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Preface
This report is the final product of the Group assignment of the research project
Urban Dynamics, the second project of the second study year for the students of
the international tuition Traffic and Transport Management. It deals with an analysis of the currently ongoing development project Via Breda in the Dutch City of
Breda. The research has been carried out in order to evaluate whether the described development can be considered Transport Oriented Development, a concept that promotes local development around public transit nodes.
The project group that performed these research tasks consist of five students of
the international Bachelor-degree course ‘International Traffic and Transport
Management’ at the NHTV University of Applied Science in Breda, The Netherlands.
The workload of this assignment has been carried out between December of 2014
and March of 2015 by the following students: Charline Dielen, Thomas Coolen,
Thomas Geier, Jelle Mertens and Mike Schroten. During the workflow, the Project
Group was supported and guided by Supervisor Don Guikink.
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Summary
The aim of this report was to analyse the newly designed station of Breda on
transit-oriented development (TOD) capabilities and opportunities. To do this, a
guideline from Embarq was used, which contains seven main steps to analyse a
station on TOD.
The introduction of the report gives an overview of what has been established as
being “transit-oriented development” and how an adaption of these Embarq
guideline is used to ensure relevance to the Via Breda project and this assignment.
The second chapter considers the quality of public transit, by looking at what infrastructure is present in and around the new station. It also addresses the internationality of Breda as a central hub in the network, and how this benefits the
viability of the developments. To add to this, an evaluation of the frequency is
made, and of how the developments are responding to the demand off the user.
To finish off the chapter, an insight is given on how the Via Breda projects is related to the urban footprint of Breda.
In the third chapter, a detailed analysis of the accessibility of Breda is given. This
chapter is subdivided into two main parts; motorized and non-motorized, by first
looking at the parking and routing for motorized traffic. After this, cyclists and
pedestrians are considered; parking, access and facilities are described, as well as
how the modes interact with each other and what problem points occur due to
this interaction.
Fourth, the urban character of Breda is assessed. It analyses regional and local
facilities, and their impact on the local economy. Lastly, it looks at how these facilities can aid in creation of a neighbourhood centre.
The fifth chapter takes a look at the natural resources surrounding Breda central
station as a public transport hub. It looks at strategically placed green areas, along
with public space networks. The sixth chapter addresses community involvement
and identity, by looking at how the new development of the station affects the
directly surrounding community.
The seventh and final chapter gives an overview of the challenges that Breda faces
during developing a new station, divided into three main categories; economic
influence, spatial limitations and participation of residents and companies. It describes the adaptations necessary due to the economic crisis, importance of keeping the system going during construction and the changes made due to participation of external and internal parties.
The conclusion of the report is that the bus service does not live up to the expectations of a TOD in terms of accessibility. However, the access to the station will
be significantly improved in the new design, for both motorized and slow moving
traffic. The high density mix-use station building and surrounding greenery ensure
optimal living conditions. The development of the station of Breda has a broader
goal than the usual TOD, being more regionally and even internationally oriented,
rather than focusing on local improvements.
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1.

Introduction

1.1.

Transit Oriented Development
Transit Oriented Development describes a certain form of dense, mix-used urban
development in walking or cycling distance to a public transit stop. It is considered as useful and important concept for the development of cities and regions,
which face high growth rates worldwide due to the urbanisation of societies. It is
also considered as tool to stimulate effectivity and economic development, which
makes it a politically popular topic.
Transit Oriented Development is in general considered to take place around public transit stations that have qualitatively good connections to the urban centres
of a region and that allow easy access by slow means of transportation. Streets
and squares in the proximity of these stations then become the centres of mixused neighbourhoods, allowing to fulfil basic needs within an area of walking distance.
Transit Oriented Development (TOD) must always be referred at within the local
context of the area of implementation. There are, for example, great differences
between countries where public transit systems are historically well developed
and those where the car plays the absolutely dominant role in the modal split of
transportation. Nevertheless Guidelines have been developed which entail step
by step approach concepts to successfully implement TOD. One of these guidelines is the TOD Guide for Urban Communities by EMBARQ, a research network
searching for best practice solutions in sustainable transport. The document entails 28 design recommendations for TOD areas and will be considered as the basis
for this TOD Scan of the currently ongoing Via Breda Project.

1.1.1.

TOD Concerning this Project
The above mentioned 28 design recommendations of the EMBARQ guide can be
grouped into seven overall consideration aspects. As already mentioned, the local
context of the implementation area is vital to an elaboration of the necessary
steps and their progress. The situation of public transit and slow traffic modes is
further developed in the Netherlands compared to Mexico where the Guideline
was originally written. Therefore, five out of the seven aspects will be considered
in this Scan, which are:
 The Quality of the Public Transit
 Accessibility by Slow Means and Motorized Traffic
 Urban Character, connecting the aspects of efficient building and neighbourhood centres
 Natural Resources and
 Community involvement and Identity.

URBAN DYNAMICS

4

Within this project a closer look at the station area of Breda and the developments
on the surrounding areas on the basis of the above mentioned aspects has been
taken in order to identify whether the Via Breda development project can be considered Transit Oriented. The project also seeks to clarify whether there are aspects within the TOD guidelines that have not been considered in the case of
Breda and what impacts a consideration of such aspects may have on the success
of the development.

1.2.

The Via Breda Project
Via Breda describes a project concerning a development area in the City of Breda in the
Netherlands. In early planning stages, the development efforts considered a 160 hectare
large area, surrounding the central transportation terminal of the City of Breda, which is
currently being completely redeveloped. The efforts carried out for the reconstruction of
the train and bus infrastructure of the new Terminal are considered in the Breda Centraal
Project.i

1.2.1.

Redevelopment of the Station
The redevelopment of the Public Transportation Terminal in Breda is considered
as one of six key projects in the Netherlands that shall heighten the flexibility and
acceptance of the Public Transportation System as a whole. The station complexes in these projects are transformed into multifunctional, pleasant and supportive environments where the transportation aspect is brought together with a
wide range of products and services, primarily or secondarily supporting the traveller.
The necessity of a redevelopment of the station complex in Breda is rooted in the
construction of a High Speed Rail Line, connecting Amsterdam with Antwerp and
further with Brussels and Paris. Although the line itself bypasses Breda on its western City borders, connection rails have been installed, allowing trains to and from
the direction of Breda’s station to make use of this dedicated infrastructure. With
32 daily high speed connections to Amsterdam via the main Dutch Airport
Schiphol and 16 scheduled daily connections towards Antwerp and Brussels,
Breda will become a major transportation Hub for the entire Region of West-Brabant. ii
The old central station of Breda was not able to cope with the transportation volumes expected and was not up-to-date with nowadays claims of travellers to the
design of a transit terminal of this scale. As mentioned above, the new complex
shall become a supportive structure connecting multiple functions. In the Breda
Centraal project, these functions have not been limited to the direct needs of the
traveller, such as parking of cars, bicycle stands and transit information offices,
but have been further adjusted to the needs of today’s society.
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The new Transportation Terminal is currently under construction and will include
three train platforms, which serve 6 rail tracks for national and international train
connections, a high quality Bus terminal with 20 bus stops, serving both the city
bus network, regional bus connections and a new developed high quality bus connection which connects the cities of Etten-Leur and Oosterhout with Breda’s new
transportation Hub. The Bus terminal shows a very similar design to the train platforms, which is an active architectural attempt to heighten acceptance for the bus
network. The last mentioned connection will make use of dedicated Bus Infrastructure on a great percentage of its pathway.
These transport relevant parts of the new terminal are surrounded by primarily
travel supporting facilities, such as 4500 bicycle parking spots and more than 700
parking spots for private motor vehicles, guaranteeing adequate accessibility by
these transport modes. Secondarily supporting facilities can be seen in the included 9000 m² of retail area and vast space for gastronomic operations. The investors and the architect of the new terminal pursued their vision of a station with
multiple function further by including 21.500 m² of office space, conference facilities and apartments into the station complex, making it the first transportation
Hub that accommodates private homes in the Netherlands. iii

1.2.2.

Via Breda – within and around the new Transport Hub
The space that is considered for the redevelopment has been occupied by traditional industry branches, mainly from the food and beverage sector. These companies departed to the outskirts of the city and surrounding industry areas. These
former industry properties and rail emplacement have become accessible for redevelopment offering a unique possibility for a transformation of a big area in the
heart of the City.
As mentioned above, the Via Breda development project considered an area of
more than 160 hectares on the very beginning of its design stages. By now, the
area that is in the direct development phase and not only part of an overall urban
master plan, has been limited to the direct surrounding of the station on both
sides of the railroad strand. The development of the other sectors has been postponed to a later point in time, due to various reasons which are specified in more
detailed in Chapter 7, which deals with the Challenges of the Project.
Via Breda is meant to become a modern centre in the historic City Breda. It includes living quarters, space for public services and commercial companies, as
well as greenery and parks, which shall make it a multipurpose neighbourhood
which brings added value to the entire city.
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2.

Quality of the Public Transit
The backbone of Transit Oriented Development is the Public Transit system and
the station around which the development takes place. This chapter will, based
on the EMBARQ guidelines, provide an overview of the Infrastructural provision
of the new Transport Hub and the Viability of the systems operating on these provisions. Also the so an analysis of the proximity to the urban footprint of the stations and its special international scope are part of this chapter.

2.1.

Infrastructure
The new transit Hub Breda Central Station accommodates both busses and train
services under one roof, making it an intermodal transit Hub for the entire region.
The bus services departing from and leading two Breda Central Station must be
separated in three major classifications:
 City busses: 12 bus lines that connect the outskirts of the city with the centre
and each other
 Regional bus services: bus lines connecting Breda Central Station with other
major transport Hubs, such as Utrecht Central Station. These busses stop in
smaller towns and villages along their pathways, connecting these with the
major stations, cities and each other.
 High Quality Bus lines: With the reconstruction and reorganisation process of
Breda Central, a new type of connection was installed between the station and
the cities of Oosterhout and Etten-Leur. The City of Oosterhout in the NorthEast of Breda is not accessibly by train itself and has therefore a historically
strong connection to the central station of Breda, being the closest Railway
access point. In order to facilitate this access, a high quality bus connection
which makes in a great parts of its pathway usage of dedicated bus infrastructure to cut travel times has been introduced. iv
All these mentioned services make use of the central bus station within the Breda
Central Terminal. This bus station offers 20 stops which can simultaneously be
used for boarding procedures. The design of the bus platform makes it possible
that no bus is hindering another from approaching or departure. The central bus
platform is for passengers accessible via escalators, lifts and stairways from the
central pedestrian tunnel of the station, meaning that the bus lanes are never
crossed by pedestrians. The bus station is located on the same height as the train
platforms, which can be considered as architectural to put the inter-modality of
the station in the passengers view. Trains and busses are equally accessible via
the pedestrian tunnel.
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Breda Central Station will be equipped with three train platforms serving six
tracks. The station is serviced by the following national and international train
connections:
 Intercity trains: There are two lines of the national Dutch intercity network
stopping in Breda. The one connecting Den Haag and Rotterdam via Breda with
Venlo and the second one connecting Roosendaal via Breda with Arnhem and
Zwolle.
 Breda is terminus of a Sprinter commuter rail line to Utrecht via s’Hertogenbosch.
 Intercity Direct: Breda is terminus of a shuttle train connection to Amsterdam
via Rotterdam and Schiphol Airport. This connection has been introduced, after the actual operation concept for the High Speed Line from Amsterdam to
Antwerp failed due to technical issues with the rolling stock. This topic is dealt
with in the following chapter 2.2.
 International train connection to Brussels: Due to the mentioned errors with
the operation concept of the high speed line, there is currently no international connection to Antwerp and Brussels directly available from Breda. In
near future, December 2016, this service will be introduced. More information
on that are available in the following chapter 2.2. v
With the reconstruction of the station, all train platforms have been roofed by the
station structure and are equipped with high quality waiting facilities.

2.2.

International
As mentioned above, the reason for
the rebuilding of the station of Breda
was the expected rise in passengers
making use of the station as interchange hub to the fast international
connections, which make use of the
new high speed line that bypasses
Breda in the west.
The utilisation concept for the high
speed line defined 32 connections
daily between Breda and Amsterdam
via Rotterdam and Schiphol Airport as
well as 16 daily trains from Den Haag Figure 1: Usage Concept of the High-Speed Line
via Rotterdam and Breda towards Ant- (new, not fyra) with travel times. Source: Via Breda
werp and Brussels. In Brussels, an interchange to other High Speed Trains is possible, allowing connection to London, Paris and Frankfurt. Next to these services,
several direct connections between the major agglomerations along the high
speed line have been introduced within the operation concept, as well as the Thalys train providing direct connection from Amsterdam to Paris. These trains all
bypass Breda and have therefore only indirect and limited influence on the success of the development around the new transportation hub in Breda.
URBAN DYNAMICS
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The service operator providing the mentioned services on the high speed line was
a joint venture between Nederlandse Spoorwegen (Dutch Railways) and the Airline KLM. The international services were to be operated in cooperation with
SNCB, the national Belgian railway operator. After having started the operation
on December 9th of 2012, it had to be cancelled completely on January 18th of
2013 due to persisted problems with the rolling stock. For the services within the
Netherlands, old intercity train wagons with new locomotives, which are capable
of the different voltage and security system on the high speed line, are used until
now. A replacement service for the international connections has not been installed until today, which means that there are currently no direct international
connections from and to Breda Central Station.vi
From December 2016 on, the described utilisation concept will restart, making
use of different rolling stock. These trains are not capable to reach speeds higher
than 200 kilometres per hour. This leads to longer travel times compared to the
initial concept, where the rolling stock could speed up to 250 km/h. Instead of
reaching Brussels in just more than one hour, the new travel time from Breda to
Brussels Zuid will be 81 minutes. Although the travel durations are slightly longer,
the Strategy stays the same, making Breda an international train hub for the Region of Nord Brabant. vii

2.3.

Viability of the Transit System
The quality of a transit system is not only dependent on the existence and quality
of infrastructure but also on the quality of the service itself, meaning especially
the frequency. Economic development can only be referred to the transit system,
which would make it transit oriented development, if this system is available
when it is needed, therefore the schedule frequency but also demand responsive
transportation is very important for the analysis of the transit quality concerning
TOD.

2.3.1.

Frequency
The frequency occurring at Breda Central Station must be differentiated by the
different systems. A half hour frequency of an intercity line, connecting the hubs
of a region or even country can be considered very well, since it can be expected
from the traveller, that the scheduled time is known. Travelling on an intercity
train is mainly done for a specific purpose, for example to get to work. In comparison to this, public transit within the city is used to fulfil personal basic needs,
which may lead to several trips daily and different purposes of the travel. A half
hour for the bus lines within the city is therefore considered rather low, getting
around in the city by public transit is therefore theoretically limited to two points
in time per hour. Travellers need to know the departure times of their busses and
cannot only approach the bus stop in the knowledge that there is a bus leaving
soon, which would be the ideal situation.
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Considering these differences in the analysis of service frequencies when looking
at the new central station of Breda, it occurs that the long distances on rail, so the
national train services can be seen as very favourable.
The two intercity lines occurring at Breda Central Station are both scheduled twice
per hour in each direction. Additionally to these, the replacement service of the
high speed trains is connecting Breda directly with Amsterdam via Rotterdam and
Schiphol Airport twice per hour as well, which results in four connections per hour
between Breda and the closest big centre of the Randstad agglomeration zone,
Rotterdam.
The same high service level can be seen for the High Quality Bus connections to
Oosterhout. The busses of this system are scheduled to leave Breda every ten
minutes, allowing residents of Oosterhout to take part in the City life of Breda by
utilizing public transit.
The regional train and bus lines connecting the villages and towns around Breda
with the city are scheduled twice per hour. The same counts for the bus connections within the city, which cannot be considered optimal due to the different
purposes of the system explained at the beginning of this subchapter.

2.3.2.

Demand Responsive
Demand responsive public transit services schedule their operations based on certain demand patterns. In the case of Breda, demand responsiveness can only be
seen in the amount of connections during the late evening. The intercity trains
and the direct connection to Amsterdam are then only scheduled once per hour.
This measure is oriented to the lower demand during these hours, does not bring
any added value for the traveller but even lowers the service level of the transit
system.

2.4.

Proximity to the Urban Footprint
The tool Transit Oriented Development is in most its implementation cases used
around public transit stops that connect this area with an existing urban centre,
which allows travels from the development zone into the existing city structure
without utilization of the car.
In Breda, however, the station can be considered part of the existing urban centre,
it somehow functions like an access point to the urban footprint. The development around the station in Breda my therefore not only be referred to the upgrade of the station and transport services but may also be a result of the proximity to the historical centre of the city. Via Breda offers considerable properties
for development within walking distance to the centre of town.
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The station redevelopment of Breda will create a considerable transit hub for the
national rail network, connecting the city even better to the main agglomeration
zone of the Netherlands, the Randstad. With the start of the international connections from December 2016 on, Breda Centraal will become an intermodal
transit hub for the entire region, connecting Brabant to Belgium and further to
Europe. The service quality as well as the quality of the transit terminal itself can
be considered high, with the exception of the city busses which are scheduled in
an half hour frequency, which is rooted in the strong modal share of the bicycle
in the Netherlands.
Due to the proximity of the station to the city’s historic centre, can the development around Breda Central Station not be considered TOD in the common understanding of the term, in which TOD occurs around a transit stop that offers qualitatively good connections from this station towards the urban footprint of the city
or region. In Breda, the station is part of the urban footprint. Developments
around the station may therefore not only be based on the redevelopment of the
station and the better connections, but also on the fact, that the zone offers properties for development actions within walking distance of the historic centre.
Breda may be considered TOD in a higher scale, meaning the national network
and the international connections, since these provide rather unique opportunities for larger scale travel, which is not considered in the EMBARQ Guidelines.
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3.

Accessibility
When a neighbourhood is congested and there is lack of parking spaces, it can
result in an adverse environment for other modes of transport like pedestrians
and bicyclists. Furthermore, residents will complain about noise pollution and a
lack of accessibility, which leads to people trying to move out of the area. This
would be a big drawback for TOD and thus needs close examination when redesigning a neighbourhood. This chapter will take a look at how the municipality of
Breda handled these issues in order to improve liveability and to promote usage
of public transport, cycling and walking.

3.1.

Parking

3.1.1.

Long-term parking
The roof of the new railway station will accommodate a parking facility of over
720 spacesviii. This parking lot will be accessible via Stationlaan on the North side
of the station. The purpose of this car park is to enable parking for commuters
who will park their car and then continue their commute by using public
transport. In addition to this residents living in the apartments inside the station
building get a parking space as well, as well as the offices inside.

3.1.2.

Short-term parking
The North side of the station facilitates several parking places for short-term parking for a maximum of 15 minutes. This enables people to pick someone up from
the station. People can also park their car here to quickly buy something in one of
the shops, although most of them would park their car in Belcrum, what offers
them more time while not having to park far away.
Just like on the north side of the station, the centre side will offer short term parking for cars in order to be able to pick up or drop off people.
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3.1.4.

Current parking situation
The parking facility will be opened late 2015. However, most former parking lots
are already closed due to construction work. This means that temporary parking
facilities are required. These can be found on both the north and the centre side
if the station. On the centre side Q-Park offers 60ix parking spaces at the Spoorstraat. In addition to this, on the North side there is a temporary parking lot available on the property of the former Faam factory.

Figure 3: Blue zone in Belcrum.
Source: private

Figure 3: Figure 2: Temporary parking lot at the Faam.
Source: private

In Belcrum a temporary “blue-zone” is implemented. This means that using a
parking disk is mandatory to use when one parks his car in the neighbourhood.
The maximum parking length is set on two hours. The use of a parking disk is required from 9:00 to 14:00. The cause of the temporary measure is to stop commuters parking in the Belcrum neighbourhood to ensure liveability for residents.
After the completion of the parking facility in the new station this blue-zone will
be cleared again.

3.2.

Car routing
With the new design of the station area, routing for cars has been changed. In the
old situation the Belcrum neighbourhood was congested in both the morning and
evening peak hours. This was because of the good access route from North
Breda/Terheijden towards the city centre (Terheijdenseweg). In addition to this
Academiesingel provided an east-west route via the central station on the centre
side.

3.2.1.

New situation
In the new design through going traffic is diverted via other roads. An important
part of this is done via the northern ring road. The maximum speed on the road is
set on 70 km/h instead of 50 km/h. Together with this, a green wave was established. These measures resulted in a higher capacity in order to reduce travel
times via the northern ring road for motorists who used to drive though the city
centre, making it more favourable to use the new route.
URBAN DYNAMICS
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As previously stated, traffic
flows from north to south and
the other way around used to
drive via Terheijdenseweg and
thus crossing the Belcrum neighbourhood. In the new design
traffic cannot use this route anymore due to a bus trap. This
means that these car flows need
to use a different route, which is
via Belcrumweg in the west and
Doornboslaan eastwards of the Figure 4: Bus trap at Terheijdenseweg. Source: private
station. The new design does
not change routing for busses as they can drive through the bus trap which blocks
normal traffic at the Terheijdenseweg/Stationslaan junction (and Nieuwe
Kadijk/Edisonstraat intersection at the Northern ring road).
On the southern side
changes are made in the infrastructure as well. The last
stretch of the Sophiastraat
(next to Valkenberg Park)
will be demolished, creating
more space for the park. The
new design does permit cars
driving from east to west via
both Sophiastraat and the
singel. However, in the opposite direction it is prohibited to drive on the Figure 5: New infrastructural provisions on the centre side.
Source: Via Breda Information Centre
Delpratsingel since it is busses only. In addition to this, traffic is not able to go from the station to Sophiastraat, making it impossible to go from west to east Breda via these roads. This is
done for the same reason as in Belcrum; namely to higher liveability in the residential areas by reducing congestions caused by through traffic in the morning
and evening peak hours.

3.2.2.

Current situation
At the moment the construction of the infrastructure on the north side of the
station is almost finished, while on the centre side road construction just started.
While it still is too early to notice real changes in traffic flows it can be stated that
construction work around the station did result in a higher intensity on the northern ring road. This intensity is now up to a point that is almost as high as the capacity, which means that congestion starts to form during peak hours. Furthermore, traffic volumes in Belcrum declined significantly, resulting in a much more
liveable environment.
URBAN DYNAMICS
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The municipality of Breda hopes that with these measures on motorised traffic,
liveability in the Belcrum neighbourhood improves by cutting busy and congested
traffic flows towards the city centre. These traffic flows are deviated via other
routes where the city can cope with them in regard to intensities and pollution.
With a large parking lot on the roof of the new station building, the municipality
hopes to offer enough parking spaces for residents, local companies and commuters, while the Kiss & Ride spaces on both sides of the station are meant to cope
with short-term parking. It can be difficult to take measures on motorised traffic
without creating a poor situation for public transport (busses). The city of Breda
makes use of bus stops at locations where previously a lot of problems with congestion occurred. This means that while traffic flows are redirected by blocking
them, public transport is not hindered by the new traffic situation. Furthermore
the new design creates a safe environment for bicyclists and pedestrians, because
they do not have to cross busy roads.

3.3.

Non-Motorized Traffic
Now that a detailed overview of the accessibility of the new station in Breda for
motorized vehicles has been given, this chapter will take a look at the accessibility
for the two main non-motorized forms of traffic; cyclists and pedestrians. All of
the special facilities for each mode will be described, as well as the expected behaviour changes.
Creating a new public transport hub is a process that consists of and is influenced
by many factors. When looking at the accessibility of the new hub, the designers
need to also consider non-motorized traffic – consisting of bicycles and pedestrians - as one of these influencing factors. Especially in The Netherlands, bicycles
play a large role in accessing a public transport hub, as many commuters and students prefer them over the use of a motorized vehicle. This part of the accessibility chapter will look at how the new design of Breda Centraal incorporates, accommodates and benefits non-motorized traffic, by looking at what specific infrastructure and facilities are being developed, how the bicycle network around the
station has changed and will change, and finally looking at the situation for pedestrians.
Creating a new public transport hub is a process that consists of and is influenced
by many factors. When looking at the accessibility of the new hub, the designers
need to also consider non-motorized traffic – consisting of bicycles and pedestrians - as one of these influencing factors. Especially in The Netherlands, bicycles
play a large role in accessing a public transport hub, as many commuters and students prefer them over the use of a motorized vehicle. This part of the accessibility chapter will look at how the new design of Breda Centraal incorporates, accommodates and benefits non-motorized traffic, by looking at what specific infrastructure and facilities are being developed, how the bicycle network around the
station has changed and will change, and finally looking at the situation for pedestrians.
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3.3.1.

The Bicycle
The new design for Breda Centraal aims to offer optimal accessibility to all modes.
In a country which has more bicycles than people (19 million over 17 millionx), it
is an enormous task to provide proper access, parking and safety for the cyclists
in and around the central station. In the design of the station, the main tunnel
leads straight from
North to South for pedestrians, without interruptions. But what
is different from
many other stations,
is that next to this pedestrian tunnel, there
is also a through-going tunnel for bicycle Figure 6: New pedestrian tunnel in the station. Source: Via Breda
traffic,
separated
from the pedestrian tunnel by a half-height wall. This allows optimal access for
passengers from the North side of the station that want to access either the bicycle parking on the South side, or the city centre area.
Of course the creation of such a tunnel brings a lot of challenges with it. For example, where there are bicycles, there are also mopeds. How do you deal with
the pollution (noise and fumes) of these mopeds? You want the travellers to feel
comfortable and relaxed within the station boundaries, which is not promoted by
these mopeds. To solve this, the bicycle tunnel features a stairway access on either side, which means that cyclists are to use bicycle grooves to carry their bicycle down into the station, and also keeps the mopeds out. Furthermore, some
parts of the bicycle paths are floored with carpet, to encourage the feeling of quietness and low speed for the cyclists.
By the year 2020, the amount of travellers using Breda Centraal is estimated to
have grown from the current 27.000 to a massive 57.000, a growth of more than
100%. To accommodate this, the new design entails a dual guarded bicycle storage facility. This consists of two indoor guarded storage areas, one on either side
of the station. The first of these storage areas has already been completed and is
being used extensively by a large number of commuters. These storages will be
free of charge for the first 24 hours of parking. If users are interested in parking
their bicycles for more than 24 hours in a row, they can choose to pay each time
or buy a year subscription for a small amount.
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Additionally, there are also unguarded spaces for bicycle parking
outside, underneath the balconies.
As of writing this, even with only one
side of these balconies and one
guarded storage complete, the capacity is high enough, meaning that
there will be a lot of room for the
foreseen growth in number of daily
passengers. In total, there are Figure 7: Unguarded Bike Storage. Source: Private
around 4.200 bicycle parking spaces
in the new design of the stationxi.

3.3.2.

The Bicycle Network
The development of a new station, also means the development of the surrounding area. In
Breda, two zones are considered
the main areas to be affected by
the construction of a new train
hub. These are the centre of town
(South side of the station) and the
Belcrum/Liniepark area (North
side of the station) – see the image on the right. Several changes
have been made in the bicycle
network that directly affect cyclists’ access to the station, To
add to this, changes have also Figure 8: Two Main Quarters. Source: Google Maps (edited)
been made in the car network,
which indirectly affect cyclists’ access to the station.
An example of this is the Terheijdenseweg, given in green on the image to the
right. This street used to be connected to the Stationslaan, the direct access way
to the Northern side of the station. This has been changed into a bus trap, meaning that only cyclists and buses are now able to pass through this route. This
change in the network discharges the Terheijdenseweg of a lot of busy, noisy
through-traffic and leaves safe access for bicycles and inhabitants of the
Belcrum/Liniepark area.
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On the South side, car traffic has
been limited to one direction (East
to West). This means another decrease in motorized traffic directly
around the station, and an increase
in safety for non-motorized modes.
On the West and East side, car connection remains an option, to still allow traffic to easily travel in and out Figure 9: Bicycle Crossing. Source: private
of the centre of town.
On the East side (Terheijdenseweg continued) a problem point occurs. This is
where a lot of buses enter the station (almost a constant flow), coming from either the North or South of the Terheijdenseweg. A bicycle path needs to cross all
of these incoming and outgoing buses, but is not separated by any height difference. How Breda has solved this, is by simply putting in warning lights on the cyclists’ sides that give off a warning signal when one or more buses approach. This
situation is visible in the image on the right

3.3.3.

The Pedestrian
Perhaps the most important mode of transport within the station, is the pedestrian. Everyone accesses the train platforms on foot, which means that there
needs to be safe, wide and clear access routes to each of the three double-sided
platforms. To do this, the new design of the station incorporates wide tunnels
(visible in the image in section “The bicycle”). These are especially necessary in
train stations, as trains are often scheduled to arrive simultaneously for easy
transit to buses and other trains. The modern design of these tunnels and of the
entire station creates a feeling of social safety in and around it, as well as an increase in general comfort when travelling with the use of public transportation.
The tunnels are lined with travel-oriented stores, such as the Albert Heijn to go,
Smullers and Starbucks. These offer the traveller a quick bite to eat when they are
in a hurry or experiencing delays.
From North to South, the tunnel is open for everyone to use. It is not necessary
to be a traveller to access the station and its stores, which offers an easy direct
North-South connection for pedestrians accessing the station. The gates to access
the platforms are located next to the tunnel, providing access to a different tunnel, which leads to all of the train access platforms. These gates are also not the
closed type, meaning that non-travellers could even access the platforms and the
platform-specific tunnel if they wish to do so.
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3.3.5.

Surroundings
Around the station, the situation for pedestrians does not change a lot from what
it was in the old station design. The large park on the South side remains untouched, and thus completely car-free, ensuring a high liveability for the surrounding area. The new station tunnel will provide almost direct access to the
station from the park, only needing to cross one car street, on which car traffic is
limited to one direction as explained before. To do this, traffic lights will remain
in use.
On the North side of the station, the Speelhuislaan/Stationslaan needs to be
crossed in order to access the station. Here, the designers chose to use zebra
crossings, since it is a street with a lower density of traffic and generally a lower
speed.
The West side stays as it was, and on the East side, the same problem occurs that
was discussed in the cyclists’ section. For pedestrians, the same warning light is
to be used, as there will be no right of way. The buses are in all cases given this to
ensure scheduled driving.

3.3.6.

Temporary Facilities
During construction of the station, it is important to look at the situation for pedestrians. You still want to provide as direct as possible access, without interrupting the building process. Because Breda Centraal is being constructed in two main
phases, a decision needed to be made. During the closure of the South side of the
station, without any temporary facilities, pedestrians would have to use the North
side, walk through the tunnel on the East side – and interfere with the buses – or
walk all the way around the West side to access the centre. It was decided that
this was not direct enough, so a temporary facility was set up; a walking bridge
(see image). This bridge provides direct access from the South side, during its closure, to each of the platforms. This has a lot of benefits, and only a few disadvantages. It is not very accessible for elderly people, and it (for example) needed
to be closed during Carnival because of expected danger.

Figure 10: Temporary Pedestrian Bridge. Source: Via Breda
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3.3.8.

Interaction during access
In the new station design, Breda attempts to create an access situation which is
as safe as possible, but it is impossible to completely avoid all interaction between
different modes. In the sections above, several problem points were already mentioned, such as the tunnel on the East side. This can be considered the biggest
problem point for interaction between different modes, as the two most vulnerable modes (pedestrians and cyclists) encounter a dangerous situation crossing
the busiest bus point. However, pedestrian traffic here should be limited upon
completion of the station, as there will be easy, direct north to South access
through there.
Another point of interaction occurs close to the above one, but is not between
different modes. The access for buses into the station on the East side is proving
to be a point of some interaction as well, although not as dangerous as the first
situation. This lane slopes up for buses entering the station, meaning that visibility
is slightly decreased. Upon entering, buses can interfere with this process from
the right side, exiting the station towards their destinations. This can sometimes
cause unexpected braking and confusion, decreasing the comfort for the travellers.
Some other interaction points include the pedestrian crossings from the South
and North side, across the Singels and Speelhuislaan respectively. However, these
are solved by a zebra crossing on the Speelhuislaan, and traffic light regulation on
the Singels. Time will tell if this works out, during the growth of the station and
the amount of passengers.
The analysis of the accessibility for non-motorized traffic shows that they are an
incredibly important mode of transport to consider when rebuilding a large public
transport hub, especially in a country like the Netherlands with its bicycle culture.
The new station of Breda incorporates a wide tunnel through the station for pedestrians, and a North to south connecting bicycle only tunnel through it. Additionally, it has a dual guarded bicycle storage and more unguarded bicycle storage
space outside the station, totalling at 4,200 spaces. The access to the station has
been made more bicycle- and pedestrian-friendly by cutting off some of the motorized traffic flows and adding safer crossings of the roads that do remain. Liveability has played a large role in the redevelopments, because Breda has maintained the spacious living around the station, as well as the large park on the
Southern side. A temporary walking bridge has been setup during construction on
the South side to allow easy access to the platforms for pedestrians. Some problem points like the bicycle-bus crossing on the East side were also analysed.
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4.

Urban Character
An urban district is characterised by a high-density rate of facilities and housing
units with use of mixed-use buildings. This urban character is a tool for Transit
Oriented Development so that around transit stops a high density of amenities is
centralized in order to create walk able distances to amenities from transit stops
and vice versa. To create a neighbourhood centre in and around the train station
of Breda quite some space is reserved for different facilities. Per parcel a combination of work, live and shop facilities are planned. It is expected that by 2020
95,000 travellers will make use of the station Breda Central daily. These travellers
are potential clients for regional and local shops. The employers and employees
working at the new offices are potential clients for the shops in and around the
station.

4.1. Regional Facilities
A regional facility must be accessible within a distance between 5 and 20 km like
a health centre. The new station will offer sustainable offices, which you can hire
from 200 m². The total office space available in the station building will be 21,300
m². The completion of these offices will take place in the spring. Big offices are
barely present in the centre of Breda due to a lack of space. The courthouse and
the tax office will move from the city centre to the station area. The tax office will
be located in the station building and will function as a main facility that stimulates the attraction of other companies to settle in the station building. The courthouse will be constructed near the station, which will have a size of 27,000 m². xii
GWK Travelex is located in the station building. With only 51 offices in Holland
this office is a regional amenity. GWK Travelex is located on strategically spots like
airports, city centres and big train stations. The Dutch Railway Company has a
service and sales facility to help and inform train users and to offer them products.

4.2.

Local Facilities
A local facility must be accessible
within 5 km by residents like a grocery
store. 150 apartments are being built
in the station. In March 2015 the
apartments that are not sold yet will
be rented out.xiii
The available commercial space for local facilitation will be 9,000 m² consisting of approximately 30 retail units.xiv
Figure 11: Commercial space rental. Source:
Next to that four catering facilities will Breda Centraal.
be located in the building. The green
coloured units on the map indicate the availability of commercial space. Blue indicates rented units and red units are in negotiation. For public and free sanitary
facilities it is important that these are located at a central point.
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Thus the sanitary facilities are located in between the way to the rail tracks and
the way to the bus stops and retail stores. Also sanitary facilities for disabled are
available.
The car parking facility of the station will be located on the roof of the building
above the bus stops and rail tracks. The parking facility has a good parking ratio
with 1:125 m² and therefore gives employees and visitors of the station the opportunity to go by car.xv A secured bike parking facility at the north side of the
station offers free parking for the first 24 hours. Also a secured bike parking facility
is constructed right next to the station. It is possible to rent and repair your bike
as well.

4.2.1.

Impact on the Local Economy
The station will become a new economic centre.
The big traffic flows to, from and via the station
boost the revenues within the station. People will
go shopping in the station, thus a shift of money
spend on shopping will take place from the city
centre to the central station. The neighbourhood
Belcrum will further develop as a consequence of
all the developments going on in and around the
station. New facilities will be found in the neighbourhood and the chance is likely that the houses,
especially near the station will have more value,
because of the location. In other words a lot of economic developments are taking and will take place
the coming years and therefore will have a positive
influence on the developments within the neighbourhood Belcrum.

4.2.2.

Creation of a Neighbourhood Centre

Figure 12: Retail overview Station
Breda. Source: Breda Centraal

The station will start functioning as a meeting point where or from where social
activities will take place. The commercial space will be located on the ground
floors to interact with the surrounding street and public space. This enhances the
social activity within the neighbourhood. This transit building is a high and large
building in comparison to the surrounding buildings, which attracts the attention
of people, and so the building can be recognized from far away. The station is
designed to be clean and safe to attract people and make them feel welcome.
Because of international rail connections an increase in tourists is expected, also
more Hollanders going abroad will travel via Breda. All these people visiting the
station the whole day will feel like a never sleeping neighbourhood. The pedestrian tunnel connects the north and south area around the station, which provides
good accessibility to both areas. A meeting point will arise at the Central Breda
station for people from both areas. All primary facilities can be found in the central station. The neighbourhood identity is renewed by the design of the station
building and the amenities located in and around the station.xvi
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The Breda Central station will have an urban character due to the construction of
active ground floors and offices that will be provided in the station building. New
regional amenities like the courthouse and the tax office and also local amenities
will attract residents and visitors to the station. A neighbourhood centre where
and from social activity takes place will arise. Economic growth will take place in
and around the station due to the new housing, offices, commercial space and
the extra visitors that will be attracted to the station. The economic growth of the
area must be high enough to ensure a return on investment. The tax office and
courthouse are main amenities that will be located in and around the station
which have to lead to the attraction of other companies. The redevelopment of
the station and the surrounding area leads to a new centre within the city of
Breda, a shift of economic transactions will likely take place from the city centre
to the new station. The newly arisen neighbourhood identity will only be successful if it fits to the needs and wishes of the Belcrum neighbourhood. The expectation is that the redeveloped area will have an urban character, but that depends
fully on the execution of the project and the way companies, customers, clients
and residents react on it.
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5.

Natural Resources
Another element of the TOD embarq guide is the development of the natural
resources and green space within the developing TOD area. Going further on in
this chapter, the Embarq gives four focus points for Natural resources; Strategic
green areas, Energy, water and waste efficiency, Public space networks and Public
life.

5.1.

Strategic green areas
This applies to areas which have the meaning to solve the impact a project can
have on the environment and green areas which serve the purpose of recreating.
Taking into account that the development of the station will lead to new office
space in the station, a court near the station and potential future development
the park can serve as a break location for the employees and travellers using the
station. Although this will have a positive effect on the recreation for short stays,
people living in the neighbourhood which want to recreate will probably visit the
Valkenberg Park on the other side of the station. This rather big park includes a
two fountains and a lot of space to recreate.
One of the effect of the development of the area is the water household. Because
of the new development the peak in rain water can be higher that at the moment.
This can result in a problem further down the mark, the river north of the station,
because it would have to cope with more water at one time. To reduce this risk
and compensate for this new development that is created by the station two different park areas have been created. One being from the river to the station, this
area serves the slow down the rain water, which will lead to less peak water.
The other measure is the park area on the west side of the Mark, which will be a
newly created green area. This area will be for recreation for most of the days,
just not when the water level becomes above a certain height. In this circumstance this area will be used as a buffer space, so to say to store the water. When
the water level drops again, there will be enough space in the mark to cope with
this water.
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5.3.

Public space networks
In the Embarq this step involves three categories, the neighbourhood gardens
(400 m), neighbourhood parks (800 m) and sport facilities (1,2 km). The distances
written down in brackets represent the distance these type of facilities need to
be from an inhabitant. For the parks at the station only the first one applies; neighbourhood gardens. This is because the Valkenberg park has sport facilities and is
a real park, the green areas around the station will be used as gardens. For this
function the parks will function well, both for inhabitants as for employees working around the station.
At last it is important for public space that it has a continuity in use, which means
a mix between recreation and traffic. At the moment a park is used for commuters
it will appear safer for certain target groups and will therefore be more attractive
to use for recreation. This mix will give the park the life it needs to be successful.
Expected is that the parks will be used for recreation and commuting to the station by pedestrians and cyclists.
The affects in relation to water management have been solved by creating two
types of parks; one which slows rain water down so the peaks get reduced, and a
park which is used as buffer space. Both parks can be used as a neighbourhood
garden. These gardens will also be used by pedestrians and cyclists. This way the
parks are attractive to use for recreation and will deal with rain water.
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6.

Community Involvement and Identity
Developing an area can be a great advantage for some, but does also affect the
neighbourhood and surrounding. This chapter explains how the Breda station project has effect on the surrounding and in particular the neighbourhood Belcrum,
situated on the north of the new Breda main station. The main focus will be put
on the involvement of the plans during the planning and execution of the plan,
the affects the new development has on the residents and how the identity of the
Belcrum changed.
The reason why has been chosen to focus on the Belcrum is because in this part
of the development area there will occur the most changes. The Breda station
used to be a station with one front side, which is at the side of the Valkenberg
Park. Introducing the new station the north part will be connected better to the
station. Apart from that the development of the court, the realization of apartment and the bus terminal are situated on the Belcrum side and will have an effect
on the neighbourhood.
To carry out this research an interview was held with Martien Kuipers, a member
of the neighbourhood comity of the Belcrum. The full interview (in Dutch) can be
found in appendix number …

6.1.

Involvement
Since 2004 the Belcrum has been involved in the plans of the new Breda station.
Four times per year there is a meeting with the local government of Breda and
the neighbourhood comity of Belcrum. During these meetings the new plans
were explained to comity and the other interested inhabitants of the Belcrum.
After this the plans would discussed a new input would be brought to Via Breda
by the government. In these meetings mainly the (temporarily) traffic streams
would be discussed. According to Martien Kuipers especially these traffic streams
and problems had the most interest of the inhabitants.
The new station as effect that the Belcrum will become a dead end, which means
that there is no through going traffic anymore through the Terheijdenseweg and
the Speelhuislaan. For the inhabitants of the Belcrum this means that the neighbourhood will be harder to access, but there is a decrease in traffic since there is
no through going traffic anymore. The positive affect of this regulation is that the
decrease in traffic will make it more attractive to walk, ride a bike or plan outside.
Another effect the two sides station has on the Belcrum is that there will be more
parking pleasure. The area used to be a free parking zone, but since the station is
very easy accessible now, and parking at the station cost money, more and more
travellers park in the neighbourhood.
This means that a license system for inhabitants will be needed to decrease the
parking pleasure. This measure will mean that the license holders will have to pay
a small amount a year for parking, where parking used to be free.
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As compensation for this and the other disturbance the government has cleared
money to develop positive initiatives for the neighbourhood. For example
Belcrum beach could be developed because of this input.
Negative effects that the inhabitants of the neighbourhood have experienced are
the growth in student room rentals and disturbance such as graffiti and vandalism.
Martien Kuipers calls the Belcrum “village between the track and the ring road”
and according to him this will not change because of the new development. Because of the new station there will be more going on in the area but the identity
of being a cosy neighbourhood will not change.
So, the Belcrum has been involved in the design process and there has been frequent communication between the several parties. The neighbourhood suffers
from positive affects such as less car traffic and negative effects such as vandalism. Even though these new developments the Belcrum will stay the Belcrum according to Martien Kuipers.
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7.

Challenges
Designing a new public transport station brings a lot of challenges with it, expected and unexpected ones. This chapter will look at different types of challenges, such as the influence of the economy, spatial limitations and the participation of residents and surrounding companies.

7.1.

Economic limitations

7.1.1.

Zoete Inval
The economic crisis that struck from 2007 to 2014 did have influence on the current plans. One of the biggest changes was to postpone the plans to develop the
“Zoete Inval” area, which is a former industrial area. This terrain was supposed to
be bought by the municipality for the development of both housing and officesxvii.
Aside from this the neighbourhood would accommodate ecological zones on the
Mark shore. The idea was that residents living in the area would commute via the
new train station to work in other parts of The Netherlands/Belgium. However,
due to the declination of the housing market, the municipality decided to put developments on hold.

7.1.2.

Offices in Stationskwartier
Due to the economic crisis the selling/renting of office spaces inside and around
the station has been behind planning as well. The main difficulty was to find a
rather big company/institute that would be interested to move into the new station. Having such a company on-board would mean that the constructions could
be started because it was ensured that at least a certain amount of space would
be filled. On top of that it would boost the overall selling conditions as well. Eventually the tax office decided to move to the new buildingxviii, mainly due to the
high accessibility by public transport, which ensures high accessibility for people
who are more dependent on this mode of transport (e.g. Handicapped and elderly
people).
However, it was (and still is) difficult to motivate companies to move to the new
station area. This not only has to do with the economic situation, but also with
the fact that the High Speed Train network is currently not performing like it was
meant to be. The cancellation of the Fyra-project meant that travel times to The
Hague, Rotterdam and Amsterdam did not shorten as much as planned. In addition to this, the connection to Belgium has not been made yet, which means that
commuters still have to travel via Roosendaal or Dordrecht in order to get to Antwerp or Brussels. These connections, however, will be made late 2016xix.
The declination of interest in moving to the station area meant that the municipality changed their demands for companies to move to the area. This, however,
meant that more car-oriented companies now think of moving to the new station.
This is in conflict with the low parking ratio of 1:125 m², which is the lowest ratio
in Breda. Companies have asked the municipality to higher this number, which is
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in conflict with the original plans to have a public transport-oriented environment.
It is thus important for the municipality to keep their focus on their original goal
for public transport minded companies with a low parking ratio rather than having
a more mixed of even car-oriented companies which tend to commute by car. This
is because the development of the station area is a long-term project and filling
up the offices as fast as possible (short-term process) can interfere with the longterm process.

7.2.

Spatial limitations
One of Breda’s unique aspects is that it offers housing
with gardens near the station. In the
Belcrum/Liniepark area, a lot of housing is located
which has the addition of either a front or back garden, or both. Comparing this to other cities, the area
around the central station is usually filled with highrise buildings, which have commercial uses on the
ground floor and apartment living uses on floors
above that (with the exception of large, multi-store
commercial buildings). To add to this, on the South
side of the station, a large park is located. When look- Figure 13: Satellite photo of the
area surrounding the station.
ing at a satellite photo of the area around the station, Source: Google maps
a surprising amount of greenery is found, both North
and South of it. This means that when it comes to expanding the station and its
infrastructure, Breda has a lot more opportunities than other cities might have
upon expanding their stations.
However, there are general spatial limitations when it comes to construction
works at a public transport hub. The main problem that each hub – Breda not
accepted – runs into, is that the service cannot stop during construction. It is impossible to stop service for such a long time, so the builders will have to work
around this. Careful planning is necessary to avoid conflicts between the daily
process of multimodal travelling and the construction works. There are many experts who know how to deal with these kind of processes nowadays, which should
ensure safe and quick construction with minimal hindrance to the timetable of
the public transport network.
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7.3.

Participation of Residents and Companies

7.3.1.

Residents
The involvement of both local residents and companies plays a large role in how
the construction progresses. Naturally, the people that live in the quarters that
surround the station, have a say in some of the processes. Furthermore, they can
influence these processes by their behaviour, which can sometimes be unforeseen. A problem that arises when it comes to behaviour, is the issue of parking.
There will be parking available on the roof of the new station build, but discussion
arose on what the expected actual parking behaviour is. It is to be expected that
people will not only use the paid parking on the roof of the station, but seek for
other options.
A viable alternative would be to park your car inside the Belcrum/Liniepark area
for free, and walk the short distance to the entrance of the station. The municipality of Breda has been looking at ways to solve this problem – such as permit
parking and blue zone parking – but has not been actively supported by residents
of the neighbourhood. The inhabitants are not willing to pay for a permit, and
perhaps do not agree with yet more regulations to deal with. Blue zone parking
will cause problems for residents that wish to stay parked longer than the two
hours it usually entails. Because of this, the municipality has chosen not to take
any measures as of yet and wait for the results, after which a new discussion can
be started with the inhabitants of the Belcrum/Liniepark neighbourhoodxx.

7.3.2.

Companies
By far the two most important companies involved in the developments of the
station are the initiators, NS and ProRail. These companies are the ones that decided for a complete overhaul of the station and its surroundings. This can however cause problems, especially for the municipality, since there will always be
disagreements between each of the parties. NS and ProRail finance 90% of the
construction project, whereas the municipality of Breda finances the leftover
10%. This also means that if the municipality wants to make a change in the construction plans, all NS and ProRail have to do is tell them to pay more to realise
this. With investments always needed to be minimized for municipalities, this usually results in falling back to the original plan.
Additionally, The NS claimed to be uninterested in any transit-oriented development around their public transport hubs in the Netherlands, up to a few weeks
ago. They intended to create a better network, with better accessibility for travellers, but said that they were not interested in any developments around it. Now,
they have changed their mind and stated that they are open to work together
with other organisations to realize transit-oriented development around their
hubs, but as it is generally a long process (10-20 years) before this can be realised,
the effects will not be noticeable within this decadexxi.
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As discussed in the section on economic challenges, one of the main setbacks was
the economic crisis. As there was a large amount of office space to rent in the new
station design, part of this needed to be rented in order to finance the project.
This problem was solved when the tax office stepped forward and decided to
move into the future station, which provides easier access to the workplace for
employees using public transport (as of now, the tax offices are located in the
centre of town). This solved the challenge of finding a company that was interested in investing in the station.
In this chapter we saw that there were three main challenging factors; economic
influence, spatial limitations and the participation of residents and companies.
Each of these factors was analyzed in detail. In the economic influence section,
the effects of the economic crisis were described, giving the two examples of the
Zoete Inval and the Stationskwartier. In the spatial limitations it was discussed
how Breda has quite a lot of space to redevelop the station, but still deals with
the spatial limitations of having to keep the public transport network going during
construction. Lastly, in the participation of residents we looked at the challenges
of financing due to the different parties involved – ProRail, NS and the municipality of Breda – and the importance of the rental agreement the tax office and the
station entered. When it comes to residents, an example case of the possible
parking problems around the station was given to describe what might happen.
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8.

Conclusion
Transit Oriented Development (TOD) includes mixed-use and high-density redevelopment of urban areas to promote the use of public transit, stimulate efficiency and economic development. With use of the TOD EMBARQ guidelines and
adjustments to the characteristics of the Breda station, a new TOD analysis has
been created. This analysis consists of the following guidelines: Quality of Public
Transit, Accessibility, Urban Character, Natural Resources, and Community Involvement and Identity. By assessing these criteria the Breda TOD application is
criticized.
The Breda station will be redeveloped into a main transit hub with international
connections. Nonetheless, the city bus service with a half hour frequency does
not fulfil the quality norms of accessibility that TOD aims for.
Non-motorized traffic forms an important factor to take into account when redeveloping a transit area due to high intensities of bicycle intensities in Holland. Safe
connections to and through the station with use of a pedestrian-dedicated tunnel
will be realised to keep the surrounding neighbourhoods easy accessible. Also motorized traffic will have different, considerably safe, connections to access the station. However, one site in the infrastructure can be considered unsafe, where the
busiest bus route interferes with a main bicycle route from North to South. Nonetheless, the connections create a high quality of accessibility to the station (area)
and not many unforeseen unsafely situations are expected to occur.
A high-density and mixed-use station building is constructed where a wide variety
of regional and local amenities will base themselves in. Due to new international
connections, redevelopment of the surrounding area and the new amenities, offices and housing units the transit hub will form a neighbourhood centre. Also
economic flows will increase within the redeveloped area the coming years. After
the completion of the station the urban character will be TOD worthy.
Two recreational parks will be built in order to minimize the speed of rainwater
and to create a buffer space to store water during storms. Pedestrians and cyclists
will make use of both parks. Rainwater management and buffer zones are typical
TOD strategies.
Frequent communication with the adjacent Belcrum neighbourhood resulted in
positive effects like less motorised traffic through the area. The identity of the
neighbourhood will not be changed by developments done by the municipality,
but it is expected that more will go on in the neighbourhood.
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A possible challenge was the economic crisis, which cancelled the selling and renting of office space in and around the station building. Another challenge are the
spatial limitations during the redevelopment due to the fact that the traffic network has to keep going. Lastly, the possible increase of parking places could attract more car-oriented companies to the station. This is contrary to the original
plans and in favour of short term plans to fill up the office space as fast as possible.
To conclude, TOD meets all five guidelines largely. One of the main differences to
other TOD-areas is the fact that rather than having local transit development, the
Breda project is expected to result in regional and international transit developments. However, Transit-Oriented Development is not completely fulfilled as is
mentioned in the EMBARQ guidelines. For Dutch standards the station is more
TOD worthy than any other transit station in the Netherlands. This is also due to
the fact that the Breda station is the first station in Holland that provides housing
in the station building.
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Appendix
Appendix 1: Interview with Martien Kuipers
Member of the neighbourhood comity of Belcrum (Mar10Kuip@hotmail.com).
Hoe zijn de omwonende van het station betrokken (geweest) bij de ontwikkeling van de plannen
omtrent het stationsgebied en hoe was de betrokkenheid tijdens de bouw?


Wanneer heeft de buurt voor het eerst te horen gekregen over het Breda project?

In 2004.


Zijn de buurtbewoners erg betrokken geweest bij het project / speelde het erg in de wijk Belcrum?

Jazeker, vooral de parkeerproblematiek rondom het station.


Is er om enige input gevraagd aan inwoners van de Belcrum, zo ja waar ging dit over?

Ja, over parkeren van auto's en fietsers, verkeers stromen in het algemeen.


Indien er tijdens de ontwerp of uitvoerings fase aan- of / en opmerking werden gemaakt door de wijkraad of inwoners zelf,
in hoeverre werd dit doorgevoerd / besproken?

Besproken wel, doorgevoerd niet helaas.


bestaat er een (periodiek) contact tussen de buurt en de belanghebbenden (bijvoorbeeld; Prorail, NS en De gemeenten)

Alleen met gemeente 4x per jaar over ViaBreda

Hoe zijn de bewoners van de Belcrum beïnvloed bij de komst van het nieuwe station Breda tijdens de
bouw en wat zijn de verwachting voor de toekomst?


Ondervonden de bewoners in het verleden last van de respectievelijke 17.000 en 7.000 auto's die de Terheijdenseweg en
de speelhuislaan passeerde en zo ja, is de komst van een bussluis en fietspad een verbetering?

Ja, zeker een verbetering. Minder doorgaand verkeer maar nadeel is dat we nu lastiger de wijk uit kunnen. Dus voor en nadeel.


Hoe heeft de parkeerdruk in de wijk zich ontwikkeld tijdens de bouw, denk hierbij aan de komst van de Noordingang, het
verwijderen van een deel van de P+R van de NS en de toekomstige verwijderen van de tijdelijke parkeermogelijkheid bij
faam.

Veel parkeeroverlast verder de wijk in op plekke waar voorheen geen overlast was.


Hoe staan de bewoners in een eventuele vergunningshouderszone of een parkeerschijfzone wat naar mijn informatie nu
het geval is?

Bewoners willen graag een vergunning maar dan gratis omdat parkeeroverlast niet door hun veroorzaakt wordt. Betalen dus
liever niet.


Via de gemeente heb ik te horen gekregen dat de ondernemerschap en gezelligheid in de wijk wordt versterkt door de
nieuwe ontwikkelingen, en dat er meer mogelijkheden komen voor (kleine) ondernemingen zoals horeca, staat dit volgens
in verband met de ontwikkelingen van het station?

Deels, maar die gezelligheid was er al alleen zijn er nu meer middelen (geld) om leuke activiteiten te organiseren. Zodra de bouw
klaar is gaat verdwijnen deze middelen ook. Mogelijkheden voor kleine ondernemers zoals horeca zijn er aan deze kant van het
station niet, wel aan de Willemstraat.


Kent u nog verdere positieve of negatieve gevolgen die de komst van het station op de wijk heeft gehad / gaat hebben.

Negatief de explosieve groei van kamerverhuur panden waar de gemeente niet tegen wilde optreden.
Positief meer geld nu voor activiteiten (feestjes)
Positief, herinrichting Speelhuislaan dankzij nieuwbouw station.
Negatief meer drugsoverlast, dealers etc
Negatief meer graffiti en vernielingen aan prullenbakken, straatmeubileir etc

Gaat de identiteit van de buurt als een buurt met "eigen identiteit die wordt versterkt door de
dynamiek van wonen, recreëren en ontmoeten" erg veranderen door de komst van het nieuwe
station?


Hoe zou u in een zin de wijk omschrijven?

Belcrum blijft Belcrum (dorp tussen spoor en rondweg, oude polder)


Hoe denkt u dat dit wordt beïnvloed door de komst van een "tweezijdig" station met een hoofdingang aan de belcrum
zijde?

Meer drukte en dus levendigheid, maar het si ook wachtte op andere trekkers naar dit gebied zoals nieuwe bewoners,
Rechtbank, WTC kantoren, ontwikkeling CM terrein.
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