retail. The remaining profit is considered to 
be the profit share of real estate. It is important to realize that the numbers provided 
in figure 8-9 are estimations of the profits in the real estate and retail segment. It is 
very likely that the actual profit share of retail is much higher than presented here. 
Nevertheless, this information gives an idea of how profits are distributed among the 
different business activities of NS and how this differs from Japan.

8.5.5 Comparing the Dutch railway sector with the Japanese railway sector
Having gained an insight into how the Dutch railway sector operates, a comparison 
with the Japanese railway sector can be made. The aspects in which they differ are 
illustrated in table 8-2 and are further elaborated upon below. 

Table 8-2 Comparing the Dutch with the Japanese railway sector

Dutch railway sector Japanese railway sector

Company structure Semi-public Private

Concession period 10 years Life-time concession

Relation infrastructure 
management and 
transport services 

Full separation 
between infrastructure 
management and 
transport services

Full integration 
between infrastructure 
management and 
transport services

Role of the national 
government

Large influence on 
the performance of 
railway companies

Limited influence on 
the performance of 
railway companies

Financing railway 
developments

Mostly publicly financed 
(by the government)

Mostly privately 
financed (by the private 
railway sector)

Planning of railway 
developments

Ministry of Infrastructure 
and the Environment

Transport Policy Council

Degree of business 
diversification

Moderate Strong
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The first aspect highlights the difference in company structure. NS is a semi-public 
company with the national government (i.e. the Ministry of Finance) as its sole 
shareholder. In Japan, railway companies are private and their shares are owned 
by various shareholders. Larger shareholders are in particular banks and life-time 
insurance companies. This is an essential difference as it strongly determines the course 
of the company. One can imagine that in Japan, under the influence of their various 
stakeholders, the actions of railway operators are mainly profit-driven. Conversely in 
the Netherlands, under the influence of the national government, other aspects are 
also considered important such as the quality and level of the transportation services.

The second aspect concerns the difference in length of the concession period. In Japan, 
railway companies are granted a life-time concession by the national government, 
while in the Netherlands railway operators such as NS are granted a temporary 
concession. However, this does not mean that there is no competition in Japan. On 
the contrary, because there are multiple railway companies operating parallel services 
the competition on certain sections of the railway network can be rather strong. For 
example, in Tokyo there are multiple operators providing services between Shibuya 
and Yokohama and consequently they are competing for the same travellers. Although 
in the Netherlands theoretically the competition for railway services seems strong, in 
practice competition is virtually absent. This is especially the case for the main railway 
network where the concession is directly awarded to NS. National interests (i.e. the 
railway network should be operated by a Dutch railway operator) seem to have played 
a strong role in this. 
The third aspect deals with the relationship between infrastructure management 
and the operation of transport services. In Japan, in most cases, railways are owned 
and operated by the same railway operator. This, in combination with their life-time 
concessions, encourages private railway operators to develop long term plans for their 
railway territories (i.e. the so-called area strategies as described in chapter 6). In the 
Netherlands, infrastructure management and the operation of transport services 
is fully separated. Consequently, railways cannot be owned and operated by the 
same railway operator. This, in combination with the fact that concessions are only 
temporary, discourages rather than encourages private railway operators to make long 
term plans for their railway territories. Although NS has made a long term plan for 
the year 2020, this plan mainly focuses on mobility issues and does not, unlike Japan, 
contain a vision regarding the development of its railway territories. 

The fourth aspect in which the Dutch and the Japanese railway sector differ concerns 
the role of the national government. In Japan, the national government has a limited 
role in controlling the operations of railway companies. Basically, they set some general 
standards to secure the safety of transportation, to protect the benefits of the users of 
railways and to ensure a sound advancement of railway operations. For the remaining 
part, private railway operators are basically free to decide what activities they want to 
become engaged in. In the Netherlands, the steering role of the national government is 
much stronger. The concession is used by the ministry to stipulate in a rather detailed 
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manner the requirements that railway operators must comply with. These concern 
aspects such as frequency, punctuality, personal safety and cleanliness. NS is required e 
to make a transport plan each year explaining how these requirements are being dealt 
with. Moreover, because the national government is its sole shareholder, NS is rather 
limited in its freedom to conduct activities that are not strictly related to its railway 
activities. 

The fifth aspect relates to the financing of railway developments such as the extension 
or quadrupling of railway networks. In Japan, the majority of finance is provided by 
the private railway operators themselves. However, national and local governmentsdo 
provide some subsidies to relieve the private sector from the burden of these often 
huge investments. For example, private railway operators are eligible for subsidies for 
the construction of double-track or four track lines. Furthermore, grants are provided 
for projects that shorten travel time (i.e. by the construction of short-cut lines) or 
facilitate transfer (i.e. by changing platforms or railway tracks). 
In the Netherlands most of the funding is provided by the Ministry of Infrastructure 
and the Environment. Maintenance, development and extension projects concerning 
railway infrastructure are included in the long investment programme MIRT. Some 
station area development projects are also included in this programme. Regarding the 
High-frequency Rail Programme, NS also provides a substantial part of the finances 
(i.e. 1.4 billion Euros).

The sixth aspect is closely related to the previous one. In Japan the planning for railway 
network improvements or extensions is done by the Transport Policy Council, an 
advisory body within the Ministry of Land, Infrastructure, Transport and Tourism. 
Since the railway investments proposed by this Council are largely paid for by private 
railway operators, the planning is done in close cooperation with these operators. 
In fact, some of the major private railway operators are represented in the Council. 
One can imagine that in such a system railway operators are reluctant to propose new 
projects, as such projects form a heavy burden for their operations.
In the Netherlands, the planning of railway network improvements or extensions 
is done by the national government in close cooperation with other ministries and 
supra-regional and regional governments. Together they set the agenda for a certain 
area and determine which projects should be developed first. Japan, does not use such 
a comprehensive planning approach. 
The seventh and last aspect refers to the degree to which railway operators are involved 
in side-businesses. In Japan, railway operators were involved in side-businesses 
relatively early. They were more or less ‘forced’ to engage in other activities, as strict 
fare regulations allowed them only minimum profits. In order to strengthen their profit 
margins- the transport market provided only limited business growth- they started to 
look for other revenue sources. Most of the revenues, with the exception of JR East, 
are nowadays generated by its side-businesses, in particular its retail businesses (see 
chapter 4). NS does not have such a strong diversification. Its transportation services 
still provide the largest part of the revenues. However, its retail and real estate activities 
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can be considered real ‘cash cows’ as together they provide the largest share of the 
profits for NS. It is quite conceivable that the relatively modest engagement of NS 
in other activities has been influenced by the fact that NS is a semi-public company. 
According to public and political opinion, NS is not a real estate company and 
consequently should limit its involvement in non-transportation activities.

8.6 Conclusion

This chapter has provided an insight into how station areas are being developed in the 
Randstad and which key actors are involved. When reflecting upon the roles of the 
key actors in the development of station areas it can be concluded that the role of the 
municipality is rather prominent in especially the planning, but also the development 
of station areas. Municipalities are responsible for drafting urban plans and they are 
usually the initiator of station area development projects. Besides their regulating role, 
municipalities are often involved in the actual development of station areas because 
of their landownership. As such they have a dual role as developer and regulator of 
station area developments. In Tokyo, the local government (i.e. the TMG) does not 
have such a prominent role in the planning and development of station areas. In fact, 
the actual planning of station areas in Tokyo is not done by governments, but by the 
private (railway) sector. Instead the role of the Tokyo Metropolitan Government is 
limited to facilitating and conditioning land use developments in station areas for 
which it uses its planning and financial instruments. Despite its limited role, the TMG 
is rather influential in guiding station area developments (see chapter 7).

The above indicates that the role of NS and ProRail is less prominent in the planning 
of station area developments compared to their Japanese counterparts. NS does not 
draft urban plans alone and does not usually take the initiative to launch new station 
area development projects. As such its role can be characterized as a more passive one; 
if another actor (e.g. a municipality) wants to launch a development initiative within 
a station area then they would get involved. In Tokyo/Japan private railway operators 
are rather actively involved in the planning of station areas. They draw up urban plans 
by themselves or in conjunction with other private actors and are also actively involved 
in initiating real estate/retail activities in or near their station premises. In addition, 
NS is mainly interested in the development of areas directly bordering its stations, as 
these areas are considered strategic. Less interest is expressed in areas located a greater 
distance from its stations. Interestingly this is contrary to the business strategies of 
private railway operators in Tokyo, as they pay close attention to the wider area in 
which their stations are located (see chapter 6). 
As owner of buildings and or land within a station area NS is usually actively involved 
in the development of a station area. This is similar to the role of private railway 
operators in Tokyo, albeit with the difference that in most cases the municipality rather 
than the railway operator is the initiator of a project.
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Like NS, ProRail is not actively involved in the planning of station area developments. 
That is, it will not take the initiative for launching a new station area development 
project nor does it draft urban plans alone. Only when the development of a station 
area affects the functioning of railway infrastructure and/or transfer facilities (e.g. in 
case a station building is refurbished or buildings are erected above or adjacent to 
railway tracks) does ProRail become involved. This is different from the situation in 
Tokyo where infrastructure management and transport services are in the hands of 
one and the same actor: the private railway operator (see also paragraph 8.5.5). 
The fact that ProRail owns the railway infrastructure and transfer facilities at stations 
requires their involvement in the development of station areas.
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Having gained insight into how station area developments are being planned in Tokyo, 
what planning incentives are used, and what roles the public and private sector play 
in this, the time has come to explore the potential of this so-called “Tokyo model/
approach” for the development of station areas in the Randstad. The aim of the last 
part of this book is to assess the potential of the Tokyo model for the Randstad. This 
is done in two steps: Step one concerns a series of focus groups and focused-group 
interviews in which the approach for developing station areas in Tokyo has been tested 
in a number of Dutch case studies. Step two concerns a series of individual interviews 
that further explore the findings generated from the focus groups and focused-group 
interviews. This chapter presents the results from the focus groups and focused-group 
interviews. The findings from the individual interviews will be presented in the next 
chapter. 

In the first paragraph the design of the focus groups and the focused-group interviews 
is discussed along with the motivation behind the selection of the case studies in the 
Randstad. Then the results of the focus groups and focused- group interviews are 
discussed in the four subsequent paragraphs. In the sixth and final paragraph some 
conclusions are drawn.

Focus groups and 
focused-group interviews9
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9.1 Focus group and focused-group 
 interview design 

In chapter 7 a number of case studies of station area developments in Tokyo were 
analysed in order to understand how station area developments are planned in 
Tokyo. This type of research is a typical example of ‘explanatory science’ as it is 
oriented towards providing descriptions and explanations (van Aken, 2004; 2005). 
In this chapter and the subsequent chapters of part three a rather different approach 
is followed. Here the Tokyo model is explored to investigate how it can be used to 
improve the planning of station area development practices in the Randstad. This type 
of research is a typical example of ‘design science’ as it is oriented towards providing 
solutions (van Aken, 2004; 2005). The eventual aim of this is to find out whether the 
approach followed in Tokyo for developing station areas could work in the Randstad 
and to gain an understanding of why or why not this is the case. As was illustrated in 
chapter two, the experiential learning cycle of Kolb and Fry (1975) provides a useful 
framework for this. 
Figure 9-1 illustrates how this cycle is used to test the applicability of the Tokyo 
approach (i.e. the potential driving forces behind station area developments) to the 
development of station areas in the Randstad.

Figure 9-1 Experiential learning cycle as applied in the design science part of this research
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Focus groups versus focused group interviews
As figure 9-1 illustrates, focus groups and individual interviews have been used in 
this research to test the applicability of the Tokyo model in the Randstad. The focus 
group method is a form of interview in which there are several participants involved 
in discussing a specific topic or issue. In this case the focus group method was used to 
discuss station area developments in the Randstad. Essentially it is a group interview, 
although some distinctions between focus groups and group interviews can be drawn 
(Bryman, 2008). In focus groups typically a specific theme is emphasized while in 
group interviews several topics are discussed. Furthermore group interviews are 
sometimes carried out for time and money saving reasons. This is not the case for 
focus groups. And last but not least, in focus groups the researcher is interested in 
the interaction within a group and the joint construction of a meaning, rather than 
participants’ individual ideas. In this research two focus groups were held in which 
the Tokyo approach was further explored on the level of the railway corridor. In 
addition, the potential of the Tokyo approach was also explored at the level of a station 
area. However, for this a slightly different method called a ‘focused-group interview’ 
was used (Bryman, 2008). Here interviewees are selected based on their expertise 
or involvement in a particular field and are asked to provide specific information 
regarding this. In this case, the interviewees were selected based on their involvement 
in particular station area development projects in the Randstad. The interviewees were 
then asked to provide information regarding their involvement in these projects. 

The participants attending the focus groups and focused-group interviews were 
members from the public and private sector who were involved in transport and/
or land use matters. As for the focus groups the participants were divided into two 
groups. The grouping was done in such a way that public transport and land use actors 
and private transport and land use actors were evenly distributed among both groups. 
It was assumed that this would generate fruitful discussions in the focus groups. 
The focus groups consisted of three parts (see box 9-1). In the first part the Tokyo 
approach, as outlined in the previous paragraph, was explained to the participants. 
After this a presentation was given by one of the participants in which a case study (i.e. 
Stedenbaan or Zaancorridor) was introduced. In the second part both groups were 
asked to make an integral corridor design for the particular railway corridor that they 
had been looking at, based on the approach followed in Tokyo. After both groups had 
completed this task they were asked to think about how they could realize this design. 
The second part was rounded off with a plenary part in which both groups presented 
their results. The third and last part of the focus groups involved a discussion regarding 
the possibility of using the Tokyo approach in the Randstad. Both focus groups were 
carried out in exactly the same way, allowing the results to be compared. The ultimate 
aim of these focus groups was to gain insight into the (im) possibilities of applying 
the Tokyo model to the development of station areas in the Randstad. For this the 
receptiveness of the public and private sector served as an indicator.

 



Station area developments in Tokyo and what the Randstad can learn from it

- 226 - 

Box 9-1 Design focus group49

Programme focus group ‘Thinking and acting in corridors, a Tokyo perspective 
on Stedenbaan/ Zaancorridor’

Part 1 Introduction 
- Introduction of the Tokyo approach (presentation by the researcher)
- Introduction of the corridor (presentation by one of the participants)

Part 2a Content: making an integral design for the corridor
- Which functions to locate where?
- For which target groups?
- Where to assign what density levels?
- Where to situate local, regional and national nodes?
- What type of transport services?
- In which frequencies?
- Connections to other modes of transport?

Part 2b Process: how to realize this corridor design
- Which internal and external trends influence the corridor?
- What future challenge(s) does this lead to?
- What means are necessary to meet these challenges?
- Who has to do what and when?

Part 3 Context: lessons from Tokyo?
- What are the opportunities/weaknesses/strengths/threads of the Tokyo model?
- Which conditions (financial, legal and governmental) are required to make the 
Tokyo model suitable for the Dutch context?

The focused-group interviews focused on a specific location identified in the focus 
groups: i.e. the station areas of Rotterdam Blaak (Stedenbaan focus group) and Koog 
Zaandijk (Zaancorridor focus group). Both interviews were carried out in a smaller 
setting compared to the focus groups. This seemed the most appropriate method for 
gaining a detailed insight into the development process of the station areas and the 
roles that the public and private sector played in this. The eventual aim was similar to 
the focus groups, albeit with a different focus; to explore for a particular station area in 
the Randstad the (im) possibilities of the Tokyo approach. Also here the participants 
were land use or transport professionals from either the public or private sector. The 
participants were selected because of their involvement in a particular development(s) 
within the station area in question and were asked about their role in that. Unlike 
the focus groups, participants were not divided into groups nor were they given any 
specific assignments. Instead the focused-group interviews consisted of a structured 
discussion in which the participants were asked about their specific role in the 
development process, the planning instruments and policies used, and their opinion 

49 Not all questions are included in this overview as some of them are specifically related to the case 
studies discussed.
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about the applicability of the Tokyo approach to the Randstad/Netherlands (see box 
9-2). Prior to this discussion the participants were informed about the Tokyo approach 
and the results of the focus group to which their specific station area belonged. This 
enabled the participants to understand the context against which the subsequent 
discussion was held.
 
Box 9-2 Design focused group interviews 

Programme focused group interview ‘A Tokyo perspective on Rotterdam Blaak/
Koog Zaandijk’

Part 1 Introduction
- Introducing the Tokyo approach (presentation by the researcher)

Part 2 Roles of public and private sector
- What was the role of the municipality in the development of the station area?
- What was the role of the private sector in the development of the station area?
- According to the municipality what should be the desired role of the private sector?
- According to the private sector what should be the desired role of the municipality?

Part 3 Planning instruments and policies used
- To what extent does the municipality use a specific policy for station areas? 
- To what extent does the municipality use specific planning instruments aimed at 
the development of station areas?
- To what extent are developments in the station area coordinated with developments 
of neighbouring stations?
- To what extent are target groups taken into account in the development of the 
station area?  

Part 4 Applicability of Tokyo to the Randstad
- What are the perceived strengths and weaknesses of the Tokyo model?
- Which conditions (financial, legal and governmental) are required to make the 
Tokyo model suitable to the Dutch context?
- To what extent is land use control necessary in the Netherlands? For example, to 
what extent should density be regulated?
- How and by whom (e.g. municipality, city-region, province or national government) 
should land uses be regulated in the Netherlands? 
- Could a preferential planning treatment of station areas work in the Netherlands? 
Why, or why not?
- Are the planning instruments used in Tokyo applicable in the Netherlands? Why, 
or why not?
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Before the start of each focus group and focused-group interview the participants were 
asked to fill out a questionnaire in which they were asked about their image of Tokyo 
and station area developments, and if they believed the Randstad/Netherlands could 
learn from Tokyo. At the end of each workshop the participants had to answer the 
same questions again, this time elaborating upon why or why not their opinion had 
changed. Although such a survey does not say anything about the possible success rate 
of such a model in the Dutch context, it does give an indication of the elements of the 
Tokyo approach that would be worthwhile to explore further in the second step, i.e. the 
series of individual interviews to be held (see chapter 11).

My role in the focus groups and the focused-group interviews was mainly to introduce 
and explain the Tokyo approach to the participants. After that I observed the 
participants and where necessary explained additional elements to them. During the 
plenary sessions I coordinated the discussions. Thus I did not actively engage in the 
discussions myself. 

Case selection
The approach followed in Tokyo was tested in four different cases concerning either 
a railway corridor or a particular station area in the Randstad. As for the railway 
corridors, one case focused on a railway section in the province of South Holland, 
and the other concerned a railway section in the province of North Holland. The 
case in South Holland was selected because it is part of the so-called ‘Stedenbaan’ 
project, generally considered as one of the first projects in the Netherlands in which 
the improvement of the public transport system is linked to a regional urbanization 
programme. It was agreed upon that until 2020 between 20.000-40.000 residences 
and 0.7-1.2 million square metres of offices should be built along its railway lines 
(Programmabureau Stedenbaan, 2007). Regarding the implementation of this 
programme, Stedenbaan is facing challenges such as how to coordinate and how to 
prioritize/phase this programme among the different station areas.  
The case in North Holland was selected because it is located in an industrial area 
which is supposed to undergo large transformations in the coming years. In addition, 
a maximum of 6800 new dwellings is planned in the area until the year 2020 
(Metropoolregio Amsterdam, 2009). Furthermore railway services are going to be 
improved by increasing the number of trains. It will be interesting to see to what extent 
this railway section, referred to as the Zaancorridor, will be able to benefit from this 
and/or to contribute to these developments. The case in North Holland is somewhat 
different from the case in South Holland as this railway section is not yet linked to 
a regional urbanization strategy. Consequently, one of the first challenges for the 
Zaancorridor would be to draw up an integral regional strategy in which the proposed 
spatial developments are matched with the proposed transport improvements.
The cases selected in the focused-group interviews were derived from the discussions 
held in the focus groups. In the Stedenbaan focus group Rotterdam Blaak was brought 
forward by the participants as a station that was expected to have a considerable future 
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development potential. Situated in the city centre of Rotterdam, next to a waterfront, 
this area was expected to grow into a new sub-centre focused on leisure. The focused-
group interview was designed to provide an insight into the factors responsible for its 
presumed success. In the Zaancorridor focus group Koog Zaandijk was mentioned 
by the participants as a station that was considered to have development potential. 
In particular its location near the touristic attraction “Zaanse Schans”, an area with a 
collection of well-preserved historic windmills and houses, was considered to attribute 
to its potential. In addition, the station area of Koog Zaandijk is also one of the few 
places along the corridor where there is still space left for developments not hindered 
by any regulations50. However, so far Koog Zaandijk has not been able to benefit from 
this. The focused-group interview was designed to provide further insight into its 
development potential and subsequently how this could be realized.

The subsequent paragraphs describe the outcomes of the focus groups and focused-
group interviews. This description focuses on the substantive results of the focus 
groups and focused-group interviews. As for the corridor focus groups, this means 
that the integral corridor design and its implementation strategy is discussed and 
that a reflection is given of the plenary discussion in which the participants indicated 
the aspects that they considered to have potential for the Randstad. Regarding the 
focused group interviews, this means that an overview is given of the discussions held 
thereby focusing in particular on the roles of the government and private sector, and 
the planning instruments and policies used in stimulating the development of the 
particular station area. Last but not least, the aspects that the participants considered 
useful to explore in the Randstad are reflected upon. 
In the next chapter the results of the ex ante and ex post surveys are discussed. 
The results are described in the same chronological order that the focus groups and 
focused-group interviews took place. Therefore, first the results of the Stedenbaan 
focus group are discussed, followed by the results of the Rotterdam Blaak focused-
group interview. Subsequently the outcomes of the Zaancorridor focus group are 
reflected upon, followed by the results of the Koog Zaandijk focused-group interview.

50 Development opportunities are limited due to the presence of heavy industries causing noise and air 
pollution and ecological areas protected by European directives (i.e. Natura 2000).
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9.2 Focus group 1: 
 A Tokyo perspective on Stedenbaan
Context

Figure 9-2  Stedenbaan 

The first case in which the corridor approach was tested was Stedenbaan. The 
Stedenbaan project refers to part of the existing railway network in the province of 
South Holland. More specifically, it concerns the railway sections between Gouda-
Rotterdam, Gouda – The Hague and Sassenheim-Dordrecht South (see figure 9-2). On 
these railway sections railway capacity has become available, as since 2009 international 
trains are no longer using these railway sections, but instead are operating trains on 
its own dedicated infrastructure. The freed up capacity on the aforementioned railway 
sections is used to improve the regional train services by making a better timetable, 
increasing frequencies, introducing new cars, and opening new stations. The improved 
train services, in turn, are supposed to provide a stimulus for spatial development in 
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the related station areas. In 2007 a regional urbanization strategy was adopted by the 
governmental partners involved in ‘Stedenbaan’. It was agreed that until the year 2020 
between 25.000 -40.000 residential units and between 700.000-1.200.000 square metres 
of offices should be built within the station areas. In addition, the three authorities 
responsible for public transport in the province of South Holland (i.e. the province 
of South Holland and the city-regions of Rotterdam and the Hague) and the Dutch 
Railways (NS) agreed that the improved train services, particularly the increased 
train frequency, would be dependent on this spatial programme (Programmabureau 
Stedenbaan, 2007). This means that the Dutch Railways will only increase the number 
of trains after a certain part of the earlier-mentioned programme is realized. 

Focus group setting
The focus group was co-organized with the project bureau Stedenbaan. The bureau sent 
out the invitations and arranged the location for the focus group. Furthermore, it gave a 
presentation in which the case (i.e. Stedenbaan) was introduced to the participants. In 
total 22 participants51 from the public and private sector attended the focus group (for 
an overview see table 9-1). Instead of discussing the whole railway network belonging 
to Stedenbaan it was decided that only part of the network would be discussed, namely 
the section between The Hague and Dordrecht where most development opportunities 
are concentrated. Consequently, most of the participants that attended the focus group 
were related to the station area(s) belonging to this railway section. At the beginning of 
the focus group a presentation was given by the project bureau in which the case (i.e. 
Stedenbaan) was introduced to the participants.

Table 9-1 Representatives of different stakeholders in the Stedenbaan focus group

Type of stakeholder Number of representatives
National government: land use sector 1
Regional government: land use sector 2
Project bureau Stedenbaan: 
transport and land use sector 3

Sub-regional government: transport sector 3
Local government: land use sector 3
Operator of train services: transport sector 1

Owner and operator of station 
buildings: land use sector 1

Owner of railway infrastructure: transport sector 1
Engineering consultancy: transport 
and land use sector 2

Architectural office: land use sector 2

University: transport and land use sector 3

51 Actually 28 participants attended the workshop, but only 22 of them were able to attend the whole 
workshop.
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Step 1 Making an integral corridor design
The first task that participants were asked to complete was to develop an integral 
corridor design for the The Hague-Dordrecht section of the railway, modelled on the 
approach followed in Tokyo. When developing the corridor design the groups were 
asked to think about aspects such as distribution of functions, target groups, densities, 
hierarchy (i.e. national, regional, and local scale), transport services, and intermodal 
connections. 

The first group’s integral corridor design focused predominantly on the functional 
profiling of stations (see figure 9-3). What this group seemed to find interesting was 
the way in which functional differentiation between station areas was regulated in 
Tokyo. Regarding Stedenbaan it was felt that in terms of functional programming 
clearer choices needed to be made and that more attention should be paid to creating 
variation. Or as one of the participants stated “It is not only a matter of how much 
programme you can realize, but also about the type of programme you can realize”. 
Prior to making the corridor design the discussion in the group mainly revolved 
around how to determine the functional profile of a station. Eventually it was agreed 
upon that the existing spatial programme within a station area should form the starting 
point for this. 

Figure 9-3  Integral corridor design- group 1
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The second group seemed to be particularly interested in the way in which densities 
are regulated in Tokyo. The possibilities it offers for creating scarcity were considered 
particularly important. It was realized that high building densities cannot be 
actualized everywhere along the railway line. Therefore it was agreed upon to make a 
categorization into three different density classes: high-density, medium-density and 
low-density (see figure 9-4).

Figure 9-4  Ranking of stations in density classes- group 2
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The group decided that the level of train service offered at a station would determine its 
density level. Accordingly, stations with (inter) national connections were considered 
to have high-densities , while stations with regional connections were considered 
to have medium-densities, and finally stations with only local connections were 
considered to have low densities. The values for what was considered “high”, “medium”, 
or “low” were not specified by the group. Some stations were provisionally ranked into 
a certain density category on the basis that they would have to improve a train or bus 
connection before being officially admitted. In addition, this group emphasized that 
the majority of new urban developments should be targeted at the high-density and 
medium-density station areas and less at the low-density areas, as in this way scarcity 
could be created. After this, functional profiles were determined for each station area 
(see figure 9-5). 



Station area developments in Tokyo and what the Randstad can learn from it

- 234 - 

Figure 9-5  Integral corridor design-group 2 
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The corridor design of the second group differed in two ways from the previous 
group: (1) all stations were assigned with a functional profile, while the previous group 
left some stations out as they did not seem to know what to do with them, (2) the 
residential function seemed to play a greater role in the corridor design of the second 
group as there were a considerable number of stations categorized as residential. 
Interestingly, most of these residential stations were assigned with low-densities and 
limited development opportunities.

Step 2 Realizing an integral corridor design
After both groups had finished drafting their integral corridor design they were asked 
to think about its implementation. More specifically, they were asked to formulate 
an implementation strategy that needed to take into account the following aspects: 
internal and external trends affecting Stedenbaan, its resulting future challenges, the 
means necessary to realize these challenges, and by whom what should be done and 
when. These questions are typically a part of strategic planning approaches developed 
by the private sector. It is assumed, following Bryson & Einsweiler (1988), that such an 
approach can help the public sector in becoming more effective, i.e. making corridor 
designs that are better capable of achieving the public sector planning goals. 

Both groups mainly focused on the internal and external trends affecting Stedenbaan 
and, in the case of one group, also on their resulting future challenges. The other 
questions were, due to a lack of time, not discussed within the groups. Instead these 
questions were discussed in the subsequent plenary part of the focus group.
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The first group seemed to focus predominantly on the trends and identified the 
following:
•	 Relaxed housing market (this makes it difficult to direct developments to 

locations with public transport).
•	 Urban orientation of family composition.
•	 People have become more mobile and flexible.
•	 Lack of resources such as oil, energy and commodities.
•	 Focus on sustainability.
•	 Aging of society (it was mentioned that this is still not taken into account in the 

train services. The increase in frequency is especially linked to commuter traffic 
rather than at traffic generated after working hours or during weekends).

•	 Target groups are getting more diverse and so is their travel behaviour (it was 
mentioned that it has become increasingly difficult to assign a person to a 
specific group such as ‘the elderly’).

The second group focused not only on the trends, but also on the future challenges 
that these trends could pose for the Stedenbaan case. One sub-group also mentioned 
potential solutions to the future challenges envisaged:
•	 Replacement demand for offices (it was mentioned that this could offer 

opportunities to direct the office stock to ‘the right place’, i.e. near public 
transportation nodes)

Considered challenges
 - Making choices through clear policies.
 - Strong control over stations and their density  

 (“offices should be located near stations and not elsewhere”). 

Considered means
 - Including guidelines in the ordinance.
  - Providing station area grants for financing the unprofitable parts of a housin 

 gor office development.
  - Discourage car usage (“choosing for stations, implies punishing car usage”).

•	 Aging of society (related to this trend it was mentioned that later in life people 
tend to move back to the city to be closer to amenities)

Considered challenge
  - Developing high quality houses with nearby facilities.

•	 Leisure economy (it was mentioned that activity patterns have become more 
diverse and fragmented and that the car plays an important role in supporting 
such patterns  

Considered challenge
 - Developing places that are accessible by different modes of transportation.



Station area developments in Tokyo and what the Randstad can learn from it

- 236 - 

Step 3 Lessons from Tokyo?
The final part of the focus group concerned a plenary session in which the potential 
of the Tokyo approach for the Randstad was discussed. First both groups presented 
their corridor design and implementation strategy to each other. After this a plenary 
discussion followed about the possibilities and limitations of the Tokyo approach. The 
plenary discussion seemed to revolve mainly around the issue of land use control. It was 
felt that choices needed to be made about where to increase densities. At the same time, 
however, it was questioned to what extent this should, and even could, be controlled. 
Furthermore the implications of the corridor approach for the Randstad/Netherlands 
were discussed. For example, it was questioned whether a corridor approach would 
require a special development company or a land bank to be established. Next, it was 
felt that such an approach required inter-municipal coordination, a creation of scarcity 
at the regional level, and a revision of current public transport concessions. 

The participants seemed to extract two lessons from Tokyo: (1) densities in the 
Netherlands can be further optimized (2) an assessment framework is needed to make 
choices (e.g. where to increase densities and where not to increase densities). 
At the end of the focus group the discussion revolved around how to use control in 
the Netherlands. It was believed that three things were important for establishing 
control: (1) regulations, 2) Courage at the local level, and (3) Instruments for helping 
the private sector. 
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9.3 Focused-group interview 1: 
 A Tokyo perspective on Rotterdam Blaak

Context

Figure 9-6  Location Rotterdam Blaak station in the Stedenbaan corridor

In the Stedenbaan focus group a great potential was assigned to the station area of 
Rotterdam Blaak as an up-and-coming sub-centre. Therefore it was decided to explore 
in greater detail the development process of Rotterdam Blaak in a focused- group 
interview. This was done by comparing it to the Tokyo approach. 

Rotterdam Blaak is situated in the city centre of Rotterdam and is one of the stations 
belonging to the railway network of Stedenbaan (see figure 9-6). At present several 
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development projects are underway in the surrounding area of the station. However, 
as was stated by the participants in the focused-group interview, these developments 
are not so much related to the station, but should instead be seen as a part of the 
development plans for a much larger area. In other words, the presence of the station 
was not the primary reason for this redeveloped. What triggered this development 
was that in 1993 the elevated railway line, that used to run through this area, was 
demolished and replaced by an underground railway line. As a result a large area 
of land became available for development in the city centre of Rotterdam. Thus by 
putting the railway line in a tunnel the development of the surrounding area could gain 
momentum. This was, however, not the case for the areas directly bordering the station 
of Rotterdam Blaak. Due to insurability and external safety issues52 the erection of 
buildings above and adjacent to the tunnel was not initially permitted. Consequently, 
the areas directly bordering the station remained undeveloped for a long time (see 
figure 9-7). When both issues were eventually resolved in 2005, after some additional 
safety analyses were carried out, its development could finally begin. 

Figure 9-7  Undeveloped land in front of Rotterdam Blaak station

52 The insurability risk refers to the risk of possible damage occurring to the tunnel from constructing 
buildings on top of it. The external safety risk refers to the risk of explosion due to the transportation 
of hazardous good through the tunnel.
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Interview setting
The focused-group interview was organized by the city planning department of the 
municipality of Rotterdam and the researcher concerned. Invitations were sent out 
by the municipality and four people attended the group interview. The focused-group 
interview was deliberately organized in a small setting as it was believed this would 
allow for an intensive and structured discussion to take place. Interestingly, and 
different from the focus groups and other focused-group interview, the majority of the 
participants consisted of private sector actors (see table 9-2). Therefore, this focused-
group interview offered a rather unique opportunity to explore the private sector’s 
opinion towards the applicability of the Tokyo approach in the Randstad. 

Table 9-2   Representatives of different stakeholders in the Rotterdam Blaak group interview

Type of stakeholder Number of representatives

Local government: land use sector 1
Developers: land use sector 3

Prior to the discussion the participants were informed about the corridor approach 
followed in Tokyo. In addition the results of the preceding focus group (i.e. the 
Stedenbaan focus group) were presented to them. Following the presentation on 
Tokyo some remarks were made by the participants. It was felt that Tokyo was more 
public transport minded and had more of a public transportation culture than was the 
case in the Netherlands. The Netherlands, and especially Rotterdam, was considered 
to be much more car-oriented, as most people travel to work by car. In addition, it was 
argued that the public transportation system in Tokyo owed its existence to its high 
residential densities. It was believed that the absence of such densities in the Randstad 
would undermine the viability of such a system here.
After the participants were informed about the Tokyo approach and the results of the 
Stedenbaan focus group the discussion started. The basic aim of the discussion was 
to reconstruct the development process of the station area of Rotterdam Blaak. It was 
assumed that a greater understanding of its development process could provide lessons 
for other station areas in the Netherlands. The development process of Rotterdam 
Blaak was analysed from the Tokyo perspective, i.e. the approach followed in Tokyo 
for developing station areas. The discussion was structured as follows: First the public 
and private sector participants were asked questions about their role and their desired 
role in the development process of Rotterdam Blaak. Second, the policies and planning 
instruments used were discussed among the participants. The third and final part of 
the discussion focused on the applicability of the Tokyo approach in the Randstad/
Netherlands. The results of this discussion are presented below following the same 
structure as outlined above. In some cases, for clarification purposes, the information 
derived from the discussions is complemented with information from additional 
sources.
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Roles of public and private sector
The municipality of Rotterdam has been responsible for drafting a vision for the 
development of the Laurenskwartier, i.e. the larger area of which Rotterdam Blaak 
is a part of. No vision was developed for the station area itself. Only after ProRail, 
the owner of railway infrastructure in the Netherlands (see chapter 8), replaced the 
elevated railway by an underground railway the municipality started to draft this vision. 
Furthermore, the municipality was co-involved in the planning of sub developments 
such as the projects located above and next to the railway tunnel. For one project the 
municipality had organized a design contest. The aforementioned insurability and 
external safety issues were not considered a responsibility of the municipality, as the 
railway tunnel was owned by ProRail. However, this did not stop the municipality from 
becoming involved in both issues. The municipality brought parties to the negotiation 
table, provided legal assistance and negotiated on behalf of the other parties involved 
with the national government. Although no national public actors participated in 
the focused-group interview their role was quite crucial at the initial stage of the 
development process of the Rotterdam Blaak station area. Therefore their role is briefly 
described here. First, Rotterdam Blaak is located on a hazardous toxic route and as a 
result the new developments were subject to strict regulations. These regulations were 
established by the former Ministry of Spatial Housing, Planning and the Environment. 
Second, in order to erect a building above and/or adjacent to a tunnel a permit is 
required from the administrator of the tunnel. This is the same actor that is owner and 
administrator of the railways in the Netherlands, i.e. ProRail. Usually permission is 
granted under certain conditions following article 19 of the Railways Act. For example, 
in order to get permission to build a building above or near to railway tracks then the 
developer must ensure that this does not adversely affect the safe and efficient usage 
of the railways (Staatsblad, 2003) These conditions seem to have formed an obstacle 
for the development of the areas above and adjacent to Rotterdam Blaak (Algemeen 
Dagblad, 2009) 

The developers participating in this focused-group interview were all directly involved 
in the development of the areas adjacent to Rotterdam Blaak station. Interestingly, 
each developer had become involved in the project in a different way. One developer 
won the earlier- mentioned design competition which enabled him to get involved in 
other projects near Rotterdam Blaak station as well. Another developer was invited to 
participate in a development by a different developer. Yet another developer owned 
land near the station and managed to acquire the land and development rights of an 
adjacent project. Thus the motives and the impetus for investing in the station area 
varied considerably among the private developers. Interesting, however, was that, when 
asked to the participants about their motives to invest in this area, the presence of the 
station itself was not so much considered to give this area development potential, but 
rather its location relative to the city centre of Rotterdam. What was further considered 
to contribute to its development potential was the fact that Rotterdam Blaak is located 
in a neighbourhood (Laurenskwartier) nowadays considered an up-and-coming area. 
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Interestingly, when the private developers were asked about the desired role of the 
municipality in the development of station areas, they felt that more municipal 
pressure, or as indicated by one of the participants “a continued focus”, was needed. 
It was argued that the municipality could provide more clarity about its intentions 
towards station areas. In addition, and rather surprising to hear from the private 
sector, was that they believed scarcity could be created when building in the outlying 
areas would be banned. This was surprising, as it implied the private sector calling for 
stricter government regulations. 

Planning Instruments and policies used
The municipality has no specific policies aimed at the development of station areas. 
There are, however, policies that indirectly affect the development of station areas. For 
example, the municipality of Rotterdam has developed a high-rise policy in which it is 
indicated where, under what conditions, and up to what height buildings can be built 
within the city (Gemeente Rotterdam, 2011). Here a high-rise zoning was introduced 
permitting buildings exceeding the height of 70 metres to be built. Two types of 
zoning were distinguished: in one zone (i.e. the super high rise zone) buildings with 
a maximum height of 200 metres are permitted. Two areas in the city are designated 
as such. The station area of Rotterdam Central is located in one of these areas. In the 
other zone (i.e. the so-called comfort zone) buildings with a height between 70- 150 
metres are permitted. A large part of the inner-city of Rotterdam is designated as such. 
The station area of Rotterdam Blaak belongs to one of these areas. 
Furthermore, the municipality has designated so-called VIP-areas (Very Important 
Areas) throughout the city (Gemeente Rotterdam, 2007). The Laurenskwartier, the 
area in which the station of Rotterdam Blaak is located, is designated as one of these 
VIP areas. This means that the municipality considers this area as most important in 
realizing the goals of ‘creating a strong economy’ and ‘realizing an attractive residential 
city’. 
Regarding office developments, the municipality of Rotterdam made the policy that 
office developments are only allowed in certain areas within the city. However, as one 
participant mentioned, in practice office developments are still allowed elsewhere 
in the city due to outdated zoning plans. . As was mentioned by one developer, 
the municipality is constantly facing a dilemma whether to allow or prohibit a 
development. Prohibiting a development means that the municipality, as major 
landowner in Rotterdam, is not able to receive any revenues from the issuance of land. 
Allowing an office development outside the designated areas on the other hand would 
mean that the municipality is in fact encouraging a further deconcentration of offices.
The city region of Rotterdam is responsible for the coordination of functional 
programmes between station areas. For this policies have been developed in 
consultation with the city planning department of the municipality of Rotterdam. In 
2005 this led to the adoption of a regional structure plan. In this plan seven station 
areas were selected that were considered to have potential for further intensification, 
because of good accessibility (Provincie Zuid-Holland & Stadsregio Rotterdam, 2005). 
The station of Rotterdam Blaak is not one of these selected station areas.
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Besides this the municipality does not have a specific policy aimed at the development 
of station areas, there is also no specific target group policy aimed at station areas. 
However, the municipality does have a target group policy for its inner city. Here it 
aims in particular to attract highly educated people, as this is something that the city 
is considered to be lacking. 

Applicability of Tokyo to the Randstad 
First the participants were asked about what other station area developments in the 
Randstad/Netherlands could learn from the development of the Rotterdam Blaak 
station area. The participants believed that an accelerator was needed for station area 
developments to start, i.e. something that could set the development in motion. In 
the case of Rotterdam Blaak, replacing the elevated railway line with a tunnel was 
considered an accelerator for the area. In addition, it was believed that the completion 
of an indoor food market adjacent to the station could give a further boost to the area. 

After this the participants were asked about the perceived strengths and weaknesses of 
the Tokyo approach. The following were considered strengths: greater opportunities for 
other parties to use railway infrastructure, and providing clarity in advance about the 
conditions a development needs to meet. The following were considered weaknesses: 
planning seems to be mainly focused on the development of individual sites rather 
than their integration with the surrounding area, and the high densities around which 
the Tokyo approach seems to revolve cannot be applied in such a large scale in the 
Randstad/Netherlands.

Then the applicability of the characteristic elements of the planning approach 
followed in Tokyo was discussed for the Randstad. Hereby the focus was put on the 
preferential planning treatment of station areas and the usage of planning incentives. 
Regarding the first aspect, the participants argued that in the Randstad/Netherlands 
inner city developments should get a preferential treatment in planning, particularly 
as such developments were considered to have future market potential. Station areas 
were considered a part of inner city developments and as such would not have to be 
promoted separately; instead they would be related to these inner city developments. 
Consequently, the participants seemed to embrace the idea of preferential planning 
when its focus would be on inner city areas rather than just station areas.. As for 
the second aspect , the planning incentives were considered interesting as such 
instruments, it was argued, could help in raising the quality (and thus the value) of 
a development. Furthermore, the fact that conditions could be attached to the usage 
of such an instrument in advance of a development, as was the case in Tokyo, was 
considered interesting as this would allow the private sector to gain insight in advance 
about the government’s intentions towards station areas. In addition, the participants 
believed that the planning of station areas should be the main responsibility of the 
municipality. They also seemed to agree that some kind of sub-regional coordination 
was necessary in order to prevent destructive competition between municipalities and 
to prevent the private sector from benefiting too much from this. It was argued that the 
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private sector could misuse this competition to play municipalities against each other. 
This latter remark was rather surprising, as it was made by the developers themselves. 
Apparently a fierce competition between municipalities is not always serving self-
interest.

As a final comment, one of the developers remarked that increased cooperation 
between the public and private sector would only happen if the private sector was 
given more freedom over development plans. Although he also mentioned that in 
some cases government regulations were actually needed in order to create choice 
about where to develop. In other words, this developer seemed to plea for some form 
of control by which flexibility could be maintained.
The second and final aspect that was discussed focused on the applicability of the 
planning incentives used in Tokyo for the Randstad. The participants seemed to find 
the Transferable Development Rights instrument an interesting planning incentive to 
explore in the Dutch context. Again, following the preferential treatment mentioned 
earlier, inner city developments were considered a useful test case for this. It was argued 
that such developments were often expensive and confronted with additional costs 
due to, for example, soil contamination. Therefore, it was argued that an instrument 
that would be able to generate additional value to a development could be considered 
useful for a developer. In addition, one private developer remarked that it would be 
interesting to use the transferable development rights for building above stations and 
railway tracks. At the same time he acknowledged that this would require additional 
legislation to make this possible in the Netherlands.
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9.4 Focus group 2: 
 A Tokyo perspective on the Zaancorridor

Figure 9-8   The Zaancorridor

Context
The second focus group in which the corridor approach was tested was the 
Zaancorridor. In this thesis the Zaancorridor53 refers to a railway section in the 
province of North-Holland, between Amsterdam Central Station and Alkmaar station 
(see figure 9-8). The Zaancorridor faces a number of challenges in the future. First, it 
is located in the oldest industrial area in Europe (Zaanstreek) which is supposed to 
undergo a large transformation the coming years. The area contains a considerable 
number of industrial monuments offering opportunities for different land uses. 
Second, at the regional level it was agreed upon that until the year 2020 in this area 

53 The name Zaancorridor also refers to a highly frequent bus service operating between Amsterdam 
and Zaanstad.
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6800 new dwellings need to be built. Third, at the national level it was decided that 4.5 
billion euro would be invested to increase the frequency of the trains in the busiest 
railway corridors in the Netherlands (Ministerie van Verkeer en Waterstaat, 2010). 
This is known as Programma Hoogfrequent Spoorvervoer (High-frequency Rail 
Programme). The idea is that by 2020 six intercity trains and six regional trains will 
run through these corridors every hour. Consequently, every ten minutes a passenger 
will be able to get on a train. The Zaancorridor is part of one of the corridors to which 
this programme is applicable54. On this railway section the number of regional trains 
will be increased from 4 to 6 trains per hour.  

Focus group setting
The focus group was organized by the municipality of Zaanstad, which is one of the 
municipalities located along the Zaancorridor, and the researcher concerned. The 
municipality hosted the focus group and the invitations were sent out by the researcher. 
In total 11 participants55 from the public and private sector attended the focus group 
(see table 9-3). The participants in the focus group were all directly involved in one or 
more station areas along the Zaancorridor. At the beginning of the focus group the 
case (i.e. the Zaancorridor) was introduced to the participants by a consultant who 
also participated in the remaining programme of the focus group. 

Table 9-3 Representatives of different stakeholders in the Zaancorridor focus group

Type of stakeholder Number of representatives
Regional government: land use sector 2
Sub-regional government 
:transport sector

1

Local government: transport 
and land use sector

4

Operator of train services: 
transport sector

1

Engineering consultancy: 
transport and land use sector

2

Architectural firm: land use sector 1

54 In addition, both the Zaancorridor and Stedenbaan are part of the so-called R-net (Randstadnet), 
which refers to the ambition of developing a high-quality network for public transport in the 
Randstad.

55 Actually 15 participants attended the workshop, but only 11 of them filled out both questionnaires. 
As a result only the 11 participants were considered valid for the research and analysis intended.
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Step 1  Making an integral corridor design
Similar to the Stedenbaan focus group, the first task that was given to the participants 
was to draft an integral corridor design for the Zaancorridor based on the approach 
followed in Tokyo. In drafting the design the participants were also asked to take into 
account aspects such as distribution of functions, target groups, densities, hierarchy 
(i.e. national, regional, local scale), transport services, and intermodal connections. 

For the first group the presentation given by the consultant at the beginning of 
the focus group provided guidance for assigning functional profiles to stations. 
In this presentation a number of stations were mentioned that were considered to 
have development potential from a transport, land use, or a dual perspective. In 
determining the functional profile of a station the group used the following approach. 
First the characteristics of the area where the station was located were identified. The 
characteristics could reflect the spatial, infrastructural and economic characteristics of 
the area. Subsequently, an idea was formed about the possible identity of the station. 
Finally, the amount of space available for developments was also examined. This is 
especially relevant for this corridor as much of the land surrounding the stations is 
ecologically protected and is not allowed to be built upon. Furthermore, developments 
are limited due to the presence of heavy industries in the area. Interestingly, this group 
had developed functional profiles in conjunction with transport changes, unlike the 
Stedenbaan focus group. For example, for some stations a modification of the existing 
train service was proposed, while for another station a relocation of the park and ride 
area was suggested. Also intermodal connections over water were considered as part 
of the river Zaan runs parallel to the railway line (see figure 9-9).

 Figure 9-9   Integral corridor design group 1
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The second group started off somewhat differently as they felt the need to reflect upon 
the approach used in Tokyo for developing station areas first. It was felt that the way 
in which the public transport sector was organized in Tokyo was representative of its 
specific culture. Therefore, applying this approach to the Zaancorridor was considered 
quite a challenge. Eventually, the group seemed to agree that a spatial-programmatic 
comparison with Tokyo could bear fruit, especially when this would be related to the 
spatial distribution of functions within the corridor. 

Interestingly, this group had developed functional profiles that were not only based 
on differences in spatial programmes, but also on different transport products aimed 
at specific target groups. Things that were mentioned for example were train cars 
equipped for people older than 65, seat less train cars for young people, and reduced 
ticket prices for people travelling in the counter-peak direction (i.e. in this case away 
from Amsterdam). The participants felt that in this way passenger flows and particular 
target groups could be better served. The second group’s corridor design focused 
primarily on non-residential functions, as it was felt that such functions were needed 
most in the Zaancorridor. For example, the station of Uitgeest was considered a 
potential location for a university as this would, from a transport point of view, attract 
bi-directional (i.e. from Amsterdam) and off-peak travel. From a spatial point of view 
this could help distribute a more balanced functional programme within the corridor. 
As in the present situation the group felt that it was only the ends of the Zaancorridor 
(Amsterdam Central station in the south and Alkmaar station in the north) that had a 
balanced functional programme, while the functional programmes within the centre 
of the corridor were less balanced (see figure 9-10).
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Figure 9-10  Integral corridor design group 2
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Step 2  Realizing an integral corridor design
After both groups had drafted an integral design for the Zaancorridor they were 
asked to think about its implementation. For this they could, just like the Stedenbaan 
focus group, refer to a number of aspects: internal and external trends affecting the 
Zaancorridor, its resulting future challenges, the means necessary to realize these 
challenges, and by whom what should be done and when. Both groups mainly focused 
on the means they considered necessary for realizing their integral design. In addition, 
the first group also reflected upon the roles they considered necessary for some of 
the actors involved in the development of station areas. The other questions were not 
discussed due to a lack of time.

The discussion in group 1 focused on institutional aspects which participants 
believed were responsible for the lack of coordination between transport and land use 
developments in the Netherlands. The following three aspects were mentioned by the 
participants:

1. Centralized decision-making of rail issues
It was felt that decisions regarding the number of trains, capacity and the train product 
were too centralized and therefore the needs of the region, in this case the Zaanstreek, 
were insufficiently met. A solution was proposed to take the Zaancorridor out of 
the concession for the main railway network and to outsource it to a private railway 
operator. It was assumed that a regional actor, instead of a national one, would more 
likely see opportunities in the region and take advantage of them. For similar reasons 
it was argued that the integration of railways in the surrounding area should be 
coordinated at the regional level, rather than the national level as is currently the case. 
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As for this coordination, it was considered, the regional government (the province) 
should play a role.

2. Too narrow focus of the subsidy system
It was felt that the current subsidy system predominantly focuses on transport issues 
and that no incentive is offered for also delivering a good spatial product (i.e. a high-
quality station area). It was believed that with other incentives more could be done for 
the same amount of money. However, the participants realized that that this would 
require changes at the national level.

3. City-regions lacking a transport and area development focus
It was argued that city-regions are too occupied with facilitating traffic flows, and as a 
result their connections with spatial developments are rather poor. It was felt that city-
regions, and also regional and local governments, focus in particular on realizing well-
performing public transport systems that are profitable. It was argued that discussions 
regarding the (financial) performance of public transport systems focus on the current 
funding methods, and that there is little incentive to explore other funding methods.

The second group philosophized predominantly about the means that could help to 
achieve better coordinated transport and land use developments. The following were 
considered:
•	 BDU56- location grant: usage of BDU-money for attracting particular functions 

to station areas. The idea was that certain facilities should be given a bonus for 
establishing themselves in station areas.

•	 Flexible land use zoning plans: an idea proposed was to make land use zoning 
plans less rigid in the Netherlands.

•	 Make a location cheaper (i.e. discount on land price/rental price) 
•	 Relocate shopping centres to stations: it was proposed to transform existing 

shopping centres into residential areas and relocate shopping centres to stations.

Step 3 Lessons from Tokyo?
In the final part of the focus group a plenary discussion was held in which the strengths, 
weaknesses, opportunities and barriers of the Tokyo approach were discussed. The 
discussion seemed to revolve around three topics which are outlined below:

56 BDU= Brede Doeluitkering (overall specific grant). See chapter 8.
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Assigning densities, something for the Netherlands?
It was felt that one could not simply assign density levels to station areas, as each station 
area is different. It was argued that for each station area, it should be explored what the 
possibilities and impossibilities for densification are. In other words, assigning density 
levels to station areas requires a customization and should be considered a research 
and design task. In addition, it was believed that the market influences the possibilities 
for densification as well.
One participant pointed out that density control in Tokyo has resulted in areas where 
there is relatively few development constraints such as the areas adjacent to stations, 
and areas where there are many development constraints. Using these development 
constraints Tokyo has been able to intentionally organize scarcity. It was argued that in 
Tokyo it is unattractive to build offices far from a railway connection, due to the low 
density levels assigned to these areas by the government. In the Netherlands, however, 
such disincentives at present do not exist. 

How to trigger the private sector to invest in the Zaancorridor?
Tokyo’s life-time concessions were of particular interest to the participants. It was 
felt that such concessions would stimulate the private sector to identify itself with the 
area, feel responsible for it, and thus be encouraged to do more with it. The current 
concession period used in the Netherlands (6-8 years) was considered too short for 
a private railway operator to develop an area. It was believed that through the use of 
area concessions modelled after Tokyo the operation of the railway line could go more 
hand in hand with the development of the surrounding area. A consequence of this 
would be that railway companies not only compete with each other in terms of railway 
services offered, but also in terms of area development. It was believed that such a 
system could result in more investments from the private sector in the Zaancorridor.

Support for station area developments in the Netherlands
Some of the participants felt that a broad political and societal support for station area 
developments was lacking in the Netherlands. It was acknowledged that on a regional 
level this support seems to be there, but on a local level (in particular in case of the 
smaller municipalities) this support is lacking. It was argued that smaller municipalities 
still prefer expansion locations where no (or hardly any) public transport means are 
available. Therefore, it was felt that first a discussion should be organized around the 
question of whether developing station areas in the Netherlands is a good idea after all. 
If there appeared to be no consensus about this, it was believed, it would be difficult to 
discuss the how-question (i.e. the implementation).
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9.5 Focused-group interview 2: 
 A Tokyo perspective on Koog Zaandijk

Context

Figure 9-11  Koog Zaandijk station

In the Zaancorridor focus group development potential was assigned to the station 
area of Koog Zaandijk (see figure 9-11). In particular, its location near the Zaanse 
Schans, a touristic attraction famed for its traditional windmills and houses, attributed 
to this potential. In addition, this was also one of the few stations where there is still 
room available for development. So far, however, no developments have taken place 
within the station area of Koog Zaandijk. Therefore a focused-group interview was 
held to explore in greater detail the development potential of this station. Interestingly, 
when compared to the other focused-group interview (Rotterdam Blaak), it was the 
government rather than the private sector that took the initiative for its development 
by drafting a specific vision for the station area. In Rotterdam Blaak such a specific 
vision did not exist, instead the station was part of a vision aimed at the development 
of a much larger area. 



Station area developments in Tokyo and what the Randstad can learn from it

- 252 - 

Figure 9-12  Location Koog Zaandijk station in the Zaancorridor

 

Koog Zaandijk is situated in the municipality of Zaanstad and is one of the stations 
situated along the Zaancorridor (see figure 9-12). In 2009 a vision was drafted for Koog 
Zaandijk by the so-called Taskforce Ruimtewinst, an independent advisory committee 
of the province of North-Holland consisting of internal and external experts in the fields 
of area development and city and regional planning. This plan proposed to relocate 
the current station closer to the highway and to explore the possibilities of realizing 
a regional park and ride near the station. Furthermore, around the station a mixed 
functional programme was suggested based on sports (soccer, tennis and korfball), 
leisure (e.g. cinema, swimming pool, retail), and living (Taskforce Ruimtewinst, 2009). 
As one of the follow ups a feasibility study for a park and ride facility near the station 
of Koog-Zaandijk was carried out (Inno-V, 2010). It was believed that a park and ride 
facility, whether or not in conjunction with a spatial programme, would have potential 
here because of the station’s location near a highway. The findings of this study were 
presented at the beginning of the focused-group interview and served as a starting 
point of the discussion.
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Interview setting
This group interview was co-organized by the municipality of Zaanstad. Invitations 
were sent out by the researcher and in total 6 participants from the public and private 
sector attended the focused-group interview for an overview see table 9-4). The 
participants in the focused-group interview were either directly or indirectly involved 
in the development of the station area of Koog Zaandijk. Prior to the discussion the 
findings of the Zaancorridor focus group were presented by the researcher, followed 
by a presentation of the results of the feasibility study. The results of the feasibility 
study were presented by a consultant who also participated in the remaining group 
interview.

Interestingly, reflection on the Zaancorridor focus group generated considerable 
discussion among the participants. In particular the measures suggested for realizing 
a better integration of transport and land use developments evoked (strong) reactions. 
Therefore first the results of this discussion are outlined below. Following this a report 
is given on how the participants thought they could set the development of Koog 
Zaandijk in motion.
 
Table 9-4 Representatives of different stakeholders in the Koog-Zaandijk group interview 

Type of stakeholder Number of representatives
Regional government: land use sector 1
Sub-regional government: 
transport sector

1

Local government: land use sector 2
Operator of train services 1
Consultancy firm: transport sector 1

Reflection on the results of the Zaancorridor focus group
There were three aspects mentioned during the reflection of the Zaancorridor focus 
group that generated discussion among the participants. They were:

BDU location grant
One actor argued that it would be difficult to use the subsidy for other purposes than 
traffic and transport issues, as this could cause problems with the auditor who is 
responsible for checking whether the money is spent appropriately (i.e. used for traffic 
and transport issues). If the money was spent differently, it was feared that the Ministry 
of Infrastructure & the Environment would intervene. Another participant remarked 
that real estate taxes could also be used to attract certain functions to station areas by 
offering temporary tax exemptions. The usage of more flexible land use zoning plans 
was also discussed, particularly in relation to creating density. It was felt by some actors 
that local, sub-regional and regional governments should bundle their means and 
responsibilities for the development of station areas, as it was felt that this could speed 
up a development. In line with this, it was believed that there should be consensus 
among the different government tiers regarding the future development direction of 
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a particular station area. At the same time, however, it was realized that in order to 
implement a station area development, the private sector should also agree with the 
development direction suggested by the government. To conclude, the BDU location 
grant seemed to extend the discussion to other possibly interesting instruments for the 
Randstad/Netherlands.

Prioritization policies stations
Regarding the distribution of office locations it was mentioned by one participant that 
the municipality of Zaanstad is using its structural vision to limit the location of new 
offices. Basically, offices are restricted to three locations in the municipality of which 
the most important one is located around the station of Zaandam57. In other locations 
offices are in principle not allowed (Municipality of Zaanstad, 2009). It was felt that in 
order to increase the willingness of the private sector to invest in the municipality of 
Zaanstad land use regulations needed to clearly stipulate what is and is not permitted. 
At the same time, however, it was also felt that these regulations should not restrict 
private sector developments too much.

It was noted that in Tokyo the government closely cooperates with the private sector 
in planning new developments. It was argued that in the Netherlands this is not 
customary, as here usually a zoning plan forms the starting point for planning a new 
development.  Furthermore, it was suggested that the regional government should play 
a role in regulating land use developments, as it was felt they could use the provincial 
ordinance (see paragraph 8.3) to put pressure on certain developments and to encourage 
collective action from local governments.  The focused-group interview ended with a 
discussion regarding the role of the railway operator (i.e. NS) in developing station 
areas. From this discussion came the idea that, in regards to smaller stations, either 
ProRail or the relevant municipality should initiate developments in order for NS to 
then become involved. If neither ProRail nor the municipality was willing to invest in 
the station then there would be little reason for NS to invest in the development of its 
smaller stations. There was some disagreement among the participants on whether the 
role of NS should be passive, as outlined above, or active. 
Furthermore, it appeared that the results of the customer satisfaction survey 
(klanttevreden-heidsonderzoek) formed a strong trigger for NS to invest in a station 
area. When a station is assessed below ‘6’ by its clients NS is required to act. In 
addition, also passenger numbers proved to be an important reason for NS to invest 
in a particular station area. Stations with more than ten thousand passengers per day 
are by definition considered important for NS. For the smaller station areas it was felt 
that incentives needed to be created by other parties in order for NS to get involved. 

Support for transit-oriented development
The participants mentioned three examples of station area developments that indicate 
that support for transit-orientated development is still modest. One participant argued 
that there are still municipalities in the Netherlands that prefer highway locations to 

57 Initially offices were limited to only one location, i.e. the station of Zaandam (Bureau Buiten, 2004). 
This was later changed to three locations so that companies that wanted to establish an office in 
Zaandam, but not in the station area, would not have to be refused (gemeente Zaanstad, 2009).
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station areas when considering expansion locations for offices and leisure. Another 
participant noted that it is extremely difficult to relocate a station to a more central 
position within a residential district. In particular, it was felt that the national 
government (i.e. the Ministry of Infrastructure and the Environment) is rather 
reluctant in providing funds for this. Last but not least, it was felt that railway operators 
typically only get involved in station area developments when the planning is already 
at an advanced stage. 

Possible stimulus for developing Koog Zaandijk
It was felt that someone needed to take the lead in initiating the development of Koog 
Zaandijk. However, there seemed to be disagreement among the participants about 
whose role this should be. Some participants believed that the development of Koog 
Zaandijk was of a regional interest and therefore regarded as the responsibility of 
the regional government. Others, however, questioned the usefulness of a regional 
government being involved in such a local matter. Subsequently, the desired role of 
a regional government was further elaborated upon. Thereby the discussion seemed 
to revolve around whether a regional government should focus on coordinating 
functional programmes between stations, and accordingly enforce this legally, or 
whether it should focus on making an agreed idea happen.

The Taskforce Ruimtewinst is an example of the latter. The role of this independent 
committee is to demonstrate to municipalities their options for inner-city 
intensification, preferably around stations. The station area of Koog Zaandijk made use 
of this committee. It was argued that the Taskforce Ruimtewinst should be considered 
a tool for helping municipalities, rather than a means for imposing regulations (i.e. a 
functional programme for a station area) on municipalities. One of the participants 
remarked that this should not prevent a regional government from formulating an 
integral area strategy at a corridor level, as this is different from stipulating in detail 
what types of land uses are and are not permitted. Among the participants there 
seemed to be consensus about this. However, it was felt that the drafting of such an 
area strategy should not be the exclusive task of a regional government, but instead 
should be done in conjunction with the private sector. Furthermore, the role of a city-
region was discussed. It was felt that a city-region could contribute in some ways to the 
development of a station area. A city- region could help regarding issues concerning 
transport and traffic (e.g. pedestrian routes, bicycle tunnel, bicycle storages etc.) by 
the usage of its BDU-grant. However, a city-region is not equipped to help with issues 
concerning the overall spatial development of a station area. Therefore, it was argued 
that a province and perhaps the municipality concerned should have a stronger role 
regarding these issues. 

There seemed to be disagreement among the participants about the usefulness 
and necessity of investing in the station area of Koog Zaandijk. In particular the 
participants questioned what would set this station area apart from the other station 
areas in this region. Accordingly, its unique qualities were pointed out by referring 
to the fact that it is one of the few locations where there is still space available, it is 



Station area developments in Tokyo and what the Randstad can learn from it

- 256 - 

situated near a highway and thus considered a multimodal node, and that its land is 
largely owned by the municipality. Despite its considered potential no developments 
have been taking place, which none of the participants seemed to be able to explain.
Finally, the participants were asked if they considered a role for NS in drafting an 
integral area strategy at a corridor level. There seemed to be consensus among the 
participants that NS should be involved in drafting a vision. It was felt that this would 
improve the commitment of NS to a certain region, something that railway operators 
are not yet accustomed to in the Netherlands.

9.6 Conclusion

This chapter described the findings of two focus groups (i.e. Stedenbaan and the 
Zaancorridor) and two focused-group interviews (i.e. Rotterdam Blaak and Koog-
Zaandijk). The two focus groups were organized with the purpose of exploring how 
the corridor approach followed in Tokyo could be applied in the Dutch context. The 
eventual aim was to gain insight into the (im) possibilities of applying this approach to 
the development of station areas in the Randstad. The two focused- group interviews 
were organized with the purpose of gaining a better understanding of the development 
process of one particular station area in the Randstad. The eventual aim was similar to 
the focus groups, albeit with a different focus; to explore for a particular station area in 
the Randstad the (im) possibilities of the Tokyo approach. In this final paragraph some 
preliminary conclusions will be drawn about what the participants seemed to consider 
interesting issues to explore further in the Dutch context.

In the first focus group, i.e. the Stedenbaan focus group, the participants seemed to 
attach considerable value to the functional profiling of station areas in drafting a design 
for the corridor. Interestingly, the participants seemed to realize that functions needed 
to be coordinated between station areas in order to prevent destructive competition 
between them. In addition, one group focused specifically on assigning densities to 
station areas and related this to their position in the railway network. In the plenary 
session most of the discussion focused on the issue of land use control. Interestingly, 
many participants seemed to consider the regulation of densities an interesting tool 
for creating scarcity in the Randstad. However, there was considerable doubt about 
the extent to which this could be controlled. By the end of the discussion participants 
seemed to have learnt two lessons from Tokyo. First, it was realized that densities 
and the distribution of functions could be further optimized in the Netherlands. 
Consequently, which could be referred to as the second lesson, it was realized that 
an assessment framework was needed under which certain choices (e.g. where to 
intensify and where not to intensify) could be made.
The focused-group interview about Rotterdam Blaak could be considered a 
continuation of the Stedenbaan focus group, as here the discussion zoomed in on the 
development process of one particular station area along the Stedenbaan corridor. 
This might also explain why the participants in the focused group interview seemed 
to focus much more on the planning instruments used in Tokyo, i.e. the preferential 
planning treatment of station areas and the usage of planning incentives. Regarding 
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the first issue, it was believed that such a treatment should not be narrowed-down to 
station areas, but instead should be extended to inner-city developments. Regarding 
the second issue, it was believed that planning incentives such as the ones used in 
Tokyo could be helpful in: a) raising the quality (and thus the value) of developments, 
and b) in providing more clarity about a government’s intentions towards station 
areas. It was felt that local municipalities in the Netherlands are often not clear about 
this, thus making it difficult for the private sector to invest. Accordingly, this could 
be interpreted as a lesson from Tokyo: governments should provide more clarity 
about where they intend to develop in order to stimulate the private sector to invest. 
Interestingly, and perhaps something that might have been highlighted by the way 
station area developments are carried out in Tokyo, was the general plea from the 
private sector for stricter regulations regarding building in the outlying areas.

In the second corridor focus group, i.e. the Zaancorridor focus group, the participants 
also seemed to focus predominantly on the functional profiling of station areas. 
Interesting, however, was that also attention was paid to transportation issues when 
drafting the corridor design. The first group developed functional profiles in conjunction 
with transport changes (e.g. modification of train service), while the second group 
paid attention to offering different transport products aimed at specific target groups 
in drafting their corridor design. In addition, considerable attention was also devoted 
to discussing the means necessary for realizing their corridor design. Interestingly, one 
group seemed to focus predominantly on the barriers which they felt would impede 
the implementation of its corridor design, while the other group focused on ways 
to make its design possible in the Randstad/Netherlands. In the plenary session the 
discussion seemed to revolve around three issues: whether assigning densities would 
be meaningful in the Randstad, how to trigger private sector investments, and whether 
there was sufficient support for corridor/station area developments in the Netherlands. 
Although the first issue was also discussed in the Stedenbaan focus group, it was 
different in the sense that whether to regulate densities was not at issue here, but rather 
how this should be carried out in the Netherlands. What could be considered a lesson 
here is that the participants seemed to have developed a more critical stance towards 
the current approach used for developing station areas in the Netherlands.

The second focused-group interview was considered a continuation of the 
Zaancorridor focus group, as here the focus was put on the development process of 
one particular station area belonging to the Zaancorridor. Interestingly, the approach 
followed in Tokyo was used here as a means to speed up the development process of 
the station area. A central role in the discussion seemed to play the type of role the 
regional government should have in developing station areas. There was considerable 
discussion about what its desired role should be, in particular when relating this to the 
development of one specific station area. In the end there seemed to be disagreement 
about whether this should be an active (i.e. regulating the coordination of functional 
programmes) or a passive role (facilitating developments by using the Taskforce 
Ruimtewinst). However, there seemed to be consensus, and thus can be considered a 
lesson learnt, that whatever role a regional government would eventually take it would 
have to carry out this role together with the private sector. 
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At the beginning and end of the focus groups and focused-group interviews 
questionnaires were handed out to the participants where they were asked to answer 
a few questions. This chapter presents the results from those questions. First the 
results of the ex ante survey are described. The survey involved two questions that 
the participants were required to answer without having any (new) knowledge about 
the way station area developments are planned in Tokyo. The first question asked 
participants about their image of Tokyo and station area developments. In the second 
question they were asked whether they believed the Randstad/Netherlands58 could 
learn from station area developments in Tokyo. At the end of the focus groups and 
focused group interviews, thus when the participants had learnt (more) about how 
station area developments in Tokyo are planned, they were asked again to answer 
the two questions. In the first question participants were asked to what extent their 
image of Tokyo had changed. In the second question participants were asked again 
whether they believed that the Randstad/Netherlands could learn from station area 
developments in Tokyo. This time, however, they were also required to state their 
reasons for why they believed the Randstad could or could not learn from station area 
developments in Tokyo.

In this chapter the results of the ex ante survey are presented first. The results from 
the surveys are presented in the same order as in the previous chapter, i.e. Stedenbaan, 
Rotterdam Blaak, Zaancorridor and Koog Zaandijk. Following this the results of the 
ex post survey are presented. In the third and final paragraph some conclusions are 
drawn. 

58 Although the focus of this research is on what the Randstad can learn from station area 
developments in Tokyo, it was considered more appropriate for this survey to address this question 
to the whole of the Netherlands, as potential lessons need not only be confined to the Randstad.   

Ex ante and 
ex post surveys10 

- 259 - 



- 260 - 

Station area developments in Tokyo and what the Randstad can learn from it

- 260 - 

10.1 Results ex ante survey 

At the beginning of each focus group and focused group interview the participants 
were asked to answer the following questions:
1. What is your image of Tokyo and station area developments?
2. Can we learn from Tokyo in the Netherlands?

The first question was asked in order to find out if and to what extent the participants 
had foreknowledge about Tokyo and station area developments as such knowledge 
could influence their answer to the next question. The second question was asked 
to find out prior to the focus groups and focused-group interviews whether people 
thought that the Tokyo approach to station area developments could be used in the 
Randstad/Netherlands. The results from question 1 are presented first, followed by the 
results from question 2.
 

10.1.1. Results question 1
As for the first question, participants often came up with more than one image and 
many of the images mentioned by the participants seemed to be similar. Therefore 
they were aggregated into certain categories. 

A Stedenbaan
The images mentioned by the participants in this focus group varied considerably. 
However, a few images were clearly more dominant than others. They were: different 
control mechanisms, intensive land use, and a well-functioning public transport 
system (see table 10-1). The following aspects were mentioned by the participants 
and seem to be related to ‘different control mechanisms’: coordination of functional 
programmes/internal coordination, strong control by government, focused on service, 
strong control and role of railway companies, limited control on spatial developments, 
one government that is responsible for the development of station areas, authoritarian 
control and less participation, strict parking policies, and privately owned railways. 
Interestingly many of the participants seemed to believe that Tokyo is strictly regulated. 
Regarding the intensive land use, all participants pointed out the high densities in 
which they believed living and working took place. Finally many aspects were brought 
up by the participants that could be related to the last and most dominant image, 
i.e. well-functioning public transport such as high frequencies, well-organized railway 
system, crowded stations, high train occupancy, and a coherent public transport 
system. To sum up, most of the participants considered Tokyo as a strictly controlled 
dense city with an efficient public transport system. 
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Table 10-1  Results ex ante survey question 1

B Rotterdam Blaak
In this focused-group interview the images highlighted were less varied which could 
be explained by the fact that the number of participants in this interview was fairly 
limited. Consequently, less varied images were brought up. The images that seemed to 
prevail were: big city and overcrowded (see table 10-2). Vibrant city and highly urban 
were grouped under the category ‘big city’. Lack of space for intensive developments 
and development pressure were grouped under the category ‘overcrowded’.
Thus, the prevailing image of Tokyo brought forward in this focused group interview 
was that of a large and overcrowded city.

Table 10-2  Results ex ante survey question 1
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C Zaancorridor
In this focus group Tokyo and station area developments evoked several different 
images. The ones that tended to dominate were: big city, different control mechanisms, 
and well-organized (see table 10-3).
The following images were brought up by the participants and relate to the category of 
‘big city’: large and dynamic, very crowded, large nodes with lots of different transport 
modes, highly urban context, large and massive city in which anything goes. Regarding 
the different control mechanisms, items were mentioned such as clear control through 
laws/regulations, different attitudes of government and private sector, greater interest 
of private railway companies to generate passengers, responsibility for a development 
is borne by the beneficiary, and central control. Interestingly the participants in this 
focus group did not stress the degree of land use control, as was done in the Stedenbaan 
focus group, but rather the way in which this control was carried out. Lastly some of the 
participants believed that Tokyo and station area developments were well-organized 
by pointing out that everything runs on time and is arranged well, it has an excellent 
public transport system, it has many passengers, is efficient, and is a metropolis that in 
its development of public transport nodes is ahead of the Netherlands.
Thus the prevailing image evoked by the participants in this focus group was that of a 
large metropolis that is well-organized and efficiently controlled. 

Table 10-3  Results ex ante survey question 1

 
D Koog Zaandijk
In this focused-group interview the number of participants was fairly limited. 
However, in contrast to the focused-group interview around Rotterdam Blaak, this 
did not prevent the participants from listing a large variety of different images. This 
could be explained by the different types of actors that were involved in the Interviews. 
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In Rotterdam Blaak the type of actors that participated in the focused-group interview 
predominantly stemmed from one group (i.e. private sector developers, representing 
the place (i.e. land use) side). In the case of Koog Zaandijk the types of actors were more 
diverse (i.e. public and private actors representing the node (transport) and the place). 
These differences in background might also have contributed to the greater variety of 
images. Interestingly, there was one image that seemed to outrank all the others which 
is the different form of control (see table 10-4). The following aspects mentioned by 
the participants were grouped under this category: large public funds, strong control 
by the government of station area developments, control through rewarding floor area 
density bonuses to the private sector and by land ownership around stations, transport 
and land use is in one hand, station developments benefit from coordination, good 
transfer, and a balanced area development, corridor-wise approach, and station 
area developments are a part of the competition/growth strategy of private railway 
operators. Interestingly the participants seemed to elaborate further upon what was 
said in the Zaancorridor focus group (i.e. the way in which control is carried out). 
However, only one of them had participated in this previous focus group. Could this 
be seen as a mere coincidence or were they perhaps informed by their colleagues who 
attended the previous focus group? 
Consequently, here the prevailing image was also that of an efficiently-controlled city.

Tsble 10-4  Results ex ante survey question 1

 
Total results question 1
When the results of each focus group and focused-group interview are merged into 
one table the following images tend to dominate participants view on Tokyo and 
station area developments: well organized public transport, metropolitan, intensive 
land use and a different form of control (see table 10-5). Interestingly, without having 
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any (new) knowledge about the way station area developments are planned in Tokyo, 
the dominant image that participants had of this was of government control. Is this 
perhaps something that the Randstad/the Netherlands are looking for?

Table 10-5  Overview results (A to D)

10.1.2. Results question 2

Regarding the second question, participants were asked in advance whether they 
believed that the Randstad/Netherlands could learn from Tokyo regarding the 
development of station areas. First an overview is given of the results for each focus 
group and focused group interview (see tables 10-6a through 10-6d), followed by a 
total overview of the results (see table 10-7). 
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Table 10-6a Stedenbaan    

Table 10-6b Rotterdam Blaak

Table 10-6c  Zaancorridor
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Table 10-6d Koog Zaandijk

When comparing the individual results of the focus groups and focused-group 
interviews, the results from the Stedenbaan focus group stand out. There seems to be 
a strong conviction within this group that something can be learnt from station area 
developments in Tokyo. This can be explained by the fact that within the Stedenbaan 
focus group there were a number of participants that had foreknowledge regarding 
Tokyo and station area developments. These participants had either heard about 
station area developments in Tokyo before, and/or had already visited Tokyo and 
thus had experienced the situation first hand. Also, albeit to a lesser extent, there were 
participants in the Zaancorridor focus group that had some foreknowledge of Tokyo 
and station area developments. This might have considerably ‘colored’ their opinion 
in assessing the potential of Tokyo for developing station areas in the Randstad. In 
the focused-group interview concerning Koog Zaandijk, most participants had no 
pre-existing knowledge about Tokyo, and seemed therefore more hesitant towards the 
applicability of the Tokyo approach in the Randstad/Netherlands. Rotterdam Blaak 
was the only focused-group interview where none of the participants had any previous 
knowledge about Tokyo. 
 
Total results question 2
Most of the participants from the focus groups and focused-group interviews seemed 
to believe that something could be learnt, while only a few actors expressed their doubts 
(see table 10-7). None of the participants seemed to reject the idea that something 
could be learnt from the Tokyo approach prior to the focus groups and focused-group 
interviews. Although it is interesting to see that most people believed something could 
be learnt, and thus seemed to be fairly positive about Tokyo, this does not mean that 
in fact something can be learnt from Tokyo. Most of the participants were either pre-
selected by others, as was the case for Stedenbaan, or were selected on the basis of 
their (expected) interest and as such could be considered ‘believers’. Consequently, the 
selection of the participants was not random and therefore one should be careful in 
generalizing the results.
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Table 10-7  Total overview

10.2 Results ex post survey

At the end of each focus group and focused group interview the participants were 
asked to answer the following questions:
1. Has your image of Tokyo and station area developments changed? Yes/no, and in 

what way?
2. Can we learn from Tokyo in the Netherlands? What can we learn, or why can’t 

we learn?
The aim of the first question was to find out what the participants had learnt from 
Tokyo. In other words, what aspects did they seem to find relevant? The second 
question was asked to find out whether the participants opinion about the potential of 
the Tokyo approach had changed. Furthermore, they were asked to clarify this in order 
to find out what elements the participants perceived as interesting from the Tokyo 
approach to explore further in the development of station areas in the Randstad. 
The latter question is considered the first step in assessing the potential of the Tokyo 
approach for the Randstad/Netherlands.
Below the results from question 1 are presented first, followed by the results from 
question 2.
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10.2.1 Results question 1

The first question basically consists of two parts: 1a) whether the participant’s image 
has changed or not, and 1b) in what way? Therefore first an overview is given of the 
participant’s responses to the first part. Then a more detailed description is given of the 
way in which their opinion changed. 

Results question 1a

Table 10-8a Stedenbaan

Table 10-8b Rotterdam Blaak
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Table 10-8c  Zaancorridor

Table 10-8d Koog Zaandijk

   
 

When the individual focus group and focused-group interview results are compared 
with each other the results from the Stedenbaan focus group show the most diverse 
results. This could be, at least to some extent, related to the fact that there were a 
considerable number of participants in this group that had foreknowledge about 
Tokyo. This explains why some participants answered with ‘no’ or with ‘broadening/
deepening’ when asked whether their image of Tokyo and station area developments 
had changed. The Zaancorridor focus group showed a somewhat similar pattern, as 
here there were also a number of participants that had some foreknowledge about 
Tokyo. Regarding the focused-group interviews, Rotterdam Blaak clearly stands 
out, as among most of the participants their image about Tokyo and station area 
developments had changed after being informed about the way station areas were 
developed in Tokyo. This is not surprising since this was the only group where none of 
the participants had any foreknowledge about Tokyo. 
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Total results question 1a
Table 10-9  Total overview

Most of the participants indicated at the end of the focus group and focused-group 
interview that their image regarding Tokyo and station area developments had changed 
(see table 10-9). There were, however, also a considerable number of participants 
who stated that their image had not changed. This was either because of pre-existing 
foreknowledge, or because their previously perceived image of Tokyo was confirmed 
afterwards. In addition, some participants indicated they had learnt more precise 
details about Tokyo and station area developments after they were informed about 
this in the focus group or focused-group interview. These were mainly the participants 
who had some foreknowledge about Tokyo. 
 

Results question 1b
A Stedenbaan
In the Stedenbaan focus group the participants indicated various ways in which their 
image about Tokyo and station area developments had changed. The most prevalent 
images were the following: the role of the government, coordination between transport 
and land use, and the control mechanisms used (see table 10-10). Regarding the role 
of the government the participants learnt that scarcity is created by the government, 
the development of Tokyo is led by growth and scarcity, how the market is regulated, 
that mixed usage is regulated, and that scarcity is created around stations. Concerning 
the coordination between transport and land use participants mentioned things such 
as land use developments are more related to the development of the railway system 
than initially thought , the public and private sector have more understanding of how a 
balance between transport and land use is created. Regarding the planning instruments 
participants mentioned things such as prioritizing station areas, stimulating public 
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transport by fiscal and financial incentives, how planning instruments can be applied 
in the Netherlands, and regulating densities through zoning.

Table 10-10 Results ex post survey question 1b

 
B Rotterdam Blaak
The participants seemed to have mainly gained knowledge about the role that 
the government plays in Tokyo (see table 10-11). They learnt things such as how 
privatization can be successful, the governmental organization of Tokyo, and how 
developments are being created in Tokyo. 

Table 10-11  Results ex post survey question 1b
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C Zaancorridor
The participants in this focus group seemed to have mainly gained knowledge about 
the role the private sector in Tokyo (see table 10-12). The following aspects were 
mentioned: high influence of private sector, did not know it was this extreme, and 
the central focus of private railway companies on generating synergies between their 
transport, real estate and retail activities. 

Table 10-12  Results ex post survey question 1b
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D Koog Zaandijk
The participants seemed to have learnt several things from Tokyo. They were: the plan-
ning instruments used, and the way the government and the private sector were in-
volved in developing station areas. However, none of these things seemed to prevail 
over the other (see table 10-13). 

Table 10-13  Results ex post survey question 1b

Total results question 1b
When the results of each focus group and focused-group interview are merged, it 
becomes clear that the participants mainly gained insight into the way the government 
and private sector are involved in station area developments in Tokyo (see table 10-
14). In addition, participants also seemed to have a better image of the planning 
instruments used and the way transport and land use developments are coordinated 
in Tokyo. Consequently, it will be interesting to see whether the participants also 
think that something can be learnt from these aspects in Tokyo. The results of the next 
question should make this clear.
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Table 10-14 Total overview

10.2.2 Results question 2
The second question basically consists of three parts: 2a) whether the participants 
believed they could learn from Tokyo and 2b) what they thought could be learnt, 
or 2c) why they thought nothing could be learnt. First an overview is given of the 
participants’ responses to question 2a. Then their explanations are described in more 
detail. The latter, in particular is important in finding out what can be learnt from 
Tokyo. 

Results question 2a

Table 10-15a Stedenbaan    
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Table 10-15b Rotterdam Blaak

Table 10-15c Zaancorridor
    

Table 10-15d Koog Zaandijk
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Koog Zaandijk
In comparing the focus groups and focused- group interviews with each other, the 
focused-group interviews clearly stand out regarding their answer to question 2a. 
All the participants seemed to believe that, after the approach followed in Tokyo was 
explained to them, something could be learnt from Tokyo in the Randstad/Netherlands 
(see table 10-15a-d). However, at the end of both focus groups there were still some 
participants that expressed doubts about the applicability of the Tokyo approach to the 
Netherlands.
 
Total overview question 2a
Based on the results from all of the focus groups and focused group interviews, it could 
be concluded that most participants seemed to think that something could be learnt 
from Tokyo (see table 10-16). However, as was mentioned in the previous chapter 
and is stressed again here, the participants were not randomly selected. Instead they 
were selected by the co-organizer or by the researcher concerned with their supposed 
interest in the approach followed in Tokyo for developing station areas. Therefore, 
one should be cautious in drawing general conclusions from these results as the 
participants attending the focus groups and focused-group interviews seemed to be 
‘believers’.

Table 10-16 Total overview

 
Results question 2b

A Stedenbaan
When the participants were asked about what the Randstad could learn from 
Tokyo most of them seemed to indicate aspects that could be either related to the 
control mechanisms used or to the development of station areas (see table 10-17). 
Regarding the control mechanisms used, aspects such as control by FAR-regulations, 
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prioritizing station areas, flexibility in planning, stimulating public transport by fiscal 
and financial incentives, approach for redeveloping station areas, planning processes 
provide the conditions, centralizing demand, and more insight into control options 
were mentioned. As for the development of station areas the following points of 
interest were indicated: selecting functional profiles, mixed use of space in station 
areas, profiling stations is useful, quality and identity of public space, thinking about 
functional programmes, scarcity and diversity, amenities available around nodes, 
content of station area development processes.

Table 10-17  Results ex post survey question 2b

B Rotterdam Blaak
The participants in the Rotterdam Blaak focused-group interview seemed to be mainly 
concerned with issues such as the coordination of transport and land use, and the 
control mechanisms used (see table 10-18). As for the coordination of transport and 
land use, it was mentioned that in Tokyo an integral area strategy focusing on railway 
corridors results in higher quality station areas. Regarding the control mechanisms 
used aspects were mentioned such as different way of directing developments by the 
government, triggering the private sector by a bonus system to increase the spatial 
quality.
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Table 10-18 Results ex post survey question 2b

C Zaancorridor
The participants in this focus group mentioned the same aspects as in the previous 
focus group. They seemed to be convinced that most could be learnt from the control 
mechanisms used in Tokyo and the way in which they develop station areas (see table 
10-19). As for the control mechanisms the following items were mentioned: way of 
control, applicability instruments, instruments are used for realizing integral incentives/
developments, flexible regulations, and the flexible attitude of the government.
Regarding the development of station areas the following aspects were mentioned: 
intensification, integrated approach of surroundings (station versus station area), 
establishing functions around stations to promote counter-peak traffic flows.

Table 10-19  Results ex post survey question 2b
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D Koog Zaandijk
The participants attending this focused-group interview listed, in comparison to 
the other groups, a much larger variety of aspects that they believed the Randstad/
Netherlands could learn from. The most popular aspects were issues related to 
public-private sector cooperation, followed by the control mechanisms used, and the 
coordination between transport and land use (see table 10-20). Regarding the public-
private sector cooperation the following aspects were mentioned: shared urgency, 
government closely cooperating with the private sector, cooperation with respect 
to public facilities, and an awareness of when to invest in what. As for the control 
mechanism used the following aspects were mentioned as possible points of interest 
for the Randstad/Netherlands: clear division of responsibilities and knowing which 
incentives to use for activating a particular actor. In regards to the way in which 
transport and land use is coordinated in Tokyo, the participants believed that drafting 
an area corridor and making better use of development opportunities was something 
that cold be learnt from.  

Table 10-20  Results ex post survey question 2b

Total overview question 2b
When the results from the focus groups and focused group interviews are integrated 
into one table it becomes clear that the participants attached most potential to the 
control mechanisms used in Tokyo for use in the Dutch context (see table 10-21). This 
is a rather interesting finding as it suggests that there is something wrong with the 
current state of the Dutch control mechanisms. Apparently, the participants seemed to 
feel that the current control mechanisms used in the Randstad/Netherlands are either 
inefficient or not sufficiently equipped for directing station area developments. 
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Table 10-21 Total overview

 
Results question 2c
Last but not least, there were also some participants that believed that nothing 
could be learnt from Tokyo. They stated that the main reasons for this were different 
spatial context, incomparability of Tokyo with the Netherlands regarding its size 
and population densities, and different culture (see table 10-22). Regarding the 
spatial context, participants argued that in their view the differences in densities and 
population made Tokyo incomparable with the Randstad. Regarding the difference 
in culture, participants stated that the culture of Tokyo/Japan was too dissimilar to 
that of the Randstad/Netherlands, and the approach used in Tokyo was considered a 
personalization of its culture and therefore not applicable in the Dutch context. The 
participant who believed that Tokyo and the Randstad were incomparable did not add 
any further comment to this. 

Table 10-22 Results ex post survey question 2c
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10.3  Conclusion

In this chapter the results of the ex ante and ex post surveys have been discussed. The 
participants were required to answer four questions, two at the beginning and two at 
the end of each focus group and focused-group interview. At the start, thus without 
having any (new) knowledge about the way station areas are planned in Tokyo, the 
participants were asked two questions. The first question asked participants about 
their image of Tokyo and station area developments. 
Most participants seemed to have a pre-established image of Tokyo as a rather large 
city characterized by intensive land use and a well-functioning public transport 
system. In addition, many participants regarded Tokyo as an efficiently and strictly 
controlled city. 
The second questions asked participants if they believed the Randstad/Netherlands 
could learn from Tokyo. Most of the participants seemed to be convinced that 
something could be learnt from Tokyo. Moreover, at the start of the focus groups and 
focused-group interviews there was not a single participant who rejected the idea of 
learning something from Tokyo. This can be explained by the fact that the selection of 
the participants was not random as people were selected on their (expected) interest 
and as such could be considered ‘believers’. However, there were some differences 
that could be distinguished among the focus groups and focused-group interviews. 
In particular, the Stedenbaan focus group stood out, as the participants seemed to 
be really convinced about the potential of the Tokyo approach for developing station 
areas in the Randstad/Netherlands . At the same time, however, it was acknowledged 
that many of the participants attending this focus group had some prior knowledge 
about Tokyo which might have ‘coloured’ their opinion. In the Zaancorridor focus 
group the participants also seemed, for similar reasons, quite sure about the potential 
of Tokyo for developing station areas in the Randstad/Netherlands. Basically, the 
participants that attended the focused-group interviews seemed to have most doubts 
about the applicability of the Tokyo approach for the Randstad/Netherlands. This 
could be explained by the fact that the participants in these interviews had no or little 
foreknowledge about Tokyo. 

At the end of the focus groups and focused-group interviews the participants were 
asked the same questions again with the purpose of finding out to what extent the 
participants’ opinions had changed. Regarding the question about whether their image 
of Tokyo and station area developments had changed, most participants seemed to 
confirm that they had learnt something new. This seemed to be most clear in the case 
of Rotterdam Blaak, which was not surprising as this was the only group where none of 
the participants had any pre-existing knowledge about Tokyo. The participants mainly 
learnt new things about the way the Japanese government and the private sector are 
involved in the development of station areas. In addition, the participants seemed to 
have gained new knowledge about the planning instruments used and about the way 
transport and land use is coordinated in Tokyo.
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Regarding the second question, i.e. whether they believed something could be learnt 
from Tokyo, some changes can be observed between the answers given at the beginning 
and at the end of the focus groups and focused group interviews (see table 10-23). 
There seemed to be a stronger conviction among the participants at the end of the 
focus groups and focused-group interviews that something could be learnt from Tokyo. 
Some of the participants who had initially expressed doubts about the applicability of 
the Tokyo approach in the Randstad/Netherlands were more convinced of this by the 
end of the focus groups and focused-group interviews. However, there were also some 
participants who had initially expressed doubts about whether something could be 
learnt from Tokyo in the Randstad/Netherlands, but in the end no longer seemed to 
believe in this. . 

Table 10-23 Overview results at the beginning and end of the focus groups 
  and focused-group interviews 

	  

When the participants were asked about what they believed could learnt from Tokyo, 
it was rather surprising to see that in all but one of the focused-group interviews the 
control mechanisms used in Tokyo were most often mentioned as something that 
could be of particular interest for the Randstad/Netherlands. The results suggest that 
the participants believed that either control mechanisms are lacking in the Randstad/
Netherlands or that the present ones do not work efficiently enough. As such, Tokyo 
could be considered as a source of inspiration in the search for new or improved 
instruments that could help to launch developments around stations in the Randstad/
Netherlands. In the focused-group interview organized around the station area of 
Koog Zaandijk, the close cooperation between the public and private sector in Tokyo 
was considered most important to further explore in the Randstad/Netherlands. 
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Now that the Tokyo approach has been tested in a number of Dutch case studies, 
the first step in assessing the potential of the Tokyo approach has come to an end.
Thefindings from the focus groups, focused-group interviews and surveys will be 
further explored in the next chapter. 
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Through the organization of focus groups, focused-group interviews and surveys a 
first step was made in assessing the potential of the Tokyo model for the Randstad. The 
participants mentioned several aspects about the Tokyo approach which they thought 
the Randstad could learn from in regards to its own station area development projects. 
As a second step in assessing the potential of the Tokyo approach some additional 
interviews were held with actors involved in station area development projects in the 
Randstad. In these additional interviews a number of hypotheses that were based on 
the potential incentives and barriers for using the Tokyo approach for station area 
developments in the Randstad/Netherlands were considered. The hypotheses were 
derived from the discussions held in the focus groups and focused-group interviews. 
Prior to the interviews, each interviewee was asked to give their opinion on the 
hypotheses and send their answers to the researcher concerned. During the interviews 
the interviewees were asked to elaborate on their expressed opinions. In this chapter 
the results of these interviews are presented. The first paragraph explains the design of 
the interviews and the grounds on which the interviewees were selected. The results of 
the interviews are dealt with in the second, third and fourth paragraph. In the fifth and 
final paragraph some conclusions are drawn.

 Individual interviews11

- 285 - 
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11.1 Interview design and actors interviewed

The outcomes of the focus groups and focused-group interviews served as a starting 
point for conducting some additional interviews. Based upon these outcomes a 
number of hypotheses were constructed by the researcher reflecting the opinions 
of the participants involved. The hypotheses were divided into two categories: 1) 
incentives for station area developments and 2) barriers for station area developments 
(see box 11-1 and 11-2). As this research focuses on the driving forces behind 
station area developments, the emphasis was put on the incentives rather than the 
barriers. Fifteen hypotheses were generated from the focus groups and focused- group 
interviews, of which 10 concerned incentives and 5 concerned barriers for station 
area developments. These hypotheses formed the core of the interviews. Prior to the 
interviews each participant was asked to express their opinion on the hypotheses 
formulated. For this they could choose from five possible answers: ‘highly agree’, 
‘agree’, ‘neutral’, ‘disagree’, and ‘strongly disagree’. At the end of the interviews each 
participant was asked if they knew of any additional barriers or incentives for station 
area developments. The interview method followed was semi-structured, as during 
the interviews some additional questions were brought up due to the answers given 
by the interviewees. The objective of these interviews was not to verify whether the 
hypotheses posed were true, as the actors interviewed were a selected group related to 
specific cases, making it, because of case-related differences, precarious to draw any 
general conclusions. Instead the aim was to come up with a new and refined version 
of the hypotheses based upon the responses of the interviewees. This together with 
the results of step 1 provides the basis upon which the potential of using the Tokyo 
approach in the Randstad is assessed in the next chapter.
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Box 11-1 Hypotheses regarding incentives for station area developments

Incentives
1. To stimulate station area developments sub-regional functions have to be 

relocated to the station.
2. To stimulate station area developments at the sub-regional level land use 

programmes need to be coordinated with each other and with available public 
transport services.

3. To stimulate station area developments the choice of programme in station 
areas should be based on the households and businesses already located in these 
areas. 

4. To stimulate station area developments the province and Dutch Railways (NS)
need to draft a corridor strategy.

5. To stimulate station area developments the costs of railway transport and the 
spatial development of station areas must be covered by area concessions.

6. To stimulate station area developments BDU-subsidies59  must only be allocated 
to projects that guarantee a solid connection between transport and land use 
developments.

7. To stimulate station area developments station areas must be favoured above 
other places in the densification of the existing city.

8. To stimulate station area developments municipalities must reward the 
establishment of offices and houses near public transport nodes (e.g. by 
subsidizing land/rental price or temporarily exemption of real estate tax) and 
reprimand the establishment of offices and houses elsewhere (e.g. by imposing 
a fine).

9. To stimulate station area developments provinces and municipalities must guide 
the real estate/retail market through the provincial ordinance and municipal 
land use zoning plan.

10. To stimulate station area developments municipalities must provide guarantees 
to the real estate/retail market about public investments in station areas and 
about the quality standards to which developments should comply with prior 
to the start of developments.
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Box 11-2  Hypotheses regarding barriers for station area developments

Barriers
1. The strong competitive position of the car compared to public transport is an 

insurmountable barrier for station area developments.
2. The lack of societal and governmental support for public transport in the 

Netherlands is an insurmountable barrier for station area developments.
3. The existing spatial context (e.g. residential, shopping, working and leisure 

areas located far from public transport) is an insurmountable barrier for station 
area developments.

4. The lack of scarcity (oversupply of office and residential locations) is an 
insurmountable barrier for station area developments.

5. Provinces that are not willing or daring enough to overrule municipalities are 
an insurmountable barrier for station area developments.

The actors interviewed were not randomly chosen, but selected on a number of 
different grounds (see also figure 11-1):
1. Actors should represent the node and/or the place function of a station as this 

reflects the identified interaction between transport and land use (see chapters 5 
and 6).

2. Actors should be chosen from the government and the private sector as this 
reflects the identified interaction between the government and the private sector 
(see chapter 7).

3. Actors should be active in one of the cases studied in the focus groups or focused 
group interviews in order to prevent case-related differences from influencing the 
results too much.

Figure 11-1  Overview of actors interviewed
	     

  GOVERNMENT              PRIVATE  SECTOR  

PL
AC
E	  

	  
	  

N
O
D
E	  

  
Ministry  of  Transport,  Public    
Works  &    Water  Management*              

  
  
Public  transport  agency  for  the  
Randstad          

  
City  region   Engineering  consultancy    

  
  

Ministry  of  Spatial  Planning,    
Housing  &  the  Environment*                 

  
  
Province                  Real  estate  investor  

  
Municipality               Real  estate  developer  

  
  

Regional  transport-‐land  use	  agency	  

Owner  of  railway  infrastructure  

Operator  of  train  services  

Owner  and  operator  of  
station  buildings  
	  

Note: Since 2010 the Ministry of Transport, Public Works & Water Management and the Ministry of Housing, 
Spatial Planning and the Environment have been part of the new Ministry of Infrastructure and the Environ-
ment.
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In addition to the reasons stated above, the actors illustrated in figure 11-1 are all 
actors that are able to influence station area developments, albeit to different degrees. 
For clarification purposes the roles of some of these actors are further explained below:

National level
Ministry of Transport, Public Works & Water Management: grant provider for the 
development of existing stations or the construction of new stations, and responsible 
for transport policies.

Ministry of Spatial Planning, Housing & the Environment: grant provider for 
improving the spatial quality of station areas, and responsible for land use policies.

Owner of railway infrastructure: in the Netherlands the railways are owned and 
managed by a separate company, i.e. ProRail. This is a semi-public company with the 
Ministry of Transport, Public Works & Water Management (currently Ministry of 
Infrastructure & the Environment) as its sole shareholder.

Operator of train services: in the Netherlands train services are operated by multiple 
companies. There is, however, only one company carrying out passenger railway 
services in the Randstad, i.e. Dutch Railways (NS). This is a semi-public company with 
the Ministry of Finance as its sole shareholder.

Owner and operator of stations: in the Netherlands railway stations are owned and 
operated by one company, i.e. NS real estate department (NS Poort). This company is 
also the principal passenger railway company in the Netherlands. It is a semi-public 
company with the Ministry of Finance as its sole shareholder.

Sub-national level
Public transport agency for the Randstad: voluntary governmental cooperative for 
improving cohesion and cooperation in public transport at the Randstad level. It is 
also referred to as OV Bureau Randstad. Nine different government authorities work 
together in this bureau.

Regional level
Province: granter of concessions for public transport (for areas not belonging to 
the territory of the city region), grant provider, and drafter of spatial policies at the 
regional level.

Regional transport- land use agency: governmental cooperative aimed at the 
integrated development of public transport and land use in the province of South-
Holland. This cooperative is referred to as Projectbureau Stedenbaanplus.

Sub-regional level
City region: grant provider for regional and local infrastructure (and concession 
provider for local and regional public transport).
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Local level
Municipality: licensing authority (land use zoning plan, building permits) and often 
responsible for the maintenance and development of public facilities such as station 
squares, and (often) one of the owners of land in a station area.

11.2 Incentives for station area developments

In this paragraph the results of the interviews concerning the hypotheses regarding 
the possible incentives for station area developments are discussed. This is done by 
comparing and contrasting the answers given by the four groups identified in table 
11-1, i.e. government-node, government-place, private sector-node, and private 
sector-place. In addition, the answers given by the government and private sector are 
compared. Eventually, it is hoped that the responses given by the interviewees will lead 
to a new and refined version of the hypotheses.

Hypothesis 1
To stimulate station area developments sub-regional60 functions have to be relocated 
to the station.

Table 11-1   Results of hypothesis 1 

The answers given to this hypothesis varied considerably, however, most actors agreed 
or highly agreed, while only a few actors disagreed (see table 11-1). When specific 
attention is paid to the actors who supported and who did not support this hypothesis, 
the contrast between the government and the private sector actors is striking. The 
former largely disagreed, with one exception, while the latter largely agreed or even 
strongly agreed with this hypothesis. The public sector disagreed or was neutral in its 
opinion, as it was against relocation, or a forced relocation of functions, and believed 
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that sub-regional functions were not a necessary requirement for the development of 
a node. The public actor who agreed believed instead that such functions were vital 
for the existence of a node. The private sector largely agreed as they believed that sub-
regional functions could contribute to a high-quality environment, that they were 
beneficial to railway services, that they stimulated the involvement of other actors, and 
they were vital for the existence of the node. Also between the four different groups 
(i.e. node-government, place-government, node-private sector, place-private sector) 
certain patterns can be identified. Within the public sector the node actors questioned 
the extent to which the location of sub-regional functions should be planned or not, 
while the place actors questioned whether there was a relation at all between sub-
regional functions and nodal development. Within the private sector, however, the 
node actors considered the relation between sub-regional functions and nodal 
developments crucial, as it was believed sub-regional functions could act as catalyst 
for other developments in station areas. The place actors, on the other hand, stressed 
the importance of the wider service area of such functions.
 

Hypothesis 2
To stimulate station area developments at the sub-regional level land use programmes 
need to be coordinated with each other and with available public transport services. 

Table 11-2  Results of hypothesis 2

The answers given to this hypothesis were highly uniform as all actors either agreed or 
highly agreed with this hypothesis (see table 11-2). Consequently, no differences can 
be seen between public and private sector opinions. 
Both types of actor agreed with this hypothesis for a number of reasons. They believed 
that sub-regional coordination contributed to an efficient use of land and transport, 
that it avoided destructive competition between nodes and locations in general, that 
it was beneficial for the business case of public transport, that it was beneficial for the 



- 292 - - 292 - 

Station area developments in Tokyo and what the Randstad can learn from it

- 292 - 

quality, usage and size of the node, that limited future demand for spatial development 
required coordination, that an integral approach would allow choices and priorities 
to be made, and that it avoids development dynamics from being undermined by 
fragmented spatial policies.
 Certain patterns can be distinguished between the answers given by the public and 
the private sector. Within the public sector the node actors stressed the benefits of 
sub-regional coordination, while the place actors emphasized the disadvantages of not 
having such coordination. Within the private sector both the node and place actors 
seemed to highlight the benefits of sub-regional coordination. 

Hypothesis 3
To stimulate station area developments the choice of programme in station areas 
should be based on the households and businesses already located in these areas. 

Table 11-3   Results of hypothesis 3

The answers given to this hypothesis showed a somewhat mixed outcome, most actors 
were neutral in their opinion, while the remainder either disagreed or agreed (see 
table 11-3). The actors that tended to disagree with this hypothesis were from the 
private sector, while the public sector partly agreed and was partly neutral. The private 
sector disagreed as they believed that households and business located around stations 
were not always related to the stations, that future households and businesses should 
be decisive for the choice of programme at a station, that functions covered a larger 
service area, and a risk that the households and business located around the node 
would act in their own self-interest rather than in interest of the node. The public 
sector agreed because they believed that the choice of a programme at a station should 
be demand-driven and that developments between nodes should be coordinated. 
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However, some private sector actors were neutral. Some argued that whether the 
households and businesses around a station should influence the choice of programme 
at a station depended on the location of the station. While others were neutral, because 
they simply did not know whether this should be the case or not. Within the public 
sector the node actors in particular were not sure whether households and businesses 
should be decisive for the choice of programme at a station or not. The place actors 
on the other hand regarded this as something strongly related to coordination. 
Among the node and place actors in the private sector there seemed to be consensus 
about households and businesses being responsible to some extent for the choice of 
programme at a station, rather than being decisive. 

Hypothesis 4
To stimulate station area developments the province and Dutch Railways (NS) need 
to draft a corridor strategy.

Table 11-4   Results of hypothesis 4 

Most actors either agreed with this hypothesis or were neutral in their opinion (see 
table 11-4). However, the opinions of the public and the private sector differed as 
the former largely agreed while the latter seemed to be less enthusiastic about this 
hypothesis. The public sector predominantly agreed as they believed that nodes 
should be developed comprehensively, that drafting a corridor strategy was a 
natural responsibility of provinces, that the provinces and NS were logical partners 
in coordinating developments at the sub-regional level, and that a corridor strategy 
was helpful for developing a hierarchy for nodes. Two additional remarks were made: 
1) besides transport operators private developers should also be involved in drafting 
corridor strategies, 2) corridor strategies should be based on a memorandum of 
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understanding between the provinces and Dutch Railways. There was one public actor 
who disagreed with provinces drafting corridor strategies as he believed that regional 
governments in the Randstad were not in a position to do this. The private sector 
was predominantly neutral as it believed that corridor strategies did not correspond 
with passenger needs, that the coordination of land uses between stations did not 
necessary require a corridor strategy or vision, and that corridor strategies should 
also involve the private sector and the end-consumers. The one actor who agreed with 
this hypothesis believed that corridor strategies could generate a positive return on 
large infrastructure investments. Within the public sector both node and place actors 
acknowledged the roles of the provinces and NS in drawing up strategies. They did 
not question the need for corridor strategies themselves as was done by both node and 
place actors in the private sector. 

Hypothesis 5
To stimulate station area developments the costs of railway transport and the spatial 
development of station areas must be covered by area concessions.

Table 11-5  Results of hypothesis 5
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The opinions on this hypothesis were either neutral or negative, i.e. actors disagreed 
or, in one case, very much disagreed (see table 11-5). The public and private sector 
disagreed with this hypothesis as they believed that concessions regarding railway 
transport and spatial development were not realistic for the Dutch context, were 
not necessary as there were other means to stimulate station area developments, 
were difficult to implement due to the involvement of many actors, that they did not 
stimulate market forces, that they would not work as railways and spatial development 
were two completely different things, and that they would not make any difference to 
station area developments.
Within the public sector the node actors stressed the limitations brought forward by 
the Dutch institutional context, while the place actors emphasized the importance of 
free market forces. Within the private sector the node actors questioned the usefulness 
of a concession including railway transport and spatial development for stimulating/
organizing things. The place actors also emphasized the limitations of the Dutch 
institutional context. 

Hypothesis 6
To stimulate station area developments BDU-subsidies61 must only be allocated 
to projects that guarantee a solid connection between transport and land use 
developments.

Table 11- 6   Results of hypothesis 6

The opinions on this hypothesis varied considerably among the actors interviewed (see 
table 11-6).Within the public sector the answers given were particularly diverse, while 
the private sector was, with the exception of one person, unanimous, as they agreed 
or even very much agreed. Some public actors did not agree with the hypothesis for 
the following reasons. They believed that if these subsidies required certain conditions 
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to be met then they would become less flexible, and that the national government 
should not interfere with how these subsidies should be appropriated. Some actors 
were neutral because they believed that how a subsidy should be spent was a political 
choice, or referred to future changes in relation to this grant which could potentially 
lead to a more solid connection between transport and land use developments. The 
public actors who agreed with this hypothesis did not explicitly state the reasons 
for this. The private sector agreed because they believed that subsidies that focused 
exclusively on projects guaranteeing a solid connection between transport and land 
use developments could be beneficial for quality and connectivity, that this was an 
instrument that would allow for control, and that it ensures an integral approach to 
planning. The actor who disagreed was not in favour of such an exclusive focus of these 
subsidies. Within the public sector both node and place actors varied considerably 
in their reactions, making it difficult to identify a certain pattern within each group. 
A recurring theme within the public sector, however, was that they felt that regional 
and local authorities should be allowed to decide for themselves how to spend these 
subsidies, instead of limiting this freedom by attaching conditions on how to spend 
this money. Within the private sector the node actors emphasized the control options 
of these subsidies, while the place actors stressed the possibilities for gearing them to 
spatial developments. However, it is necessary to state that prior to the interviews none
of the place actors were familiar with these subsidies.59

Hypothesis 7
To stimulate station area developments station areas must be favoured above other 
places in the densification of the existing city.

Table 11-7  Results of hypothesis 7

59 BDU-subsidies:Brede Doeluitkering or overall specific grant (see chapter 8).
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Most actors agreed or highly agreed with this hypothesis, while only a few actors 
disagreed or were neutral in their opinion (see table 11-7). Also here the opinions 
expressed within the public sector varied considerably, while the private sector was 
unanimous, as they all agreed or even very much agreed to this hypothesis. The public 
actors remained neutral or disagreed with this hypothesis for the following reasons. 
They believed that favouring station areas above other places in the densification 
of the existing city depended on the location of the station and that densification 
should not be limited to station areas only. Public actors who agreed believed that 
giving priority to the development of station areas would benefit the existing city, 
and that densification typically suited the development of station areas. The private 
sector agreed as they believed that giving priority to the development of station areas 
would stimulate scarcity, solve accessibility problems, stimulate the development and 
optimization of the node, and prevent competition with other locations in the city. 
Within the public sector the node actors mainly agreed by pointing out the added 
value of a developed station area for the city as a whole. The place actors varied more 
strongly in their opinion and basically stressed that one should be cautious of using 
the prioritization of the development of station areas as a universal approach. Within 
the private sector the node actors stressed the advantages of intensifying station areas, 
while the place actors focused on pointing out the development potential of certain 
areas within the existing city.

Hypothesis 8
To stimulate station area developments municipalities must reward the establishment 
of offices and houses near public transport nodes (e.g. by subsidizing land/rental 
price or temporarily exemption of real estate tax) and reprimand the establishment 
of offices and houses elsewhere (e.g. by imposing a fine).

Table 11-8   Results of hypothesis 8
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The opinions given on this hypothesis showed a somewhat mixed result, as there 
were a considerable number of actors who agreed, disagreed and were neutral in their 
opinion. As a result no single opinion was dominant (see table 11-8). Also within the 
public and private sector the reactions to this hypothesis differed.
As for the public actors, the majority were either neutral or disagreed with this 
hypothesis. They believed that rewarding the establishment of offices and houses near 
public transport nodes and reprimanding their establishment elsewhere was too rigid, 
that it would cost money (i.e. the rewards), that restrictive policies were more effective 
than financial incentives in creating scarcity, that subsidies and penalties should only 
be used to prevent undesired effects, and that it would restrict market freedom. The 
actors who agreed with the hypothesis did so because they thought that it provided 
a clear framework for the private sector, and that it was a useful tool with which to 
govern the market. 

The private actors were, with one exception, either neutral or agreed with this hypothesis. 
They thought that the establishment of offices and houses near public transport nodes 
should be stimulated by a powerful policy, that this should be approached positively, 
that if the policy goal is to stimulate station area developments then the establishment 
of offices and houses near public transport nodes needed to be rewarded,, and one 
should look for possible ways to encourage the establishment of offices and houses 
near public transport nodes. The actor who disagreed with this hypothesis was against 
rewards, such as the subsidization of land and rental price, because he believed 
that without a certain market demand such measures would be ineffective. Several 
additional remarks were made by the private sector: 1) that the establishment of offices 
and houses near public transport nodes should be stimulated by setting restrictions, 2)
that subsidies make people lazy as they do not stimulate creativity, 3) that the element 
of free choice should play a role in stimulating the concentration of offices and houses 
near public transport nodes, 4) that the establishment of offices and houses near public 
transport nodes should be rewarded by other means such as additional development, 
and 5) some people mentioned that they did not know whether they agreed with 
the use of the instruments mentioned here. Within the public sector the node actors 
questioned whether rewarding the location of offices and houses near public transport 
nodes was the right way to encourage nodal developments. The place actors on the 
other hand questioned whether this should be enforced by municipalities. Within the 
private sector the place actors emphasized that the establishment of offices and houses 
near public transport nodes should be encouraged in some way, while the node actors 
stressed the use of other instruments for encouraging nodal developments. 
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Hypothesis 9
To stimulate station area developments provinces and municipalities must guide the 
real estate/retail market by the provincial ordinance and municipal land use zoning 
plan.

Table 11-9  Results of hypothesis 9

The majority of the actors agreed or highly agreed with this hypothesis (see table 11-
9). The public actors agreed as they believed that guiding the real estate and retail 
market by legal instruments was more efficient than using financial instruments, 
that this was more useful for creating scarcity than using financial instruments, that 
this would prevent competition between different locations, and that this would help 
the government in creating clarity. The actor who disagreed believed that there were 
perhaps other ways for guiding the real estate and retail market. Examples, however, 
were not mentioned. The private actors agreed because they believed that the costs 
involved in guiding the real estate and retail market by legal instruments were less 
compared to the use of financial instruments, that the current instruments available 
should be made more use of, that using legal instruments to guide the market would 
reduce uncertainty and risks, and that this would be helpful for supporting a desired 
direction. The actor who was neutral questioned the role of the province in this and 
believed that this was a local and thus a municipal matter. Within the public sector the 
node actors emphasized the benefits of such legal instruments, while the place actors 
stressed the importance of a government providing clarity regarding what can and 
what cannot be developed. Within the private sector the node actors stressed, as did 
the public node actors, the opportunities of stimulating station area developments with 
such legal instruments. The place actors emphasized the restrictive effects stemming 
from such instruments. 
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Hypothesis 10
To stimulate station area developments municipalities must provide guarantees to 
the real estate/retail market about public investments in station areas and about the 
quality standards to which developments should comply with prior to the start of 
developments.

Table  11-10 Results of hypothesis 10

The opinions given show a similar pattern to the previous hypothesis as the majority of 
actors agreed or even highly agreed with this hypothesis (see table 11-10). Regarding 
the public sector, all but one agreed as they believed that private actors should have to 
satisfy conditions in exchange for public investments, that this would provide long-
term certainty for the private sector, that this would reduce risks for the private sector, 
that quality conditions would prevent stations from becoming the same, and that this 
would increase transparency of the government. The actor that did not agree feared 
that if the standards could not be met penalties would follow. One actor remarked that 
besides the public sector, transport operators should also provide guarantees in advance 
about the level of services that would be offered at stations. As for the private sector 
the majority agreed as they believed that this would help to reduce uncertainties, that 
the government should play a leading role in this, that this would reduce risk profiles 
and improve project results, and that private actors should be assured of continuity in 
policies. One actor remarked that the private sector should also provided guarantees 
about its investments. The actor that disagreed questioned the ability of municipalities 
to make such guarantees. The actor that was neutral argued that the government and 
the private sector should collectively develop a good sentiment for the retail/real estate 
market and should both be willing to invest in it. Within the public sector node actors 
stressed the importance of certainty to the private sector regarding public investments 
in station areas, while place actors emphasized the importance of clarity regarding 
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the quality standards to which a development should comply. Within the private 
sector node actors stressed the importance of providing clarity and the importance 
of a government taking the lead in this. The place actors stressed the importance of 
risk reduction and consistency in policy-making regarding the development of station 
areas. 

11.3 Barriers for station area developments 

In this paragraph the results concerning the hypotheses on the possible barriers to 
station area developments are discussed. This is done by comparing and contrasting the 
answers given by the four groups in figure 11-1, i.e. government-node, government-
place, private sector-node, and private sector-place. The hypotheses were deliberately 
formulated in an extreme way, as it was hoped that this would stimulate discussion.

Hypothesis 1
The strong competitive position of the car compared to public transport is an 
insurmountable barrier for station area developments.

Table 11-11 Results of hypothesis 1

All but one of the actors interviewed either disagreed or strongly disagreed with 
this hypothesis, while one actor had a neutral opinion (see table 11-11). The reasons 
mentioned by the public sector for this were that they believed that despite the 
popularity of the car strong public transport nodes could be developed, that main 
public transport nodes were located in places where public transport accessibility is 
better than car accessibility, that competition between car and public transport would 
enable the node to develop in an optimal way, that public transport was a necessary 
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precondition for intensification, and that the competitive position of the car was not 
that strong in large urban areas. One public actor was neutral as he believed that 
despite the relevance of multimodal access the car lobby would remain strong. 
The private actors unanimously disagreed because they believed that the strong 
competitive position of the car compared to public transport was a choice motivated 
by politics, that this could be overcome by focusing on improving the quality of public 
transport, that this could be overcome as long as the reward (e.g. high parking tariffs 
or free home delivery of goods) was high enough, that the strong competitive position 
of the car was temporary, and that the strong position of the car should be used to 
improve the node. Within the public sector node actors argued that there were also 
nodes where public transport was equal or stronger than the car. The place actors 
stressed the added value of the combination of the car and public transport for the 
development of the node. Within the private sector node actors considered high-
quality public transport as a prerequisite for overcoming this barrier. The place actors 
stressed the importance of turning the node itself into an attractive place. 

Hypothesis 2
The lack of societal and governmental support for public transport in the Netherlands 
is an insurmountable barrier for station area developments.

Table 11-12 Results of hypothesis 2

Although the majority of the actors interviewed disagreed with this hypothesis, there 
were also some actors that had a neutral opinion or agreed (see table 11-2). The public 
sector disagreed because of the following reasons: in large urban areas the modal 
share of the public share was considerable, public transport was an essential means 
of transport, public transport was a regional policy interest, and the lack of societal 
and governmental support for public transport was surmountable when a lot of effort 
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was put into it. In addition, one actor remarked that there was a lack of government 
support for public transport because of the way it was currently performing. Only 
one, and in this case public, actor agreed because he believed car accessibility and 
car possession would still be highly valued despite an increasing support for public 
transport. Another actor was neutral as he believed that more could be done to 
encourage people to use public transport. In this he foresaw in particular a role for the 
municipality (e.g. by preferential measures).
The private sector disagreed as they believed that lack of government and social 
support was not necessary a problem as other instruments (e.g. high parking fees) 
could be used to encourage people to use public transport, that large investments in 
railway infrastructure were planned in the coming years, that the lack of societal and 
governmental support could be manipulated, that there was considerable support 
for public transport among left and right wing political parties, and that the lack of 
government and social support was not causing the problem, but rather the way the 
public transport sector handled its relationship with the car. In addition, some remarks 
were made such as the instruments to support public transport could be better, and the 
public transport sector should innovate and embrace the car. 
Within the public sector node actors underlined the societal support for public 
transport, while place actors emphasized the governmental support for public 
transport. Within the private sector the node actors pointed out the importance 
of public transport by referring to the large railway investments that are going to 
be carried out by the national government to increase the frequencies at certain 
railway sections. The place actors stressed that it was a lack of good instruments and 
innovative thinking that hindered nodal developments, rather than a lack of societal 
and governmental support. 
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Hypothesis 3
The existing spatial context (e.g. residential, shopping, working and leisure areas 
located far from public transport) is an insurmountable barrier for station area 
developments.

Table 11-13 Results of hypothesis 3

The answers given to this hypothesis show a similar pattern to the previous hypothesis. 
While the majority of actors disagreed or highly disagreed with this hypothesis, there 
were some actors who agreed or were neutral in their opinion (see table 11-13). Within 
the public and private sector there were some differences of opinion. All public actors, 
except for one, disagreed with this hypothesis for the following reasons. They believed 
that in the existing spatial context changes were possible, that the dynamics present at 
nodes offered developmental opportunities especially for shopping and leisure, that 
nodes were one of the urban sub-centres within urban areas, and that the existing 
spatial context might offer opportunities for further development. One actor was 
neutral as he realized that the existing spatial context cannot be easily changed (e.g. 
relatively few shopping streets are located close to the exit of stations. Some of the 
private sectors disagreed, while others agreed or were neutral. The reasons why they 
disagreed were that they thought that station areas should be made more attractive, 
that areas situated far from public transport would eventually disappear, and the 
existing spatial context was ultimately also subject to change. The actors who agreed 
did so because they believed that it was difficult, if not impossible, to change the 
existing spatial context. The private actor who was neutral believed that the existing 
spatial context does not necessarily need to affect a station area development Within 
the public sector the node actors referred to the areas adjacent to stations when talking 
about spatial context, while the place actors considered spatial context from a wider 
perspective (i.e. the city level). Within the private sector opinions varied considerably, 
which made it difficult to identify a certain pattern between node and place actors.
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Hypothesis 4
The lack of scarcity (oversupply of office and residential locations) is an 
insurmountable barrier for station area developments.

Table 11-14 Results of hypothesis 4

The opinions given on this hypothesis showed a somewhat mixed result as there were 
actors who disagreed with this hypothesis, but also actors who agreed or had a neutral 
opinion (see table 11-14). The answers given by both public and private actors varied 
as they both either disagreed or were neutral in their opinion. A few public and private 
actors, however, also agreed with the hypothesis. The public actors disagreed because 
they thought that over and undersupply of offices and residences should be prevented 
instead of scarcity, and that station areas were popular locations and therefore it 
was questionable whether the government should impose scarcity. In addition, 
one participant also mentioned that while there was already a lack of development 
locations, these could not be developed due to environmental regulations (i.e. noise 
and air pollution). An additional remark was made by one of the actors who argued 
that this barrier could be surmountable if the province fulfilled its role as director 
of spatial developments and the national government clearly stated how to prevent 
oversupply. The public actors who were neutral in their opinion believed this barrier 
would be surmountable in the future. One actor who agreed with this hypothesis 
did so because he believed a lack of scarcity was needed for developing nodes and 
that such scarcity could be created.. The private actors disagreed arguing that lack of 
scarcity was not an insurmountable barrier, that excess office and residential locations 
were not a barrier to station area developments, but rather that there was a lack of 
suitable station areas where these locations could be realized , that new offices would 
still be built due to the numerous bad offices built in the ‘70s-‘80s, and that the strength 
of a location should be the starting point for a development. The actor who was neutral 
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in his opinion believed that scarcity can also be created. The actor who agreed with the 
hypothesis considered the oversupply of offices and residences a problem and as such 
a barrier for nodal development.
Within the public sector node actors were fairly optimistic about the oversupply of 
offices and residences, while the place actors on the other hand questioned whether 
the (artificial) creation of scarcity would prevent an over or undersupply of offices 
or residences. Within the private sector node actors agreed that there was a lack of 
scarcity, but the opinions varied towards creating scarcity or not. The place actors 
stressed that quality of a particular location should be the starting point for developing 
an area instead of (creating) scarcity. 

Hypothesis 5
Provinces that are not willing or daring enough to overrule municipalities are an 
insurmountable barrier for station area developments. 

Table 11-15 Results of hypothesis 5

The opinions given on this hypothesis showed a mixed result. There were actors who 
agreed or were neutral, while there were also actors who disagreed or even highly 
disagreed (table 11-15).
The answers given to this hypothesis varied considerably among the public and private 
actors. As for the public sector half of the actors interviewed agreed, while the remaining 
actors either disagreed or had a neutral opinion. The public actors agreed with the 
hypothesis for the following reasons. They believed that the current administrative 
culture and lack of political courage by administrators meant that overruling power 
was not used when it should have been, and they were unconvinced that provinces 
would be able to fulfill their policy responsibilities by using this power. Some actors 
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disagreed because they felt that provinces did dare to use overruling power. However, 
as one actor argued, overruling powers should be used carefully when provincial 
interests are at stake. Another actor commented that provinces need to go through a 
process of learning, daring and willing to apply overruling power. 
One public actor was neutral in his opinion as he had no extensive knowledge of 
this. The private actors agreed because they believed that provinces were afraid to use 
overruling power, that provinces did not dare to make choices regarding the areas 
that they wanted to focus on, and that provinces were often hesitant to maintain a 
position regarding station areas, as the development of station areas was only one of 
their interests. The private actors who disagreed because they thought that a province 
should facilitate rather than dominate a station area development, that overruling 
power should be a last remedy, and that provinces have not had enough time to develop 
an instinct for when to use overruling power. One actor remarked that he considered 
the instrument of overruling power as a means to socially engineer society which was 
something that he disagreed with.
Within the public sector the node actors stressed the current ‘incapability’ of the 
province to use such powers. The place actors on the other hand emphasized the 
importance of using this overruling power in a careful manner. Within the private 
sector the node actors pointed out the fairly modest role that the province has played 
in spatial planning up to now, while the place actors sketched out the desired role for 
the province to play in the future.

11.4  Additional incentives and barriers 
 for station area developments

At the end of each interview the actors were asked if they could think of any other 
incentives or barriers for station area developments that were not mentioned in the 
hypotheses. Most of the actors gave additional incentives or barriers, while some did 
not. 
There were actors who only stated incentives or barriers, while some did both. The 
following additional incentives were mentioned by the public actors:
•	 Railway concession containing requirements concerning the quality of the station 

area (the current concession does not contain any such spatial conditions).
•	 Consistent long-term policy vision at the local level 
•	 Alternative financial sources.
•	 Politicians/policy makers and managers willing to take risks and prepared to 

think beyond their own responsibilities.
•	 Municipalities having a vision and willing to share this vision with private actors 

(according to this actor many municipalities are lacking a vision concerning their 
station area).

•	 Deployment of a ‘Taskforce Ruimtewinst’. 

Barriers for station area developments mentioned by the public actors were:
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•	 Sector-by-sector organization of spatial planning and transportation.
•	 The high importance placed on consensus in the Netherlands leads to rather slow 

decision-making and lengthy negotiations. 
•	 External safety issues (i.e. transportation of hazardous materials) preventing 

station areas from being developed.
•	 Government that is non-responsive to market demand.
•	 Current period (i.e. financial crisis resulting in on programming and a drop in 

demand) in which station areas are being developed. 

Among the private actors the following incentives were mentioned:
•	 Reduced public and private sector budgets enable choices and priorities to be 

made.
•	 Involving captains of industry in organizing the pressure needed for realizing 

high-quality public transport.

As for the barriers the following were stated by the private actors:
•	 Public distrust of private sector being able to serve public interests.
•	 Lack of governmental vision.
•	 Unclear delineation of responsibilities of actors involved in station area 

developments.
•	 Unreliable actors.
•	 Political discontinuity.
•	 Long time needed to complete a project therefore making it a risky undertaking. 
•	 Municipalities not daring to make choices regarding its development priorities.
•	 Unclear position of quality teams60 in certain projects.

Within the public and private sector certain patterns can be identified. Public node 
actors stressed the importance of widening the scope of instruments and responsibilities 
for influencing public transport, while the public place actors underlined the 
importance of open communication with the private sector. The private actors focused 
predominantly on existing barriers for station area developments. The node actors 
stressed the difficulties of trying to merge diverging public and private sector interests, 
whereas the place actors emphasized the numerous uncertainties and thus the risks 
involved in carrying out station area development projects.

60 A quality team is involved in the development of some stations. Their role is to advise on matters 
such as the functional programming of a station (area).
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The incentives mentioned by the public actors contain some elements that could be 
considered important additions to the existing hypotheses. First, the public actors 
seem to underline the importance of having a consistent long-term policy vision 
at the local level which is also shared with private actors. In the hypotheses only a 
regional vision (i.e. a corridor strategy) was mentioned. Second, it was mentioned 
that politicians and bureaucrats should be more willing to think beyond their own 
responsibilities. The other aspects mentioned, i.e. railway concession containing spatial 
quality requirements, alternative financial sources, and deployment of the ‘Taskforce 
Ruimtewinst’ could be interpreted as refinements of the current hypotheses. Regarding 
the incentives mentioned by the private actors, there was one that could be considered 
an addition to the current hypotheses, namely the one indicating that captains of 
industry should be involved in organizing high-quality train products. This stresses 
the importance of involving other actors, in addition to the traditional transport and 
land use actors, in station area development projects. The other incentive mentioned 
(i.e. reduced budgets enabled choices and priorities to be made regarding the locations 
that should be developed) could be considered a further refinement of the current 
hypotheses.

The additional barriers mentioned by the public sector differ in the sense that they 
highlight more specifically the limitations of the Dutch institutional context; i.e. the 
sector-by-sector organization of spatial planning and transportation, the endless 
consensus decision-making, and a government that is non-responsive to market-
demand. This was an aspect that was not specifically brought forward during the 
workshops nor the group interviews and subsequently not mentioned as a possible 
barrier. The other barriers (external safety issues, and financial issues) not only apply to 
station areas, but also to other areas. Regarding the barriers mentioned by the private 
actors it is interesting to see that they focus in particular on the competencies of public 
actors; i.e. the public distrust of the private sector in delivering public services, lack of 
governmental vision, and municipalities not daring to make choices. This is interesting 
because these perceived barriers were not mentioned, and thus apparently not shared, 
by the public sector. In turn, no specific barriers were mentioned that could be related 
to the competencies of the private sector. Does this mean that the role of the private 
sector is considered sufficient?
Furthermore, barriers were mentioned that related to the tasks of the actors involved; 
i.e. unclear delineation of responsibilities of actors involved, unreliable actors, and 
unclear position of quality teams. This is not addressed in the existing barriers, but is 
apparently an important issue that should not be ignored when trying to bring about 
station area developments in the Randstad/Netherlands.
The other barriers mentioned (political discontinuity, long time needed to complete 
projects, and distrust of actors) could be interpreted as aspects that are not only 
applicable to station areas, but to other areas as well. As such, these barriers do not 
have a specific added value for stimulating station area developments in the Randstad/
Netherlands. 
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11.5 Discussion and conclusions

In this final paragraph some conclusions are drawn based upon the answers given 
by the four different groups (i.e. government-node, government-place, private sector-
node, and private sector-place). The opinions between these groups are compared to 
identify possible similarities and differences between them. In addition, it is explored 
whether the differences and similarities identified are reducible to the distinction 
between node and place or public and private. 
This is sequentially done for the incentives, barriers and the additional barriers and 
additional incentives mentioned. 

Differences and similarities in actors’ opinion
Incentives
Starting with the hypotheses related to possible incentives for station area developments 
the following patterns can be identified. First, there were issues on which all actors 
(predominantly) agreed. There was consensus about the following aspects working 
as possible incentives for station area developments: sub-regional coordination of 
transport and land use developments (hypothesis 2), guided control, i.e. by means of 
legal instruments, of the private sector (hypothesis 9), advance provision of guarantees 
on public investments and quality terms for the private sector (hypothesis 10).
This shared consensus is both interesting and surprising. It is interesting because if 
both the public and private sector stress the importance of sub-regional coordination, 
a guided control of the real estate and retail market and clarity in advance of a 
development, then why is this not happening? Implementing the above-mentioned 
instruments does not require any substantial changes to existing institutional 
structures or legal instruments in the Randstad/Netherlands. For example, by means 
of the existing provincial ordinance sub-regional coordination could be arranged as 
this provides the legal framework to which municipalities are obliged to conform to. A 
more guided control of the private sector could be realized by stating in advance which 
locations will be developed the coming years. Accordingly, and this is important for 
the Randstad/Netherlands, this should be backed by a legal land use plan prohibiting 
competing developments to happen outside the previously designated locations. 
Clarity could be provided by drafting a municipal master plan or structural vision in 
advance in which the conditions that a developer needs to meet are stipulated prior to 
the start of a development. On the other hand, the findings are surprising because it is 
the private sector herself that is asking for a stricter regulation of land use developments 
and for more ‘pressure’ from the government, where one would expect the opposite 
(i.e. a demand for more freedom). However, when relating this to market-conscious 
planning (see chapter 2) this seems to make sense. A stricter regulation of land use 
developments does not necessary have to limit the freedom of the private sector. As 
the workings of the planning incentives in chapter 4 have demonstrated, strict land use 
requirements from the government can go hand in hand with a considerable amount 
of freedom for the private sector to plan and develop a location. 
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Second, there was also an issue on which all actors (predominantly) disagreed. There 
was consensus that an integrated procurement of railways and spatial developments by 
area concessions would not work as an incentive for station area developments in the 
Randstad/Netherlands. Public and private actors both believed that due to the Dutch 
institutional context this was not a realistic instrument to be applied. In addition, it was 
believed that this would not stimulate market forces; surprisingly this was mentioned 
by the public sector. Private actors questioned further whether the area concession 
would be a useful instrument for stimulating/organizing station area developments. 

Third, there were issues on which opinions varied either considerably or to some 
extent. This implied that there was no consensus about whether the following aspects 
could work as incentives for station area developments or not: relocation of sub-
regional functions to station areas (hypothesis 1), making businesses and households 
already located around stations decisive for the choice of programme to be developed 
at stations (hypothesis 3), drafting a corridor strategy by the province and NS 
(hypothesis 4), BDU-subsidies ensuring a solid link between transport and land use 
developments (hypothesis 6), preferential treatment of station areas for intensifying the 
existing city (hypothesis 7), and rewarding the establishment of offices and residences 
near station areas and reprimanding their establishment elsewhere (hypothesis 8).The 
most contrasting differences in opinion could be identified between the public and 
the private actors. Private actors seemed to be in favour of relocating sub-regional 
functions to station areas, using the BDU subsidies to establish solid links between 
transport and land use developments, and giving station areas preferential treatment 
in the densification of an existing city. As a result of the above, it could be concluded 
that the private sector is in fact desperate for more restrictive policies than is at 
present the case in the Randstad/Netherlands. Apparently, at least this was indicated 
by some of the private actors interviewed, the current policies/instruments do not 
provide enough certainty or incentives for the private sector to invest in station areas. 
Consequently, a need for stronger control was felt. 
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Interestingly, the public sector seemed to be more hesitant about this, as they for 
example questioned whether a relocation of sub-regional functions should be planned 
(i.e. imposed) or not. Such reasoning is surprising as one would expect this from the 
private rather than the public sector. In a similar way the public sector was hesitant 
about BDU-subsidies having to provide a solid link between land use and transport 
developments as they feared this would limit the capacity of local governments to spend 
this subsidy as they see fit. This reasoning (i.e. pleading for less conditions/rules) is 
surprising too as one would expect this from the private rather than the public sector. 
On the other hand, this could also be considered as an act of self interest as BDU-
subsidies provide sub-regional and local governments some financial autonomy.61  
The public sector’s stance towards a preferential treatment of station areas in the 
densification of existing cities also shows their hesitation towards using stronger land 
use controls. According to some of the public actors one should be careful of applying 
this preferential treatment as a universal approach to station areas. Apparently not 
every government actor is convinced of the merits of intensifying station areas. 
The private sector seemed to be more hesitant about the usefulness of a corridor 
strategy for sub-regional coordination. They questioned whether such an instrument 
would be necessary for achieving this. To some extent this is rather surprising as it 
seems to contradict earlier findings that saw the private sector pleading for stricter 
regulations, and for more ‘pressure’ from the government. Apparently sub-regional 
coordination does not need to be regulated.
The public actors on the other hand did seem to be convinced of the potential of such 
a strategy and acknowledged the role of province and NS in drawing up this strategy.
In a similar way the private sector tended to be more hesitant about using households 
and businesses already located around stations as a deciding factor regarding the 
choice of programme to be developed at stations. This is not surprising as the private 
sector operates in markets covering larger service areas and as such develops functions 
that are targeted at a larger audience. The public sector on the other hand seemed to be 
more convinced of such an approach.

The results above suggest that the private sector seems to be more aware of what is 
needed for stimulating station area developments in the Randstad/Netherlands 
compared to the public sector .This becomes most apparent when the differences in 
opinion between the public and private sector are compared. Perhaps most illustrative 
of this are the answers given to hypothesis 1, 6 and 7 (see table 11-16).

61 Local governments in the Netherlands rely on grants from the national government for 90% of their 
income.
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Table 11-16 Differences in opinion between the public and private sector

Hypotheses (number) Private 
sector opinion

Public sector 
opinion

(1)To stimulate station area 
developments sub-regional functions 
have to be relocated to the station

Agree Predominantly 
disagree

(3) To stimulate station area 
developments the choice of programme 
in station areas should be based 
on the households and businesses 
already located in these areas.

Neutral/ Disagree Neutral/Agree

(8)To stimulate station area 
developments municipalities must 
reward the establishment of offices and 
houses near public transport nodes 
and reprimand the establishment 
of offices and houses elsewhere

Neutral/Agree Neutral/
Disagree

(4)To stimulate station area 
developments the province and Dutch 
Railways need to draft a corridor strategy

Neutral Agree

(6)To stimulate station area 
developments BDU subsidies must only 
be allocated to projects guaranteeing a 
solid connection between transport and 
land use developments 

Predominantly 
agree

Mixed opinion

(7)To stimulate station area 
developments station areas must be 
favoured above other places in the 
densification of the existing city 

Agree Mixed opinion

Note: the number corresponds with the order of the incentives listed in box 11-1.
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Barriers
The barriers demonstrate a somewhat different pattern compared to the incentives, as 
most actors disagreed with the hypotheses posed. In other words, none of the actors 
interviewed believed that the barriers mentioned were insurmountable for station 
area developments. This can be explained by the fact that the participants were not 
selected at random, but on their (expected) interest in Tokyo. Therefore, one should be 
very careful in drawing conclusions from these results. For example, actors involved 
in different modes of transport (i.e. the car) or in different business areas (i.e factory 
workers) might have responded differently to these hypotheses. On the other hand the 
opinion of the actors could have been influenced by the way that the hypotheses were 
formulated. Each hypothesis deliberately ended with “an insurmountable barrier for 
station area developments” as it was hoped this would provoke considerable discussion 
from the actors interviewed. There were, however, issues to which all actors seemed 
to disagree. For example, there seemed to be consensus that the strong competitive 
position of the car compared to public transport would not necessarily have to be 
an insurmountable barrier to station area developments. In a similar fashion it was 
thought that the lack of societal and governmental support for public transport could 
be overcome. Without ignoring the bias of the actors interviewed, the question could 
be raised that if both public and private actors seem to agree that public transport is 
capable of competing with the car than why is this not happening in the Randstad? 
And if there is sufficient social and political support for public transport then why is 
the government not putting more emphasis on encouraging the use/the development 
of public transport in the Randstad? 

In addition, there was considerable dissent in opinion among the public and private 
actors regarding hypotheses 3, 4 and 5. In other words, there was no consensus on 
whether the following aspects would pose as barriers to station area developments: 
existing spatial context (hypothesis 3), lack of scarcity (hypothesis 4), and lack of 
courage/will to use overruling power by regional governments.
Regarding the existing spatial context it is interesting that the private sector seemed 
to be more skeptical than the public sector about the possibility of overcoming this 
barrier. Is this perhaps because the public sector in the Randstad/Netherlands still 
believes in a socially-engineered society? 
As for the lack of scarcity the discussion between both the public and private place 
actors revolved around whether having scarcity could be a solution for the problem of 
oversupply of offices and residential locations. The public sector questioned whether 
creating scarcity could prevent an oversupply of offices and residential locations, 
while the private sector emphasized that not so much excess office and residential 
locations were a barrier to station area developments, but rather that there was a lack 
of suitable station areas where these locations could be realized. This deviates from the 
discussions held in the workshops (see chapter 9) as scarcity was not questioned here, 
but rather considered an interesting aspect that the Randstad/Netherlands could learn 
from. Regarding the lack of courage/will of the regional government to use overruling 
power their opinions varied considerably. Within both the public and private sector 
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roughly half of the actors interviewed agreed with this hypothesis, while the other half 
disagreed. Interestingly the differences in opinion deviated most between the node and 
place actors within one sector (i.e. government node actors agreed, while government-
place actors disagreed). For instance the public node actors agreed by emphasizing the 
current ‘ incapability’ of the province to use overruling power, while the place actors 
disagreed as they believed such powers should be used in a careful manner. Within 
the private sector the node actors agreed by pointing out the fairly modest role that 
the regional government had been playing in spatial planning up until now, while the 
place actors disagreed as they believed the usage of overruling power would contradict 
with the facilitating role of the regional government. The question which remains, 
however, is that if the regional government possesses such powerful instruments, then 
why does it not use these instruments more often?

Additional barriers and incentives
The majority of the actors interviewed gave additional incentives and barriers for 
station area developments. Interestingly, public actors seemed to focus more on the 
incentives or on a combination of both, while the private actors seemed to put a 
stronger emphasis on the barriers. In addition, the public sector seemed to focus mainly 
on content matters and less on process matters. The private sector on the other hand 
mainly seemed to focus on process matters. Is this perhaps typical for how the public 
and the private sector think and act? Furthermore, it was noticed that the additional 
barriers mentioned by both the public and private actors focused mainly on process 
aspects. This is consistent with the findings of other research in the Netherlands (Tan 
& Bertolini, 2010; Rutten, 2011).
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This chapter should be seen as the concluding chapter of part 3 of this research, i.e. the 
part in which the potential of the Tokyo approach is assessed for the Randstad. The aim 
of this chapter is to give an answer to the second part of the central question underlying 
this research: “What are the driving forces behind the development of station areas in 
Tokyo, and to what extent can similar forces be activated in the Randstad”.
This is done in two steps. First the elements from the Tokyo approach that the 
participants considered applicable to the development of station areas in the Randstad 
are identified. For this the findings from the focus groups and interviews served 
as a starting point. These findings are summarized in the form of lessons. Second, 
additional elements of the Tokyo approach that were not addressed by the participants 
are reflected upon by the researcher in the form of observations. These elements are 
considered worthwhile for consideration in the Randstad, because they provide insight 
into: (1) the roles that public and private actors could have in developing station 
areas in the Randstad and (2) the kind of land use planning that would be needed to 
make this possible. These strategic issues were, essentially due to lack of time, barely 
discussed in the focus groups and consequently did not receive much attention in the 
interviews. However, these aspects should not be ignored as they might help facilitate 
the implementation of the Tokyo approach in the Randstad. In the final paragraph 
the (im) possibilities of the Tokyo approach for the development of station areas in 
the Randstad are assessed, based on the lessons and observations identified by the 
participants and the researcher respectfully.

 Assessing the potential 
of the Tokyo approach 

for the Randstad12

- 317 - 
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12.1 Drivers considered applicable by the participants

The (im) possibilities of the Tokyo approach were explored through a series of focus 
groups and interviews (see chapters 9, 10 and 11). This gave insight into the elements 
of the Tokyo approach which could be applicable to station area developments in the 
Randstad. These elements, i.e. the applicable lessons, are explained below. 

Lesson 1
A preferential planning treatment can help to stimulate the development of inner city 
areas in the Randstad/Netherlands, including station areas.
One of the distinctive features of the Tokyo approach is the preferential planning 
treatment that is given to the development of station areas. First of all station areas 
are more flexibly zoned than their surrounding areas allowing a larger variety of land 
uses and less building regulations to meet here. Second, station areas are designated 
with higher FAR-values than their surroundings, allowing larger building volumes 
to be realized here. Most of the participants seemed to show a strong interest in 
exploring further the potential of using such land use control mechanisms in the 
Randstad. At present inner city areas including station areas do not usually receive 
preferential planning treatment in the Randstad/Netherlands. Apart from the integral 
development of the six high-speed stations in the Netherlands (i.e. the so-called New 
Key Projects), , and a number of cities where more attention is paid to the functional 
profiling of railway stations and their direct surroundings , there is not a comparable 
pronounced and focused development of stations and their surrounding areas in the 
Netherlands. Land use regulations are applied generically to the built-up or non-built 
up areas rather than being specifically targeted at station areas. Most of the participants 
agreed that the existing land use regulations were either inefficient or not sufficiently 
equipped for focusing on station area developments in the Randstad/Netherlands.

Lesson 2
Planning incentives can be a useful tool for triggering private sector investments.
In Tokyo planning incentives such as the relaxation of existing land use regulations, 
speeding up of planning procedures, and FAR-bonus instruments (see chapter 7) play 
a pivotal role in stimulating the private sector to invest in public facilities such as parks, 
plazas and roads. In this way the government is able to contribute to its own goals as 
well as those of the private sector. In the Randstad/Netherlands it seems that the private 
sector is hardly triggered to invest in certain areas, such as station areas. The private 
sector seems to be rather passive when it comes to investing in station areas. Often 
the initial step in developing a station area is made by the local government offering 
a framework for development by drafting the land use plan. Subsequently, the private 
sector is starting projects within the boundaries of this land use plan. However, in 
reality Dutch planning practice is more complex as many building permits are granted 
on the basis of exemptions, rather than on the land use plan itself. In addition, many 
new land use plans do not guide, but merely record developments . In other words, 
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plans often follow developments64, rather than the other way around. Consequently, 
the steering function of a land use plan is reactive and indirect, rather than direct and 
proactive as intended (Buitelaar, 2010). 

Unlike Tokyo, Dutch land use planners seem to lack the ability to trigger private sector 
investments. This might be related to the special role that municipalities have for a 
long time been playing in land use planning and developments in the Netherlands. 
Usually a municipality, albeit in cooperation with a property developer, is responsible 
for the development of land. Municipalities have been pursuing, , active land policies 
in which they buy land, subdivide it, provide the infrastructure and utilities, and sell 
the subdivided land to property developers, housing associations or owner-occupiers 
who accordingly build houses, or other functions, on that land. This is in contrast to 
almost all Western countries where it is usually the private developer, instead of the 
municipality, who buys the land, subdivides it and consequently develops it (van der 
Krabben, 2010). Active land policies have enabled municipalities to have more control 
over guiding spatial developments (i.e. by imposing conditions on the building party) 
than they would have done without municipal land ownership (Buitelaar, 2010). For 
example, in the process of selling land the municipality has the authority to impose 
conditions on the buyer regarding the design and layout of a spatial development, 
such as volume, functions, types, units, rental levels and amenities to be realized. 
Such conditions cannot be imposed by traditional regulatory tools such as the land 
use zoning plan65. This quest for municipal control is a typical feature of the Dutch 
planning culture (Buitelaar, 2010). In addition, active land policies have enabled 
municipalities to cover their development costs (i.e. the costs associated with the 
development of infrastructure, utilities, public space and making plans) through the 
sale of land, and to (partly) capture the potential profits of a development. In such a 
context, there is no need to develop planning instruments to trigger the private sector 
to invest in public facilities. 

Since the beginning of the 1990s, however, the dominant position of municipalities 
in the land market has come under pressure. Perhaps the most important reason for 
this is the fast increase in land rents66 resulting in more competition from property 
developers and housing associations in acquiring and developing land (Buitelaar, 
2010). Without the ownership of the land it is more difficult for a municipality to steer 
developments in a more detailed way. This is because private land owners cannot be 
expropriated by a municipality provided that they are able and willing to carry out a 
development which is in line with the local land use plan. This so-called self realization 

64 This was common practice before the revision of the Dutch Spatial Planning Act (WRO) came into 
effect in 2008. It is not clear yet to what extent these practices have changed under the ‘new’ act.

65 Since the revision of the Dutch Spatial Planning Act municipalities are able to include rented social 
housing or owner-occupied housing in land use plans, instead of just ‘housing’ (Buitelaar, 2010).

66 This is the result of a dramatic increase in prices of owner-occupied housing leading to a rise in land 
values and subsequently in land prices. Housing prices have risen due to an increase in national 
income in combination with low interest rates. On the supply-side restrictive land use policies, 
particularly on the provincial and national level, have prevented supply from catching up with 
demand thus causing house prices to go up.
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principle (zelfrealisatiebeginsel) puts private landowners in a rather powerful position 
when negotiating the future development of an area.
Furthermore, the emergence of European regulations, in particular the rules on public 
procurement, no longer allow authorities to impose conditions in addition to the rules 
set in land use zoning plans, thereby eliminating one of the advantages of an active 
land policy (i.e. complementary rules-setting). These, among other reasons67, have 
made active land policy more difficult and less attractive than before. At the same 
time, the recent revisions to the Dutch Spatial Planning Act (Wro) have made active 
land policies less of a necessity, as the revised act has incorporated functions that used 
to be fulfilled by active land policies (Buitelaar, 2010). For instance, the Act contains 
more options for public cost recovery, such as the so-called exploitation plan enabling 
municipalities to recover public costs in a coercive way, in case a municipality cannot 
come to an agreement with a private landowner. In practice, however, this instrument 
is rarely used in the Netherlands, as in most cases municipalities manage to assure cost 
recovery through voluntary agreements (PBL, 2010). The above situation shows that 
municipalities without active land policies increasingly rely on the private sector to 
realize their public policy goals. 
In such a context, one can imagine there is a greater need for planning instruments 
that are able to trigger the private sector to invest in public facilities. 
As Tokyo has demonstrated (see chapter 7) there is a different way of regulating 
spatial developments. In the Randstad/Netherlands regulations are mainly concerned 
with inducing markets by stating, in a sometimes rather detailed way, which land 
uses are permitted. Basically the Dutch regulatory approach entails a so-called ‘no-
unless regime’. However, this no-unless regime has been applied from the start of 
the Dutch Spatial Planning Act in quite a selective way, as can be illustrated by the 
frequent granting of exemptions for building initiatives in the Netherlands. Basically 
the Japanese approach entails a ‘yes-unless regime’. In Tokyo regulations are mainly 
concerned with facilitating and conditioning markets as regulations are more flexible 
and can be deviated from under certain conditions. Tokyo has illustrated that this can 
be a rather effective way of employing market forces to implement public policies.

Lesson 3
More focused land use regulations are needed to promote the development of station 
areas in the Randstad/ Netherlands.
In the focus groups and interviews considerable attention was paid to the issue of land 
use control. In general it was felt that more focused land use regulations were needed 
in the Randstad/Netherlands in order to stimulate the development of station areas. 
The private sector in particular seemed to plea for more focused land use policies such 
as banning developments in the urban fringe areas. In practice, it is generally more 
attractive to build in the urban fringe areas rather than in the inner city areas in the 
Randstad/Netherlands because the land is cheaper, there are less land owners and the 
soil is not contaminated. In Tokyo building in the urban fringe areas is discouraged 
by allowing higher building volumes to be built in the urbanized areas than in the 
urban fringe areas. This makes it more attractive for developers to build within the 

67 Buitelaar (2010) mentions additional reasons such as the changes in the social housing sector and 
the shift from greenfield to brownfield development in spatial policy.
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existing city, as larger building volumes in a given area/plot can generate larger profits. 
At the same time a more focused approach provides clarity to the developers about 
the government’s intentions towards certain areas, and developers wanting to develop 
particular areas can be pressed to meet pre-established conditions. The private sector 
participants felt that latter was lacking in the Dutch context. This might, albeit to a 
certain extent, explain the wait- and- see attitude of the private sector towards investing 
in station areas. 

Lesson 4
Regulating densities can offer considerable opportunities for creating scarcity in the 
Randstad. 
Density68 was another aspect that gained considerable attention in the focus groups. 
Only one group, however, actually incorporated density in their integral corridor 
design, i.e. by dividing the stations into three density categories. In the other groups 
discussions mainly focused on the implementation of density, i.e. to what extent 
should density be controlled, and accordingly how this should be done and by whom. 
The idea itself of assigning higher density levels to urbanized areas than to urban 
fringe areas was not so much an issue. Most of the participants considered this a useful 
means of creating scarcity in the Randstad. At present such scarcity is lacking in the 
Randstad/Netherlands because developers who want, for example, to realize an office 
building are offered far too many opportunities. Often a municipality has various office 
locations at its disposal for a developer to choose from. However, if these locations do 
not satisfy then the developer can always turn to a neighbouring municipality where 
similar or even better options are offered. This puts developers, but also the eventual 
end users, in a rather powerful position as they are able to play municipalities against 
each other in their quest for attracting investments to their territory. At the same time 
having too many location options makes it difficult to focus developments in certain 
areas, as is done in Tokyo. For this a clearer focus on development locations in relation 
to different density classes is needed in the Randstad/Netherlands.

Lesson 5
Coordinating functional programmes between station areas can prevent (destructive) 
competition between them. 
In both corridor focus groups the participants paid considerable attention to the 
functional profiling of station areas when creating their integral corridor design. 
Interestingly, when they assigned a functional profile to a station they took into 
account the existing profile of the neighbouring stations. This is interesting because 
in daily practice this is often not the case in the Randstad/Netherlands. There are still 
a considerable number of municipalities planning similar functional programmes 
around their station areas as that of their neighbours, thereby risking possible 
destructive competition between them. As most of the participants in the focus groups 
and interviews seemed to be aware of the importance of coordination, the question 
arises of why coordination is still not happening in practice. Apparently in the present 
situation there is a lack of incentive for municipalities and other actors involved in 
the development of station areas to coordinate their plans. However, it seems that, 

68 Density refers here not only to building volume, but also to functional mixed use and hierarchical 
positioning of functions.
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at least in the corridor focus groups, the corridor acted as a kind of stimulus for the 
participants to align functional programmes in a coordinated way.

Lesson 6
Regional governments can play a prominent role in the coordination of functional 
programmes at the sub-regional level.
In Tokyo usually private railway operators take care of the coordination of functional 
programmes at the sub-regional level. For this an area strategy is developed for which 
the railway corridor serves as a starting point. Basically the land use planning is done 
by private railway companies themselves, while the rules of the game, i.e. the conditions 
to which a development should comply, are established by the Tokyo Metropolitan 
Government (TMG). Its main and foremost weapon for this is to assign and distribute 
density levels throughout its administrative area. This has not only provided the TMG 
with a tool to steer developments, but also with a tool to create scarcity as station areas 
are assigned with higher density levels than other areas in the city. In addition, the 
TMG also establishes the conditions that private developers need to meet in order to 
be eligible for a Floor Area Ratio bonus. 

In the Randstad/Netherlands the planning and the establishment of conditions to 
which a development should comply is done by the municipality. Dutch Railways  
(NS) are usually involved in the development of station areas, but rarely take the 
lead in such developments. Usually it is the local government, whether or not in 
combination with the national government that takes the lead. Regional governments 
in the Netherlands (i.e. provinces) do not play such a prominent role in the planning 
of station area developments let alone in their development. Traditionally, provinces 
have been involved in protecting the rural areas outside of the existing built-up area69. 
This explains why the contents of their plans (i.e. structural vision) and their land 
use regulations focus on regulating non-built up areas. However, in recent years the 
provinces have also paid more and more attention to existing urban areas. Densification 
of existing urban areas is gaining particular popularity in the Randstad/Netherlands. 
Consequently, this has also brought station areas under the attention of the provinces. 
For instance, in the structure vision of the province of North-Holland station areas are 
seen as important locations for densification (Provincie Noord-Holland, 2010). The 
province of South-Holland is more specific in its structure vision as here some of the 
station areas are seen as locations where supra-regional amenities and offices should be 
clustered (Provincie Zuid-Holland, 2011). However, since station area developments 
is a topic they are rather inexperienced in, regional governments are still looking for 
their appropriate coordinating role. 

69 Before the revision of the Spatial Planning Act 2008 city-regions also had the authority to influence 
land use developments at the local level. With the enactment of the ‘new’ Act this authority 
expired. The Cabinet Rutten, (2010-present) is considering abolishing the city-regions as a separate 
government tier. Their role in the development of station areas, however, is in general limited.
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Most of the participants seemed to agree that in the Netherlands the province as 
regional authority should be responsible for coordinating functional programmes at 
the sub-regional level. However, there seemed to be less consensus about how exactly 
this should be done (i.e. whether this should be regulated or not), and what role private 
parties and semi-public parties, such as NS, should play in this. Interestingly, the 
interviewees seemed to predominantly favour a more guided control of real estate and 
retail markets, while the participants in the focus groups had more varied opinions 
about this. What can be concluded from the lessons described above is that the 
participants seemed to attach great value to land use control mechanisms. Moreover, 
they seemed to plea for land use regulations focused more on specific locations, 
such as station areas. This is surprising in two ways. First, the Netherlands has the 
reputation abroad of being a highly regulated country, but apparently these regulations 
are either insufficient, and/or insufficiently used. Regarding the former this means that 
regulations are not equipped to direct developments to station areas in a focused way, 
while the latter means that regulations do exist, but for some reason governments 
are not willing/daring to enforce them. Second, the strongest plea for more focused 
regulations was made by participants from the private rather than the public sector. 
This plea for in fact more government interference one would typically expect from 
the public sector, but not from the private sector that usually adheres to the principles 
of market freedom. It seems that the private sector, at least the actors who participated 
in the focus groups and interviews, is aware of what is needed to stimulate station 
area developments in the Randstad/Netherlands. The public sector participants, on the 
other hand, seemed to be more hesitant about what is needed to stimulate station area 
developments. As, for example, there was considerable debate about whether or not to 
use such focused control by the government. 

12.2 Reflection

The lessons outlined above highlighted some aspects of the development of station 
areas that are considered lacking in the Randstad/Netherlands:
•	 A common incentive is lacking for municipalities to coordinate spatial 

developments at the regional level. Municipalities seem to have difficulties with 
the proverb ‘think regionally, act locally’.

•	 There is no such thing as a shortage of building sites in the Randstad. In general 
developers are offered ample choices for realizing their developments. This makes 
it rather difficult, if not impossible, to focus developments around station areas.

•	 A preferential planning treatment for the development of inner city areas 
in the Randstad is lacking. Instead, governments seem to give de facto (if not 
intentionally) favourable treatment to developments at the urban fringe.

•	 There is a lack of market-conscious planning tools in the Randstad/Netherlands. 
It seems that governments do not actively look for ways to trigger private sector 
investments in public facilities.
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•	 There is a lack of private sector commitment, and to a certain extent also of the 
semi-public NS, to develop station areas in the Randstad/Netherlands. Their 
rather passive stance can partly be explained by the aforementioned issues.

•	 There is a lack of leadership, as far as station area developments are concerned, in 
the Randstad/Netherlands. Who feels responsible, daring and willing to take the 
lead in stimulating developments around station areas? This is a question yet to be 
answered in the Randstad/Netherlands.

In addition to the aspects mentioned by the participants, there are other aspects 
that were not mentioned, but nevertheless their potential for the Randstad is worth 
exploring. These additional aspects were identified by the researcher through reflecting 
on the differences between the Tokyo and the Randstad approach regarding the 
development of station areas. For this chapters 4 to 7 (Tokyo approach) and chapter 8 to 
11 (Randstad approach) served as a starting point. Furthermore, work experience with 
some (key) actors involved in station area developments (i.e. NS, railway engineering 
consultancy (Movares) and the regional government (province of North-Holland) 
over the least three years provided an additional source of information. 

Observation 1
Local government planners taking into account market dynamics can more effectively 
secure their planning goals than those who do not consider the market.
In Tokyo government planners seem to be rather successful in exploring synergies 
between public and private sector goals. They seem to be aware of market mechanisms 
and seem to know how to utilize these mechanisms to their own advantage. As chapter 
4 has illustrated planning instruments play a key role in this. In particular it is the 
integration between command-and-control tools (i.e. zoning and volume controls) 
and market-conscious tools (i.e. FAR bonus instruments) that has enabled local 
government planners in Tokyo to rather successfully implement their public policies. 
In the Randstad/Netherlands, however, the planning instruments used at each of 
the three tiers of government (local, provincial and national) seem to mainly have a 
command and control nature. Since the enactment of the National Planning Act (Wro) 
in 1965 the number of intervention mechanisms for higher tiers of government (i.e. 
provincial and national government) has increased considerably in the Netherlands 
(de Gier, 2011). However, typically the provinces and the national government prefer 
not to use such instruments for land use planning (Wetenschappelijke Raad voor 
het Regeringsbeleid, 1998; Needham, 2011). This is probably because such powerful 
instruments do not suit a consensus society like the Netherlands. Consequently, these 
instruments mainly serve as big stick to put pressure on municipalities or private 
developers to comply with the policies of the local or higher tiers of government. An 
exception, however, are the provincial ordinances as most of the provinces have seized 
the opportunity to make an ordinance70 (Evers & Janssen-Jansen, 2010; Needham, 
2011). Even though land use planning has become more centralized (de Gier, 2011), in 

70 Since 2008 when the National Planning Act (Wro) got enacted provinces are entitled to establish 
general rules for its territory.
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practice this has not resulted in a more hierarchical implementation and management 
of land use plans in the Netherlands. 

This command and control nature of the planning instruments reduces, especially in 
a period of dependency on private developers, the degree of effectiveness of planning. 
This is because these instruments do not facilitate the achievement of both public and 
private sector goals. This reduced efficiency can be illustrated by the discrepancies that 
often occur between the land use plans/visions produced and their actual outcomes. 
The municipality of Amsterdam provides an example of this. In its structure vision at 
the end of the 1980s the government envisaged large scale commercial developments 
at the IJ –banks (located in the centre of the city) and limited development at the 
periphery (i.e. locations along the ring road). In this way the municipality hoped 
to protect the economic vitality of its city centre. Despite the growing development 
pressures at the periphery at the beginning of the 1990s the local government refused 
to open up these sites for large-scale commercial development. It was only after one 
of the largest national banks threatened to leave the city that the municipality started 
to more actively promote the development of the periphery. This is just one of many 
examples in which government planners have failed to take into account the role that 
markets play in coordinating land use changes. Furthermore, Dutch land use planners 
seem to fail to understand how to seduce the private sector to invest. In Tokyo/Japan 
the private sector is prepared to invest in public amenities as they are rewarded for 
this with additional development rights. However, in order for a developer to utilize 
these additional development rights he/she must show that they can satisfy certain 
pre-established conditions set by the government. These conditions ensure that a 
development will meet a certain quality. 

In the Randstad/Netherlands the private sector is rarely challenged to invest in public 
amenities as this is typically regarded as a government task. For example, in the station 
area of Koog-Zaandijk the private sector expects the government to improve the 
accessibility of the area, before they are prepared to invest (seminar at the real estate 
conference Provada, 5th of June 2011 in Amsterdam). Improving the accessibility 
requires large investments such as the elimination of a grade level railway crossing and 
the linking of two highways. However, the municipality does not have the financial 
means to carry out these investments alone. Therefore, it is rather difficult, if not 
impossible, to develop the station area. One way of confronting this problem would be 
for the municipality to establish conditions under which the private sector would be 
willing to contribute to improving the accessibility in the area. 

What seems to be a crucial difference between the Netherlands and Japan is that 
planning authorities in Japan have managed to successfully integrate their command- 
and-control tools with their market-conscious tools. The tools that are used to improve 
the functioning of the, in this case, land and real estate market, seem to require 
significant administrative guidance in order to become successful. In other words, 
following Micelli (2002), the success of planning incentives seems to depend on the 
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way they are linked to traditional urban planning rules. The Netherlands, however, 
is lacking such an effective balance between its command-and-control tools and its 
market-conscious tools. This is because active land use policies allowed municipalities 
to impose conditions on a developer, and consequently guide developments with a 
greater level of detail, than they would have been able to do without this municipal 
land ownership. Consequently, there has been a stronger emphasis on command-and-
control tools in the Netherlands than in Japan.

Observation 2
The steering role of the local government in a market-conscious planning system is 
stronger than in a more government-oriented planning system.
In a planning system where planning and development is for a large part in the hands 
of the private sector one might expect that the influence of the government is rather 
limited. However, after having looked at the incentive-led planning system of Japan 
one can conclude that its influence is actually stronger when compared to a more 
government-centred planning system such as the Netherlands. This stronger influence 
refers to the steering role of the government, i.e. the extent to which the government 
is able to direct land use developments. The crucial difference between both planning 
systems is how land use developments are finally controlled. In Tokyo the role of the 
government is rather passive as it limits itself to establishing the conditions to which 
a development needs to comply. These conditions are formulated in such a way that 
it enables both the public and private sector to realize their planning goals. The FAR-
bonus has, as the case studies described in chapter 7 have demonstrated, proven to 
be a useful tool for the government to seduce the private sector to invest in public 
facilities. Equally important is that the conditions attached to this FAR-bonus do 
not contain a long list of detailed requirements that developments have to comply 
with. For example, there are no concrete quality stipulations regarding the provision 
of public space. This is left to the discretion of the builder and architect (Dimmer, 
2008). Although this has not always resulted in attractive vital public spaces, it does 
allow the private sector considerable freedom to come up with high-quality plans and 
subsequently development. This seems to be the crux of the Japanese planning system, 
i.e. it has managed to find a workable fit between keeping control and maintaining 
flexibility regarding the coordination of land use developments. 

In the Randstad/Netherlands with its more government-centred planning system 
the government is actively involved in controlling land use developments. Transport 
and land use markets are strictly regulated in the sense that governments dictate in a 
detailed manner the type of land use or transport services they desire. For example, 
it is quite common that when a government wants to sell its land it can determine 
the services to be provided by the buyer of the land, such as rental levels, types and 
number of houses to deliver, building volumes, and the type of functional programme 
that should be realized. Related to the transport market the concession for the main 
railway network acts as an example. In the discussion regarding the contents of the 
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new railway concession it was suggested that the railway operator should provide 
toilets in regional trains71. Detailed provisions like the ones mentioned above are more 
likely to discourage than encourage the private sector to invest, as they hardly leave 
room for innovation. 
What seems to be the crucial problem in Dutch planning is that governments consider 
planning as a dominantly government activity and as such neglect or even deny the 
role of the market. This ignoring or neglecting of the market explains the government’s 
tendency to stick to ambitious and blueprint urban plans which in the end too often 
turn out to be unrealistic. In the Netherlands, however, it is not only the government 
to ‘blame’ for planning to be less effective in achieving its planning goals. The private 
sector has for a long time (1950-1990) not questioned the monopoly of the government 
in land use planning. Apparently there was no need for the private sector to take on the 
role of planner and developer during this period. The Randstad/Netherlands should 
establish a proper balance between control (i.e. its command-and-control tools) and 
flexibility (i.e. its market-conscious tools) regarding the coordination of land use 
developments as this can, as Japan has illustrated, make planning more effective. 

Observation 3
Private developers can play a more prominent role in land use planning as long as 
they are willing to serve public interests.
In Tokyo/Japan various planning incentive schemes are used (see chapter 7). Most 
of them are used with the purpose of creating a safe and efficient land use, which 
is understandable since a large part of Japan, and in particular Tokyo, is situated in 
an earthquake-prone area. What started as a very basic instrument in the 1960s with 
hardly any requirements attached to it has evolved into a powerful tool enabling 
governments to influence land use developments. Interestingly, the private sector’s role 
in planning increased as these incentive systems were further refined. This is because 
each new system that was introduced brought with it a larger freedom (i.e. higher levels 
of additional development rights), albeit at a higher price (i.e. larger contributions 
required by a private developer in order to get these rights). As a result nowadays most 
of the planning and development is done by the private sector, while the government 
is standing on the side-line facilitating the process. This does, however, not mean 
that the private sector has outplayed the role of the government in planning. On the 
contrary, both the public and private sector have become mutually dependent on each 
other for realizing their planning goals. The government depends on the willingness 
of the private sector to invest in a safer and efficient land use in Tokyo, as they lack the 
financial means to do this by themselves. The private sector, on the other hand, needs 
the additional development rights granted by the government in order to make such 
unprofitable investments. This has put both of them in a rather symbiotic relationship. 

71 In the Netherlands there was recently considerable debate about whether regional trains, officially 
earmarked for short distances, should have a toilet or not. NS was of the opinion that due to the 
short service distance of these trains toilets were not needed and that passengers could use the 
station toilets instead. The Dutch House of Representatives, however, insisted that each regional 
train should be equipped with a toilet and suggested that the Minister of Infrastructure & the 
Environment should include this in the concession.
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One could say, following van Wolferen (1990), that this is an outcome of the way 
power is exercised in Japan. Power is shared by government officials, politicians 
and business men. Each entity has its own discretionary powers that undermine the 
authority of the state, but nobody is ultimately in charge. In addition, and closely 
related to the way that power is exercised in Japan, the private sector’s involvement in 
planning could be considered a by-product of the Japanese economic system. Japan 
is labelled a ‘capitalist developmental state’ (Saito & Thornley, 2003). Unlike welfare 
states, such as the Netherlands where regulations are often considered to set limits 
to entrepreneurialism, capitalist developmental states encourage the private sector 
and do not consider the private sector antagonistic to the government’s goals (van 
Wolferen, 1990). In such a system the government never attempts to gain full control 
over the private sector, instead it tries to guide the economy by using the private sector 
to determine the direction of the economy’s development (Ibid, 1990).

In the Randstad/Netherlands the relationship between the public and private sector 
in planning is rather different, if not the opposite. First of all, the role of the private 
sector is less prominent in land use planning. In Tokyo much of the planning and 
development is done by the private sector; whereas, in the Randstad/Netherlands most 
of the planning and development is done by the public sector, albeit in collaboration 
with interest groups. Until the 1990s this system worked quite well and it provided 
local governments with an important source of income. However, this changed in the 
2000s when, driven by the abundant financial means available at that time, the land 
and property markets were flooded with overoptimistic plans (Janssen-Jansen, 2010). 
More houses and offices were constructed than were demand. The result was a fast 
growing oversupply of offices and expensive houses, which was further exacerbated 
by the financial crisis. Suddenly local governments could no longer rely on their land 
revenues as a steady source of income and the active land policy seemed a less viable 
method to pursue.

Furthermore, the extent to which local governments manage to make the private 
sector contribute to the realization of public facilities is smaller in the Netherlands 
than in Japan. Although the recent revision of the Dutch Spatial Planning Act has 
given municipalities more options for public cost recovery, these means do not 
trigger the private sector to contribute more as is the case in Japan. This is because an 
instrument such as the exploitation plan is a rather limitative and imperative planning 
instrument. It is limitative in the sense that the types of costs that can be recovered in 
an adopted exploitation plan are listed in law (i.e. Besluit Ruimtelijke Ordening). This 
limits the freedom of the private sector to negotiate the types of costs to be recovered. 
It is imperative in the sense that when a municipality is not able to conclude an 
agreement with a private landowner the municipality is required to recover its costs 
via public law. Thus although there is room for negotiation, it is rather limited, thereby 
not stimulating the private sector to contribute to the realization of public facilities. 
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Observation 4
Strategic land use planning can be helpful in guiding public and private sector 
investments. 
In Tokyo a strategic business plan forms the basis for private railway operators to 
define their future priorities and investments. In such plan a railway operator makes 
clear what strategies it intends to pursue in the forthcoming years for its core business 
areas of transportation, real estate and retail, and how it intends to implement these 
strategies. The latter is usually accompanied by an investment plan indicating the costs 
involved. The advantage of such a systematic approach is that it provides clarity about 
a railway operator’s development intentions to the shareholders and the municipalities 
situated along its lines. 

Also governments are actively engaged in formulating strategic plans. For example, 
in 2001 the TMG announced a new city planning vision for Tokyo. In this vision an 
ideal image of what Tokyo should look like in 2050 was presented and strategies were 
formulated to turn this ideal image into reality. The advantage of such a long-term 
vision is that it provides certainty to private developers about TMG’s priorities for the 
forthcoming years. In fact, major property developers, such as Mitsui Fudosan and 
Mitsubishi Estate, have used this vision as a starting point for developing their own 
visions. 
The Randstad/Netherlands has a tradition of making long-term plans, such as the 
National Policy Documents or recently the vision for Randstad 2040. A typical feature 
of these plans is that a lot of attention is paid to the ‘what’ (i.e. the content of the plan) 
and less to the ‘how’ (i.e. how to realize this plan). As a result these plans remain 
rather abstract instead of being performance-oriented. Establishing the link between 
spatial plans and spatial investments has often proved to be a difficult task in the 
Randstad/Netherlands (WRR, 1998). This requires clear and consistent choices to be 
made which seems to be at odds with the Dutch consensus culture, i.e. politicians not 
willing/daring to make choices. Moreover, another typical feature of strategic planning 
seems to be lacking in the Randstad/Netherlands, i.e. defining clear and measurable 
targets. When formulating the rather abstract ambition of becoming a sustainable 
top region in Europe the national government should have further specified this by 
adding concrete and measurable goals to this ambition (i.e. CO2-emissions should 
be reduced with 25% in 2020 and 50% in 2040). Consequently, national and regional 
governments in the Randstad/Netherlands seem to be less successful in providing 
certainty to developers and the lower tiers of government regarding their planning 
intentions for certain areas. There are, however, a few examples at the national level 
of strategic policies that were performance-oriented. A recent example is ‘Randstad 
Urgent’ in which the national government, in consultation with regional and local 
governments, selected 22 transport and land use projects in the Randstad that were 
considered to contribute to the accessibility and attractiveness of the Randstad 
(Ministerie van V&W, 2007). For each project individual agreements were made about 
the milestones and deadlines to be reached. The aim of this policy was mainly to speed 
up the implementation of existing developments. However, a comprehensive vision or 
plan for choosing these projects was missing. In the most recent policy document of 
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the Ministry of Infrastructure and Environment (i.e. the draft version of the national 
structural vision regarding infrastructure and space), the ‘Randstad Urgent’ policy has 
been withdrawn (Ministerie van IenM, 2011).

Also the national railway operator (NS) is involved in strategic planning. In 2007 a 
strategic plan was formulated for the year 2020. This plan, however, mainly focuses on 
mobility issues and seems to ignore spatial planning issues (NS, 2007). The projected 
investments attached to this vision all concern railway infrastructure investments and 
no retail or real estate investments as would be the case in Tokyo. As of 2010 NS owns 
399 stations in the Netherlands. Furthermore, NS owns approximately 470 hectares of 
land within station areas72 out of a total of 3.500 hectares (Kuenen, 2008). It is obvious 
that these stations and their areas cannot be developed all at the same time, and that 
choices need to be made regarding which stations to develop first. Therefore a spatial 
investment strategy is needed for its railway territories that focuses on the medium 
to long term. Such strategy seems to be lacking in the present situation. The real 
estate department of NS (NS Poort) has limited itself to determining what areas they 
consider of strategic importance; namely their self-defined station areas. There are, 
however, 399 station areas in the Netherlands where NS has to a greater or lesser extent 
ownership. Several station area development projects are currently in progress, but a 
clear and consistent vision regarding what stations are considered to have absolute 
priority in the coming ten years seems to be lacking. However, a certain exception can 
be seen in the development of the so-called terminal stations (OV-terminals) in the 
largest Dutch cities in which NS invested considerably in recent and coming years. 
The terminal stations are the stations designated as Key Projects (Sleutelprojecten) by 
the former Ministry of Spatial Planning, Housing and the Environment. Such projects 
have received extra financial support from the national government (i.e. the former 
Ministry of Housing, Spatial Planning & the Environment and the former Ministry of 
Transport, Public Works and Water Management73), in order to stimulate the economy 
around these stations and to promote its development into an attractive high quality 
living and working environment. 

72 Based on the definition NS uses for a ‘station area’.
73 The Ministry of Spatial Planning, Housing & the Environment provided financial support for 

realizing an attractive high quality environment. The Ministry of Transport, Public Works and Water 
Management provided financial support for the realization of the renewed station building and 
related infrastructure. In other words, there was a clear separation between transport and land use 
investments.
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Observation 5
Railway companies can be more successful in generating synergies when pursuing an 
integrated corridor strategy.
In Tokyo private railway companies are involved in several side-businesses such as 
real estate and retail activities. These businesses are managed within railway corridors 
which have enabled them to enhance their profits. Private railway companies are more 
or less ‘forced’ to engage in other non-rail businesses if they want to expand their 
profit margins, as the national government requires them to operate without subsidies. 
This gives them an incentive to generate ridership through diversification (Kamata & 
Yamauchi, 2010). 

The focus on corridors has enabled private railway companies to (see also chapter 6): 
1.  Develop origin (residential areas) and destination (work and leisure areas) 

locations in a coherent way, as is illustrated by area strategies covering either the 
whole or a part of a railway line.

2. Coordinate functional programmes between station areas, as is illustrated by 
the hierarchical density patterns and diversified functional patterns to be found 
within railway corridors. 

3. Utilize railway infrastructure more efficiently, as is illustrated by the attention paid 
to developments that can stimulate off-peak travel (location of several universities 
near railway lines) and bi-directional traffic flows (building offices away from the 
city centre);

4. Optimize transfer options between different modes of transport, as is illustrated 
by bus services acting as feeders for the railway network. 

In the Randstad/Netherlands NS is also involved in side-businesses, albeit less diverse 
compared to the side-businesses of private railway operators in Tokyo/Japan. Its 
main side-businesses are its real estate and retail activities which it manages in an 
integral way within each given station area. Unlike private railway operators in Tokyo, 
NS is not ‘forced’ to engage in other non-rail businesses as it has other options to 
increase its profit margins. For example, its annual increase in ticket prices contributes 
considerably to it profits each year. It is permitted to increase its ticket prices in two 
cases, one to correspond with inflation and two when its pre-agreed performance 
targets are met (V&W, 2005). 

NS has been granted the exclusive right to operate railway services in the Randstad 
and in most other parts of the Netherlands by the Ministry of Infrastructure and the 
Environment. It has this right until the year 2015. There are ongoing negotiations to 
decide whether this concession will be extended74. Due to this exclusive right NS does 
not have to fear that passengers will move to another railway competitor, as would be 
the case in Tokyo. However, in some regions local transportation companies are, to 
some extent, competitors (i.e. the regional light rail versus the conventional Dutch 
railways between The Hague and Rotterdam). Overall, and this is a crucial difference 
to Tokyo, there seems to be no, or at least less, need for NS to generate ridership 
through diversification. 

74 In November 2011 it was announced that NS will be granted the concession for another ten years 
(i.e. 2015-2025).
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In other words, an incentive seems to be lacking for NS to coordinate functions/activities 
more strongly with each other. In addition, a stronger engagement in non-railway 
businesses is further complicated by the fact that Dutch Railways is not considered 
a real estate company by the politicians and the public (Kuenen, 2008). This makes 
it rather difficult for NS to operate as a ‘life style company’ in which transportation 
is no longer considered the (only) core activity. The ultimate challenge would be for 
the national government, as the granting authority of the concession, to look for ways 
to encourage NS to focus more strongly on generating synergies between its business 
activities. Vaessens (2004) has pointed out that such a focus could be rather beneficial 
for NS. Perhaps an abolishment of the automatic annual fare increase would encourage 
the NS to focus more strongly on generating synergies between its business activities. 

Observation 7
Insight into the socio-economic characteristics of households and companies located 
around railway lines can be helpful in determining functional programmes at station 
areas. 
As chapter 6 has illustrated private railway companies in Tokyo are well aware of 
the socio-economic and demographic features of the population living along their 
railway lines. For example, a railway company knows what the average income is in 
its railway service area and what people on average spend on consumer products. 
This is useful information for a railway company expanding or improving its 
businesses within station areas. Furthermore, railway companies are usually aware 
of the demographic trends within their railway service areas. For example, Tokyu 
Corporation is anticipating population changes (due to Japan’s ageing population) and 
providing senior citizens with healthcare services along its railway lines. Also, private 
railway companies will have to develop countermeasures against Japan’s declining 
population and thus declining passenger base. It is expected that this will lead to a 
greater diversification in the businesses of Japanese railway companies (Yamauchi, 
2010). In the Randstad/Netherlands the situation is different as Dutch Railways does 
not seem to have an overview of the socio-economic and demographic features of the 
people living along its railway lines. Their primary focus is, as is emphasized by the 
Visie 2020 (Vision 2020), the railway passengers themselves and users of other public 
transportation services (NS, 2007). NS seems to express less interest, in contrast to the 
Japanese railway operators, in the people living and/or working in the neighbourhoods 
surrounding its railway lines. In the eyes of the Japanese railway operators these people 
are considered potential customers for its non-transportation businesses (i.e. retail). 
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Observation 8
Japan is not a planner’s paradise.
To avoid presenting a one-side view of the Tokyo approach, the following observations 
highlight its flaws:

First, one can question the legitimacy of negotiable restrictions on land uses. The fact 
that one can deviate from existing land use regulations in Tokyo means that there is 
considerable uncertainty about the eventual nature of a development. For example, it is 
often unclear what the eventual height of a building will be, which can be particularly 
problematic for residents living near development sites in Tokyo (Sorensen, 2003). The 
calculations involved with assigning a FAR-bonus (see for example the case description 
of the Shiodome project in chapter 7) are often so complex that it is almost impossible 
to find this out in advance. This not only applies to local inhabitants, but also to the 
land use planners involved in the project.

Second, the negotiations regarding the future contributions that a private developer 
has to make to public facilities in order to receive a FAR-bonus are often very time-
consuming and require substantial resources. The end result of these negotiations is 
often uncertain and resources for these facilities are not always employed wisely. For 
example, it is quite common in Tokyo for the planning stage of a development to cover 
13 years or more (Chorus, 2002). 

Third, negotiation- led developments are not always beneficial for the public good. 
The numerous FAR-bonus instruments that are applied in Tokyo are not designed to 
provide better quality public spaces, but to provide more and bigger public spaces. This 
means that private developers are legally not required to deliver high-quality public 
spaces. For a long time this resulted in the provision of low-quality public spaces 
which were of limited use for the residents/visitors of Tokyo. According to Dimmer 
(2008) this was because its provision was regarded “… a mandatory step in a check list 
style planning procedure with authorities lacking legal means, urban design expertise, 
man-power or simply the energy to strive for more” (p. 200). Private developers seemed 
to be pre-occupied with getting their bonuses for the lowest effort possible. This 
changed, however, in the mid-1990s when private developers started to develop more 
attractive spaces. Interestingly, this happened without encouragement from planning 
regulations (Dimmer, 2008). 

The fourth and final argument against negotiated developments is that they often lead 
to the creation of ‘islands’ or ‘isolated parts’ in the city. The planning incentives in 
Tokyo mainly focus on improving the existing land use on the site itself, while little 
attention is paid to the integration of the site with its surroundings. For example, 
in recent years several high-rise buildings have been built in central Tokyo without 
taking into account the often low-density residential areas in which they are situated. 
In some cases, this has resulted in undesirable situations where residential or office 
towers literally overshadow surrounding residential neighbourhoods. Such situations 
can occur as most parts of Tokyo, with the exception of certain parts in Shinjuku, are 
not submissive to height regulations. 
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12.3 Conclusion

In this chapter the elements of the Tokyo approach which the participants considered 
applicable to the development of station areas in the Randstad were identified. 
Furthermore, the researcher brought forward some additional observations that were 
considered worthwhile exploring in the Randstad. Both lessons and observations 
make it possible to assess the (im) possibilities of the Tokyo approach being used in 
the Randstad, thereby providing an answer to the second half of the central question 
underlying this research, i.e. “What are the driving forces behind the development 
of station areas in Tokyo, and to what extent can similar forces be activated in the 
Randstad”.

The participants in the focus groups and interviews identified several aspects of the 
Tokyo approach which they believed to be applicable to station area developments in the 
Randstad. These include the coordination of functional programmes between station 
areas, regulating densities as a means to create scarcity, a preferential planning treatment 
for the development of inner city areas, including station areas, planning incentives 
for triggering private sector investments, more focused land use regulations, and the 
prominent role of regional governments in coordinating functional programmes at 
the sub-regional level. These are all aspects that are currently considered lacking in the 
Randstad/Netherlands. Interestingly, the participants mainly focused on the means 
(i.e. instruments, regulations) of stimulating station area developments, while less 
attention was paid to the roles that the different tiers of government and the private 
sector could play. Perhaps this reflects local governments’ desire for control which is 
characteristic of the Dutch planning culture. 

Some of the lessons identified by the participants could be relatively easily translated 
into the Dutch context, as some of the elements considered applicable to station area 
developments in the Randstad do not require substantial changes (i.e. the coordination 
of functional programmes between stations areas and the more prominent role 
regional governments can play in this at the sub-regional level, creating scarcity and 
more focused land use regulations). Other lessons identified might require more 
fundamental changes (i.e. a preferential planning treatment could for example entail 
the lifting of existing land use regulations for which national government approval is 
required). Last but not least, the planning incentives, in particular the Floor Area Ratio 
bonus, form a special category to translate into the Dutch context as this instrument 
could come into conflict with European regulations (in particular with the rules on 
public procurement), as complementary rules-setting is not allowed by European 
law. Consequently, local or regional governments (i.e. a province) in the Netherlands 
cannot, unlike Tokyo, impose conditions on private developers in addition to the rules 
set in land use plans. 
In addition, the researcher reflected upon some additional observations of the Tokyo 
approach that were considered worthwhile exploring in the Randstad. These include 
government planners taking into consideration market mechanisms, the strong 
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steering role of the government in a market-conscious planning system, private 
developers willing to carry out public interests, strategic planning by public and private 
actors, railway companies pursuing an integrated corridor strategy, an insight into the 
socio-economic characteristics of households and companies, and the negative aspects 
of the market-conscious planning style pursued in Tokyo/Japan. These aspects focus, 
in contrast to the lessons identified by the participants, more strongly on the roles 
that the public and private sector could play in the development of station areas in 
the Randstad, and the kind of land use planning that would be needed to make this 
possible. The observations brought forward by the researcher are harder to transfer, i.e. 
they require substantial changes in the way public and private sectors act and interact 
in the Netherlands. For example, it would take time to raise market-awareness among 
public actors, as for many years active land policies did not make this a necessity. 
Consequently governments need to enhance their understanding of the market in 
order to increase the effectiveness of their policies. This will take time. In a similar 
way, Dutch railways need to get accustomed to thinking (i.e. making an integral area 
strategy) and acting (i.e. implementing this strategy) corridor wise. Regarding the 
former, there is an increasing awareness among public and private actors that the 
corridor could be a useful level for coordinating transport and land use developments. 
However, whether NS will actually act on the corridor level remains to be seen. Unlike 
Tokyo, there seems to be no incentive for NS to coordinate its activities more strongly, 
which basically is the main idea behind pursuing an integral corridor strategy. The 
annual fare increases provide NS with a steady source of income. Therefore, NS seems 
to be less forced, in contrast to Tokyo railway operators, to become engaged in other 
side businesses to increase its profit margins. Furthermore, the fact that NS is not 
considered a real estate company by politicians and the public could also make it 
difficult to carry out an integral corridor strategy.

Last but not least some negative aspects of the market-conscious planning approach 
followed in Tokyo/Japan are mentioned. They are the uncertainty associated with 
negotiable restrictions on land uses, the lengthy negotiations that are needed regarding 
the future contributions of private developers, and that outcomes are not always 
beneficial for the public good and are often not well integrated with their surroundings. 
One should be aware of these shortcomings as they could limit the potential of the 
Tokyo approach for the Randstad, as identified by the participants and the researcher.
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PART 4
CONCLUSION





This research has first focused on the roles that the public and private sector play in the 
planning and development of station areas in Tokyo, and on the planning instruments 
used to stimulate such developments. This made it possible to formulate in chapter 8 an 
answer to the first part of the central question underlying this research, i.e. “What are the 
driving forces behind the development of station areas in Tokyo…” Second, the extent 
to which similar roles and instruments could be applied in the Randstad/Netherlands 
was explored, which consequently made it possible to answer the second part of the 
central question underlying this research, i.e. “…and to what extent can similar forces 
be activated in the Randstad?” The aim of this final chapter is to give a reflection on 
the research and its outcomes from a theoretical and methodological point of view. 
The hypotheses formulated in chapter 1 will be answered and recommendations for 
future research will be given. Subsequently some (policy) recommendations will be 
given regarding the elements that might be needed to stimulate the development of 
station areas in the Randstad. The chapter ends with some final thoughts regarding the 
more fundamental changes that are needed to improve station area developments in 
the Randstad/Netherlands.

 Reflections and 
recommendations13

- 339 - 
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13.1 Theoretical and methodological reflection    
 and future directions for research
Reflection on the theoretical framework
The theoretical framework within which this research was carried out consisted of 
three theories. They were about 1) the interaction between transport and land use, 
which was explored using the node-place model, 2) market-conscious planning, and 
3) institutional transplantation and learning. The first theory is related to the object of 
planning. The second theory is related to the process of planning, and the third theory 
is about the possibilities and limitations of learning across different contexts.

1. Interaction between transport and land use
The first theory focuses on the interaction between transport and land use for which 
the node-place model (Bertolini, 1999) serves as a starting point. The node-place 
model is used to identify the position of a station in the urban and railway network as 
well as its development potential. In this research, however, the node-place model was 
used to find out which transport and land use factors were responsible for structuring 
station area developments in Tokyo and to what extent. In order to understand how 
to conduct the node-place model analysis to a number of station areas in Tokyo a 
previous study conducted in Switzerland that used this model served as a reference. 
When applying the model and presenting the first results from Tokyo to university 
colleagues in Tokyo, they were rather sceptical about its outcomes. In particular, the 
assumption of a provisional equilibrium between node and place variables, envisaged 
by a diagonal line in the model, was highly questioned. In addition, the relationship 
between some of the transport (node) and land use (place) factors was questioned. For 
example, the relationship between the number of train connections and the population 
living around stations was questioned. Similar criticism was voiced at a congress 
in Chicago where the results from the node-place model were first presented to an 
international audience. In response to these criticisms some adjustments were made 
to the model. For example, a correlation analysis was carried out to find out which 
individual combination of node and place criteria was most influential in structuring 
the urban development of station areas in Tokyo. In addition, combinations of node 
and place criteria were compared to find out whether this influence would get stronger. 
In this way an empirical basis was provided for the supposed relationship between 
particular node and place values. 

When the node-place model was applied to the station areas in Tokyo the idea arose 
to further analyse the relative position of a station within the urban regional network 
by focusing on railway corridors. The additional analysis clearly showed that a railway 
corridor can be a logical unit for coordinating transport and land use developments 
at a regional level. This insight proved to be of crucial importance for the remainder 
of the research. Moreover, the railway corridor formed one of the core elements of the 
approach used for developing station areas in Tokyo that was later tested in the Dutch 
cases. 
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2. Market-conscious planning
The second theory was introduced at a later stage in this research as a result of the 
findings from field work that was conducted in Tokyo between 2005 and 2007. Whilst 
analysing station area development projects in Tokyo the close interplay between 
the public and the private sector was noted. Back in the Netherlands this resulted in 
looking for theories that dealt with the role of the government and private sector in 
land use planning. This search initially led to libertarianism, a political philosophy 
that holds individual liberty as the organizing principle of society. Libertarians strive 
for maximum individual freedom and advocate a minimization of government 
interference. Translated to land use planning this means that government interference 
in planning should be limited, allowing market actors themselves to decide how to use 
their own land and property. However, this theoretical focus did not appear to give 
an accurate description of the planning approach used in Tokyo/Japan. Discussions 
with planning experts and an extended analysis of the role of the government in 
coordinating land use changes in Japan made me realize that the previous image I had 
of Tokyo/Japan (i.e. that of a market-led planning system) needed to be revised. The 
government appeared to have a much stronger role in steering land use developments 
than expected from a system in which most of the planning and development is led by 
the private sector. Consequently, a different theory was found which more adequately 
described the planning approach characteristic of Tokyo/Japan. This theory was 
market-conscious planning (Hoetjes et al., 2006), which refers to government planning 
that recognizes the role of the market in coordinating land use changes.

The use of two different theories that related to the object and process of planning 
appeared to work quite well in this research. They were used in a combined way 
throughout the research and appeared to complement each other well, particularly 
regarding the selection of participants for the focus groups and focused- group 
interviews. Here the participants were categorized into private node and private place 
actors and public node and public place actors which proved to be a useful working 
method.

3. Institutional transplantation and learning 
The third and last pillar of the theoretical framework basically dealt with the adoption 
of well-working planning approaches from one country to another. Here thus Japan 
versus the Netherlands. At first the concept of policy borrowing, or institutional 
transplantation (de Jong, 1999) was used to explore the extent to which instruments, 
policies, procedures and roles of actors in station area developments in Tokyo could 
be applied to similar projects in the Randstad. This concept provided a method 
regarding how the transplantation process was supposed to occur (i.e. the practical 
and administrative matters) and what was crucial for its success (i.e. matters of 
congruence). Under the influence of the revised structure of the research (i.e. a shift 
from describing and explaining station area developments towards exploring how 
to improve them) the necessity of using the concept of institutional transplantation 
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disappeared. Instead focus was placed on the actual institutional learning process itself 
as illustrated by the use of the experiential learning cycle and the specific research 
methodology related to it (see reflection on methodology). 
 
Reflection on the research methodology 
The incentive to carry out this research was based on a personal observation that in 
Tokyo transport and land use developments are well coordinated in station areas, 
while in the Randstad/Netherlands this is often not the case. This made me curious 
about the ‘secrets’ behind Tokyo’s approach for developing station areas. As a result I 
decided to start ‘my own’ PhD-research which was not part of a research programme 
at the university and was mainly sponsored by private companies and a non-profit 
organization. The initial idea was to carry out a comparative study between station area 
developments in Tokyo and the Randstad. Here a detailed analysis of the approach used 
in Tokyo would be carried out first, followed by an analysis of the approach used in 
the Randstad. Accordingly, lessons could be drawn from the approach used in Tokyo. 
However, during the course of the research this idea changed due to the influence of 
the private sponsors and supervisors involved. Instead of only focusing on drawing 
lessons from Tokyo, the idea was suggested to take the research a step further by also 
looking at how these lessons could be applied to station area development projects in 
the Randstad. This proved to be a fundamental change in the research as it resulted 
in a different design and structure of the research and the use of different research 
methodologies compared to those originally envisaged. The research frame changed: 
it was no longer decided to analyse the Randstad in a similar way to Tokyo. Rather 
than just being concerned with understanding how station area developments worked 
in the Randstad, as would be the case in a traditional comparative case study analysis, 
it was suggested to primarily focus on how, if at all, insights into Tokyo’s experience 
could lead to better station area development practices in the Randstad. 

Consequently, the orientation of the research shifted from describing and explaining 
station area developments in the Randstad towards improving them; or in the words 
of van Aken (2004, 2005) from an ‘explanatory science’ type of research to a change 
oriented type of research which he labels ‘design science’. This was reflected in the 
structure of this research: the Tokyo case as described in chapters 4 to 7 was an example 
of explanatory science and mainly focused on getting a comprehensive overview 
of how station areas were being planned and developed in Tokyo. The transition to 
design sciences took place from chapter 8 to 11. 

This shift in orientation also had major consequences for the way the research was 
approached. Rather than describing and explaining case studies in the Randstad and 
accordingly comparing them with Tokyo in terms of their similarities and differences, 
it was suggested to test the worth of the Tokyo approach in multiple case studies to 
find out whether it could be used to improve station area development practices in 
the Randstad. The underlying idea was that learning could only be generated through 
trying and probing potential lessons in action. It was decided that this would take 
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place through an iterative process in which hypotheses about possible improvements 
to station area development practices in the Netherlands would be tested and reflected 
upon in a number of case studies by the actors involved in rail transport and/or land 
use development related to station areas. This method is known as ‘experiential case 
study analysis’ (Straatemeier et al., 2010). The aim of this was to identify a number of 
key points from the Tokyo approach that could be applicable to the development of 
station areas in the Randstad.

In 2010 two focus groups and two focused-group interviews were organized in 
which the applicability of the Tokyo approach was tested and assessed in station area 
developments in the Randstad. Two case studies involved projects in the so-called 
North Wing of the Randstad, and another two case studies involved projects in the 
South Wing of the Randstad. In all but one of the focus groups (i.e. the Rotterdam 
Blaak case study) the private sector (i.e. other real estate developers besides NS Poort) 
did not participate. This was a pity as it would no doubt have fuelled the debate about 
the interplay between the public and private sector and the specific role/function of 
the public sector in station area developments. Consequently, discussions were rather 
unilateral as the private sector could not react to the suggestions put forward by the 
public sector. In addition, the absence of the private sector could to some extent be 
responsible for the fact that the discussions about possible measures for improving 
station area development practices in the Randstad remained somewhat underexposed. 
Most of the public sector participants lacked market awareness and therefore had an 
insufficient understanding of the needs of the market. Another factor responsible for 
this was the time constraints of the focus groups and focused-group interviews, as 
some parts of the focus group programme required more time than was expected. In 
particular, the construction of the integral corridor design took considerably more 
time than was allocated for this. Consequently less time was left for the discussions at 
the end
Before and after the focus group sessions questionnaires were handed out to the 
participants in which they were asked whether they believed something could be 
learnt/had been learnt from Tokyo. Prior to the sessions the majority of the participants 
believed that something could be learnt from Tokyo. After the focus group sessions this 
number increased slightly. However, hard conclusions could not be drawn from these 
results as the participants were not randomly chosen and consequently their opinions 
could be biased. Moreover, the internal validity of the results could be questioned as it 
is very difficult to prove to what extent the lessons identified by the participants were 
influenced by the Tokyo approach introduced during the sessions rather than other 
means. Theoretically this could have been explored by establishing an experimental 
group and a control group consisting of participants with similar affiliations. The 
former group would have been asked to make an integral corridor design inspired 
by the Tokyo approach. The latter group would have been asked to make a plan for 
a particular corridor without being told about the Tokyo approach. Accordingly, 
the similarities and differences between the two groups would have been compared. 
However, conducting such an experiment would have had practical constraints. Where 
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it seems plausible that in the case of students the composition of experiment and 
control group would be more or less similar, this is highly unlikely for the practitioners 
due to their more diverse backgrounds in for example work experience and education. 
Consequently, this would make it rather difficult to compare both groups. In addition, 
conducting such an experiment could lead to ethical constraints as participants would 
not be treated equally.

Individual interviews were held to complement the focus groups and thus compensate 
for the under-representation of the private sector and the possible self-selection of 
participants, and strengthen the internal validity by triangulation. The interviewees 
were selected, rather than randomly chosen, based on their involvement in the case 
studies. Furthermore, they had to represent either the node or the place function 
of a station area, and they had to be affiliated with the public or the private sector 
(see chapter 11). These interviews, which followed after the focus group sessions, 
demonstrated some rather surprising results. First it was interesting to see that the 
private sector seemed to be more aware of what was needed to improve station area 
development projects, while the public sector seemed to lack such a vision. Second 
it was rather striking to see that the private sector wanted a more focused land use 
control, as this was something one would expect from the public sector reflecting their 
quest for municipal control which is a typical feature of Dutch land use planning. 
Consequently, it would have been interesting to see whether a focus group session 
with only the private sector and a session with only the public sector would have led 
to different results compared to the joint sessions. In addition, one could question the 
value of making a distinction into ‘node’ and ‘place’ actors, as their opinions regarding 
the hypotheses hardly varied, while the differences in opinion between the public and 
private sector proved to be more valuable. It should be noted, however, that the sample 
of interviewees was rather small (i.e. thirteen interviews) and therefore one should be 
careful in drawing conclusions from the results. On the other hand, the outcomes of 
the interviews were in line with the findings from other research recently carried out 
in the Netherlands (Tan & Bertolini, 2010; Rutten et al., 2011). Consequently, it seems 
unlikely that new information would emerge from an additional round of interviews. 
In other words, theoretical saturation seems to have occurred (Bryman, 2008). 

This research was an example of comparative research in which station area 
development practices in Tokyo were described and explained with the aim of 
providing learning experiences for the Randstad. This made the research rather one-
sided. Although there is nothing wrong with this, it would have been more useful 
for Tokyo if the research had also considered the potential lessons that Tokyo could 
learn from the Randstad. However, it would have been difficult to conduct focus group 
sessions in Tokyo due to language and cultural barriers. Typically, Japanese people are 
rather modest in group situations as it is custom to not be overtly expressive (Hofstede 
& Soeters, 2000). Obviously this would have made the research rather complicated. 
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Hypotheses

The hypotheses regarding station area developments were generated from the three 
theories outlined at the start of this chapter. They were then empirically examined. 
They were as follows:

1. Interaction between transport and land use
The node-place model is a useful tool for deliberating on investment and policy decisions 
regarding the development of station areas.

This hypothesis seems to be partially confirmed. The node-place model cannot 
predict nor advise developments, but it does seem to be useful for gaining a better 
understanding of development dynamics of station areas. As the node-place model 
has demonstrated in Tokyo, land use and transport factors are not the only factors that 
influence investment and policy decisions. Other factors that are not included in the 
model (i.e. external factors) play a role such as the availability of land or supportive 
governmental policies. However, without the node-place model the relative position 
of a station area on different levels, i.e. the urban regional network (as discussed in 
chapter 5) and the corridor (as discussed in chapter 6), would not have been known. 
Accordingly, this would have made it more difficult to compare the potential and actual 
development outcomes between station areas. The relevance of this way of thinking 
was that it helped the participants in both focus groups to plan transport and land use 
developments in a more coherent way. This was especially the case for the functional 
programming of station areas (see chapter 9).

2. Market-conscious planning
Market-conscious planning in combination with safeguards of related public interests can 
lead to more integrated station area developments in the Randstad/Netherlands. 

This hypothesis seems to be confirmed. In Tokyo land use planning is mainly 
concerned with facilitating and conditioning markets as regulations are more 
flexible and can be deviated from under certain conditions. The case studies based in 
Tokyo have demonstrated that this can be an effective way of using market forces to 
implement public policies. Tokyo seems to have found a working balance between the 
usage of market conscious tools and the usage of command and control tools. This has 
enabled government planners to successfully explore synergies between public and 
private sector goals. The authoritative nature of Dutch planning with a strong quest 
for municipal control can, at least in part, be held responsible for the weak efficiency 
and effectiveness of securing public planning goals in the case of current station area 
development practices. However, this has not always been the case. Before the 1990s 
such a system proved to work quite well, as the dominant position of municipalities in 
the land market allowed them to impose conditions on a developer and consequently 
steer developments with a greater level of control, than they would have been able to 
do without this land ownership. Since the 1990s, however, municipalities started to 
lose this dominant position and consequently came to rely on the private sector for 
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realizing their public planning goals. This has made the use of strong command-and-
control tools an authoritative planning approach has become more difficult and less 
attractive in the Netherlands. 
 
3. Institutional transplantation and learning
The Randstad/Netherlands can benefit from transplanting and learning from experiences 
in Tokyo/Japan regarding its development of station areas.

This hypothesis seems to be confirmed. Various aspects were identified by the 
participants in the Randstad focus groups and further emphasized in the individual 
interviews. Ideally, these aspects should be used in pilot experiments as one can 
only fully explore their potential when trying and probing them in action. Multiple 
pilot experiments are needed in order to be able to understand if a certain aspect 
can actually lead to the improvement of station area development practices in the 
Randstad. Consequently, one cannot categorically conclude that something can be 
learnt from the Tokyo approach to station area developments based on the outcomes 
of the focus groups and interviews alone. For this further research is required. What 
can be concluded, however, is that Tokyo at least offers some potential elements from 
which the Randstad might be able to learn. 

The shift in orientation from describing and explaining station area developments 
towards exploring how to improve them not only had an impact on the outline 
and structure of the research, but also on the way the hypotheses were used. The 
original hypotheses, as outlined above, were rather general as they were initially only 
orientated towards providing descriptions and explanations. When this orientation 
changed towards identifying potential solutions for station area development practices 
in the Randstad, these hypotheses were no longer considered satisfactory. A further 
refinement was needed in order to assess the potential of the Tokyo approach for the 
development of station areas in the Randstad. This was done in two steps. First, a 
number of focus groups, focused-group interviews and surveys were organized in 
which discussions were held about the potential of using the Tokyo approach for 
station area development practices in the Randstad. Based on these discussions a 
number of hypotheses were constructed which focused on incentives and barriers for 
station area developments in the Randstad. These refined hypotheses formed the core 
of the subsequent individual interviews that were held. The aim of these interviews 
was not to verify whether the hypotheses were true or not, but rather to come up with 
a further refined version of the hypotheses. These were presented in chapter 12 in the 
form of six lessons. In addition to this, further elements that were not addressed by the 
participants were reflected upon by the researcher in the form of observations.
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Chapter 13 -   Reflections and recommendations

Research agenda
This research was oriented towards finding out whether the approach followed in 
Tokyo for developing station areas could work in the Randstad, and if so why and if 
not why not. This was tested by using the experiential learning circle of Kolb and Fry 
(1975). The first recommendation for further research is related to the application of 
this learning cycle. The Tokyo approach was tested in a series of focus groups and 
focused-group interviews. The findings of which highlighted a number of aspects 
from the Tokyo approach that could be used to improve the development of station 
areas in the Randstad (see chapter 12, paragraph 1). However, these aspects were not 
tested in practice. In order to validate whether these aspects would actually improve 
the development of station areas in the Randstad they must be tested in practice. 
Thus future research should focus on testing these aspects in practice for instance in 
pilot projects, and subsequently reflecting on the results. Only in this way can one 
determine whether something can actually be learnt from Tokyo. In addition, the 
observations made by the researcher (see chapter 12.2) should be tested through new 
rounds of focus groups and focused-group interviews in order to explore and assess 
their potential use in the Randstad.

The second recommendation is related to the internal validity of the research findings. In 
the focus groups, focused-group interviews and individual interviews the participants 
assessed potential aspects of the Tokyo approach that could be used in station area 
development projects in the Randstad. However, it is very difficult to prove the extent 
to which these aspects were generated from the Tokyo approach itself. It could be 
the case that these ideas had already been considered by the participants prior to the 
focus groups and focus group interviews, and that these sessions merely served as a 
confirmation of these ideas. Consequently, in future research more attention should 
be paid to the organization of the focus groups. For example, instead of working with 
two groups that are required to do the same tasks, as was the case in the Stedenbaan 
and Zaancorridor focus group, one should work with an experimental group and a 
control group. The experimental group should be introduced to the Tokyo approach 
and subsequently asked to make an integral corridor design and an implementation 
strategy. The control group should be asked to do the same without being informed 
about the Tokyo approach. Following this both corridor designs and their related 
implementation strategies should be compared. The extent to which the designs differ 
would indicate the level of influence of the Tokyo approach. Involving the control 
group in the comparative reflection would overcome the ethical concerns regarding 
the unequal treatment of the participants.

A third and final aspect relates to the consistency of the focus groups. In this research it 
was chosen to evenly distribute public and private transport and land use actors among 
the focus groups. It was assumed that this would generate fruitful discussions among 
the members. However, it would also be interesting to explore the extent to which the 
results (i.e. the aspects identified as having potential for the Randstad) would change 
if participants with a similar affiliation were put in one group. Thus by putting for 
instance transport actors in one group and land use actors in another group. Perhaps 
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it would be even more interesting to separate the private sector participants from the 
public sector participants; as the results from the individual interviews demonstrated 
(see chapter 11)that the opinions between the public and private sector varied 
considerably, while the further distinction between the transport and land use actors 
seemed to matter less as their opinions were similar. Consequently, a separate public 
and private sector group might lead to some interesting results.
 

13.2 Recommendations

In the previous chapter the participants identified aspects in the development of 
station areas that they considered to be lacking in the Randstad/Netherlands. The 
recommendations made in this final paragraph are based on that chapter and assume 
that the development of station areas is a desired/agreed policy goal.  As the research 
agenda mentioned in the previous paragraph has already pointed out, the findings 
from the focus groups and focused-group interviews lacked validity, i.e. they were 
not tested in practice, as they were set in a largely simulated environment. In other 
words, only three out of the four steps encompassing the experiential learning cycle 
of Kolb and Fry (1975) were used (see chapter 2), which made it impossible to fully 
determine whether something could actually be learnt from the Tokyo approach. The 
recommendations given below should thus be regarded as elements that  should be 
tested in pilot experiments in order to verify if and how they can lead to the eventual 
adaptation of existing station area development practices in the Randstad/Netherlands. 
This is the fourth and final step in the experiential learning cycle.

Recommendation 1  Prioritize the development of station areas

The participants concluded that the Randstad lacked scarcity (too many alternative 
development locations available). Having scarcity was considered an important 
driving force missing in the Dutch context for stimulating station area developments. 
Without some form of scarcity it is very difficult to direct development towards 
stations. However, as Tokyo has demonstrated, such scarcity can be ‘artificially’ created 
by assigning higher densities to station areas and consequently lower densities to other 
areas. This has enabled the prefectural government to direct developments to station 
areas. It would be interesting to explore how in the present situation in the Randstad/
Netherlands in which many municipalities are having too many residential and office 
plans, developments around station areas could be prioritized.
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Recommendation 2 
Give station areas a flexible planning treatment

Unlike Tokyo/Japan station areas lack preferential treatment in the Randstad/
Netherlands. As the case studies in chapter 7 have demonstrated, a more flexible 
application of land use regulations around station areas in Tokyo has resulted in 
larger building volumes and a larger variety of land uses around station areas. In the 
Randstad/Netherlands land use regulations are rather detailed and rigid compared 
to Japan. It would be interesting to explore how these land use regulations and other 
regulations could be made more flexible in order to help improve the development of 
station areas. 

Recommendation 3  
Develop planning instruments for triggering private sector investments

There is a lack of market-conscious planning tools in the Randstad/Netherlands. 
Municipalities seem to lack the ability to trigger private sector investments which 
might be related to the way that they have been involved in the land market in the past. 
Their dominant position in the land market enabled municipalities to successfully 
realize their public planning goals. Consequently, market-conscious planning tools 
were not needed. However, since the 1990s this has changed due to the decreasing 
power of the municipalities and the increasing power of property developers in the 
land market. Consequently, municipalities have come to rely more on the private 
sector for realizing their public planning goals. The recent financial and economic 
crisis has exacerbated this problem. As Tokyo has demonstrated this might require 
a different way of regulating developments. Instead of mainly focusing on inducing 
markets, as is the case in the Netherlands, regulations in Tokyo are mainly concerned 
with facilitating and conditioning markets. It would be interesting to further explore 
how such a market-conscious approach to planning could be introduced in the 
Dutch planning system. This would mean a change in the government’s role in land 
use control. However, this would not necessarily mean that the government’s role 
would be weaker as it would still be able to influence developments through the use 
of conditions. In turn, market-conscious planning would allow property developers to 
play a greater role in planning developments. For instance, as the Osaki station area 
development has illustrated (see paragraph 7.5), this could even mean that detailed 
urban plans are drafted by property developers instead of local governments. 
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Recommendation 4  Think and act corridor wise

In Tokyo, but also in other cities of Japan, private railway operators are used to 
‘thinking’ and ‘acting’ in railway corridors. Not only do they make long term plans 
(i.e. area strategies) involving one or more corridors, but their business activities 
are also carefully aligned along railway corridors in order to generate bi-directional 
travel flows and maximize fare revenues. As chapters 4 and 8 have demonstrated the 
railway context in the Netherlands differs considerably from that in Japan. The most 
striking difference is that the railway infrastructure is owned and operated by the same 
organization, while in the Netherlands this is separated. In addition, Japanese railway 
operators are awarded with a life-time concession, while in the Netherlands railway 
operators are granted a temporary concession. In particular, the latter has encouraged 
private railway operators to ‘think and act’ in corridors.
In the Netherlands NS is not solely responsible for drafting and implementing corridor 
strategies. This is, besides the contextual differences mentioned earlier, also because 
its landownership is not equally distributed along the corridor. Along some stations 
it has a relatively strong position and is thus able to exert considerable influence on 
the development of a station area. In the cases where its landownership is limited 
its influence is limited as well, unless of course it wants to increase its influence and 
consequently decides to acquire additional land. There are, however, financial and 
juridical limits to this. In other words, in the Randstad, unlike in Tokyo, no single actor 
can plan and develop a corridor strategy alone. Therefore, coordination with multiple 
actors is necessary. The challenge would therefore be to explore how the various goals 
of the actors involved could be aligned into one integral corridor design, and to explore 
how this design could be realized. 

Recommendation 5  Give provinces a guiding role in the regional 
   coordination of transport and land use developments

Most of the participants in the focus groups and individual interviews seemed to be 
aware of the importance of transport -land use coordination. There seemed to be, 
however, less of a consensus about how this should be done. The discussion mainly 
focused on the extent to which this should be controlled. The corridor studies carried 
out in chapter 6 demonstrated that in Tokyo the railway corridor seemed to be a logical 
unit for coordinating transport and land use developments at the regional level. For 
the Randstad this would imply that either the city-region serving the sub-regional level 
or the province serving the regional level would become involved. Since city-regions 
are no longer authorized to carry out spatial planning tasks, there is basically only one 
government tier left to do this, i.e. the province. As an equal distribution of functional 
programmes at the regional level is considered a provincial interest, provinces should 
at least provide a platform for organizing this coordination. Provinces should get a 
more guiding role in the coordination of transport and land use developments for 
two reasons: the first reason is that municipalities appear not (yet) to be able to think 
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regionally and act locally. Consequently, municipalities do not take into account 
their neighbours’ plans when planning and developing station areas, thereby risking 
possible destructive competition between them. The second reason is that provincial 
governments are required to make a structural vision. This plan seems to be an 
appropriate platform to launch a corridor strategy, as in the case where a municipality 
does not act in compliance with a corridor strategy, the provincial ordinance would 
provide a legal basis for issuing a directive. However, this is a rather politically sensitive 
issue in the Netherlands, as the use of such powers does not suit a consensus society 
like the Netherlands. Therefore further research is needed to understand how a more 
guiding role of the province should be operationalized. 

13.3 Final thoughts

In addition to the recommendations mentioned above, the approach followed in Tokyo 
for developing station areas contains some aspects that require more fundamental 
changes to the way planning is perceived and carried out in the Randstad/Netherlands. 
These are presented below.

The first aspect to consider concerns the prominent role end users (i.e. passengers, 
office users, residents) are playing in determining the functional programmes in and 
around station areas. As chapter 6 has illustrated, private railway companies in Tokyo 
are well aware of the characteristics of the people living along their railway lines. 
For instance, Tokyu Corporation knows the average consumption expenditure, how 
many people are subscribed to the internet and what the average taxable income is 
for the people living along its railway lines. This has enabled it to develop tailor-made 
functional programmes for its station areas. NS knows how much its clients spend 
within a station, but lack detailed knowledge regarding the people that live within the 
catchment area of its stations. Furthermore, railway operators in Tokyo/Japan seem to 
be well aware of the demographic trends and life and/or work styles of people living 
within their railway territories. For instance, the ageing population and falling birth-
rate in Japan has urged many private railway companies to initiate businesses to meet 
these trends, such as senior citizen residences and care services. These businesses 
are planned well ahead of the population changes. In the Randstad/Netherlands 
government planners seem to be less responsive to such demographic and life style/ 
work style changes and their consequences for certain markets. This can be illustrated 
by, for example, the current mismatch between office supply and demand. 

A second aspect and closely related to the previous one is that governments seem to 
lack strategic planning capacities in the Randstad/Netherlands. All too often plans are 
produced that contain a long term vision, but are not well structured and thoughtfully 
prepared around the preferences/conditions brought forward by citizens and societal 
groups. As a result, external opportunities (e.g. the population group aged 65 years 
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and over is a group with time and generally also money) and threats (e.g. decline of 
population will affect the support for certain facilities) are missed. 
In addition, long-term plans are not very sustainable in the Randstad/Netherlands 
given the short timeframe in which they are revised or abolished. For instance, in 
2008 the policy document ‘Randstad 2040’, which contained a long-term vision for 
the Randstad, was presented with a lot of fuss. However, it was replaced only three 
years later. Conversely, the Tokyo Metropolitan Government launched a long-term 
vision for Tokyo in 2000 which is at present still the prevailing vision. Interestingly, 
this vision has set out not only a number of goals/actions that need to be fulfilled by 
the year 2015, but also how (i.e. through which financial means) these are supposed 
to be realized.
Private railway operators in Tokyo work in a similar fashion. For example, to reduce 
the congestion on some of their railway sections, Tokyu Corporation has made a plan 
to increase its number of railway carriages. This plan clearly specifies in what year 
which amount of cars should be added and the costs associated with this.

A third and final aspect relates to the diversification strategies used by private railway 
operators in Tokyo/Japan. As chapter 4 and 6 have illustrated generating synergy 
between transport, retail and real estate activities forms the core of a private railway 
operator’s business strategy. This has enabled private operators to expand their profit 
margins and generate stable ridership. As a result today most of their revenues stem 
from their side-businesses, in particular their retail businesses. NS does not have such 
a strong business diversification as the majority of its revenues still come from its 
transportation activities. However, the majority of its profits stem from its real estate 
and retail activities (see chapter 8). If NS wants to further expand its profit margins 
and at the same time generate stable ridership it should give the utilization of synergies 
between its transport, real estate and retail activities a more central place in its business 
strategy. This would mean that it should become more actively involved in side-
businesses. As Vaessens (2004) has already demonstrated, such an integral focus could 
be rather beneficial for NS. This does not mean that NS at present is underperforming, 
but rather that it could perform so much better! 
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Despite that there is a general awareness in the Randstad that land use and transport 
developments should be coordinated, this is often not the case in practice. The 
development of station areas are a typical example of this. Within station areas transport 
and land use developments are often poorly aligned which largely explains the slow 
progress of station area development projects in the Randstad. There are, however, 
examples where transport and land use developments at stations are more integrated. 
Tokyo is one of these examples. This research explores whether the Randstad could 
learn from Tokyo with regard to the development of station areas. In learning from 
Tokyo three themes are further articulated and explored:

The integration between transport and land use developments at stations, as this will 
give insight on what to do. Private sector and government roles in planning these 
developments, as this will give insight on how to do it. Transferring institutional 
features from one country to another, as this will give insight into what could be learnt 
from a different context (i.e. from Tokyo to the Randstad).

Together these themes result in the central question underlying this research:
“What are the driving forces behind the development of station areas in Tokyo, and to 
what extent can similar forces be activated in the Randstad?”

The goal of this research is twofold: 1) to draw general lessons from station area 
developments in Tokyo and 2) to explore how these lessons could be applied to station 
area development projects in the Randstad.

Theoretical framework
The theoretical framework is structured around the three themes mentioned above. 
The first theme (i.e. the integration between transport and land use developments) 
is explored through the node-place model of Bertolini (1999). According to this 
node-place model each station consists of a node and a place value. The node value 
represents the transport services available in a certain location, while the place value 
represents the intensity and diversity of activities in a certain location. The node-place 
model assumes that there is a balance between the node and place functions and where 
this is not the case the stations will show a strong tendency to move towards a more 
balanced state. In this research the node-place model is used to gain insight into the 
development dynamics of station areas in Tokyo. More specifically, it is used as an 
explorative tool to find out which transport and land use factors are responsible for 
structuring station area developments and to what extent.
The second theme (i.e. private sector and government roles in planning) is explored 
through the notion of market-conscious planning. In traditional government-oriented 
planning regulations play an important role in coordinating land use changes. In many 
cases, however, these regulations seem to impede rather than stimulate such changes 
resulting in rigid and less efficient markets. A market-conscious approach to planning 
on the other hand, seeks to find ways in which the government can help markets 
function better. One possible ways of doing this is to leave the initiative and freedom 
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of planning to the private sector, while at the same time confronting them with strict 
requirements. In this research it is explored how a market-conscious approach to 
planning plays a role in developing integrated station areas in Tokyo and to what 
extent it could play a role in the Randstad.
The third theme (i.e. transferring institutional features from one country to another) is 
explored through the concept of institutional transplantation and learning. Both Japan 
and the Netherlands differ significantly when comparing their cultural, spatial, socio-
economic and political background. This makes it difficult to adopt and transplant 
ideas between the two countries. Crucial to a successful transplant is that actors should 
be given enough freedom to adapt models according to their own liking and that the 
starting situation should be acknowledged and taken into account when taking a 
model and adjusting it to one’s needs. In addition, attention should also be paid to the 
learning capacities of a city or country. The latter seems to be particularly important for 
determining the extent to which a city or country can actually learn. In this research the 
concept of institutional transplantation is used to explore what instruments, policies, 
processes and roles regarding station area developments in Tokyo can be transplanted 
to station area developments in the Randstad, and to what extent.

Methodological framework
To address both goals of this research two forms of research are used. Explanatory 
science is used to identify the driving forces behind station area developments in Tokyo, 
while design science is used to assess the potential of activating these driving forces 
for station area developments in the Randstad. The focus of explanatory science is on 
understanding problems with the objective of describing and explaining something. 
It is used in this research to describe and explain how station area developments in 
Tokyo are planned. In particular attention is paid to the roles of the public and private 
sector in the development process and to the planning instruments used by the public 
sector to encourage private sector investments. The focus of design science is on 
solving problems with the objective of improving something. It is used in this research 
to gain knowledge on how to improve the planning of station area developments in the 
Randstad. Central to design science is that the new knowledge generated should be 
both tested in practice and grounded in theory. For this the experiential learning cycle 
of Kolb and Fry (1975) can provide a useful framework. In the experiential learning 
cycle new knowledge is generated in a continuous flow in which the ‘observation of 
and reflection on concrete experiences’ leads to the ‘forming of abstract concepts’. 
These are then ‘tested in new situations’ and eventually result in the adaptation of 
existing practices, i.e. ‘concrete experiences’. The experiential learning cycle has been 
used to structure both the explanatory science part of this research (part two: chapters 
4 to 7) and the design science part of this research (part three: chapters 8 to 12) and 
to link them up. In the descriptive and explanatory part of this research the learning 
cycle was applied as follows (see figure 1). Field work was carried out in Tokyo from 
2005 till 2007 to experience firsthand how station area developments are planned in 
Tokyo (‘concrete experience’). In addition, interviews were held with several actors 
involved in station area development projects in Tokyo and documents were analysed 
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(‘observation and reflection’). In this way the driving forces behind station area 
developments in Tokyo could be identified (‘forming abstract concepts’). 

Figure 1 Experiential learning cycle as applied in the experiential science part of this research
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In the design science part of this research the learning cycle was applied as follows 
(see figure 2). A series of focus groups and focused-group interviews was organised 
in which the applicability of the driving forces identified in Tokyo were tested in a 
number of Dutch case studies (‘testing in new situations’). From the discussions in the 
focus groups and focused-group interviews the aspects of the Tokyo approach were 
derived of which the participants believed could have potential in the Randstad. These 
aspects were further explored through some additional interviews held with actors 
involved in station area developments in the Randstad (‘observation and reflection’). 
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Figure 2 Experiential learning cycle as applied in the design science part of this research
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Understanding the driving forces behind station area developments in Tokyo
The development of station areas in Tokyo was analysed on three different levels: 

1) Network level
A node-place model application was carried out to gain insight into the development 
dynamics of 99 station areas. More specifically, it was used to explore which transport 
and land use factors are responsible for structuring station area developments in 
Tokyo, and to what extent. In addressing the first question, correlation analysis was 
used to reveal the combination of node and place values that seemed to be the most 
powerful force in shaping station area developments. The highest correlation, and thus 
the strongest influence on structuring station area developments in Tokyo, was found 
by comparing the node values “proximity to CBD and “number of train connections” 
with the place value “workforce”. In addressing the second question, three cases of 
station area developments were further analysed to find out whether the development 
path identified by the node-place model was unfolding or not and why. The analysis 
revealed that two cases seem to develop, at least in absolute terms, in line with the 
development path expected by the node-place model, while one case demonstrated 
a different development pattern. The latter was caused by factors falling outside the 
scope of the node-place model such as government policies and subsidies or local 
conditions. 
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2) Corridor level
The development patterns, as identified by the node-place model, were further analysed 
by focusing on railway corridors. These patterns were explored in two different ways: 
1) by looking at how the development patterns related to the position of a station in 
the node-place model, and 2) by looking at how the development patterns related to 
the position of a station in the railway corridor. The corridor analysis revealed that 
a certain hierarchical development pattern can be distinguished when plotting the 
densities assigned to the areas directly bordering the stations in the node-place model. 
In general the following applies: the higher the position of a station in the node-place 
model, the higher the density of the areas directly bordering the stations. Within a 
railway corridor the highest densities are assigned to the stations at the beginning and 
end of the line with some additional relatively high densities assigned to stations in 
between the line. Furthermore also a certain pattern can be distinguished when plotting 
the functional profiles of stations in the node-place model. In general, stations with an 
intermediate position in the node-place model tend to be the most multifunctional 
ones, while the stations located at the top and the base of the node-place model tend 
to be relatively monofunctional (office and housing focused respectively). Within a 
railway corridor relatively monofunctional stations are situated at the beginning and 
end of the line, and stations with more diversified functions are to be found in the 
middle of the line. 

3) Station level
Three examples of station area developments in Tokyo were analysed to demonstrate 
how station area developments are planned in Tokyo. The case studies were to 
demonstrate how market-conscious planning works in practice and, in particular, how 
planning conditions the market. The incentive systems, which allow the existing Floor 
Area Ratio-values to be relaxed, play a pivotal role in this. Each case study represents 
a particular period in planning and describes the workings of a planning incentive 
considered illustrative for that period and the role the public and private sector played 
in this. What the case studies have demonstrated is that since the 1960s the role of 
the Japanese government in planning has significantly reduced, while the involvement 
of the private sector increased. However, this increased involvement of the private 
sector does not mean that the government is less influential in steering developments. 
On the contrary, as the case studies have demonstrated, the incentive systems seem 
to offer the government a powerful tool in securing their own interests and those of 
the private sector. This is because the government is through certain pre-established 
conditions still capable of influencing a desirable development outcome. In turn, a 
developer is given a reward (usually an additional building volume) of which the exact 
size depends on the extent to which a developer fulfils these conditions. The idea is 
that in the end both the government and the private sector should benefit from this.

With the help of this analysis the driving forces behind the development of station 
areas could be identified, thereby giving an answer to the first part of the central 
question underlying this research.
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Assessing the potential of the Tokyo approach for the Randstad
The description and explanation of station area developments in Tokyo provided 
ideas about how to improve the planning of station area development practices in 
the Randstad. Consequently, the applicability of these ideas was explored to find 
out whether they could work in the Randstad, and if so why and if not why not. The 
potential of the Tokyo approach was assessed in two steps. 

First a number of focus groups and focused-group interviews were organized in which 
the applicability of the Tokyo approach was tested in a number of Dutch case studies. 
The aim of this was to see if and how the Tokyo approach could improve the planning 
and development of station area development practices in the Randstad. In total two 
focus groups and two focused-group interviews were held. The focus groups were 
asked to discuss a specific railway corridor, while the focused-group interviews were 
based on a particular railway station. As for the railway corridor: one case concerned 
a railway section in the South Wing of the Randstad, while the other concerned a 
railway section in the North Wing of the Randstad. The cases selected for the focused-
group interviews were derived from the discussions held in the railway corridor focus 
groups. The participants attending the focus groups and focused-group interviews 
were members from the public and private sector who were involved in transport and/
or land use development matters. Before and after each focus group and focused-group 
interview a questionnaire was handed out to the participants. They were required to 
answer two questions initially without having (new) knowledge about the way station 
area developments in Tokyo are planned. The first question asked participants about 
their image of Tokyo and station area developments. In the second question they were 
asked whether they believed the Randstad/Netherlands could learn from station area 
developments in Tokyo. At the end of the focus group/focused groups interview, after 
the participants had learnt (more) about how station area developments in Tokyo are 
planned, they were asked again to answer the two questions.

As a second step in assessing the potential of the Tokyo approach some additional 
interviews were held with actors involved in station area development projects in the 
Randstad. These interviews were structured on a number of hypotheses focusing on 
incentives and barriers for station area developments. The hypotheses were derived 
from the discussions held in the focus groups and focused-group interviews and from 
the results of the questionnaires. The hypotheses were divided into two categories: 1) 
incentives for station area development and 2) barriers for station area development. 
As this research focuses on the driving forces behind station area developments, the 
emphasis was put on the incentives rather than the barriers. Fifteen hypotheses were 
generated from the focus groups and focused-group interviews, of which 10 concerned 
incentives and 5 concerned barriers for station area development. These hypotheses 
formed the core of the interviews. Prior to the interviews, each interviewee was asked 
to give their opinion on the hypotheses and send their answers to the researcher. 
For this they could choose from five possible answers: ‘highly agree’, ‘agree’, ‘neutral’, 
‘disagree’ and ‘strongly disagree’. During the interview, the interviewee was asked to 
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comment on his/her answers. At the end of the interviews he/she was asked if there 
were any additional barriers or incentives for station area development. The objective 
of these interviews was not to verify whether the hypotheses posed were true, as the 
actors were a selected group related to specific cases, making it, because of case-related 
differences, precarious to draw any general conclusions. Instead the aim was to come 
up with a new and refined version of the hypotheses based upon the responses of the 
interviewees. 

This together with the results of step 1 provided the basis for answering the second 
part of the central question underlying this research.

What the Randstad can learn from station area developments in Tokyo
The participants of the focus groups, focused-group interviews and interviews 
identified several elements of the Tokyo approach which they believed to be applicable 
to the development of station areas in the Randstad. These elements, i.e. the applicable 
lessons, include the coordination of functional programmes between station areas, 
regulating densities as a means to create scarcity, a preferential planning treatment for 
the development of inner city areas, planning incentives for triggering private sector 
investments, more focused land use regulations, and the prominent role of regional 
governments in coordinating functional programmes at the sub-regional level. These 
are all aspects that are currently lacking in the Randstad. Interestingly, the participants 
mainly focused on the means (i.e. instruments, regulations) of stimulating station 
area developments, while less attention was paid to the roles that the different tiers of 
government and the private sector could play.
Some of these elements, such as the coordination of functional programmes between 
station areas and the more prominent role regional governments can play in this, could 
be relatively easily translated into the Dutch context as they do not require substantial 
changes. Other elements might require more fundamental changes. For example, a 
preferential planning treatment could entail the lifting of existing land use regulations 
for which national government approval is required. The planning incentives, in 
particular the Floor Area Ratio bonus, form a special category to translate into the 
Dutch context as this instrument could come into conflict with European regulations 
(in particular with the rules of public procurement), as complementary rules-setting 
is not allowed by European law. Consequently, local or regional governments (i.e. 
a province) in the Randstad cannot, unlike Tokyo, impose conditions on private 
developers in addition to the rules set in land use plans.

In addition, the researcher reflected upon some additional elements of the Tokyo 
approach not addressed by the participants, but considered worthwhile exploring in 
future research in the Randstad. These elements include government planners taking 
into consideration market mechanisms, the strong steering role of the government in 
a market-conscious planning system, private developers willing to carry out public 
interests, strategic planning by public and private actors, railway companies pursuing 
an integrated corridor strategy, an insight into the socio-economic characteristics 
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of households and companies, and the negative aspects of the market-conscious 
planning style pursued in Tokyo/Japan. These aspects focused, in contrast to the 
lessons identified by the participants, more strongly on the roles that the public and 
private sector could play in the development of station areas in the Randstad, and the 
kind of land use and transport planning that would be needed to make this possible. 
The additional elements brought forward by the researcher are harder to transfer, i.e. 
they require substantial changes in the way public and private sectors act and interact 
in the Randstad. For example, it would take time to raise market-awareness among 
public actors, as for many years active land policies did not make this a necessity. 
Consequently governments need to enhance their understanding of the market in 
order to increase the effectiveness of their policies. This will take time. In a similar 
way, Dutch railways (NS) need to get accustomed to thinking (i.e. making an integral 
area strategy) and acting (i.e. implementing this strategy) corridor wise. Regarding 
the former, there is an increasing awareness among public and private actors that the 
corridor could be a useful level for coordinating transport and land use developments. 
However, whether NS will actually act on the corridor level remains to be seen. Unlike 
Tokyo, there seems to be no incentive for NS to coordinate its transport and land use 
activities more strongly, which basically is the main driver behind pursuing an integral 
corridor strategy. The annual fare increases provide NS with a steady source of income. 
Therefore, NS seems to be less forced, in contrast to Tokyo railway operators, to become 
engaged in other side businesses to increase its profit margins. Furthermore, the fact 
that NS is not considered a real estate company by politicians and the public could also 
make it difficult to carry out an integral corridor strategy.

Last but not least some negative aspects of the market-conscious planning approach 
followed in Tokyo/Japan were mentioned. They are the uncertainty associated with 
negotiable restrictions on land uses, the lengthy negotiations that are needed regarding 
the future contributions of private developers, and that outcomes are not always 
beneficial for the public good and are often not well integrated with their surroundings. 
One should be aware of these shortcomings as they could limit the potential of the 
Tokyo approach for the Randstad, as identified by the participants and the researcher.
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Ondanks een algemeen besef dat vervoer en ruimtelijke ontwikkelingen op elkaar 
moeten worden afgestemd, is dit in de praktijk vaak niet het geval. De ontwikkeling 
van stationsgebieden is hier een typisch voorbeeld van. In stationsgebieden 
worden ruimtelijke ontwikkelingen en vervoer vaak niet goed op elkaar afgestemd 
wat grotendeels de trage voortgang van stationsgebiedsontwikkelingen in de 
Randstad verklaart. Er bestaan echter ook voorbeelden waar vervoer en ruimtelijke 
ontwikkelingen meer zijn geïntegreerd. Tokio is één van deze voorbeelden. Dit 
onderzoek verkent de vraag of de Randstad kan leren van Tokio met betrekking tot 
de ontwikkeling van stationsgebieden. Daarbij zijn drie thema’s nader uitgewerkt en 
onderzocht: 

1. De integratie tussen vervoer en ruimtelijke ontwikkeling op stations, omdat dit 
inzicht geeft in wat te doen.

2. De rol van de private sector en de overheid bij het plannen van deze ontwikkelingen, 
omdat dit inzicht geeft in hoe het te doen. 

3. De overdracht van institutionele kenmerken van het ene land naar het andere, 
omdat dit inzicht geeft in wat geleerd zou kunnen worden van een andere context 
(d.w.z. van Tokio). 

Gezamenlijk leiden deze thema’s tot de centrale vraag die aan dit onderzoek ten 
grondslag ligt:
 “Wat zijn de drijvende krachten achter de ontwikkeling van stationsgebieden in Tokio, 
en in welke mate kunnen vergelijkbare krachten worden geactiveerd in de Randstad?”
Het doel van dit onderzoek is tweeledig: 1) om algemene lessen te trekken uit 
stationsgebiedsontwikkelingen in Tokio en 2) te verkennen hoe deze lessen zouden 
kunnen worden toegepast op stationsgebiedsontwikkelingen in de Randstad.

Theoretisch raamwerk
Het theoretisch raamwerk is opgebouwd rond de drie hierboven genoemde thema’s. 
Het eerste thema (d.w.z. de integratie tussen vervoer en ruimtelijke ontwikkelingen) 
wordt verkend via het knoop-plaats model van Bertolini (1999). Volgens dit knoop-
plaats model bestaat ieder station uit een knoop –en een plaatswaarde. De knoopwaarde 
vertegenwoordigt de vervoersdiensten die beschikbaar zijn op een bepaalde lokatie, 
terwijl de plaatswaarde de intensiteit en diversiteit van activiteiten op een bepaalde 
lokatie vertegenwoordigt. Het knoop-plaats model veronderstelt dat er een balans is 
tussen knoop –en plaatsfuncties en waar dit niet het geval is vertonen stations een sterke 
neiging om te komen tot een meer evenwichtige toestand. In dit onderzoek wordt het 
knoop-plaats model gebruikt om inzicht te verkrijgen in de ontwikkelingsdynamiek 
van stationsgebieden in Tokio. Meer in het bijzonder: het wordt gebruikt als een 
verkennend hulpmiddel om erachter te komen welke vervoers - en ruimtelijke factoren 
verantwoordelijk zijn voor het structureren van stationsgebiedsontwikkelingen en in 
welke mate.
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Het tweede thema (d.w.z. de rol van de private sector en de overheid in planning) 
wordt verkend via het begrip van marktbewuste planning. In de traditionele 
overheidsgerichte planning speelt regelgeving een belangrijke rol in het coördineren 
van veranderingen in het grondgebruik. Echter, in veel gevallen lijkt deze regelgeving 
dergelijke veranderingen te frustreren in plaats van te stimuleren wat resulteert in 
rigide en minder efficiënte markten. Daar staat tegenover dat in een marktbewuste 
benadering van planning gezocht wordt naar manieren waarop de overheid kan 
helpen om markten beter te laten functioneren. Eén van de mogelijke manieren om 
dit te doen is het initiatief en de vrijheid van planning over te laten aan de private 
sector en ze tegelijkertijd te confronteren met strenge voorwaarden. In dit onderzoek 
wordt verkend hoe een marktbewuste benadering van planning een rol speelt in 
de ontwikkeling van geïntegreerde stationsgebieden in Tokio en in welke mate een 
dergelijke benadering een rol zou kunnen spelen in de Randstad.
Het derde thema (d.w.z. de overdracht van institutionele kenmerken van het ene land 
naar het andere) wordt verkend met het concept van institutionele transplantatie 
en institutioneel leren. Japan en Nederland verschillen aanzienlijk van elkaar bij 
het vergelijken van hun culturele, ruimtelijke, sociaal-economische en politieke 
achtergrond. Dit maakt het moeilijk om ideeën tussen de twee landen over te nemen en 
over te dragen. Cruciaal voor een succesvolle overdracht is dat aan actoren voldoende 
vrijheid dient te worden gegeven om modellen aan te passen aan hun eigen wensen 
en dat de uitgangspositie wordt erkend en meegenomen bij het aanpassen van een 
model aan de eigen behoeften. Daarnaast dient ook aandacht te worden besteed aan 
het leervermogen van een stad of land. Dit laatste lijkt vooral belangrijk te zijn voor het 
bepalen van de mate waarin een stad of land daadwerkelijk kan leren. In dit onderzoek 
wordt het concept van institutionele transplantatie en institutioneel leren gebruikt 
om te verkennen welke instrumenten, beleid, processen en rollen met betrekking tot 
de ontwikkeling van stationsgebieden in Tokio overgedragen kunnen worden naar 
stationsgebiedsontwikkelingen in de Randstad, en in welke mate.

Methodologisch raamwerk
Om aan beide doelen van dit onderzoek tegemoet te komen worden twee vormen 
van onderzoek gebruikt. Verklarende wetenschap wordt gebruikt om de drijvende 
krachten achter stationsgebiedsontwikkelingen in Tokio te identificeren, terwijl 
ontwerpende wetenschap wordt gebruikt om de mogelijkheden van het activeren 
van vergelijkbare krachten voor stationsgebiedsontwikkelingen in de Randstad 
te beoordelen. Het accent van verklarende wetenschap ligt op het begrijpen van 
problemen met het doel om iets te beschrijven en uit te leggen. Het wordt gebruikt in 
dit onderzoek om te beschrijven en uit te leggen hoe stationsgebiedsontwikkelingen 
worden gepland. In het bijzonder wordt aandacht besteed aan de rol van de overheid 
en de private sector in het ontwikkelingsproces en het planningsinstrumentarium dat 
wordt gebruikt door de overheid om investeringen van de private sector te stimuleren. 
Het accent van ontwerpende wetenschap ligt in het oplossen van problemen met 
het doel om iets te verbeteren. Het wordt in dit onderzoek gebruikt om kennis te 
verwerven over de wijze waarop de planning van stationsgebiedsontwikkelingen in 
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de Randstad kan worden verbeterd. Centraal bij ontwerpende wetenschap is dat de 
nieuw verworven kennis zowel moet worden getest in de praktijk als gefundeerd in de 
theorie. Hiervoor kan de leercyclus van Kolb en Fry (1975) een nuttig kader bieden. In 
de experientiële leercyclus wordt nieuwe kennis gegenereerd in een continue stroom 
waarin de ‘observatie van en reflectie op concrete ervaringen’ leidt tot de ‘vorming 
van abstracte concepten’. Deze worden vervolgens ‘getest in nieuwe situaties’ en 
resulteren uiteindelijk in de aanpassing van bestaande praktijken, d.w.z. de ‘concrete 
ervaringen’. De experientiële leercyclus is gebruikt om zowel het verklarende deel van 
dit onderzoek (deel 2: hoofdstukken 4 tot en met 7) als het ontwerpende deel van 
dit onderzoek (deel 3: hoofdstukken 8 tot 12) te structureren en ze te verbinden. In 
het beschrijvende en verklarende deel van dit onderzoek werd de leercyclus als volgt 
toegepast (zie figuur 1). Veldwerk werd uitgevoerd in Tokio tussen 2005 en 2007 
om uit eerste hand te ervaren hoe stationsgebiedsontwikkelingen in Tokio worden 
gepland (‘concrete ervaringen’). Daarnaast werden interviews gehouden met diverse 
actoren die betrokken zijn bij stationsgebiedsontwikkelingen in Tokio en documenten 
geanalyseerd (‘observatie en reflectie’). Op deze wijze konden de drijvende krachten 
achter stationsgebiedsontwikkelingen in Tokio worden geïdentificeerd (‘vorming van 
abstracte begrippen’).

Figuur 1 Experientiële leercyclus zoals toegepast op het verklarende deel van dit onderzoek
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In het ontwerpende deel van dit onderzoek werd de leercyclus als volgt toegepast (zie 
figuur 2). Een aantal focusgroepen en gerichte groepsinterviews werd georganiseerd 
waarin de toepasbaarheid van de geïdentificeerde drijvende krachten in Tokio werd 
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getest in een aantal Nederlandse cases (‘testen in nieuwe situaties’). Uit de discussies in 
de focusgroepen en gerichte groepsinterviews werden de aspecten van de Tokio aanpak 
afgeleid waarvan de deelnemers dachten dat ze potentie zouden kunnen hebben in de 
Randstad. Deze aspecten werden verder verkend door middel van een aantal extra 
interviews gehouden met actoren die betrokken zijn bij stationsgebiedsontwikkelingen 
in de Randstad (‘observatie en reflectie’)

Figuur 2 Experientiële leercyclus zoals toegepast op het ontwerpende deel van dit onderzoek
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Het begrijpen van de drijvende krachten achter stationsgebiedsontwikkelingen in 
Tokio
De ontwikkeling van stationsgebieden in Tokio werd geanalyseerd op drie verschillende 
niveaus:

1) Netwerkniveau
Een knoop-plaats model toepassing werd uitgevoerd om inzicht te verkrijgen in de 
ontwikkelingsdynamiek van 99 stationsgebieden. Meer in het bijzonder werd het 
gebruikt om te verkennen welke vervoers –en ruimtelijke factoren verantwoordelijk 
zijn voor het structureren van stationsgebiedsontwikkelingen in Tokio, en in welke 
mate. Bij het aanpakken van de eerste vraag werd correlatieanalyse gebruikt om de 
combinatie van knoop -en plaatswaarden te onthullen die de sterkste kracht leek te 
zijn in het structureren van stationsgebiedsontwikkelingen. De hoogste correlatie, 
en dus de sterkste invloed op het structureren van stationsgebiedsontwikkelingen 
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in Tokio, werd gevonden door de knoopwaarden “nabijheid CBD” en “aantal 
treinverbindingen” met de plaatswaarde “werknemers” te vergelijken. Bij het 
aanpakken van de tweede vraag werden drie cases van stationsgebiedsontwikkelingen 
nader onderzocht om uit te vinden of het ontwikkelingstraject zoals vastgesteld door 
het knoop-plaats model zich ontvouwde of niet en waarom. De analyse bracht aan het 
licht dat twee cases zich leken te ontwikkelen, in ieder geval in absolute termen, in 
lijn met de ontwikkelingsrichting zoals verwacht door het knoop-plaats model, terwijl 
één case een ander ontwikkelingspatroon liet zien. Dit laatste werd veroorzaakt door 
factoren die buiten het toepassingsgebied van het knoop-plaats model vallen zoals 
overheidsbeleid en subsidies of lokale omstandigheden.

2) Corridorniveau
De ontwikkelingspatronen, zoals vastgesteld door het knoop-plaats model, werden 
verder geanalyseerd door te focussen op spoorwegcorridors. Deze patronen werden 
op twee manieren onderzocht: 1) door te kijken naar hoe de ontwikkelingspatronen 
verband hielden met de positie van een station in het knoop-plaats model, en 2) 
door te kijken naar hoe de ontwikkelingspatronen verband hielden met de positie 
van een station in de spoorwegcorridor. Uit de corridoranalyse bleek dat een bepaald 
hiërarchisch ontwikkelingspatroon onderscheiden kan worden wanneer de dichtheden 
toegewezen aan de gebieden direct grenzend aan de stations in het knoop-plaats model 
worden uitgezet. In principe geldt: hoe hoger de positie van een station in het knoop-
plaats model, des te hoger is de dichtheid van de gebieden direct grenzend aan de 
stations. Binnen een spoorwegcorridor worden de hoogste dichtheden toegekend aan 
stations aan het begin en het eind van de lijn aangevuld met enkele stations daartussen 
waaraan relatief hoge dichtheden zijn toegekend. Verder kan ook een bepaald patroon 
worden onderscheiden wanneer de functieprofielen van stations worden uitgezet in het 
knoop-plaats model. In principe geldt, stations met een middenpositie in het knoop-
plaats model zijn doorgaans degenen die het meest multifunctioneel zijn, terwijl de 
stations die zich aan de boven –of onderkant van het knoop-plaats model bevinden 
doorgaans monofunctioneel zijn (gericht op respectievelijk kantoren en woningen). 
Binnen een spoorwegcorridor bevinden de relatief monofunctionele stations zich aan 
het begin en eind van de lijn, en stations met meer uiteenlopende functies bevinden 
zich in het midden van de lijn. 

3) Stationsniveau
Drie voorbeelden van stationsgebiedsontwikkelingen in Tokio werden geanalyseerd 
om te laten zien hoe stationsgebiedsontwikkelingen in Tokio worden gepland. De 
casestudies dienden aan te tonen hoe marktbewuste planning in de praktijk werkt 
en, in het bijzonder hoe planning de markt conditioneert. De stimuleringsregelingen, 
die het mogelijk maken om de bestaande bouwvolumes te versoepelen, spelen hier 
een cruciale rol in. Iedere casestudie vertegenwoordigt een bepaalde periode in de 
planning en beschrijft de werking van een planningsstimulans illustratief voor die 
periode en de rol die de overheid en private sector daarbij speelt. Wat de casestudies 
hebben laten zien is dat sinds de jaren zestig de rol van de Japanse overheid in 
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planning aanzienlijk is verminderd, terwijl de betrokkenheid van de private sector 
is toegenomen. Echter, deze toegenomen betrokkenheid van de private sector wil 
niet zeggen dat de overheid minder invloed heeft bij het sturen van ontwikkelingen. 
Integendeel, zoals de casestudies hebben laten zien, lijken de stimuleringsregelingen 
de overheid een krachtig hulpmiddel te bieden bij het veiligstellen van hun belangen 
en die van de private sector. Dit komt omdat de overheid door middel van bepaalde 
vooraf vastgestelde voorwaarden nog steeds in staat is om invloed uit te oefenen 
op een gewenst ontwikkelingsresultaat. Op zijn beurt krijgt een ontwikkelaar een 
beloning (gewoonlijk een extra bouwvolume) waarvan de exacte hoogte afhangt van 
de mate waarin een ontwikkelaar aan deze condities tegemoetkomt. De bedoeling is 
dat uiteindelijk zowel de overheid als de private sector hiervan moeten profiteren.

Met behulp van deze analyse konden de drijvende krachten achter de ontwikkeling 
van stationsgebieden worden geïdentificeerd, waardoor een antwoord kan worden 
gegeven op het eerste deel van de centrale vraag die aan dit onderzoek ten grondslag 
ligt. 

Het beoordelen van het potentieel van de Tokio aanpak voor de Randstad
De beschrijving en uitleg van stationsgebiedsontwikkelingen in Tokio leverde ideeën 
op over hoe de planning van stationsgebiedsontwikkelingen in de Randstad te 
verbeteren. Daarom werd de toepasbaarheid van deze ideeën verkend om uit te vinden 
of deze zouden kunnen werken in de Randstad, en zo ja waarom en zo nee waarom 
niet. Het potentieel van de Tokio aanpak werd beoordeeld in twee stappen.

Eerst werden een aantal focusgroepsbijeenkomsten en gerichte groepsinterviews 
georganiseerd waarin de toepasbaarheid van de Tokio aanpak werd getest in een aantal 
Nederlandse casestudies. Het doel hiervan was om te zien of en hoe de Tokio aanpak de 
planning en ontwikkeling van stationsgebieden in de Randstad zou kunnen verbeteren. 
In totaal werden twee focusgroepsbijeenkomsten en twee gerichte groepsinterviews 
gehouden. De focusgroepen werd gevraagd om een specifieke spoorwegcorridor 
te bespreken, terwijl de gerichte groepsinterviews waren gebaseerd op een bepaald 
station. Wat de spoorwegcorridor betreft: één case betrof een spoorlijngedeelte in de 
Zuidvleugel van de Randstad, terwijl een ander spoorlijngedeelte in de Noordvleugel 
van de Randstad betrof. De cases geselecteerd voor de gerichte groepsinterviews 
werden afgeleid uit de gevoerde discussies in de spoorwegcorridor focusgroepen. 
De deelnemers aan de focusgroepen en gerichte groepsinterviews waren leden van 
de publieke en private sector die betrokken waren in vervoers- en/of ruimtelijke 
ontwikkelingsvraagstukken. Voor en na iedere focusgroep en gericht groepsinterview 
werd een vragenlijst uitgedeeld aan de deelnemers. Ze dienden in eerste instantie 
antwoord te geven op twee vragen zonder (nieuwe) kennis te hebben van hoe in 
Tokio stationsgebiedsontwikkelingen worden gepland. Bij de eerste vraag werd de 
deelnemers gevraagd naar hun beeld van Tokio en stationsgebiedsontwikkelingen. 
In de tweede vraag werd hen gevraagd of ze geloofden dat de Randstad/Nederland 
zou kunnen leren van stationsgebiedsontwikkelingen in Tokio. Aan het einde van de 
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focusgroepsbijeenkomsten/gerichte groepsinterviews, nadat de deelnemers (meer) 
hadden geleerd over hoe in Tokio stationsgebiedsontwikkelingen worden gepland, 
werden ze opnieuw gevraagd om de twee vragen te beantwoorden.

Als tweede stap in het beoordelen van het potentieel van de Tokio aanpak 
werden een aantal extra interviews gehouden met actoren die betrokken zijn 
bij stationsgebiedsontwikkelingen in de Randstad. Deze interviews werden 
opgebouwd rond een aantal hypothesen gericht op de stimulansen en barrières voor 
stationsgebiedsontwikkelingen. De hypothesen werden afgeleid uit de discussies in de 
focusgroepen en gerichte groepsinterviews en uit de resultaten van de vragenlijsten.
De hypothesen werden ingedeeld in twee categorieën: 1) stimulansen voor 
stationsgebiedsontwikkeling en 2) barrières voor stationsgebiedsontwikkeling. Omdat 
dit onderzoek zich richt op de drijvende krachten achter stationsgebiedsontwikkelingen, 
werd de nadruk gelegd op de stimulansen in plaats van de barrières. Vijftien hypothesen 
werden afgeleid uit de focusgroepen en gerichte groepsinterviews, waarvan 10 
betrekking hadden op stimulansen en 5 op barrières voor stationsgebiedsontwikkeling. 
Deze hypothesen vormden de kern van de interviews. Voorafgaand aan de interviews, 
werd iedere geïnterviewde gevraagd om hun mening te geven over de hypothesen en 
hun antwoorden te sturen naar de onderzoeker. Hiervoor konden zij kiezen uit vijf 
mogelijke antwoorden: ‘zeer mee eens’, ‘mee eens’, ‘neutraal’, ‘mee oneens’ en ‘zeer mee 
oneens’. Tijdens het interview werd de geïnterviewde gevraagd om commentaar te 
geven op zijn/haar antwoorden. Aan het einde van de interviews werd hij/zij gevraagd 
of er nog extra barrières of stimulansen voor stationsgebiedsontwikkeling waren. 
Het doel van deze interviews was niet om na te gaan of de gestelde hypothesen waar 
zouden zijn, omdat de actoren een geselecteerde groep betrof die gerelateerd was aan 
specifieke casussen, waardoor het vanwege case-gerelateerde verschillen, gevaarlijk is 
om algemene conclusies te trekken. In plaats daarvan was het doel om te komen tot 
een nieuwe en verfijnde versie van de hypothesen op basis van de antwoorden van de 
geïnterviewden.

Dit samen met de resultaten van stap 1 vormde de basis voor het beantwoorden van 
het tweede deel van de centrale vraag die aan dit onderzoek ten grondslag ligt.

Wat de Randstad kan leren van stationsgebiedsontwikkelingen in Tokio
De deelnemers aan de focusgroepen, gerichte groepsinterviews en interviews 
identificeerden diverse elementen van de Tokio aanpak die volgens hen toepasbaar 
zijn op de ontwikkeling van stationsgebieden in de Randstad. De elementen, dat wil 
zeggen de toepasbare lessen, omvatten de afstemming van functionele programma’s 
tussen stationsgebieden, het reguleren van dichtheden als middel om schaarste te 
creëren, een voorkeursbehandeling ten aanzien van de planning van binnenstedelijke 
gebiedsontwikkelingen waaronder stationsgebieden, planningsstimulansen voor het 
activeren van private investeringen, meer gerichte regelgeving ten aanzien van het 
ruimtegebruik, en de prominente rol van regionale overheden in het afstemmen 
van functionele programma’s op het subregionale niveau. Dit zijn allemaal aspecten 
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die momenteel ontbreken in de Randstad. Interessant was dat de deelnemers vooral 
gericht waren op de middelen (dat wil zeggen instrumenten en regelgeving) om 
stationsgebiedsontwikkelingen te stimuleren, terwijl minder aandacht werd besteed 
aan de rollen die de verschillende overheidslagen en de private sector zouden 
kunnen spelen. Een aantal van deze elementen, zoals de afstemming van functionele 
programma’s tussen stationsgebieden en de meer prominente rol die regionale 
overheden kunnen spelen, zouden relatief eenvoudig vertaald kunnen worden naar de 
Nederlandse situatie, omdat ze geen substantiële wijzigingen nodig hebben. Andere 
elementen zouden wellicht meer fundamentele veranderingen vereisen. Bijvoorbeeld, 
een voorkeursbehandeling qua planning zou het opheffen van bestaande regelgeving met 
betrekking tot het ruimtegebruik met zich mee kunnen brengen waarvoor toestemming 
van de nationale overheid vereist is. De planningsstimulansen, in het bijzonder de 
bonus ten aanzien van het bouwvolume, vormt een speciale categorie om te vertalen 
naar de Nederlandse context, omdat dit instrument in conflict zou kunnen komen 
met Europese regelgeving (vooral de regels ten aanzien van overheidsopdrachten), en 
omdat het vaststellen van aanvullende regels niet is toegestaan in het Europese recht. 
Het gevolg hiervan is dat lokale en regionale overheden (dat wil zeggen de provincie) 
in de Randstad niet, in tegenstelling tot Tokio, voorwaarden kunnen opleggen aan 
private ontwikkelaars in aanvulling op de regels in bestemmingsplannen.

Daarnaast, heeft de onderzoeker nagedacht over een aantal aanvullende elementen van 
de Tokio aanpak die niet door de deelnemers werden genoemd, maar zinvol werd geacht 
om te verkennen in toekomstig onderzoek in de Randstad. Deze elementen omvatten 
overheidsplanners die rekening houden met marktmechanismen, de sterke sturende 
rol van de overheid in een marktbewust planningssysteem, private ontwikkelaars die 
bereid zijn om publieke belangen te dragen, strategische planning door publieke en 
private actoren, spoorwegbedrijven die een integrale corridorstrategie nastreven, 
inzicht in de sociaal-economische kenmerken van huishoudens en bedrijven, en de 
negatieve aspecten van een marktbewuste planningsstijl zoals gevoerd in Tokio/Japan. 
Deze aspecten richtten zich, in tegenstelling tot de lessen die door de deelnemers 
werden geïdentificeerd, sterker op de rollen die de publieke en private sector zouden 
kunnen spelen in de ontwikkeling van stationsgebieden in de Randstad en het soort 
ruimtelijke -en vervoersplanning dat nodig zou zijn om dit mogelijk te maken. De 
aanvullende elementen naar voren gebracht door de onderzoeker zijn moeilijker 
te overdragen, dat wil zeggen ze vereisen wezenlijke veranderingen in de wijze 
waarop publieke en private sector handelen en met elkaar omgaan in de Randstad. 
Bijvoorbeeld, het zou tijd kosten om publieke actoren marktbewust te maken, omdat 
een jarenlang gevoerd actief grondbeleid dit niet noodzakelijk maakte. Daarom 
moeten overheden hun inzicht in de markt versterken om de effectiviteit van hun 
beleid te vergroten. Dit zal tijd vergen. Op een vergelijkbare manier dient NS gewend 
te raken aan het denken (dat wil zeggen het maken van een integrale gebiedsstrategie) 
en het handelen (dat wil zeggen het uitvoeren van deze strategie)in corridors. Ten 
aanzien van het eerste punt: er is een toenemend bewustzijn onder publieke en private 
actoren dat de corridor een nuttig niveau zou kunnen zijn voor het afstemmen van 
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vervoers –en ruimtelijke ontwikkelingen. Echter of NS daadwerkelijk gaat handelen 
op corridorniveau valt te bezien. In tegenstelling tot Tokio, lijkt er geen prikkel voor 
NS te zijn om vervoers –en ruimtelijke activiteiten sterker op elkaar af te stemmen, wat 
in feite de belangrijkste drijfveer is voor het voeren van een integrale corridorstrategie. 
De jaarlijkse tariefverhogingen bieden NS een stabiele bron van inkomsten. Daardoor 
lijkt NS minder genoodzaakt om, in tegenstelling tot spoorwegmaatschappijen 
in Tokio, zich bezig te houden met nevenactiviteiten teneinde haar winstmarges te 
vergroten. Bovendien zou het feit dat NS door politici en de bevolking niet als een 
onroerend goed bedrijf wordt beschouwd het ook moeilijk kunnen maken om een 
integrale corridorstrategie uit te voeren.

Tot slot werden een aantal negatieve aspecten van de marktbewuste planningsbenadering 
in Tokio/Japan genoemd. Deze zijn: de onzekerheid verbonden aan de onderhandelbare 
beperkingen op het ruimtegebruik, de langdurige onderhandelingen die nodig zijn ten 
aanzien van de toekomstige bijdragen van private ontwikkelaars en dat de uitkomsten 
niet altijd ten goede komen aan het publieke belang en vaak niet goed geïntegreerd 
zijn in de omgeving. Men dient zich bewust te zijn van deze tekortkomingen, omdat 
ze het potentieel van de Tokio aanpak voor de Randstad, zoals aangegeven door de 
deelnemers en de onderzoeker, zouden kunnen beperken.
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Tokyo is a clear example of a railway-oriented city. During a period of 
strong economic growth after World War II it was largely the railways that 
facilitated the development direction of Tokyo. As a result vast stretches 
of land around the railway lines radiating outwards from the city centre 
have been developed. Of course Tokyo is not unique; there are other cities 
in the world that use railways to guide their urban development. However, 
the difference is that in Tokyo this approach has been consistently applied 
since the late 1920s. Therefore, the development stage that Tokyo is 
currently in is much further than that of other cities in the world. 

Tokyo’s railway system is growing in a coherent way towards a multi-polar 
network in which nodes seem to complement rather than compete with each 
other. How this network has evolved, in regards to the railway infrastructure 
and urban functions, and what role the government and other interested 
parties fulfilled could be of interest to the Randstad as here, as well as in 
other parts of the Netherlands, there is the ambition to develop in a more 
railway-oriented way. 

This research is about identifying the driving forces behind station area 
development projects in Tokyo and their implementation, if possible, in 
the Randstad. In order to do this it is looked at how the planning of station 
area developments works in practice in Tokyo and what roles the public and 
private sector play in this. The description and explanation of station area 
developments in Tokyo provided ideas about how to improve the planning 
of station area development practices in the Randstad. Consequently, the 
applicability of these ideas was explored to find out whether they could work 
in the Randstad, and if so why and if not why not.

Station area developments 
in Tokyo 

Paul Chorus

and what the Randstad 
can learn from it




