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0 EXECUTIVE SUMMARY

0.1 CONTEXT OF THE HST IMPACT STUDY

This is the final report from a study conductedetiablish and present the outcomes and
impacts of the HSTintegration and HSTconnect ptejelbat have been implemented by a
consortium of partners under the leadership ofSbeth East England Development Agency
(SEEDA) within the framework of the INTERREG llIBggramme for NW Europe.

The focus of HSTintegration and HSTconnect has beemhance the high speed train (HST)
network throughout North West Europe (UK, Francesrr@any, Belgium, Netherlands),

specifically through targeted infrastructure inwesht, upgrading of stations to improve their
environment and accessibility, and the creatiomafti- modal transport hubs linked to the
HST network.

The HSTintegration and HSTconnect projects areucmlidéd by the European Regional
Development Fund (ERDF) under INTERREG I11IB for N&Mrope. The projects have a total
value of€48 million, which represents some of the most s$icgmt individual INTERREG
project funding to date.

The project objectives included attempts to lewvethier public and private sector investment,
ensuring that development of the HST network adsguificant value in terms of social and
economic regeneration and sustainability. Strong) lsighly accessible HST hubs in return
pave the way for higher rail passenger numbersfuidher enlargement of the HST network
and better services on it.

0.2 PURPOSE OF THE HST IMPACT STUDY

The purpose of the HST Impact Study has been toodstrate the ‘Added Value’' of the
investments within the HSTintegration and HSTconn@ojects. In this context, ‘Added
Value’' is defined as the positive socio-economiad aenvironmental effects of the
HSTintegration and HSTconnect project investmeiitss includes the wider investment
packages that they have helped trigger.

It is expected that the information presented mellegprovide decision makers with evidence,
information and confidence that:

The right decision was taken by investing in HST;

The decision can be justified to stakeholders; and

The evidence base will make it easier for them, @hers, to invest in HST
related projects in the future.

Given this broad context the HST Impact Study hesetbped and implemented a flexible
methodology that draws together all the availabfermation by which to present and judge
the outcomes of the HST investments at each site.

In particular the HST Impact Study is not intendede a detailed econometric appraisal of

the HST investments because the qualitative elesnprivide essential substance to the
research findings, showing the true meaning ottiasen indicators.
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In this study investment in and around railways atations — all with some kind of
connection to the High Speed Train network - areestigated with respect to their
consequences in terms of urban, economic and stmialopment.

Generally speaking this study focuses on the w#aliip between investments in
infrastructure on the one hand and social, econamizor demographic change on the other.
This relationship is, of course, very interestingpolicy makers.

0.3 THE SCALE AND SCOPE OF HST INVESTMENT

The map in Figure 0.1 gives an indication of thaation of the 13 investment sites and their
relative location to the primary HST network. Sikthem are part of the primary network,
whereas seven are part of the secondary netword.|@Vel, timescale and type of HST-
related investments vary substantially from sitsite.

Figure 0.1: Case study sites and the Paris, BrusselCologne, Amsterdam and London
HST network
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It is important to remember that the scale and safHST investments differ between case
studies.

Paris

Table 0.1 summarises the information on the lewel timescale of the investments in the
various case study sites. It shows the great vairelevels of investment. Altogether, in the
HSTintegration and HSTconnect projects, soB#67.2 million has been invested in
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improving HST connectivity and accessibility. Alnidsalf of these investments are funded
by the European Union, in the form of INTERREG gsan

Table 0.1 General Information on Case Studies

Country

Belgium |France (Germany The Netherlands United Kingdom

Case

Leiedal

Arment.

Aachen

Maastr.

Heerl.

Hague

Ashf.

i

over

Ebbs.

Hast.

Pancr.

Read.

Stratf.

Part of Interreg
HST-project...

Integration
&
Connect

Connect

Integration &
Connect

Connect

Integ-
ration

Integ-
ration

Integ-
ration

Connect

Integ-
ration

Connect

Integ-

ration

Connect

Integ-
ration

Total 4i / Connect
project investments
(min)

€70

€33

€26

€18

€6,0

€0,17

€24

€043

€453

€32

€690

€50

N/K*

Funding by EU
(Interreg IllIb grant
in min)

€33

€31

€0,9

€09

€30

€0,09

€0,9

€0,2

€3,0

€0,8

€20

€20

€15

Physical investments
in (HST) station
areas are finished in...

2008

2008

2006

2006

2008

2011

1996

2007

2007

2008

2007

2005

2010

Investments in HST
connectivity

2008

2008

2007

2007

2009

2011

2007

2020

2008

2016

2008

2010

are finished in...

In the overall picture, the European HSTintegratonl HSTconnect project budgets are still
relatively modest. Whilst HST is a vital part ofetlsolution it does not stand alone. For
example: the€170,000 HSTintegration project budget allocatedTtee Hague is largely
overshadowed by thé800 million that will be invested in upgrading Thiague’s Central
Station over the next few years. The same conciusam be drawn for Ebbsfle&4b million
will be invested in infrastructure (Fasttrack),waffiich €3 million is funded by the EU) and
other cases.

The table shows that a lot of HST-related investérave only just been finished, or still
have to be finished in the near future. Because thpact Study was undertaken in
2006/2007, it is very difficult to measure the ‘iagh’ of these investments on a local/regional
level at this time. The added value of many of theasures could take several years to
become apparent.

0.4 HST AND URBAN DEVELOPMENT

In almost all the examples in the study, a clekatien between HST-related investments and
associated investments in station areas can be 3&my often these investments are
embedded in broader urban development strategibsshwredominantly are focused on
(HST) station areas.

Investments in the vicinity of (HST) stations aften aimed at creating an attractive working,
living, shopping and recreational environment. Manyestment projects in station areas
therefore contain property development, both consrakretail/leisure- and office space) and
residential (houses/apartments). This type of itmeat has mainly been made at the case
study sites on the primary HST network (The Hadumndon St. Pancras, Ebbsfleet and
Stratford): these are substantially larger thaeatments on the secondary network.

! The total HST Integration / Connect project innesit figure for Stratford is not known (NK). Howewe
Stratford City project involves a total investmefitt4 billion. Furthermore work commenced in 200¥7e0
new £104 million entrance and extension will beltbfor the regional station in addition to a new
westbound platform for the Central Line undergrolinkl.
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0.4.1 Upgrading connections between the station and ciéntre — improving
accessibility

In many cities the area between the train statiwha@ty centre is uninviting and the route is
regarded as unsafe or not well signposted. Threpghial and functional adjustments stations
and city centres can be made more accessible aadtate.

An important objective of the HST-related investiisenn relation to urban development, is
improving accessibility between the railway statiand the city centre. This includes
upgrading public spaces, making station areas dtd aentres more accessible and
‘welcoming’. This creation of a ‘gateway’ to a city a positive reaction to improving local
connectivity to the station.

Examples of these type of investments are: impropedestrian crossing facilities (e.g.
Reading, Hastings), clear and well sighted sigrgpo&.g. Hastings), re-paving and
pedestrianisation (e.g. Ashford), new or upgradécyde (parking) facilities and the
realisation of bicycle tracks and walkways (e.g.a@eg, Leiedal, Armentieres) and car
parking areas (e.g. Heerlen, Maastricht, Ebbsflashford, Leiedal, Armentieres). Dover is
also investing in improving the connectivity betweate railway station and the city centre,
which has been laid out in the project ‘Station Agthes’.

HST investments have all had (and will have) cfgaysical impacts on station environments.
Thanks to the HST-related investments these ar@aslook revitalised and ‘fresh’, and are
safer and nicer places to stay or travel to anolin.

0.4.2 Improving (public) transport and road infrastruetur

Further to improvements and upgrading access tstdtmn, in particular for pedestrians and
cyclists, is the added issue of infrastructurenialde access by other modes including (bus)
public transport and car.

In the HST investment project this has included biop facilities (e.g. Reading, Heerlen,
Leiedal, Aachen). Changes in the physical posibbrold bus stations (e.g. Heerlen), taxi
stops and kiss and ride spots (e.g. Leiedal) anehbg the tube/underground system to the
railway station (Stratford). This creates bettakd between different modes of transport and
thus improves the accessibility of (HST) statioRessengers can more easily interchange
between trains, buses, the tube etc. and walkisigrites are shortened.

In Heerlen the road infrastructure around the mjlwstation has been improved by
investments in a new roundabout. In Ashford a saabf the Ring Road has been improved,
while in Leiedal-Menen the focus was on the managenof traffic flows. In Leiedal-
Wevelgem congestion in the Stationsstraat was invggtoand in Armentieres there has been
investment in road construction and an improveffi¢rplan.

Furthermore, HST-related investments are made wfeeder stations to strengthen the link
with main (HST) stations. Heerlen for example intedsn three new light rail stops, of which
two are already realised. In the case of Ebbsfieegpid bus transit system (Fastrack) has
been introduced, creating fast connections withitkernational station. In Leiedal-Waregem
a shuttle service improved the accessibility fayble and car travel.
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Accessibility of stations is also improved by ciegtnew or improved feeder services to the
primary HST network. These improvements not onlkenthe facility itself stronger but also
increase the catchment area for travellers and agemalike.

0.5 TRANSPORT & MOBILITY

There are clear improvements for transport and litypbn relation to the strategic HST
network linking Paris, Brussels, Cologne, Amsterdamd London. Nearly all the case study
sites do benefit in terms of increased HST servaed feeder services and a resulting
reduction of travel times. The consequence is avigu@ number of train and public transport
passengers almost everywhere.

However, two qualifying remarks have to be made:

1. The investment in HST infrastructure and servigean ongoing process. In many of
the sites, investments have only just finishedrersdill underway, new services have
just started or are expected to be in operatiom.s&@opnsequently, part of the
assessment for transport and mobility can only ntegxpectations which, seen in the
light of the other cases, do not seem to be urstéali

2. Most of the investments of the INTERREG projectsTE@nect and HSTintegration
do not directly and in particular not solely geriertne transport and mobility effects
reported in the study. However, as most of thesestments are integrated in the
overall development of the HST network and morellyc in broader strategies to
improve stations, station areas and feeder sepviikeampacts of the investments on
HST supply and demand should not be underestim@etat the same time, the
integrated strategies prevent us from isolatinga$f of the investments that are the
specific focus in this study.

More generally, the most important impacts of theestments of the HSTintegration and
HSTconnect projects on transport and mobility carséen in the removal of barriers to using
HST trains by making the HST stations and their@aurdings more attractive, i.e. removing
psychological barriers, and making stations momessible through improved walking and
cycling connections, improved bus and rail feedervises and improved interchange
facilities.

0.6 ECONOMIC DEVELOPMENT

Transport infrastructure and service provision afien regarded as an important driver
behind economic growth. People’s desire to trav@wver increasing: we want to travel more,
faster and further, whether for business, leisureammuting purposes. In most European
countries these growing mobility needs are acconateablby a highly developed highway
network and modern airport(s).

Because of the trend for rising personal mobilisgaiated with increasing car use and a
consequent increase in traffic jams, in some paftshe continent the accessibility of
locations near (HST) railway stations is gettingttdre than locations near highways.
Therefore, over the last two decades, (HST) traimections and multi- modal transportation
hubs have started to increase in importance. déixjgected that the European HST network
will expand substantially across the continent dlaernext few decades, connecting cities and
regions even better and faster than before.
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Many cities regard a location on the primary HSTwaek as crucial for their future economic
development.

0.6.1 Market forces and HST

The relationship between the property markets as&d khvestments is not a direct and

straightforward one. We have looked in this stutlylevelopments related to the housing,

retail and office market, through both prices amadancy levels (as far as relevant data are
available).

For theretail market we do see rather positive development in a nunotberases. For
example, around St. Pancras, The Hague and Mddsprices are rising and vacancy rates
are relatively low. Stratford is expected to picg, while developments in Reading and
Aachen (a modest drop in vacancies) are less comgrbut positive. The smaller and/or
more peripheral sites do not show a better perfoo@ahan the regional average.

For office developmentsthe picture is generally positive. Price levelséasen in Ashford,
Maastricht and The Hague, while other market dgueknts are neutral or expected to
become positive in the near future (e.g. Stratf@u,Pancras). In some cases, e.g. Leiedal,
Armentieres, Ebbsfleet it will be some time befanmey effects can be identified because
works are in progress.

In the housing market there are several sites where prices have inaeasmore than the
general market rate. Stratford and Ashford arepihgitive examples in the UK, while the
property markets in The Hague (specifically apartseand Maastricht (to a lesser extent)
show a good performance in the Netherlands. In rob#te other cases there are no visible
results on this market.

0.7 SOCIAL DEVELOPMENT - THE WIDER IMPACTS OF HST
INVESTMENT

Social benefits, including the indicators that hdween used in the HST project, can be
interpreted as the wider impacts of any investm&hey are also the benefits that are more
difficult to correlate directly with an investmeptogramme such as HST, particularly when
the investment is part of a much wider package easures such as the regeneration of
deprived neighbourhoods and local communities.

An example of this, from the United Kingdom, is EbBbet where area-wide development
plans include approximately 27,000 new houses,0&83pg&ople moving into the area and the
creation of 45,000 new jobs.

The impact here is a direct result of investmert mew opportunities but it is difficult, if not
impossible, to identify how much of this is as aedt result of the HST investment in
Ebbsfleet. HST undoubtedly will have contributedtie sum but not acted alone in creating
these new opportunities.

It is perceived that HST investments have had dr eantinue to have long-term social
benefits.
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0.7.1 Liveability

In terms of liveability the HST investment can gmmdbably should be viewed as a catalyst
for broader improvements through creating configencan area.

In such cases, investments can and do change ¢hegf@f an area, which in turn may in
itself attract inward investment. However it iseasftdifficult to quantify this ‘new found’
stability and more difficult still to measure itscgess.

Quantifying change

The availability of suitable detailed data ressithe ability of the evaluator to quantify
change and measure the impact of change at theléseh In most cases statistics are only
available for the city and it is not possible taide or extract data at a detailed enough level
that applies to the HST investment or its locality.

There is also the constraint of time and the implaat this will have on the availability of
social data. For example, we are unlikely to seedinect immediate impact of a long-term
investment such as Ebbsfleet that opened in Nove2®@7 for some time to come. It is
possible to talk of the potential of such investirait not what has been realised to date. This
applies to most of the case studies in this re@oimments made in this regard will generally
be from a more strategic standpoint.

0.8 CONCLUDING COMMENTS

The HST projects and the targeted interventiong tiotain are strategic investments. The
HST investments are often a catalyst for the o#lements of a much larger regeneration
strategy and have brought forward improvementshe ttansport infrastructure that would
otherwise have taken much longer to deliver, dlitthrough routine funding channels. They
form part of a package to create the conditions ftother economic development by
improving social and environmental conditions.

The theoretical analysis identified clearly thathalugh many of the impacts of HST
investments relate to improving the links betweelatively distant locations, there are also
significant local and regional impacts which hake potential to justify investment by local
and regional authorities in their own right.

The key findings from the project have already bdescribed but it is useful to summarise
them once more in the following statements:

HST contributes to the economical importance aésiand/or regions;

HST investments draw in other investments;

INTERREG / ERDF funding does have strategic impacts

HST tends to contribute to regional economic growth

Connection to HST plays a major role in the urbawetbpment of cities;
HST investments help exploit reduced journey times;

HST investments regenerate deprived areas with terg social benefits;
and

Real estate price levels have increased in thesasemrounding HST
investment sites.
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HST is and has been a driver for change. Its legaoyld prove that the benefits go beyond
the monetary investment alone and will continuentontain a positive influence over time.
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