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Abstract  
Urban shrinkage is a growing challenge for mid-sized cities across Europe, characterised by 
population decline, economic stagnation, and urban decay. This thesis investigated the potential 
of station area development as a strategic tool for urban regeneration in mid-sized shrinking 
cities. While transit-oriented development has been widely studied in metropolitan contexts, its 
application in peripheral, mid-sized urban areas facing demographic and economic decline 
remains underexplored. 

This study aimed to critically assess whether the development of station areas contributes to the 
regeneration of shrinking medium-sized Dutch cities and to exploit the opportunities surrounding 
these specific areas, with the target of generating an analytical generalisation and supporting 
evidence-based decision-making for future development initiatives. Through a multi-case study 
approach, this research analysed eight Dutch cities using qualitative methods, including 
document analysis and semi-structured interviews, with the analysis guided by the necessary 
condition proposition pattern matching methodology.  

The findings demonstrated that station area developments can contribute to the regeneration of 
shrinking mid-sized cities, provided certain conditions are met. First, all components of station 
area development for regeneration in mid-sized shrinking cities should strengthen 
intercorrelation between each other, whereby a uniform concentration between the components 
is pursued, with the possible exception of the most important contextual dominant strategies. 
Secondly, the mindset of the development perspective must be aligned in a positive, futuristic 
direction, with a realistic approach and based on analytical research, and finally, the contextual 
central location of the station area is surrounded by urbanity and has or can create a connection 
between the station and the cultural centre(s).  

Ultimately, this study contributes to a better understanding of how transit-oriented station area 
development can be tailored to support urban transformation in shrinking mid-sized cities. It calls 
for context-sensitive, holistic  approaches that align the indicated components, while avoiding 
generic, one-size-fits-all planning models. The results offer valuable insights for policymakers, 
urban planners, and researchers aiming to address shrinkage through targeted spatial 
interventions. 

Keywords: urban shrinkage у city  regeneration у multi -case у transit -oriented 
development (TOD) у necessary condition propositions (NCA)  
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1 Introduction 

1.1 Research problem statement 
In many European countries, medium-sized city regions are increasingly facing the challenges of 
urban shrinkage, a process characterised by declining population numbers and weakening 
economic activity (Haase et al., 2016, p. 87; Pallagst et al., 2009; Wiechmann & Pallagst, 2012, p. 
264). This phenomenon is often driven by a combination of demographic and economic factors, 
including an ageing population, suburbanization, and a reduction in employment opportunities 
(Haase et al., 2014, p. 1522). As a result, cities undergoing shrinkage experience a lower demand 
for housing, declining real estate values, and a gradual deterioration of urban amenities and 
services, which further exacerbates the cycle of decline (Czamanski & Broitman, 2018; Haase et 
al., 2012, p. 93). The recognition and acceptance of the process of urban shrinkage and 
adaptation to reality is of key importance for the future of shrinking cities (Jaroszewska, 2019, p. 
86; Kato & Kanki, 2020, p. 40). 

In the Netherlands, urban shrinkage is particularly prevalent in peripheral regions, where cities 
and towns have been struggling with sustained population loss and economic stagnation for 
several decades (Elderink, 2020, p. 11; PBL & CBS, 2022a). Combat urban shrinkage requires 
targeted policy interventions, such as strategic spatial planning and economic regeneration 
initiatives, to improve the long-term viability and attractiveness of affected cities (Hospers, 2014; 
Humer, 2018; Wiechmann & Pallagst, 2012, pp. 269-270, 274). By improving public spaces, 
upgrading transportation networks, and fostering mixed-use developments, spatial planning can 
help reverse the negative effects. Within the broader scope of urban area development, station 
area development in metropolitan cities is often regarded as a powerful catalyst for urban 
regeneration (Bertolini et al., 2012, p. 31). Station area development is viable only for cities with 
train infrastructure, making it a strategic opportunity for those that can effectively utilise it (Van 
Acker & Triggianese, 2021, p. 56). An improved transport infrastructure, combined with an 
attractive and vibrant station environment, can encourage investment, boost local commerce, 
and increase residential desirability (Conceição, 2011, p. 2; Lunardon et al., 2023, pp. 2-3). In this 
respect, station area development can play a fundamental role in stimulating urban regeneration 
and mitigating the challenges associated with shrinkage (Van Acker & Triggianese, 2021, p. 56). 

This study investigated the extent to which opportunities arising from station area development 
contribute to the regeneration of shrinking medium-sized cities in the Netherlands. Although 
station area development has been widely examined in metropolitan contexts  (Avoyan & Franke, 
2024; Chorus, 2012), its role in mid-sized shrinking cities experiencing demographic and 
economic decline remains underexplored. Drawing on eight case studies, this research assessed 
how theoretical concepts of station area development align with real-world planning and 
regeneration strategies in shrinking urban regions. 

Initially, the relationship between the themes from the literature was analysed from the 
perspective of shrinkage areas concerning the development of station areas. Subsequently, the 
incorporation of these components into planning frameworks was evaluated. Finally, the study 
explored how other medium-sized shrinking cities in the Netherlands position themselves and 
framed their strategies for the development of station areas. The overarching aim was to 
contribute to analytical generalisation and inform broader theory-building on the role of station 
area development as a catalyst for urban regeneration in shrinking mid-sized Dutch cities. 
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1.2 Research aim and research questions 
The primary aim of this research was to critically assess whether opportunities created by station 
area development contribute to the regeneration of mid-sized shrinking cities in the Netherlands, 
thereby providing an evidence-based foundation for analytic generalising to a broader theory and 
to inform and enhance deliberate decision-making in future station development initiatives. To 
achieve this, the study was guided by three main objectives, each designed to deepen the 
understanding of the relationship between theoretical perspectives and practical applications 
within the context of station area development in shrinking urban regions. The objectives of this 
study were as follows: 

¶ The first objective was to critically confirm the implementation of key themes from the 
literature on station area development within the context of shrinking urban mid-sized 
cities and their associated regeneration processes. 

¶ The second objective was to examine the extent to which components of urban 
regeneration in station development have been incorporated into current planning 
practices and strategies for station area development in medium-sized shrinking cities in 
the Netherlands. 

¶ The third objective was to investigate how medium-sized cities experiencing urban 
shrinkage in the Netherlands position and frame their station area development 
strategies. 

The findings is intent to inform future station area developments in shrinking cities, contributing 
to more efficient, targeted, and context-specific strategies that enhance the added value of such 
interventions within the urban fabric. As cities face population decline, economic stagnation, and 
changing dynamics, station area development is seen as a potential catalyst for reversing these 
trends (Bertolini et al., 2012, p. 31; Van Acker & Triggianese, 2021, p. 56). However, the extent to 
which such developments effectively to urban regeneration remains uncertain and context 
dependent (Adewumi, 2020; Zhang et al., 2023, p. 2099). This study analysed the extent to which 
the interrelated factors of regeneration in station area development can contribute to the 
regeneration of a shrinking city. As a result, a hypothetical thesis has been taken that: station area 
development contributes to the regeneration of mid-size shrinking cities in the Netherlands. To 
systematically address this issue, the following main research question has been formulated: 

In order to answer this main question comprehensively, the study is structured around several 
sub-questions: 

SQ1: How do the key themes from theoretical literature on station area development in 
shrinking cities relate to broader processes of urban regeneration? 

This question examined the relationship between core themes, perspectives and discussions in 
the theoretical literature on station area development and their function in facilitating urban 
regeneration within shrinking cities. The question analysed how concepts such as transformation 
station areas were incorporated into development strategies to address and potentially reverse 
processes of urban decline. Through this analysis, the research sought to evaluate the extent to 
which these theoretical frameworks effectively inform and guide the transformation of station 
areas as catalysts for sustainable urban regeneration in contexts characterised by urban 

To what extent do opportunities arising from the development of station areas contribute to 
the regeneration of shrinking medium-sized cities in the Netherlands? 
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shrinkage. For this purpose, relevant indicators were identified and critically examined to 
evaluate the application of theoretical approaches in station area development and urban 
regeneration. 

SQ2:  How are station area development strategies being implemented in medium-sized 
shrinking cities in the Netherlands? 

This sub-question investigated the extent to which findings from the literature were applied in 
contemporary station area development planning strategies. The aim was to determine the extent 
to which theoretical insights were translated into practical applications within the context of 
urban station development. In this way, the research aimed to reveal patterns and trends 
between the defined theoretical frameworks and their implementation in station area 
developments. 

SQ3:  How are other medium-sized shrinking cities in the Netherlands positioning and framing 
their station area development strategies? 

This sub-question investigated how other medium-sized shrinking cities in the Netherlands 
position and frame their strategies for the development of station areas. The analysis focused on 
how municipalities formulate their objectives and priorities in planning documents and 
interventions. Particular attention was paid to the way in which important components were 
formulated and how they were linked within each strategy. By comparing the interaction between 
these components in different cases, the research aimed to identify recurring patterns, local 
variations and underlying logics, which contribute to analytical generalisation in the context of 
station development in shrinking urban regions. 

1.3 Relevance 
1.3.1 Societal relevance 
Many European cities are experiencing urban shrinkage, facing challenges such as population 
decline, economic stagnation, and spatial breakup activity (Haase et al., 2016, p. 87; Pallagst et 
al., 2009; Wiechmann & Pallagst, 2012, p. 264). These dynamics often lead to underutilised urban 
spaces, particularly around station areas, which are crucial nodes in regional mobility and 
economic networks (Bertolini, 2023; Bertolini et al., 2012, pp. 32-35; Bertolini et al., 2006). 
Addressing these complex issues requires integrated, context-sensitive approaches that 
combine spatial planning with social and economic strategies (Haase et al., 2016; Kërçuku, 2024; 
Mykhnenko, 2023). 

This study investigated how station area development contributes to the regeneration of shrinking 
medium-sized cities and offers useful insights for policymakers, urban planners and 
governments. In the context of the challenges posed by urban shrinkage in the Netherlands, there 
is a growing demand for strategic interventions that address spatial, social and mobility in an 
integrated way (PBL & CBS, 2022a; Verwest & Dam, 2010). By highlighting the transformative 
potential of station areas (Kickert et al., 2014), this research supports the formulation of targeted 
development policies aimed at reversing shrinkage trends and promoting sustainable urban 
regeneration (Haase et al., 2012, p. 93).  

However, limited research exists on the conditions under which station area development 
supports urban regeneration in shrinking cities (Oh et al., 2024). By identifying the relationship 
between those themes, this research provides a basis for shaping targeted policies and 
investment strategies. Besides focusing on the intersection of spatial, mobility, social-cultural 
and economic factors, the study provides actionable insights for improving liability, accessibility, 
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and vitality in shrinking cities (Kërçuku, 2024; Papagiannakis & Yiannakou, 2022). Additionally, it 
highlights the importance of participatory governance and stakeholder collaboration in designing 
context-dependent interventions, thereby promoting inclusive, bottom-up planning processes 
ыEŊĲƖĦŔŸŌũƨШĲƣШċũЮЯШΞΜΝΣбШÅŸĤĲƖƣƚШѼШÉǃťĲƚЯШΞΜΜΥь. This, in relation to the recently introduced Dutch 
Environment Act, represents a significant area of academic and policy interest (BZK, 2024). 

Moreover, the understanding interplay between station area development and broader 
regeneration processes offers valuable knowledge for informing urban planning strategies in 
comparable contexts across Europe and increases the likelihood of sharing and applying the 
knowledge produced (Verweij & Trell, 2019, p. 300). Urban shrinkage is an urgent issue across 
Europe, and this research provided insights for integrated, place-based solutions while 
enhancing multi-disciplinary spatial understanding of Europe (Wiechmann & Pallagst, 2012, p. 
264). 

In summary, this research provides valuable insights for policymakers, urban planners, and 
governmental institutions, supporting the formulation of targeted development policies to 
address urban shrinkage. It offers a foundation for designing context-sensitive investment 
strategies and emphasises the significance of participatory governance and stakeholder 
collaboration. Lastly, the research offers insights for place-based planning in shrinking European 
cities, improving spatial understanding in different contexts. 

1.3.2 Scientific relevance 
Urban shrinkage, characterised by economic transformation and population loss, has attracted 
academic interest from all around the world (Haase et al., 2014; Mykhnenko, 2023; Pallagst et al., 
2009). Shrinkage has historically been viewed as a threat, as shown by the Dutch Republic's post-
Golden Age stagnation (Paping, 2014; Siebelhoff, 1993). However, the perspective is changing to 
opportunities and provides a chance for context-specific, long-term regeneration (Fernández & 
Núñez, 2024; Kato & Kanki, 2020). This change emphasises the necessity of custom practical 
approaches to urban regeneration rather than broader uniform solutions (Haase et al., 2016; 
Kërçuku, 2024; Mykhnenko, 2023).  

Within this evolving discourse, station area development emerges as a crucial catalyst for urban 
regeneration (Van Acker & Triggianese, 2021). Approaches including transit-oriented 
development (TOD) and station-as-node/place concepts (Bertolini, 1999; Peek & Louw, 2008), 
highlight the transformative potential of integrating transport infrastructure with urban planning 
to promote mixed-use, accessible and vibrant neighbourhoods (Al-Harami & Furlan, 2020; Furlan 
et al., 2019). Particularly considering shrinking cities, research station area projects are still more 
dispersed (Meriläinen et al., 2024; Zhu & Li, 2023), and urban regeneration models are mainly 
generally constructed, leaving room for specialisation (Zhang et al., 2023). Policy transfer has 
become increasingly important as city-regions attempt to develop innovative solutions to urban 
growth and sustainable transportation (Thomas & Bertolini, 2015, p. 14). While station area 
development is extensively studied in metropolitan regions, its role in shrinking mid-sized cities 
remains underexplored (Avoyan & Franke, 2024; Chorus, 2012). According to Van Acker and 
Triggianese (2021, p. 56), stations in smaller and medium-sized cities are given a strategic role in 
the network and have the potential to act as catalysts for urban transformation. 

This research contributes to filling these gaps by examining station area development as a 
specific strategic instrument for reversing urban decline and enhancing spatial quality, mobility 
integration, social-cultural inclusiveness, participatory governance and economic opportunities. 
By integrating theoretical the study deepens understanding of how infrastructure developments 
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serve as catalysts for urban transformation (Conceição, 2014, pp. 49т79; Bertolini et al., 2012), 
and contributes to ongoing academic debates on urban resilience, sustainable development, and 
place-based regeneration strategies (Cao, 2023; Haase et al., 2016). It offers a perspective on the 
strategic role of station areas in shaping adaptive and sustainable urban futures (Hospers, 2019; 
Cao, 2023, pp. 343т345; Zheng et al., 2014).  

Moreover, the research contributes to the discourse on knowledge sharing by highlighting the 
value of comparative analysis between well-documented cases undergoing similar geographical 
trends, allowing learning from each other and avoiding repeated mistakes (Verweij & Trell, 2019, 
p. 300).  Falk (2008) notes that ŔƣШŔƚШőċƖĬШƣŸШŔĬĲŰƣŔŉǃШċШƚŔŰŊũĲШћEƨƖŸƓĲċŰШůŸĬĲũќШŉŸƖШƚƨĦĦĲƚƚŉƨũШƨƖĤċŰШ
regeneration. However, when narrowing the focus, common underlying principles and drivers 
emerge that characterise regeneration efforts in cities and regions (Couch et al., 2011, p. 44). The 
study aids in adapting regeneration initiatives to specific local contexts, thereby avoiding 
paternalistic interventions ыEŊĲƖĦŔŸŌũƨШĲƣШċũЮЯШΞΜΝΣбШuļƖĩƨťƨЯШΞΜΞΠбШÅŸĤĲƖƣƚШѼШÉǃťĲƚЯШΞΜΜΥь. 

In short, this research addresses existing gaps by examining station area development as a 
strategic instrument for reversing urban decline within mid-sized cities rather than metropolises, 
thereby deepening the understanding of how infrastructure developments can act as catalysts 
for broader urban transformation. Furthermore, it contributes to the discourse on knowledge 
sharing by offering a focused analysis that supports the transferability of insights across similar 
urban contexts. 

1.4  Research scope 
The study is limited to medium-sized meso-level Dutch cities in areas that have experienced 
shrinkage and have the opportunity to develop a station area development (Cubo et al., 2021). 
The focus of the research is delineated at the local level, and it does not consider large 
metropolitan areas or cities where population growth is predicted to be stable or increasing. The 
Netherlands provides a relevant case due to its well-developed rail network, strong spatial 
planning traditions, and regional disparities in urban growth and decline (Wiersma et al., 2021), 
and several ongoing station area developments (Avoyan & Franke, 2024; Petit, 2022). 

The analysis will primarily consider spatial-economic, social-cultural , and mobility dimensions, 
including factors such as land use changes, housing demand, economic activity, and public 
space improvements. While transport infrastructure plays a role in station area development, this 
study does not focus on mobility behaviour but rather on the spatial urban transformation 
processes linked to mobility development.  

Furthermore, the research specifically focuses on developments related to railway station areas. 
While other transport nodes are acknowledged, the analysis prioritises train station areas and not 
metro and tram stations. Moreover, this study specifically focuses on the development phase of 
station area projects, including aspects such as planning, design, and initial implementation, and 
examines how this phase contributes to urban regeneration. The post-development management 
and maintenance phase falls outside the scope of this research. 

Lastly, the economic dimension of this research does not focus on financial expenditures or the 
specific allocation of funds among stakeholders. Instead, it examines broader economic 
dynamics, such as the impact on housing prices and the emergence of recently established 
businesses. 
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2 Literature review and theoretical framework 

2.1 City regeneration in response to urban shrinkage 
Our perception of 'shrinking cities' has evolved since the Golden Age of the Dutch Republic, when 
cities experienced an enormous economic and demographic growth. As a result, the Dutch 
Republic flourished in trade, science and art. The urban economic success model based on heavy 
reliance on the market economy had reached its limits (Paping, 2014, pp. 1-13). The Republic 
proved unable to create enough innovations to sustain economic growth from the end of the 
seventeenth century onwards (Paping, 2014, pp. 1-13). For example, Leiden, a prominent city 
during the Dutch Golden Age, experienced a marked demographic decline, with its population 
decreasing from 65,000 to 37,000 (Siebelhoff, 1993, p. 131). Shrinkage or at least the perception 
of it becomes a threat or a taboo (Pallagst et al., 2009, p. 12).  

Towards the 19th century, a real awareness of the negative consequences of urban decay and the 
need to implement urban regeneration programmes, where Hosman instituted measures and 
regulations and plans to protect ancient textures (Balsas, 2022, p. 248; Sharghi et al., 2018, p. 
272). Partly because of this, urban shrinkage has become a central theme in a broad spectrum of 
urban theorising since the late 1970s. Here, without explicitly focusing on urban shrinkage, 
relatively disparate conceptualisations were put forward to understand population losses, 
economic and transformations in cities (Balsas, 2022, p. 248; Haase et al., 2014, pp. 1521-1522).  

Urban shrinkage is now a well-researched concept within the scientific community, approached 
from multiple perspectives and disciplinary frameworks (Haase et al., 2016; Hospers, 2014; 
Jaroszewska, 2019; Ma et al., 2024). In this research, the phenomenon ŸŉШћќƨƖĤċŰШƚőƖŔŰťċŊĲќќШ
refers to an opposite situation in which demographic decline is accompanied by a reduction in 
current practices and activities, neglect of land and human-inhabited spaces, degradation of 
social capital2 and abandonment of built and infrastructural heritage (Kërçuku, 2024, p. 4). Or in 
other words, a city faced population losses in large parts and is undergoing economic 
transformations with some symptoms of a structural crisis (Acker, 2013, pp. 8-9; Pallagst et al., 
2009, p. 9).  

For a clear and consistent understanding of how 
urban shrinkage occurs, it is important to adopt a 
unified conceptual perspective on the phenomenon. 
According to Haase et al. (2014 as cited in 
Mykhnenko, 2023), the heuristic model in figure 1, 
the phenomena of urban shrinkage can be caused by 
any of the following five exogenous (regional and/or 
global) drivers, including: economic decline,  
demographic change, suburbanisation,  contentious 
political change, and natural disasters. These five 
drivers of shrinkage are purported to result in a whole 
series of direct and indirect negative consequences for urban development (Mykhnenko, 2023, p. 
2). More and more, it is increasingly seen as an opportunity, as urban shrinkage does not 
necessarily have negative consequences unless it leads to a state of decay (Fernández & Núñez, 
2024, p. 141)ЮШÑőŔƚШŔƚШŔŰШũŔŰĲШƽŔƣőШsċƓċŰќƚШĦŸŰƣĲůƓŸƖċƖǃШƓŸũŔĦǃШƚőŔŉƣШċƓƓƖŸċĦőШƣŸƽċƖĬƚШƣőĲШĦŸŰĦĲƓƣШ

 
2 Social capital - For of trust, reciprocity, and collective capacity that exist between networks of individuals 
and neighbourhood (Flint, 2009, p 357) 

Figure 1: Heuristic model of shrinking cities 
(Haase et al., 2014, p. 1525). 
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ŸŉШћќÉůċƖƣШÉőƖŔŰťċŊĲќќШ(Kato & Kanki, 2020, p. 40), which is often referred to in the literature as 
rightsizing or planned urban shrinkage (Peters et al., 2018, p. 41). This research adopts the smart 
shrinking approach as a guiding perspective for implementing station area developments, 
drawing on the Japanese view that population decline is not inherently negative but presents an 
opportunity to adapt and generate a new form of value (Kato & Kanki, 2020, p. 40). 

2.2 Station area transit-oriented regeneration 
In general terms, this perspective is called a urban regeneration, ƽőŔĦőШŔƚШũŔťĲШċŰШћƨƖĤċŰШ
ƖĲőċĤŔũŔƣċƣŔŸŰќЯШћƨƖĤċŰШƖĲŰĲƽċũќЯШċŰĬШћƨƖĤċŰШƣƖċŰƚŉŸƖůċƣŔŸŰќШŔƚШċШƓƖŸĦĲƚƚШƣőċƣШŔŰĦũƨĬĲƚШƣőĲШ
improvement of existing building and areas, and the reuse of urban land ыEŊĲƖĦŔŸŌũƨШĲƣШċũЮЯШΞΜΝΣЯШ
p. 331; Kang et al., 2023, p. 2; Özakan, 2019). Unlike conventional urban redevelopment projects, 
it aims to reverse the trend of environmental decline in an area by undergoing a more or less 
significant transformation in response to social, urban or economic challenges (Kang et al., 2023, 
p. 2; Mbata, 2024, p. 192), including urban shrinkage. ÑőŔƚШѣÑőĲŸƖǃШŸŉШ9őċŰŊĲќШŔƚШċШƚĲƖŔĲƚШŸŉШ
programmes aimed at restructuring the current layout of the city, is to eliminate factors that 
cause urban breakdown or method to revive the area again as a result of change (Balsas, 2022, p. 
ΞΠΤбШEŊĲƖĦŔŸŌũƨШĲƣШċũЮЯШΞΜΝΣЯШƓЮШΟΟΝбШüőĲŰŊШĲƣШċũЮЯШΞΜΝΠЯШƓЮШΞΤΞбШüŸőċƖШĲƣШċũЮЯШΞΜΞΟЯШƓЮШΞь.  

Haase et al. (2016) argued that shrinking cities are often unlike, as the variegated nature of urban 
population decline suggests that urban transformation response cannot be developed as a one-
size-fits-all regeneration strategy to tackle an allegedly uniform urban crisis (Mykhnenko, 2023, 
p. 1). However, according to Van Acker and Triggianese (2021, p. 56), stations in smaller and 
medium-sized cities granted such a strategic role in the network and can function as a catalyst of 
urban transformation. Therefore, station developments do not represent a one-size-fits-all 
strategy, but rather a contextual approach that can contribute to addressing shrinkage in a 
specific contextual environment. 

To deepen the understanding of smart shrinking in relation to transport nodes, the literature 
predominantly focuses on transit-oriented development (TOD) (Mykhnenko, 2023; Peters et al., 
2018). The frequently used approach to (i) restrain sprawling land development in sensitive 
environmental areas by directing development towards transit stations, (ii) invigorate economic 
efficiency via higher transit ridership, economic development, and location efficiency by planning 
high-density mixed land use development around transit stations, and (iii) enhance liveability 
through spatial strategies that improve the quality of life (Furlan et al., 2019, p. 128). This model 
is generally considered a development located near and oriented towards public multi-modal 
transport facilities (Al-Harami & Furlan, 2020, p. 118). The general relocation of distribution and 
manufacturing activities away from station areas to more peripheral urban locations and new 
freight hubs is freeing up land next to stations (Bertolini, 2023, pp. 32-35), and the regaining 
importance of the rail within the tertiary sector as a primary mode of transport (Acker, 2013, p. 9), 
generates opportunities for TOD around stations.  

Various empirical methods have been applied to classify TOD in cities (Choi & Guhathakurta, 
2024, p. 2; GOPP, 2008, pp. 6-4). This study, building on 7ĲƖƣŸũŔŰŔќƚ node-place model and its 
refinement by Peek and Louw (2008, p. 344), uses a classification that links transport-related 
ĦőċƖċĦƣĲƖŔƚƣŔĦƚШƣŸШƨƖĤċŰШƓũċŰŰŔŰŊЮШÂĲĲťШċŰĬШxŸƨƽќƚШ(2008) functioning model distinguishes 
between four types of ideal stations: connector, transportation node, meeting place and urban 
centre. They argued that an ideal station area should be a combination of all four ideal types, 
ĦƖĲċƣŔŰŊШċШћƕƨċũŔƣǃШŸŉШƚƓċĦĲќШƣőċƣШůċƣĦőĲƚШƣőĲШĦƖŔƣĲƖŔċШƚĲƣШĤǃШFlorida (2003, p. 215) to contribute to 
ċШћ9ƖĲċƣŔƻĲШ9ŔƣǃќШ(Peek & Louw, 2008, p. 347). The ideal types of meeting place and urban centre 
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have a mutually positive effect on spatial quality (figure 2). Which has been highlighted by Jacobs 
(1961), diversity creates vibrant, safe and economically sustainable cities. This is in line with the 
shift in the perception of the station as a social object, where the link between transport and 
urban planning can be examined from other angles, with more attention to spatial situations and 
political agendas (Riot, 2014, p. 191). The relation between those focuses is important for the 
outcome of the development. 

Station area developments extend beyond the immediate vicinity of the station. There is no clear 
consensus on their definition, though some studies argue that it is typically arranged in a circular 
pattern, suggesting a core area radius (Zheng & Wei, 2024, p. 2). Other scholars propose using the 
zone of influence and development perimeter to define a station's functional area (Pol, 2002), 
while others distinguish between the ћťŔƣĲШƣǃƓŸũŸŊǃќШŸŉШƚƣċƣŔŸŰШċƖĲċƚШ(Kickert et al., 2014). In this 
research, there are three development zones in which a station delivers differentiated influence 
(Yin et al., 2015, p. 22). The focus moves from (i) the primary development zone, which includes 
the railway station and the area immediately adjacent to it, to (ii) the secondary development 
zone, which includes the wider railway area and further surroundings of the station, and by the 
(iii) tertiary development zone, which refers to areas outside the railway zone where the effects of 
the development are expected to manifest themselves (Yin et al., 2015, p. 22; Zheng & Wei, 2024, 
p. 2). See figure 3. It is important to distinguish between station development and station area 
development. Nevertheless, these two processes are deeply interconnected and often evolve in 
an integrated manner.  

2.3 Components of station area transit-oriented regeneration 
The regeneration of station areas focuses on reversing population and economic decline (Pallagst 
et al., 2009, p. 9). Effective regeneration necessitates the identification and implementation of 
coherent key contributing factors, including physical quality, mobility, socio-cultural, 
governance, and economic.  

The physical structure examines the physical condition of the area, the existing infrastructure and 
the transportation system (Özakan, 2019), where the land-use transport feedback cycle shows 
how investments in transport and land use exponential increase each other effectiveness 
(Wegener & Fuerst, 2004), and ensures the stimulation of new development opportunities for 

Figure 2: Four disciplinary approaches to station (re)development and possible 
synergies of approaches (Peek & Louw, 2008, p. 344) 

 

Figure 3: Different development zones around stations (Yin et al., 2015, p. 22). 
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station projects (Bertolini et al., 2012). The spatial delineation is conceptualised by Liu et al. 
(2020) in figure 4, and is guiding for the physical quality/mobility  components within this research. 
The attributes are inherently interrelated, such that modifying one may simultaneously influence 
the outcomes of the others (Liu et al., 2020). In the conceptualisation,  the physical quality is 
categorised under the elements: (i) Density, which can be quantified at the scale of single-use 
land parcels (Liu et al., 2020, p. 6). Transit locations create a rationale for where density should 
be allowed, which means that cities are more likely to establish higher-density zoning near transit 
(Fogarty et al., 2008). Within this zone, the application of the other attributes is essential. (ii) 
Diversity is significant for the station area because it achieves a certain level of geographical 
aggregation, and (iii)  the design and (iv) the distance of transit3 refer to local features (Liu et al., 
2020, p. 6). The construction of station areas encourages balanced land use, comprehensive and 
diversified development of land use functions, emphasis on balanced land structure, complete 
service of  (public) supporting facilities, mixed functional arrangement and complementary 
functional collaboration  that provide a focal point for itself and the surrounding urban areas 
(Banerjee & Saha, 2022, p. 574; Bertolini et al., 2012, pp. 32-35; GOPP, 2008, pp. 6-1; Liu et al., 
2022, p. 300; Wang & Fukuda, 2019, p. 2). The spatial design has a major impact on the usage of 
public transport (Pandapotan & Sumabrata, 2019, pp. 5-6), and the public space around the 
station represents one of the main gateways to the city or village (Van Acker & Triggianese, 2021, 
p. 38). But beware, several studies highlighted that the urban innovation needs to match the 
geographical location with the available resources to support innovation and the environmental 
conditions of the region (Adewumi, 2020; Hospers, 2014; Ma et al., 2024; Zhang et al., 2023, p. 
2099).   

An attribute of mobility is where (v) the accessibility of the destination is strengthened and 
enhanced (Liu et al., 2020, p. 6). Investments in transportation infrastructure are seen as a 
prerequisite for sustainable urban growth and are often paired with urban renewal or urban infill 
(Meriläinen et al., 2024, p. 2), and Kang et al. (2023, p. 12) argued that greater accessibility to 
transportation leads to slower rates of urban decline and, consequently, enhances the 
effectiveness of urban regeneration efforts. At the same time, concerns are growing about the 
ƚƨƚƣċŔŰċĤŔũŔƣǃШŸŉШћĲǂƓċŰĬŔŰŊќШċŰĬШћĦċƖ-dependĲŰƣќШƓċƣƣĲƖŰƚШŸŉШƨƖĤċŰŔƚċƣŔŸŰШ(Banerjee & Saha, 
2022; Bertolini et al., 2012), with the result that public transport is seen as an amenity that affects 

 
3 Not only in terms of mobility, but also in terms of transport to facilities and public spaces (Liu et al., 2020). 

Figure 4: Spatial delineation of TOD (Liu et al., 2020, p. 5). 
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the attractiveness of neighbourhoods and people's willingness to settle in accessible areas 
(Bertolini, 2023; Meriläinen et al., 2024, p. 1; Papagiannakis & Yiannakou, 2022, pp. 2357-2359). 
Attractive public transport systems that will naturally shift people from private car use to 
sustainable transportation modes (Ceder, 2021; Meriläinen et al., 2024, pp. 1-2; Wiersma et al., 
2021), and create different levels of alternative mobility transportations (Bertolini et al., 2012, pp. 
32-34; Kickert et al., 2014, p. 91; Van Acker & Triggianese, 2021, p. 38). The spatial design for the 
station should be developed to ensure efficient and effective integration of different modes of 
transport (GOPP, 2008, pp. 6-1).  

Furthermore, it is important to include the social-cultural aspect in the station area regeneration 
(Kërçuku, 2024; Song, 2018, pp. 4-5).  The socio-cultural aspect needs to support urban 
regeneration by preserving city liveability, increasing competitiveness, and creating a wide range 
of income-earning opportunities (Spandou et al., 2010; Zhang et al., 2023). This factor highlights 
the cultural, social, safety,  sanitary, and educational aspects of the field, emphasizing that 
station and station area should represent the respective cities and their cultures, unique, 
symbolic, noteworthy and appealing and creates attractiveness for the district (Arya et al., 2018, 
p. 727; Banerjee & Saha, 2022; Bertolini, 2023, pp. 2357-2359). Train stations areas should act as 
magnets for all kinds of activities (Van Acker & Triggianese, 2021, p. 38), in which balanced 
(affordable) accommodation and community services will improve the quality of life, in alignment 
with the context-dependent nature of physical variables  (Dol & Kleinhans, 2012; Versigghel & 
Witlox, 2025, pp. 300 -301; Wang & Fukuda, 2019, p. 2). This has been emphasised by Evans and 
Shaw (2004, p. 4), who outlined three main methods by which cultural activities should be 
integrated into the urban regeneration process, based on the importance of cultural intervention. 
One method emphasises being a catalyst for change. 

The governance component examines the relations between the public and the local government 
(Özakan, 2019). The core of the modern urban regeneration policy should comprise people-
oriented programmes of renewal of areas (Horbliuk & Dehtiarova, 2021), and should not be led by 
paternalistic guidance ыEŊĲƖĦŔŸŌũƨШĲƣШċũЮЯШΞΜΝΣбШuļƖĩƨťƨЯШΞΜΞΠбШÅŸĤĲƖƣƚШѼШÉǃťĲƚЯШΞΜΜΥбШÅŸĤƚŸŰЯШ
1988). Therefore, cities must aspire to make autonomous decisions (Kërçuku, 2024, p. 9). The 
importance of stakeholder management in a development process is much indicated (Adewumi, 
2020; Kim et al., 2020, p. 11; Papagiannakis & Yiannakou, 2022; Roberts & Sykes, 2008, p. 19; Zhu 
& Li, 2023, p. 24), making the participation of ordinary people or users of the regions for which the 
local plans are made should be considered a cornerstone ыEŊĲƖĦŔŸŌũƨШĲƣШċũЮЯШΞΜΝΣЯШƓЮШΟΟΤь.  Figure 
5 shows a schematic representation of the key stakeholders in the public transport system that 
should be included in the process (Ceder, 2021). Zhu and Li (2023, p. 39) argued that the only 
stable strategy set in the stakeholder game is that the government, rail enterprises and residents 
choose the strategies of coordination and supervision, active participation, and supervision.  
Instead of adhering to a centralised, top-down model, a decentralised, bottom-up approach is 
more effective. Inclusive instruments are needed for of place management and development that 
could balance competing interests (Reggiani, 2022, p. 51; Zhu & Li, 2023, p. 39). Liu et al. (2022, 
p. 300) recommend that (i) policy planning timelines should remain reasonably short to enable 
micro-level regional land-use planning, (ii) emphasis should be placed on establishing targeted 
policies, and (iii) different land-use planning approaches should be implemented for different 
areas. The unique way things happen in a local area required a particular urban regeneration to 
be tailored to the circumstances in which it is applied (Robson, 1988). Stakeholder management 
and policy interventions contribute significantly to this process. 
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The urban innovation and development models focus on the income status of the people living in 
the field and examine the standard of living that ensures economic opportunities (Adewumi, 
2020; Spandou et al., 2010; Zhang et al., 2023). The economic layer of regeneration is woven into 
the other components. This is evident from that the social-cultural aspect is meant to generate 
economic prosperity (Zhang et al., 2023), and the transportation accessibility boosts significantly 
land prices and promotes population and economic agglomeration (Lin et al., 2022, pp. 158-159; 
Versigghel & Witlox, 2025, pp. 300 -301). Additionally, the development of the green economy can 
be leveraged to address contingent social-economic urban development objectives (Tubridy, 
2021), where train stations serve as focal points for a wide range of activities (Van Acker & 
Triggianese, 2021, p. 38). Therefore, the government needs to consider the coordination of 
economic activities and urban development from a long-term perspective (Spandou et al., 2010).  

  

Figure 5: The three key players of the public transport system 
and their processes (Ceder, 2021, p. 20) 
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Figure 7: Position of 
station area 
development in the 
broader literature. 

2.4 Operationalisation  
The operationalisation below is derived from the theoretical framework. 

2.4.1 Operationalisation table 

2.4.2 Schematic overview of operationalization 

 

 

Concept  Variable  Indicators  Description  

Components of 
city regeneration 
in station area 
development 

Physical 
quality 

- Integral functions 
- Coherent design 
- Contextual development 

The physical quality refers to the spatial characteristics and 
built environment attributes, such as density, diversity, design, 
and distance to transit, that shape land use patterns and the 
overall functionality and attractiveness of the area.  

Mobility 
- Accessibility improvements 
- Modes of transport 

The mobility component addresses accessibility, connectivity 
and integration of different transport modes within the station 
area, with the aim of facilitating efficient movement of people 
and goods. It emphasises improving the accessibility of 
destinations through investment in public transport 
infrastructure, promoting a modal shift that reduces people's 
dependence on the car, and supporting sustainable urban 
regeneration and neighbourhood attractiveness.  

Socio-
cultural  

- Liveability 
- Represent city culture 

Social-cultural  focuses on enhancing liveability, social 
inclusion, and cultural identity within the station area. It 
emphasises creating safe, attractive, and context-sensitive 
ĲŰƻŔƖŸŰůĲŰƣƚШ ƣőċƣШ ƖĲŉũĲĦƣШ ƣőĲШ ĦŔƣǃќƚШ ĦőċƖċĦƣĲƖЯШ ƓƖŸƻŔĬĲШ
community services, and stimulate diverse social activities.  

Governance 
- Stakeholder management 
- Approaches of policy 
perspectives 

The governance component examines the relationships 
between public authorities, stakeholders, and local 
communities in the urban regeneration process. Effective 
governance favours decentralised, bottom-up approaches to 
ensure that development plans are tailored to local contexts. 
Policy planning should be adaptive, targeted, and timely to 
balance competing interests. 

Economic - Economic opportunities 

The economic component focuses on improving economic 
trends by stimulating economic opportunities. It should provide 
new developments and bring together different functions and 
liveability to increase economic activities.  

Table 1: Operationalisation table. 

Figure 6: Schematic 
overview of the 
operationalization 
(Vondervoort, 2025). 
See appendix 1.  
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3 Methodology 

3.1  Research strategy 
In social sciences, three research approaches are 
normally employed:  qualitative, quantitative and 
mixed methods (Berta et al., 2016, p. 4). According 
to Amaratunga et al. (2002, p. 30), there is no 
uniquely best approach to research in the built 
environment domain, and the best that a 
researcher can do is to describe the way in which 
research is carried out in a variety of situations. 
This research used a theory-testing case study 
strategy (Løkke & Sørensen, 2014), with a 
qualitative methods case study design that 
employs a holistic multiple -case design strategy  
(Creswell, 2009, p. 30; Yin, 2003, pp. 39-46). Figure 
8 shows the position of multiple -case designs in 
the types of case studies. In this choice of 
qualitative research, the inquirers make certain philosophical assumptions in the paradigm or 
worldview (Creswell, 2007, p. 16). In this research, the paradigm of positivism is maintained. It 
has been described as a theoretical stance analogous to working with observable facts, similar 
to the research tradition of the natural scientist or the physical sciences (Amadi, 2022, p. 3). This 
research paradigm is in line with ÅŸĤĲƖƣШòŔŰќƚШ9ċƚĲШÉƣƨĬǃШÅĲƚĲċƖĦő (Yazan & Vasconcelos, 2016, 
p. 157). Silverman (2017) highlights how the ontological positions impact the way of interpreting 
case study findings. In the positivist paradigm, an objective physical and social world is believed 
to exist independently of human knowledge or perception. General laws that are governed by 
principles of cause-and-effect apply, and human behaviours can be objectively measured 
(Shanks & Bekmamedova, 2018). However, Yin (2003) acknowledges the role of ontology and 
epistemology in shaping research design, but focuses more on methodological rigour. 

3.2 Research Design 
Yin (2003, pp. 39-53) distinguishes six 
phases of case study research: plan, 
design, prepare, collect data, analyse, and 
share the report (Felden & Wenzel, 2017, p. 
60). (See figure 9)  Moreover, Yin identified 
five major components of case study 
research design: i) the study questions; ii) 
propositions; iii) unit of analysis; iv) the 
logic linking data to propositions; and v) the 
criteria for interpreting findings (Bell, 2014, 
p. 33). The first three components provide the essential framework for deciding what data to 
collect, and the last two guide the process with the strategies for analysing and reporting the 
findings (Bell, 2014, p. 33). This research, which conducts a theory-testing case study, spends 
relatively more time preparing the data collection and analysis, making extant theories explicit 
and setting up the analytical framework (Løkke & Sørensen, 2014, p. 69). To align Yin's 
components with and research strategy, the design was adapted from Chukwudi et al. (2019), 

Figure 8: Basic types of design for case studies 
(Yin, 2003, p. 40; 2012, p. 8). 

Figure 9: Phases of Robert òŔŰќƚШĦċƚĲШƚƣƨĬǃШƖĲƚĲċƖĦőаШ
Design and methods (Felden & Wenzel, 2017, p. 60) 
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where extensive theory evaluation based on case studies has been systematised based on 
previous multiple theory-testing case studies research (Bitektine, 2007; Cavaye, 1996; Johnston 
et al., 1999; Yin, 2014). See figure 10 for clarification of the research design used. The first main 
step was to define and design the research to prepare the empirical phase and analysis (Løkke & 
Sørensen, 2014). This starts with a phase of establishing the theory. In this study, theory is 
regarded as a system of concepts and interrelationships among concepts that jointly explain the 
constituent elements of a phenomenon and show how and/or why a phenomenon of interest 
occurs within a set of boundary assumptions and constraints (Chukwudi et al., 2019). The 
literature review process enables a deep appreciation of the phenomena of interest (Johnston et 
al., 1999). This will be covered in the following sections: i) identify causal mechanisms affecting 
the result, and ii) operationalise testable propositions. The second phase was the configuration 
of the research, which involves considering: i) identifying the unit of analysis, ii) selecting the 
appropriate case for study, and iii) designing the research protocol. Followed by the second main 
step of collecting and analysing the data with the goal of linking the theories and the data (Løkke 
& Sørensen, 2014). This is specified in more detail in section 3.3.  The last main step was the 
analysis and conclusion part, where conclusions were drawn based on the case studies 
examined. This allows the existing theory to be adapted to form a better theory. It can also ensure 
that the research cycle is repeated (Løkke & Sørensen, 2014). This is specified in more detail in 
section 3.4. 

3.3 Data collection and analysis 
3.3.1 Data collection protocol  
This multi-case study research complies with Yin's principles of collecting case study data (Yin, 
2003, pp. 97-107). First, use multiple sources. Yin (2012, p. 10) emphasised that case study 
research is not limited to a single source of data; good case studies benefit from having various 
sources of evidence to provide a more comprehensive understanding (Bunkar et al., 2024, p. 75). 
Yin (2012, p. 10) suggests that the researchers make use of six evidentiary sources: 
documentation, archival records, interviews, direct observations, participant observation and 
physical artefacts, each of which has its strengths and weaknesses. Yin also noted that these are 
the most commonly used, though the full list is more extensive (Yazan & Vasconcelos, 2016, p. 
142). The regularly used sources for spatial research are interviews and secondary data (Verweij 
& Trell, 2019, p. 306). In this research, data were primarily collected through semi-structured 
interviews and document analysis. The semi-structured interviews will involve policymakers, city 
planners (specifically focusing on cases), and advisory firms (Chukwudi et al., 2019; 
DeJonckheere & Vaughn, 2019) to enable the collection of in-depth, nuanced insights from 

Figure 10: Used research design (Chukwudi et al., 2019; Vondervoort, 2025; Yin, 2014) 
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stakeholders actively cooperating in station area development. This method facilitates flexible 
yet focused conversations, allowing participants to elaborate on their unique experiences, 
motivations, and perspectives (AdeoyeȤOlatunde & Olenik, 2021, p. 3). Such qualitative data are 
crucial for understanding the complex strategy processes in all domains. A total of 14 interviews 
were conducted from 17 experts. Some interviews were with several people from the organisation 
at the same time. The interviews that have been taken and the interview guide is shown in table 
2. The interviews were recorded and subsequently transcribed for detailed analysis. The 
document analysis has included policy documents, city development plans, archival records, 
institutional  data, reports on population and economic trends, among other relevant sources. 
Witches contextualise policy frameworks and socio-economic conditions influencing 
regeneration and development processes (Bowen, 2009; Yin, 2012). The document analysis helps 
to: i) identify official goals, strategies, and priorities, ii) understand how local governments 
address challenges, and iii) reveal the alignment or gaps between policy intentions and on-the-
ground realities (Flyvbjerg, 2012; Innes & Booher, 2018; Wiechmann & Pallagst, 2012).   Most of 
the documents and quantitative data were found on the website of the publisher. However, some 
of the documents were getter after completing an interview.  

Location  Name of project  Connected organisations  Person How4 Date ћΞΡќ 

Heelren Maankwartier 
Project leader  
Municipality of Heerlen 

Gerrit Modderkolk O 02-06 

Weller housing corporation Christion Cornips O 14-05 

Den Helder  
Ontwikkeling gebied 
station Den helder 
Zuid 

Municipality of Den Helder Ilse Boerdijk O 28-05 

Vlissingen 
Kenniswerf and 
station area 

Municipality of Vlissingen Wouter Kuijper 
and Quinten van 
Dijk 

O 13-05 
Kenningswef Vlissingen 
(department op municipality) 

Doetinchem 
Railway vision Municipality of Doetinchem Eric Wijnroks O 26-05 

Station location Klaassen Groep Dirk-Jan Klaassen P 07-05 

Roosendaal Visiondocument  
Spoor C 

Municipality of Roosendaal Erwin van Egmond P 12-05 

Kerkrade Kerkrade West + 
Vision 

Municipality of Kerkrade Anonymous two 
persons5 

O 28-04 

Hengelo - 
Enschede 

Spoorzone Hengelo 
Enschede (SHE) 

Municipality Hengelo Sanne Elferdink O 26-05 

Municipality Enschede Edwin Smits O 21-05 

SITE Urban Development Oedsen Boersma P 09-05 

Venlo Railwayvision Municipality of Venlo Leon Peters O 12-05 

Professional organisation  

Prorail 
Cesco Holtus and 
Rik van Haaren O 27-05 

Bureau Spoorbouwmeester Miguel Loos O 23-5 
Table 2: Overview of conducted interviews and respondents. 

The second principle of (Yin, 2003, pp. 97-107) is to create a case study database by organising 
data to capture the phenomenon being studied and the context in which it occurs, including 
detailed information about data sources (Yin, 2003, pp. 97-107; 2012). The third principle, 

 
4 O = Online meeting, P= Personal physical meeting 
5 Interview did not give consent for use of personal names. 
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maintaining a chain of evidence, emphasises ensuring transparency and traceability throughout 
the research process (Yin, 2003, pp. 97-107; 2012). It allows others to understand how the 
conclusions were directly supported by the data (Baskarada, 2014, p. 8). Together, in this 
research, a detailed identification of each case was first conducted. The collected data was then 
organised into separate folders for each individual case. Data is labelled systematically to enable 
easy identification and retrieval, with each item also traceable through Atlas.ti analysing 
software.  Table 3 shows the structure of labels from the data files, and appendix 4 shows to which 
case distribution it belongs. 

First section  Second section  Third section  Fourth section  
Label meaning Label meaning Description of 

collected data 
Publisher 
name CA(X) Casus + number of case 

(see table 3) 
BC Book (chapter) 

GF General documents not 
linked to cases 

ED Expert (institutional) 
document 

  ID Interview document 
(gathered through interview) 

IT Interview transcription 
GD Government files 
EI Extra information 

Eg: CA01_GD01_Zoning plan_Municipality Heerlen 

Table 3: Structure of labels from data files 

3.3.2 Case studies selection 
The rationale for selecting a single case lies in its classification as an extreme or unique case, 
characterised by exceptionally rare circumstances or findings that warrant thorough 
documentation and analysis (Yin, 2003, pp. 40-41). The combination of shrinking, mid-sized, and 
regeneration of a city related to the station's area development is unique. According to Ishak and 
Bakar (2014, p. 29), the heavy randomisation process of the sampling procedure need not be 
endured because the results cannot be generalised to a larger population and only analytic 
generalisation can be performed where a given set of results is generalised to a broader theory. 
In planning, contextual issues often act as a barrier to implementation of key policies or 
programmes in another jurisdiction  (Dol & Kleinhans, 2012; Versigghel & Witlox, 2025; Wang & 
Fukuda, 2019). However, both Yin (1994) and Flyvbjerg (2001) indicate the value of using unique 
cases in analytic generalisation, the ability of a theory to be tested in a similar theoretical setting 
to further define its explanatory power. Prominent case study researchers also propose the 
multiple -case study (eg (Yin, 1994; Yin & Heald, 1975) to develop and test theories (Thomas & and 
Bertolini, 2014). The primary purpose of sampling for a qualitative researcher is to collect specific 
cases that can clarify or deepen the researcher's understanding of the phenomenon under study 
(Ishak & Bakar, 2014, p. 29). In this research, criterion sampling was used for extreme or unique 
cases (Chukwudi et al., 2019, p. 8), which implies the use of pre-established sampling criteria 
(Patton, 2002). Specifically, the method of  ћÂƨƖƓŸƚŔƻĲШŸƖШŢƨĬŊůĲŰƣċũШƚċůƓũŔŰŊќ, was used in 
which events were selected deliberately in order to provide important information that cannot be 
obtained from other choices (Taherdoost, 2016, p. 23). Those cases were selected because of the 
shared similar situational framework, each characterised by the unique development potential 
of their station areas, which contributes to regeneration. 

3.3.3  Identification process 
The sample scheme for judgment sampling is identified in table 4. The most important 
characteristic for station development is the railway and the train station. In the Netherlands, not 
all cities have a railway station. Appendix 2, figure 1 shows the structure of the railway and train 
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station in the Netherlands (ProRail, 2024). The second characteristic is that characteristic is a 
medium-sized city. According to CBS (2025b), a mid-size city has an AAD of 1000-2500 addresses 
per km2. Moreover, cities with shrinkage should consist of at least 10,000 inhabitants (Pallagst et 
al., 2009). Appendix 2, figure 2, visualised the municipalities in the Netherlands with an ambient 
address density between 1000-2500 addresses per km2 and inhabitants with 10.000 or more 
residents. Next, the identification of the shrinking municipalities. The identification of shrinking is 
complex and embroiled in various factors. Most of the research estimates on the subject in 
relation to shrinking region (Bock & Haartsen, 2021, p. 48; Dekker, 2024, pp. 11, 26; Elderink, 
ΞΜΞΜбШ ŔĲƽĲŰƽĲŊШĲƣШċũЮЯШΞΜΜΟбШÂ7xШѼШ97ÉЯШΞΜΞΞĤбШÕčƖƨƟШĲƣШċũЮЯШΞΜΞΞь. This research used 
economic and demographic decline to identify the shrinking areas. Until 2022, the released 
forecast from the PBL of population trends is utilised (Blok, 2019; Dorenbos et al., 2021; PBL & 
CBS, 2022a; Verwest & Dam, 2010). This is shown in appendix 2, figure 4, 6 and 7. The economic 
aspect is covered in the national vitality programme (BZK, 2025). (Appendix 2, figure 5) These are 
the regions in the Netherlands that lag behind in economic development (CBS, 2024; Rli et al., 
2023; VNG, 2017). Studies agree that the shrinking regions are mostly in the borders of the country 
and are proportional to the peripheral area (Dühr, 2009; Elderink, 2020; PBL & CBS, 2022b; 
Reinsma, 2019; Venhorst et al., 2010). (Appendix 2, figure 3) The final characteristic is derived 
from omgevingsloket.nl, the official Dutch platform where municipalities publish their spatial 
plans and policy visions (VRO et al., 2025). 

 Characteristics  Identification  Specification  Sources 

1 Railway station Railway network 
Location of stations ProRail (2024) 

Location of railways 

2 Mid-size cities 
Ambient address density 
(OAD) 

1000-2500 km2 
CBS (2025b)  

residents 10.000> Pallagst et al. (2009) 

3 Shrinking area 
Prognoses of PBL 

Map and data 

(Blok, 2019; Dorenbos et al., 
2021; PBL & CBS, 2022a; 
Verwest & Dam, 2010 

Economic vitality 
(CBS, 2024; Rli et al., 2023; 
VNG, 2017) 

4 
Station area 
development 

- Finished building 
- Building plan 
- Government vision 
- Etcetera 

Documents available 
online 

omgevingsloket.nl retrieved 
from (VRO et al., 2025) 

Table 4: Used sample scheme. 

Based on the combination of all these characteristics, the identified samples are presented in 
table 5. There are two different categories: (i) Station area development (SAD) (ii) Railway vision 
(RV). The station area development is a specific location connected directly connected to a 
station area. The railway vision is what the municipality wants to achieve in the future regarding 
the area around the station and the areas around it. This could be included in the municipal 
general vision (V). Located below table 5, figure 11 illustrates the geographical distribution of the 
cases within the Netherlands. 
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Table 5: Overview of identified cases. 

Nr of case Location  Name of project  Category of development  

1 Heerlen 
Maankwartier SAD 
Herstructurering en hergebruik in het 
stedelijk gebied  

V 

2 Den Helder  Ontwikkeling gebied station Zuid SAD 

3 Vlissingen 
Kenniswerf and ћќƚƣċƣŔŸŰƚŊĲĤŔĲĬќќ SAD 
Stationsomgeving т Wind in de Zeilen RV 

4 Doetinchem 
Stationslocatie SAD 
Spoorzone RV 

5 Roosendaal 
Spoor C SAD 
Spoorzone RV 

6 Kerkrade 
Station Kerkrade-West SAD 
De re-creatie van kerkrade-west V 

7 Hengelo - Enschede 

Hart van Zuid -Hengelo SAD 
Centrum kwartier Enschede SAD 
Kwartiermaker Spoorzone Hengelo 
Enschede 

RV 

8 Venlo 

Spoorvisie  RV 
Karnekwartier SAD 
Vierpaardjes SAD 
Limburg central RV 

3.3.4 Short description of cases 
CA01 т Heerlen 
Heerlen, located in a peripheral area in the south-
east of the Netherlands. The development is in the 
middle of the city (Municipality Heerlen, 2011, p. 7), 
and is near the city centre.  On this site, the 
Maankwartier was built between 2016-2019. 
Development conceived after the setback of Oranje 
Nassaupark development (Cornips, Management 
advisor for the Weller housing cooperative, 14-05-
2025). See figure 12 for the station area 
development area and the front page for the built 
development. 

Figure 12: Station area development Heerlen 
(Municipality Heerlen, 2011, p. 7). 

Figure 11: Location of cases shown on map of the 
Netherlands (Vondervoort, 2025). 
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CA02 т Den Helder  
Den Helder, located in semi-peripheral area in the 
northwest of the Netherlands. Located in the south of 
the city. The development is taking place around the 
station and the area around, along a higher dune 
landscape, with art, water and a future museum 
building. It is also located between the Rehorstpark 
and a residential area (Municipality Den Helder, 
2022). See figure 13, the station area development 
area. 

CA03 т Vlissingen 
Vlissingen, located in a peripheral area in the 
southwest of the Netherlands. Located in the east of 
the city near the city centre. The development is 
taking place around the station and in the areas of 
the nearby old industrial estates. It is part of the Wind 
in the Sails vision document and is divided into the 
ћќKenniswerfќќ and ћќÉtationƚƓũĲŔŰќќ. Together, these 
form the station area development (Municipality 
Vlissingen, 2024; Municipality Vlissingen et al., 
2020). See figure 14, the station area development 
area. 

CA04 т Doetinchem 
Doetinchem, located in a peripheral area in the east 
of the Netherlands. Located in the middle of the 
city, close to the city centre. The development is 
taking place around the station and the surrounding 
areas. These were mainly old industrial buildings. It 
is a large area between the station and the city 
centre, with the outer areas of the station also 
included in the development (Municipality 
Doetinchem, 2023). At present, it is still a vision and 
only a few developments have taken off the ground. 
One example is the ћќÉtationskwartierќќ being 
developed by Klaassen Group located close to the 
station (Klaassen Groep, 2023). See figure 15, the 
station area development area and 
ћќÉƣċƣŔŸŰƚťƽċƖƣŔĲƖќќШŔƚШƖĲĬШŸƨƣũŔŰĲĬЮ 

  

Figure 13: Station area development Den 
Helder (Municipality Den Helder, 2022, p. 44) 

Figure 14: Station area development 
Vlissingen (Municipality Vlissingen). 

Figure 15: Station area development 
Doetinchem (Municipality Doetinchem, 2023, 
pp. 10-11). 
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CA05 т Roosendaal 
Roosendaal, located in a semi-peripheral area in the 
southwest of the Netherlands. Located in the middle of 
the city, close to the city centre. The development is 
taking place around the NS emplacement area and the old 
industrial areas surrounding it. In addition, the station 
square will be included in the development. It is part of the 
environmental vision and falls under the vision for the 
railway zone (Municipality Roosendaal, 2025). Within this 
ƻŔƚŔŸŰЯШ ƣőĲШ ћќÉƓŸŸƖШ 9ќќШ ƚƨĤ-area has been developed 
(Municipality Roosendaal, 2023). See figure 16, the 
ƚƣċƣŔŸŰШċƖĲċШĬĲƻĲũŸƓůĲŰƣШċƖĲċЮШÑőĲШћќÉƓŸŸƖШ9ќќШũŸĦċƣŔŸŰШŔƚШ
red outlined. 

CA06 т Kerkrade 
Kerkrade, located in a peripheral area in the south 
of the Netherlands. The development is in the west 
of the city. However, Kerkrade is highly spread out 
and functions as two mid-sized cities (Municipality 
Kerkrade, personal communication, 2025). The 
development was taking place around the 
lightrailstation and a small area around halted in 
the old mining area of the former station 
Spekholzerheide. Close to the city centre of the 
neighbouring town and surrounded by industrial 
estates and residential areas (Province Limburg, 
2017). It was a prominent part of the restructuring 
of Kerkrade-West, as described in the municipal structural vision and the district vision 
(Municipality Kerkrade, 2010). See figure 17, the station area development area.  

CA07 т Railway zone Hengelo Enschede (SHE) 
Hengelo and Enschede are located in peripheral 
areas in the east of the Netherlands. SHE is a grand 
vision located between the cities of Hengelo and 
Enschede and is in these two cities, where various 
sub-areas have been archived. Numerous 
developments are converging in this area. This 
study considers the overall vision for the area and 
the development of ћќHart van Zuidќќ, located in the 
heart of Hengelo near the station and close to the 
city centre, and the ћќÉƣċƣŔŸŰƚťƽċƖƣŔĲƖќќШof 
Enschede, located in the centre of Enschede, close 
to the city centre (Municipality Enschede, 2022; 
Municipality Henglo, 2022; Site urban development, 2023). See figure 18, the station area 
development area.  

Figure 17: Station area development Kerkrade-
west (Province Limburg, 2017, p. 10). 

Figure 18: Station area development SHE (Site 
urban development, 2023, p. 16). 

Figure 16: Station area development 
Roosendaal  (Municipality Roosendaal, 
2025, p. 36). 
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CA08 т Venlo 
Venlo, located in a peripheral area in the southeast 
of the Netherlands. Positioned in two locations 
within Venlo. One located directly in the city centre 
and the other shortly outside it. The city has a 
vision for future rail use and rail infrastructure. 
However, careful consideration is being given to 
how this will fit in with the built environment 
(Municipality Venlo, 2020b). Venlo is also part of 
Limburg Central, a vision developed by the 
province of Limburg to promote development 
around specific stations in Limburg (Province 
Limburg, 2024). Figure 19 shows that areas A and B 
in Venlo have been designated as station area 
ĬĲƻĲũŸƓůĲŰƣƚЯШƽŔƣőШљ§ŰĬĲƖĬŸŸƖŊċŰŊШéŔĲƖƓċċƖĬŢĲƚњШŔŰШċƖĲċШ ШċŰĬШљuċƖǍĲŰĲťƽċƖƣŔĲƖњШŔŰШċƖĲċШ7ШċƚШ
ongoing developments in Venlo (Municipality Venlo, 2020a; Municipality Venlo et al., 2021). 

3.4 Data analyses and results 
Analysing qualitative data in a theory testing study 
involves the identification of useful information that 
helps a researcher draw informed conclusions that 
either support or refute the hypothesised 
relationships (Chukwudi et al., 2019, p. 9). This 
ċũŔŊŰƚШƽŔƣőШòŔŰќƚШĬĲĬƨĦƣŔƻĲШċŰċũǃƚŔƚЯШƽőŔĦőШŔŰƻŸũƻĲƚШ
examining, categorising, tabulating, and confirming 
ĬċƣċШŔŰШċŰШŔŰƣĲƖċĦƣŔƻĲШƓƖŸĦĲƚƚШƣŸШċĬĬƖĲƚƚШƣőĲШƚƣƨĬǃќƚШ
initial propositions (Yazan & Vasconcelos, 2016, p. 
143). Figure 20 shows the interactive model of data analysis that was applied in this study. 
According to (Chukwudi et al., 2019, p. 9), two variations can be used in analysing empirical data 
theory testing: i) check the presence of the proposed causal mechanism or ii) test causal effects. 
This study used the first variant, in which a predicted pattern for the regeneration of a mid-sized 
city through station areas development was tested on multiple cases. For this, he pattern 
matching technique was used (Amaratunga et al., 2002, p. 27; Yin, 2012, p. 16), to compare 
expected patterns from theory with observed patterns from empirical data and uses the 
confirmation/falsification logic (Almutairi et al., 2014, pp. 116-120; Yin, 2003).  This is an 
independent variable design protocol, where the expected value of only one dependent variable, 
given the value of the independent variables (Hak & Dul, 2009, p. 6; Yin, 2003, pp. 116-120 ). 
Richter and Hauff (2022) state that necessary condition analysis (NCA) helps researchers gain a 
better understanding of causal effects when examining a particular outcome (Dul, 2024, p. 1). 
NCP states that an outcome Y is only possible if condition X is present. To test such a proposition, 
a case must be selected in which outcome Y would be present. The expected pattern is: outcome 
Y only possible if condition X is present (Hak & Dul, 2009, p. 6).(see figure 21) In a setting with 
ůƨũƣŔƓũĲШĦċƨƚĲƚШƣőĲШƖĲŊƨũċƖŔƣǃШƣőĲŸƖǃШћŔŉШñШƣőĲŰШòќШůĲċŰƚШћŔŉШa ĦŸůĤŔŰċƣŔŸŰШŸŉШŉċĦƣŸƖƚШыñΝЯШñΞЯвьЯШ
ƣőĲŰШòќШ(Dul, 2024, p. 1).  The deterministic view on causality is frequently criticised (Hitchock, 
2021). ÑőĲШƓƖŸƓŸƚĲĬШċƓƓƖŸċĦőШĦċŰШŔĬĲŰƣŔŉǃШƣőĲШљĦƖŔƣŔĦċũњШĬĲƣĲƖůŔŰċŰƣƚШƣőċƣШċƖĲШŰĲĦĲƚƚċƖǃШŉŸƖШ
achieving the outcome and that must be put and kept in place in order to make it possible to 
achieve the desired outcome, but none is sufficient (Dul, 2016, p. 41). To achieve this, either the 

Figure 20: Components of data analysis: 
interactive model (Amaratunga et al., 2002, p. 
28; Chukwudi et al., 2019).  

Figure 19: Station area development Venlo 
(Province Limburg, 2024, p. 23). 
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sample size must be increased, or the observed effect must be more substantial (Dul et al., 2023, 
p. 700; Sorjonen & Melin, 2019, p. 2). However, in this research, no additional cases were 
available, and the effect is not consistently mentioned across all examined cases. As a result, the 
commonly used non-deterministic theory of causation has been applied to the probabilistic 
theory of causation. In the probabilistic sufficiency perspective, the relationship is formulated as 
a probability (Dul, 2024, p. 1). Figure 21 demonstrates the pattern-matching logic underlying NCP. 

In this study, the outcome variable (Y) referred to the expected impact of station area 
development on the regeneration of medium-sized cities. All selected cases shared a similar 
situational framework, each shaped by the specific development potential of their station areas. 
This study hypothesised that these developments are going to contribute  to urban regeneration. 
The condition (X) represents the key components of regeneration within station area 
development, defined through five components: physical quality, mobility, socio-cultural, 
governance, and economic. These variables were measured using the indicators shown in table 
1. The analysis involved a single analytical phase in which, if the conditions (X) were present 
across the cases, the expected outcome (Y) was anticipated to occur. This approach helped 
assess whether the observed regeneration effects (Y) were likely a consequence of the presence 
of key station area development components (X) in medium-sized shrinking cities. Figure 22 
visualises the applicability of NCP in this study.  

Figure 21: Visualisation of Necessary condition propositions pattern-
matching logic (Hak & Dul, 2009, p. 6; Vondervoort, 2025). 

Figure 22: The applicability of NCP in this study (Vondervoort, 2025). 
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The software for analysing was Atlas.ti, this is a research tool that can be used for coding and 
analysing transcripts & field notes, building literature reviews, creating network diagrams, and 
data visualisation (Hecker & Kalpokas). First, all collected data were uploaded into the software, 
along with the corresponding labels. The data were then coded in Atlas.ti using variables derived 
from the components of urban regeneration within station area development (Table 1). The 
programme was structured from the analysis of where necessary condition propositions 
(variables) were present and the extent to which they were emphasised. Based on this analysis, 
the results can be formulated. The analysis part was done in Dutch, because all the documents 
and interviews were only available in the main language. The coding section was English, but the 
texts quoted were in Dutch. The quotes used were translated into English. 

The results of qualitative data analyses were presented in an individual case report section and a 
cross-case report section, to look for convergence or similarities between the results (Chukwudi 
et al., 2019). In which the number of matches or lack thereof was noted and the extent to which 
the individual components and identifiers were interrelated in the cases (Almutairi et al., 2014, p. 
10; Yin, 2014). Subsequently, the implications of these results are discussed, discussing how 
they contribute to existing knowledge in the field and their potential impact on practice, policy, or 
future studies (Annamalah, 2024, p. 496). In addition, the conclusion considered whether 
revisions to the existing theory were warranted and the extent to which further research is 
necessary to address emerging insights (Chukwudi et al., 2019). 

3.5 Validity and reliability  
According to Yin, the following situations must be ensured: construct validity, internal validity,  
external validity,  and reliability (Amaratunga et al., 2002, p. 29; Ferreira et al., 2020, p. 277; Yazan 
& Vasconcelos, 2016, pp. 137,143).  

3.5.1 Validity 
Construct validity was ensured by using multiple sources of evidence through the process of 
triangulating the data, reviewing the records of the interviews conducted by the interviewees, 
defining a logical chain of events and member checking (Ferreira et al., 2020, p. 278). This enabled 
the researcher to reach the objective truth about the case or the closest approximation (Yazan & 
Vasconcelos, 2016, p. 143). 

Internal validity was established by theoretical territory that ensures consistency between 
approaches (Amaratunga et al., 2002, p. 29). Moreover, this ensured that the researcher 
constructed a plausible causal argument that was rigorous enough to support the research 
results (Ferreira et al., 2020, p. 278). By using structured analytic pattern matching techniques 
(Yazan & Vasconcelos, 2016, p. 146).  

This research ensures external validity includes: (i) presentation of the reasons for the case study 
selection; (ii) presentation of the context of each case study; and (iii) identification of patterns 
that allow the subsequent analytical generalisation of the results obtained (Ferreira et al., 2020, 
p. 279). This ensures the extent to which any research finding can be generalised beyond the 
immediate research setting in which the research took place (Yazan & Vasconcelos, 2016, p. 
146).   

3.5.2 Reliability 
The reliability of the research is guaranteed when a subsequent investigator follows the same 
procedures, the same findings and conclusions would result (Amaratunga et al., 2002, p. 29). For 
this purpose, a protocol and a case database are required. The protocol establishes the rules that 
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are followed in the field while the databases contain all the material collected by the researcher 
for each case (Ferreira et al., 2020, p. 279; Yazan & Vasconcelos, 2016, p. 146). Those were 
described in the data collection and data analysis parts. Moreover, the research design ensures 
the format and structure of how the data was collected (Ferreira et al., 2020, p. 279). 
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4. Results 
This chapter provides a comprehensive and in-depth analysis of the results from the multi-case 
analysis, based on the NCP pattern matching method. The chapter is divided into the results of 
the cross-case analysis and the individual case analysis. The cross-case analysis offers a general 
overview, assesses key components across various dimensions of station area development. 
Emphasis is placed on both the presence and prominence of these components and their 
collective influence on the development process. The second section provides a deeper 
examination of each individual case. It begins with general findings, followed by an assessment 
of the interrelationships and coherence among the identified indicators. The chapter ends with a 
summary of the main results. For detailed coding information and co-occurrence Sankey charts, 
please refer to appendix 6 and 7. 

4.1 Cross-case results 
The results in figure 23 show that all components were represented across the consulted cases. 
However, significant differences were evident in the frequency with which certain components 
appear. The analysis of the frequency of component occurrences revealed that physical quality 
was the most frequently cited component, appearing 663 times. Closely followed by the socio-
cultural component, which was mentioned 650 times. A noticeable decline was observed 
thereafter, with mobility occurring 416 times. The components of governance and economics 
were the least frequently referenced, with 327 and 234 occurrences. Notably, there exists a 
disparity of 429 instances between the most frequently cited component (physical quality) and 
the least cited economic component (234x), indicating a considerable variation in emphasis 
across components. 

Furthermore, substantial variation was evident in the number of codings per case. The highest 
number of codings was observed in the SHE case, with a total of 553 coded segments, while the 
Kerkrade case recorded the fewest codings (154x). The remaining cases were distributed 
between these two extremes. In addition to differences in coding frequency, variation is also 
observed in the number of data sources utilized per case. The SHE case employed 13 distinct 
data sources, whereas the Kerkrade case relied on only 6. Again, the other cases fall between 
these two ends of the spectrum. The absolute number of duplicate codes relative to the total 
number of codes also reveals notable variation across cases. The SHE case contains the highest 
number of duplicate codes, with 442 instances, while the Kerkrade case exhibits the lowest, with 
107 instances. When considered in relation to the total number of codes, the proportion of 
duplicate coding presents a different pattern. Vlissingen exhibits the highest proportion of 
duplicate codes at 83%, followed by Heerlen (80%) and Roosendaal (78%). Notably, Kerkrade 
again ranks among the lowest with 69%. Although the SHE case showed the highest absolute 
number of duplicate codes, its proportion is comparatively lower at 76%. Interestingly, this case 
corresponds exactly to the overall average across all cases, with the lowest observed proportion 
being 69%. 

While clear differences emerge when examining the total number of codes across cases, a more 
nuanced picture appears when each component was assessed relative to the other cases, taking 
into account both the number of coded segments and the available data sources. Particularly 
noticeable in figure 23 are the low frequencies of the economic component in the Den Helder 
case (3x) and the Kerkrade case (10x). In contrast, the SHE case displays exceptionally high 
frequencies for physical quality (155x) and socio-cultural (153x), marking them as significant 
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outliers. These patterns suggested that the volume of available data has a substantial impact on 
component representation.  

Consequently, figure 24 presents the total of indicators in relative terms to facilitate a more 
balanced comparison across cases. This resulted in a shift in the relative prominence of the most 
frequently occurring domains. Liveability emerged as the most dominant indicator, with 451 
references, followed by coherent design and accessibility improvements. These indicators still 
correspond to the same components that were most frequently represented in the overall 
distribution. However, at the lower end of the frequency spectrum, a different pattern was 
observed. Contrary to the total frequencies, the economic component, represented by economic 
opportunities (234x), was not the least frequently coded. Instead, the lowest frequencies were 
founded in stakeholder management (165x), integral functions (186x), and approaches or policy 
perspectives (187x). These findings indicated that the governance component was the least 
represented, followed by a notable underrepresentation of physical quality, primarily due to the 
low score of integral functions. 
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Figure 23: Output data Atlas.ti component frequency in cases. 
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Figure 24: Overall distribution of indicators in the cases. 
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Figure 25 highlights the indicators with notably low frequencies, which were particularly 
concentrated in the Den Helder case and the Kerkrade case. The indicators, integral functions 
and approaches of policy perspectives stood out due to their limited representation. Additionally, 
represent city culture and economic opportunities also showed remarkably low frequencies. 
These indicators, marked with red-bordered boxes, were therefore identified as outliers within 
the dataset. In contrast, figure 26 illustrates indicators with high frequencies, with liveability 
clearly emerging as one of the most frequently referenced across the cases. Represent city 
culture also appeared with notable regularity. This was particularly striking given that the same 
indicator was previously identified as an outlier due to its low frequency in specific cases. 

Finally, figure 27 illustrates how the frequency of indicators varies within individual cases. Green 
highlights represent the most prominent aspects, whereas red indicates aspects that are either 
absent or minimally present. This visualisation revealed that each case exhibits a distinct 
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Figure 26: Lowest indicators highlighted in red in dataset after analysis. 
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emphasis in its approach to development. Liveability and coherent design emerged as the most 
universally prioritised indicators, followed by accessibility improvements and representing city 
culture. Notably, even indicators that were generally less frequently observed receive significant 
emphasis in certain cases. For instance, policy perspectives play a central role in the SHE case, 
while economic perspectives were most prominent in the Vlissingen case. This will be discussed 
in more detail in the next section. 

4.2 Individual case results 
4.2.1 CA01 т Heerlen 

 

Figure 28: Distribution of codes in case 1 Heerlen. 

Figure 28 presents the distribution of codes for the various components in 11 documents and 
includes two interviews of the Heerlen case. The analysis revealed that all components have been 
consistently addressed, each appearing over 35 times in the coding, advocating a broad and 
balanced consideration of the various dimensions of area development. Within CA01, socio-
cultural aspects and physical quality emerged as the focus components, with both categories 
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Figure 27: The frequency of indicators varies within individual cases. 
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receiving over 80 code references. Furthermore, there was clear attention to governance, while 
mobility and economic development were less prominent. Nevertheless, these latter 
components still appear regularly, reflecting an integrated development approach. Additionally, 
the distribution of the underlying indicators appeared relatively balanced. Notably, liveability 
(64x) stood out with a remarkably high number of codes. Conversely, indicators such as 
accessibility improvements (21x) and modes of transport (19x) were the least represented.  

Relationship between components 
The Heerlen case study demonstrates a strategy that was primarily focused on liveability, with a 
balanced distribution of the other components. There was a slight emphasis on economic 
opportunities and, to a lesser extent, mobility. The Sankey diagram (figure 29) shows a clear 
correlation between the indicators, with the economy and physical quality coming to the fore. The 
distribution of connections was relatively evenly spread across the development aspects.  

The physical quality component had the most and most diverse connections. The codes coherent 
design and contextual development together showed a direct relationship 5 times, with this 
connection substantiated in multiple documents. In total, coherent design has ten co-
occurrences with liveability, 5 with integral functions and 4 with economic opportunities. This 
indicates a multidimensional impact of physical quality.  This was emphasised by Modderkolk, 
љ7ƖŔŰŊŔŰŊШƣŸŊĲƣőĲƖШċШƽŔĬĲШƖċŰŊĲШŸŉШŉƨŰĦƣŔŸŰƚШŔŰШŸŰĲШũŸĦċƣŔŸŰњШыAppendix 6, 135:16) was coded 
under both coherent design and integral functions, confirming a direct relationship between 
physical design and functional integration. The data further showed that integral functions also 
co-occurred 4 times with contextual development, highlighting the need for context-sensitive 
functional arrangement. With this, physical quality acted as the supporting framework within 
which other components operate. 

Within the mobility component, the accessibility improvements and modes of transport codes 
were strongly linked to the physical qualities. Accessibility improvements showed 5 co-
occurrences with contextual development, 5 with liveability and 4 with integral functions. These 
numbers implied that mobility does not stand alone but was integrated with broader spatial and 
social goals. The interview with Modderkolk ƚƣċƣĲƚаШћìőĲƖĲШƽĲШőċƻĲШĤƖŸƨŊőƣШƣőċƣШƚƣċƣŔŸŰШŉŸƖШƖċŔũШ
transport, bicycle parking and bus and taxi close together so that that connects and is easy to 
ŉŔŰĬЯќШċШcitation  coded under accessibility improvements, modes of transport and coherent 
designing (Appendix 6, 135:49). The coherent design occurred 3 times with integral functions and 
3 times with liveability, with which the mobility component acted as a connecting element 
between infrastructure, ease of use and social facilities . 

Figure 29: Shankey chart relationships between codes in co-occurrence analyse. 
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The socio-cultural component was represented by the codes liveability and represent city 
culture, jointly coded 10 times. Liveability additionally showed high frequencies with coherent 
design (10x), integral functions (5x) and contextual development (3x). This confirmed the idea that 
liveability is a result of carefully designed and functionally integrated urban spaces. Interviews 
underlined that the combination of greenery, seating areas and good circulation makes people 
feel more comfortable in public spaces, indicating a direct relationship between liveability and 
coherent design (Cornips, Management advisor for the Weller housing cooperative, 14-05-2025; 
Modderkolk, Former project manager at Maankwartier, 02-06-2025). The represent city culture 
has 5 co-occurrences with contextual development, indicating the need to embed cultural 
identity and historical continuity in spatial planning. Modderkolk told ''You come across 
structures and design there, especially on the north side, that directly refer to the Roman past. 
Just for fun, you should then stand at a distance from the north side and see the Colosseum, 
(Appendix 6, 135:43)њШƽőŔĦőШfalls under both represent city culture and contextual development. 

In the governance component, the policy approaches and stakeholder management code 
showed some significant relationships. Policy approaches has 6 co-occurrences with liveability 
and 5 with stakeholder management, indicating a policy focus on participation and social quality. 
Cornips stated, "Discussions took place between all kinds of initiators to arrive at Maankwartier 
and by initiators, I mean the municipality and NS and Weller as a corporation and a developer'' a 
statement that fall under both governance codes (Appendix 6, 40:2). In which interviews clearly 
indicated that agreements between parties was a key to success (Cornips, Management advisor 
for the Weller housing cooperative, 14-05-2025; Modderkolk, Former project manager at 
Maankwartier, 02-06-2025). Furthermore, the IBA-report emphasised the policy perspective 
ċƓƓƖŸċĦőĲƚШƽŔƣőШћÑőĲǃШŸŉŉĲƖШċШŰĲƽШƓĲƖƚƓĲĦƣŔƻĲШяЮЮЮѐШċŰĬШŰŸƽШƖĲƚƓŸŰĬШƓŸƚŔƣŔƻĲũǃШƣŸШƓŸƓƨũċƣŔŸŰШ
ĬĲĦũŔŰĲЯќШƣőĲƖĲĤǃШƚĲƣƣŔŰŊШċШŰĲƽШĦŸƨƖƚĲ (IBA Parkstad, 2017, p. 7). Stakeholder management 
showed a relationship with economic opportunities (1x) and liveability (2x), especially on the 
commercial side of development. Governance appeared to affect other components mainly 
indirectly, by creating conditions and frameworks for implementation. 

Within the economic component, the code economic opportunities stand out less strongly in 
numbers (max 7x) but showed a proportionate recurring relationship. For instance, this code 
occurs 7 times with liveability, 6 times with integral functions, 5 times with coherent design, 5 
times with contextual development, and 4 
times with policy approaches. A clear example 
of this was out the interview with Modderkolk: 
ћќAnd the nice side effect could be that there 
are functions realised there where you can 
therefore realise some more high-value 
services through the office function and shop 
functions.ќќ coded under economic 
opportunities and integrated functions 
(Appendix 6 135:20). These data revealed that 
economic opportunities were largely 
dependent on physical and policy conditions. 
The indirect relationship between economy 
and liveability was visible in the notion that 
attractive public spaces not only benefit 
residents but were also commercially 

Figure 30: Future development plans around 
Heerlen station area (Province Limburg, 2024, p. 
101). 
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attractive for investment and visitors (Province Limburg, 2024). Investments are visible in the 
proposed future developments around the station area. This is shown in figure 30. 

4.2.2 CA02 т Den Helder  

 
Figure 31: Distribution of codes case 2 Den Helder. 

Figure 31 presents the distribution of codes for the various components in 8 documents and 
includes one interview of the Den Helder case. The analysis showed that not all components of 
urban regeneration in the context of station area development within a shrinking city have been 
addressed. Specifically, integral functions were notably absent from the results. Furthermore, 
the recurring appearance of indicators as policy perspectives and economic opportunities, each 
occurred 3 times, suggested that these indicators emerged more coincidentally in the 
development process rather than a deliberate focus or strategic intent. In contrast, the other 
components appeared at least 19 times, with a particularly strong emphasis on 4 specific 
indicators: i) contextual development (54x), ii) coherent design (48x), iii) accessibility 
improvements (45x), and iv) liveability (45x). This development undeniably focused on physical 
quality, mobility and socio-cultural aspects, which were certainly important, but lacked 
functional integration. The components of governance and economics appeared to be less 
emphasised, with clear evidence that within governance, the focus lies predominantly on 
stakeholder management (19x), rather than on approaches related to policy perspectives (3x). 

Relationship between components 
The Den Helder case demonstrated a strategic focus on contextual development, coherent 
design, improved accessibility and liveability. Components such as economic opportunities, 
policy approaches, and integrated functions play only a marginal role, indicating a coincidental 
convergence rather than a targeted development vision. The Sankey diagram (figure 32) for Den 
Helder shows that economic and governance components were barely connected, while physical 
quality, socio-cultural aspects, and mobility exhibit strong interconnections. 
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Within the physical quality component, clear relationships were visible with other components. 
For instance, coherent design occurred 16 times together with contextual development, 
indicating a frequent combination of design and environment orientation.  This coherence was 
emphasised by the coinciding development to connect the station area with the nature area. The 
image quality plan described: љÑőĲШċůĤŔƣŔŸŰШŸŉШ?ĲŰШcĲũĬĲƖШÉŸƨƣőШŔƚШƣŸШĦƖĲċƣĲШċШŰĲƽШũċŰĬƚĦċƓĲШŔŰШ
an existing environment, where this new landscape also seeks to connect and link with the 
surrounding Nollen ũċŰĬƚĦċƓĲњ (Appendix 6, 43:22). Figure 32 shows this with two entrances to 
the natural landscape. Furthermore, coherent design also appeared 14 times in combination with 
accessibility improvements and 5 times with 
modes of transport, emphasising the 
relationship between physical design and 
aspects of mobility. Contextual development 
was linked to accessibility improvements (9x) 
and modes of transport (3x), putting mobility 
in close connection with physical and 
contextual features of the environment. This 
was evidenced in the interview with Boerdijk, 
she indicated that љ combination of dune 
area and parking area is being ƖĲċũŔƚĲĬњШ
(Appendix 6, 49:28). This was coded on 
coherent design, contextual development 
and accessibility improvements. 

Within mobility, a direct connection was visible between accessibility improvements and modes 
of transport, with 11 shared coding. This combination indicated that both aspects were often 
discussed together in relation to relocation and accessibility. Furthermore, accessibility 
improvements occurred 4 times together with liveability, while modes of transport were linked to 
liveability 1 time. These relationships indicated that mobility was substantively linked to socio-
spatial experience. The above was reflected in the proposal of the zoning plan, where it was 
described: ''The zoning plan also allows for an improvement of the station area as a mobility point 
(sufficient space for parking for cars and bicycles and for lockers is taken into account)ќќШ
(Appendix 6, 46:10). 

The socio-cultural component showed strong connections with codes from both the physical and 
mobility components. The code liveability occurred 15 times together with coherent design, 14 
times with contextual development, 4 times with accessibility improvements and 1 time with 
modes of transport. This was substantiated by the quote from the interview with Boerdijk: ћќThere 

Figure 32: Den Helder station area development with 
two connections with the natural landscape 
(Municipality Den Helder, 2022, p. 9). 

Figure 33: Shankey chart relationships between codes in co-occurrence analyse. 
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will be some more housing in the neighbourhood, with hopefully the effect that people will also 
feel a bit safer hereќќШыAppendix 6, 46:10). In addition, there were 9 shared encodings between 
represent city culture and both coherent design and contextual development, as well as 5 shared 
encodings with accessibility improvements and 1 with modes of transport. These codings 
indicated that cultural and liveability aspects were systematically discussed in conjunction with 
the physical design and accessibility of the city.  Boerdijk stressed the value of the museum and 
the open-air museum in the area, which the station will enhance with visitor numbers (Boerdijk, 
Developer municipality of Den Helder, 28-05-2025). 

Within the governance component, co-occurrence numbers were more limited. Contextual 
development occurred 2 times together with stakeholder management, and accessibility 
improvements 1 time. This indicated that participation in the station region development was 
mainly considered. This was evident from the documents and the interview, where it was 
indicated: ''That there has been an extensive participation process. Different variants have been 
made for this area, say in the possibilities, in the type of housing, in the heights, how higher is built 
and so on. And there's been a very extensive process in that also the local residents had a heavy 
voice in what comes whereњШ(Appendix 6, 49:12 and 45:46). The code approaches of policy 
perspectives in the co-occurrence matrix showed no shared codings with other codes within the 
selection shown, indicating a relatively isolated discussion in the data. However, the document 
ĲŰƣŔƣũĲĬШћ[ƖŸůШĬĲĦũŔŰĲШƣŸШŊƖŸƽƣőќШĲůƓőċƚŔƚĲƚШƣőĲШůƨŰŔĦŔƓċũŔƣǃѣƚШƻŔƚŔŸŰ (Municipality Den Helder, 
2018). 

For the component economic, no shared coding was visible in the co-occurrence matrix with any 
of the other included codes. Economic opportunities were thus not linked to other codes in 
shared passages in this dataset. The zoning plan indicates that regular retail has been identified 
as a prohibited use in the area (Municipality Den Helder, 2024, p. 6). What indicates that the 
economic opportunities in the plan were less pursued. 

4.2.3 CA03 т Vlissingen 

 
Figure 34: Distribution of codes case 3 Vlissingen 

0

10

20

30

40

50

60

 Physical quality  Mobility Socio-cultural Governance Economic

CA03 - Vlissingen

Coherent design Contextual development

 Integral Functions Accessibility improvements

Modes of transport Liveability

Represent city culture Approaches of policy perspectives

Stakeholder management Economic opportunities



40 
  

Figure 34 presents the distribution of codes for the various components in 13 documents and 
includes one interview with two professionals of the Vlissingen case. The analysis showed that 
all components have been addressed. Each component appeared more than 27 times in the 
coding, indicating a broad and balanced approach to the different aspects of area development. 
Within this station development, the emphasis was on mobility, with the receipt of 53 code 
references. Emphatically followed by socio-cultural (45x) and physical quality (43x). 
Furthermore, there was clear attention to economic with 30 appearances and governance with 
27 appearances. Nevertheless, these latter components still appear regularly, reflecting an 
integrated development approach. Additionally, the distribution of the underlying indicators 
appeared relatively balanced. Notably, economic opportunities stand out with a remarkably high 
number of codes (30x). Conversely, indicators such as integrated functions and approaches of 
policy perspectives were the least represented. However, those were still demonstrably present 
in development. 

Relationship between components 
The Vlissingen case focused primarily on economic opportunities, with mobility and quality of life 
as supporting components. The limited use of integrated functions and policy approaches was 
striking, which was explained by the fact that not all sub-areas have been fully developed. 
Instead, relationships between sub-areas were used as combination factors. The case study 
showed a high degree of connectivity between components, with economic opportunities and 
mobility being particularly prominent. Even governance components were indirectly involved. The 
concentration of connections was generally evenly distributed, with mobility being the exception. 
This is clearly shown in figure 35. 

From the matrix, the physical quality component appeared to be strongly linked to other domains. 
For example, the code coherent design occurred 6 times together with integral functions and 5 
times with contextual development. This internal linkage within the physical component 
illustrated the central role of design quality as the basis for spatial integration. In the progress 
report Wind in the souls states, ћќThis quality impulse is concretised on the ĦŸůƓŸŰĲŰƣќƚ mobility, 
љƚƨƚƣċŔŰċĤŔũŔƣǃШĲŰĲƖŊǃ and љƕƨċũity of stayќќ (Appendix 6, 51:13), substantiating that physical 
design acted as a carrier for broader urban goals.  

Within the mobility component, the accessibility improvements and modes of transport codes 
showed clear intertwining, with 5 co-occurrences. In addition, accessibility improvements 
occurred 5 times with integral functions and 4 times with contextual development, suggesting 
that mobility was strongly linked to the physical layout and accessibility of functions. Another 
quote out the report reads, ћќfocused on improving rail connections and [...] working on smart 

Figure 35: Shankey chart relationships between codes in co-occurrence analyse. 
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mobility over landќќШыAppendix 6, 51:3), indicating an explicit link between physical adaptation and 
accessibility. Moreover, Van Dijk said: ћќThe centrepiece of the square will be a mobility hub 
ĲƖĲĦƣĲĬШћќìőċƣШĦŸŰŰĲĦƣĲĬШaccessibility improvements, modes of transport and coherent designќќ 
(Appendix 6, 56:11). 

The socio-cultural component has the highest mutual co-occurrence between Liveability and 
represents city culture (8x), followed by multiple relationships with physical codes such as 
coherent design (7x), integral functions (6x) and contextual development (5x). This confirmed that 
experience and identity were strongly intertwined with spatial context. A representative quote 
states, ћќHave city and station grown towards each other while maintaining their own 
characterќќ(Bruyn & Acker, 2013, p. 2), highlighting the significance of spatial places for cultural 
identity. Moreover, Van Dijk stated: "The site has its own character, which is maritime, and we 
want to reflect that in the area, which has a robust look and the connection to the 
water.''(Appendix 6, 56:26), which illustrated the unique characteristics and identity creation of 
the area. Furthermore, the station area should serve ċƚШċŰШљĲŰƣƖċŰĦĲШƣŸШƣőĲШĦŔƣǃњ (Appendix 
6,110:8).  

The governance component appeared less prominently but showed a strong internal relationship 
between stakeholder management and approaches of policy perspectives (6x), as well as 
linkages with liveability (5x) and economic opportunities (4x). Governance thus acted as an 
enabling structure that creates conditions for physical, social and economic goals. For example, 
the report citated, ћќThe implementing parties of this fiche are the municipality of Vlissingen, in 
cooperation with the stakeholders NS, ProRail, Province of Zeeland and the Westerschelde ferryќќ 
(Appendix 6, 51:11), indicating a broad participatory framework ċŰĬШ ћќresponding to 
developments by viewing ageing and decline as an opportunity and thus adding more quality to 
the cityќќЮ Again, despite the clear policy direction, the interconnectedness with other domains 
did not appear coded at the level of citations. Which, according to the interview, was because 
Vlissingen is still in the process of setting up plans and not all eyes are yet in the same direction. 
(Kuijper and Van Dijk, Developers at municipality of Vlissingen, 13-05-2025). It was evident that 
Vlissingen was approaching the development of the station area through distinct subareas, each 
with its own specific focus. As a result, there was limited integration across the overall planning 
area. 

Regarding the economic component, economic opportunities showed relatively low co-
occurrence numbers, with a maximum of 6 co-occurrences with contextual development and 5 
with integral functions and coherent design. This becomes clear in Kenniswerf 1, first revision, in 
which the acquisition of knowledge and resources is argued as economic added value for the 
future (Municipality Vlissingen, 2021). Although this component appeared in the matrix as 
somewhat connected, integration with socio-cultural or governance components was limited 
and absent at the citation level.  The economic opportunities were mainly highlighted by 
attracting knowledge to the area, with the campus development considered unique and expected 
to lead to ћќattracting new ÉĲċũċŰĬĲƖƚќќ to settle permanently in the area (Kuijper and Van Dijk, 
Developers at municipality of Vlissingen, 13-05-2025). 
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4.2.4 CA04 т Doetinchem 

 
Figure 36: Distribution of codes case 4 Doetinchem. 

Figure 36 presents the distribution of codes for the various components in 11 documents and 
includes two interviews of the Doetinchem case. The analysis showed that all components have 
been addressed. Each component appeared more than 28 times in the coding, indicating a broad 
and balanced approach to the different aspects of area development. Within this station 
development, socio-cultural aspects and physical quality emerge as the focus components, with 
both categories receiving over 97 code references. Furthermore, there was clear attention to 
mobility and economic components; these latter components still appeared regularly, reflecting 
an integrated development approach. The underlying indicators were anything but evenly 
distributed. Coherent design (54x) and liveability (66x) were by far the most prevalent in this 
stations area development. After which it was followed by accessibility improvements (38x) and 
represent city culture (41x). After that, the indicators were relatively evenly distributed, However, 
it was striking that stakeholder management (13x) was the least prevalent in this development. 

Relationship between components 
The Doetinchem case approached similarly prioritised liveability, coherent design, and urban 
culture, with balanced distribution of other components. Stakeholder involvement was also 
limited at this stage, increasing in later plan development. The case exhibits strong 
interconnections, dominated by physical and socio-cultural factors, with mobility as a link. 
Economic opportunities were prominent, and governance remains the least integrated 
component. This is clearly shown in figure 37. 
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The strongest relationship was between coherent design and liveability, with 26 co-occurrences. 
This direct link between physical quality and socio-cultural values showed that thoughtful spatial 
design was essential for the liveability of urban environments. This was confirmed by quotes from 
Wijnroks and Klaassen: "These will be meeting places. Not just a park, so say a kind of cultural 
kiosk or a music dome. Or you know that sort of thing play equipment to you can imagine all sorts 
of things with ƣőċƣќШљċŰd ћќA better place to ƚƣċǃњ (Appendix 6, 66:32 and 60:84). The link between 
coherent design and accessibility improvements (17x) was demonstrated in statements such as; 
ћќThe transfer from the train and bicycle will be designed as smoothly as possible. The entrances 
to the bicycle sheds and walking routes to the station are logically positioned and easily 
recognisable, we see how physical interventions influence both accessibility and social 
perceptionsќќШы ƓƓĲŰĬŔǂШΣЯШΣΜаΥΤь. This combination was common with modes of transport (8 x), 
creating a three-way relationship between design, accessibility and modality. 

The relationship between liveability and accessibility 
improvements (13x) illustrated how liveability was partly 
dependent on accessibility. The following quote fits in 
this context: "The space immediately around the station 
is organised so that the first sight from the station is 
attractiveќќ(Appendix 6, 60:15). Here, mobility was 
measured as a function not only as a transport solution, 
but as a strategic instrument for socio-spatial quality. 
Within the mobility component, the combination of 
accessibility improvements and modes of transport 
occurred 11 times. This internal cohesion confirmed the 
importance of transport choice in relation to 
accessibility. The following passage from the railway 
vision reflected this: љfŰШĬŸŔŰŊШƚŸЯШƣőĲШũċǃŸƨƣШŉŸũũŸƽƚШƣőĲШ
STOMP principle; Steps, Stairs, Public Transport, Mobility 
ċƚШċШÉĲƖƻŔĦĲШċŰĬШƣőĲŰШƣőĲШƓƖŔƻċƣĲШĦċƖњ (Appendix 6, 60:81), 
which was already guaranteed in 2013. (See figure 38). Here, it becomes clear that modality and 
spatial structure went hand in hand in promoting sustainable mobility. The STOMP principle is an 
acronym derived from Dutch, which prioritises modes of transport in the following order: (i) 
walking, (ii) cycling, (iii) public transport, (iv) mobility-as-a-service (MaaS), and (v) private car use 
as a last resort (CROW, 2023).  

Integral functions occurred 7 times with economic opportunities, underpinning the relationship 
between multifunctional space and economic activity. The quote from the railway vision 
emphasised this: " An area where you not only come to change trains and continue your journey, 

Figure 38: Prioritising modalities 
schedule in Doetinchem (Municipality 
Doetichem, 2013, p. 11). 

Figure 37: Shankey chart relationships between codes in co-occurrence analyse. 
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but also a place to live, work, learn, meet and 
stay. It is precisely the cross-pollination and 
encounter between people and functions that 
can make the area buzz and therefore also 
stimulate innovation'' (Municipality 
Doetinchem, 2023, p. 51), showing that 
multiple functions support economic 
dynamism. This can be seen in figure 39, which 
shows how the different functions should 
reinforce each other. There was also a 
relationship with liveability (4 co-occurrences), 
showing that internality is not only 
economically, but also socially. Figure 40 
shows the development areas of the railway 
area to create economic opportunities. 

The contextual development code was strongly 
linked to liveability (6x) and coherent design 
(5x), demonstrating the importance of context 
sensitivity in relation to physical and social 
quality. An example wasаШљìĲ want to preserve 
the existing tree structure as much as possible 
and in the public space we see a lot of space for 
water collection and greeneryќќ(Municipality 
Doetinchem, 2023, p. 25). The streets will be 
given more character through a variety of tree and plant species. Within socio-cultural, the 
relationships between liveability and represent city culture stand out (5x). This confirmed that 
urban identity was ƓċƖƣШŸŉШƣőĲШũŔƻŔŰŊШĲŰƻŔƖŸŰůĲŰƣЮШfŰШƣőĲШƽŸƖĬƚШŸŉШƣőĲШƖċŔũƽċǃШƻŔƚŔŸŰаШљÑőĲШƚƣƖĲŰŊƣőШ
ŸŉШƣőĲШĦŔƣǃШċŰĬШƖĲŊŔŸŰШũŔĲƚШŔŰШŔƣƚШŊƖĲĲŰШċƓƓĲċƖċŰĦĲЯШŔƣƚШѣƻŔũũċŊĲШƨƖĤċŰŔƣǃњ(Municipality Doetinchem, 
2023, p. 42), its mutual togetherness, its work mentality and innovation. The railway zone is pre-
eminently the place where this can come ƣŸŊĲƣőĲƖЮќќ 

Although governance codes were less frequently linked, the components did appear with core 
codes such as coherent design and contextual development. This suggested that policy 
alignment indirectly contributed to the achievement of physical and cultural objectives, despite 
the few explicit mentions. The quote from Wijnroks: "There is another business category that uh 
just wants to continue to function we are in discussions were generally the environmental 
categories are higher than they really need in their current operations is that that is not making 
use of it and we are now looking at whether at the same time we can bring them back to the real 
categories that they are using'' showed that stakeholder management did play an enabling role in 
component integration (Appendix 6, 66:7). Wijnroks emphasised that policy approaches 
predicting a decline will no longer had any effect and that he now expects growth. (Wijnroks, 
Railway zone developer, municipality of Doetinchem, 26-05-2025). Furthermore, this vision was 
already mentioned in the former plan development for Stadshub. It was a unique concept to 
combat population decline in the Achterhoek region and give a young target group a chance 
(Klaassen, project developer for station location and stadshub, 07-05-2025). 

Figure 39: Integral function in railway zone 
Doetinchem (Municipality Doetinchem, 2023, p. 
29). 

Figure 40: Development areas (Municipality 
Doetinchem, 2023, p. 104) 
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4.2.5 CA05 т Roosendaal 

 
Figure 41: Distribution of codes case 5 Roosendaal. 

Figure 41 presents the distribution of codes for the various components in 8 documents and 
includes one interview of the Roosendaal case. The analysis showed that all components had 
been addressed. Each component appeared more than 27 times in the coding, indicating a broad 
and balanced approach to the different aspects of area development. Within this station 
development, socio-cultural aspects and physical quality emerged as the focus areas, with both 
categories receiving over 107 code references. Furthermore, there was clear attention to mobility 
and economic, these latter components still appeared regularly, reflecting an integrated 
development approach. The most prevalent underlying indicators were represent city culture 
(62x) and liveability (90x). After which it was followed by coherent design (57x) and economic 
opportunities (37x). However, it was striking that stakeholder management (9x) was the least 
prevalent in this development. 

Relationship between components 
The Roosendaal case strategy concentrated on liveability, coherent design, and represent city 
culture, with other components mostly evenly distributed. Stakeholder management played a 
ũŔůŔƣĲĬШƖŸũĲШĬƨĲШƣŸШƣőĲШƓƖŸŢĲĦƣќƚШƚƣƖċƣĲŊŔĦШƓőċƚĲЯШƽŔƣőШƚƣƖŸŰŊĲƖШŔŰƻŸũƻĲůĲŰƣШĲǂƓĲĦƣĲĬШŔŰШũċƣĲƖШ
stages. The case showed strong connectivity, especially between physical and socio-cultural 
aspects, with mobility linking them. Economic opportunities were well integrated, while 
governance was least connected. This is clearly shown in figure 42. 
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Physical quality and socio-cultural components showed the highest degree of coherence, with 
65 co-occurrences. Within this relationship, coherent design was particularly prominent, as 
ŔũũƨƚƣƖċƣĲĬШĤǃШƣőĲШƕƨŸƣĲаШљÑőĲШŰĲƽШĲŰƣƖċŰĦĲШƣŸШÅŸŸƚĲŰĬċċũШƽŔƣőШĬŔƚƣŔŰĦƣШċƖĦőŔƣĲĦƣƨƖĲШċŰĬШċШőŔŊő-
quality design of public space puts our municipality on the map with a new ĲŰƣƖċŰĦĲњ (Appendix 
6, 68:17). This design vision was frequently linked to aspects of liveability, which appears 22 times 
in the dataset with coherent design. This indicated an intensive intertwining between physical 
design and liveability. The code integral functions also contributed to this connection, for 
example, through Mr Egmond's statementаШљÑőĲƚĲШċƖĲШƓũċĦĲƚШƽőĲƖĲШőŸƨƚŔŰŊШŔƚШƣŸШĤĲШƓƖŸƻŔĬĲĬШ
where an active work function is often devised in the plinth to thus create interaction between 
ŊƖŸƨŰĬШũĲƻĲũШċŰĬШƣőĲШĤƨŔũĬŔŰŊњ (Appendix 6, 71:9). 

In addition, the socio-cultural component was directly linked to economic, with 17 co-
occurrences, 13 of which were between liveability and economic opportunities alone. The 
influence of social liveability on economic opportunities was ƨŰĬĲƖũŔŰĲĬШĤǃШƣőĲШƕƨŸƣĲаШљѣìĲШċũƚŸШ
want to make a quality leap and grow as a ƖĲƚƨũƣњ (Appendix 6, 67:2) followed by the sentence 
љѣÑőƖŸƨŊőШƣőĲШċĬĬŔƣŔŸŰШŸŉШŰĲƽШőŸƨƚŔŰŊЯШőŸƚƓŔƣċũŔƣǃЯШĦƨũƣƨƖĲЯШƽŸƖťƚƓċĦĲШċŰĬШĲĬƨĦċƣŔŸŰЯШƣőĲШƽőŸũĲШ
city ĤĲŰĲŉŔƣƚњ (Appendix 6, 83:39). This confirmed that investments in liveability can generate 
economic returns. 

Substantial links with mobility were visible within physical quality (33x), with coherent design 
once again taking centre stage. The interaction with accessibility improvements was supported 
ĤǃШƣőĲШċůĤŔƣŔŸŰШĬŸĦƨůĲŰƣаШљѣxŔůŔƣШĦċƖШċĦĦĲƚƚŔĤŔũŔƣǃШŔŰШƣőĲШċƖĲċњШċŰĬШљѣƚĲƻĲƖċũШĦũĲċƖũǃШƖĲĦŸŊŰŔƚċĤũĲШ
routes to the various functions in the area and are given a prominent place within the public 
spacesќќ (Appendix 6, 68:6 and 122:3). In addition, the link with modes of transport showed that 
mobility is part of the spatial design: "Strong slow-traffic connections between the new district 
and the city centre and the railway Zone via the historic ribbon''(Appendix 6, 46:2).  Contextual 
development, another physical sub-component, contributed to these relationships. The vision 
cited ћќxocated on the Vliet and well connected to the surrounding city districts, Spoor C will 
become the central place for entertainment and leisureќќ (Appendix 6, 70:35) showed how 
physical context also touches on mobility issues. 

Within socio-cultural, the interrelationships in particular stand out (36x), with 18 between 
liveability and represent city culture. This connectedness was literally reflected in the statement 
from Egmond ċĤŸƨƣШƣőĲШƚťċƣĲШƓċƖťаШљìĲШőċƻĲШĬŸŰĲШƣőċƣШƻĲƖǃШĦŸŰƚĦŔŸƨƚũǃШƣŸШċĦƣŔƻċƣĲШƣőĲШċƖĲċШ
already by so as a municipality adding these kinds of sports, facilities and culture some quotes it 
ċũƚŸШĤĲĦŸůĲƚШċШƓũċĦĲШƣőċƣШƓĲŸƓũĲШŊŸШƣŸЮњ(Appendix 6, 71:14) Physical quality also showed high 
internal connectedness (32x), including between coherent design and contextual development, 

Figure 42: Shankey chart relationships between codes in co-occurrence analyse. 
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as in: "Meanwhile, the post office building belongs to the municipality and is so characteristic that 
the municipality wants to transform it into a public-attracting function combined with 
housing''(Appendix 6, 71:5). Which again included representative city culture. 

The governance component appears less strongly linked but still shows meaningful interactions. 
The link with socio-cultural (5x) was ƻŔƚŔĤũĲШŔŰШƕƨŸƣĲƚШƚƨĦőШċƚаШћ ŰĬШƚŸШƽĲШċƖĲШŊŸŔŰŊШƣŸШůċƖťĲƣШƣőċƣШ
in sub-ċƖĲċƚШŔŰШƣĲŰĬĲƖƚЯќШũŔŰťĲĬШƣŸШƚƣċťĲőŸũĬĲƖШůċŰċŊĲůĲŰƣ (Appendix 6, 71:45). The quote 
ћÉƨƚƣċŔŰċĤŔũŔƣǃШ ċŰĬШ ĦũŔůċƣĲШ ċĬċƓƣċƣŔŸŰШ ƓũċǃШ ċŰШ ŔůƓŸƖƣċŰƣШ ƖŸũĲШ őĲƖĲќќШ(Appendix 6, 68:16), 
illustrated how approaches of policy perspectives determine socio-cultural direction. 
Governance is also linked to economic (4x), with quotes like, "There is always room for initiators 
with a good plan. Reliable, enthusiastic initiators in temporality can become stakeholders during 
the further development of Spoor C" (Appendix 6, 70:48). Furthermore, the municipality of 
Roosendaal emphasised the importance of focusing policy on working population decline and 
creating economic opportunities (Platform 31, 2021). The link to physical quality was limited (2x) 
and contains few explicit policy statements. But mainly on the flexibility of the programme, which 
was confirmed from the above quote.  

Within its own components, mobility has 26 co-occurrences, most of them between accessibility 
improvements and modes of transport, confirming the physical link between infrastructure for. 
The quote "new intersections to be realised for slow traffic, public transport and motorised 
traffic'', illustrate d this well (Appendix 6, 70:43). 

4.2.6 CA06 т Kerkrade  

 

Figure 43: Distribution of codes case 6 Roosendaal 

Figure 43 presents the distribution of 179 codes for the various components in 6 documents and 
includes one interview with two professionals of the Kerkrade case. The analysis showed that all 
components have been addressed. However, integral functions and represent city culture were 
almost absent from the results, each occurring 3 times, suggesting that these indicators emerged 
more coincidentally in the development process rather than because of deliberate focus or 
strategic intent. In contrast, the other components appeared at least 10 times, with a particularly 
strong emphasis on five specific indicators: (i) accessibility improvements (37x), (ii) coherent 
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design (30x), (iii) liveability (27x) and (iv) contextual development (25x) and modes of transport 
(22x). This development undeniably focused on mobility and physical quality, which was certainly 
important, but lacks functional integration. 

The components of governance and economics appeared to be underemphasized, and there was 
limited attention to the representation of city culture. Instead, the development of the station 
area was predominantly oriented toward functionality, with a strong emphasis on mobility. 

Relationship between components 
The Kerkrade case demonstrated a strategic focus on contextual development, coherent design, 
and improved accessibility. Components such as economic opportunities, policy approaches, 
and integrated functions played only a marginal role, suggesting a coincidental convergence 
rather than a targeted development vision. The Sankey diagram (figure 44) reveals a slightly higher 
degree of connectivity, with the economy mainly linked to physical quality. However, this strong 
concentration of connections tended to crowd out other components, limiting the overall 
balance in the development approach.  

Within the domain of Mobility, a clear core relationship was visible between accessibility 
improvements and modes of transport (12x). In addition, both mobility indicators had five 
applications with liveability (10x). This relationship was explicitly substantiated in the interviews: 
љƣőĲШƖĲċũŔƚċƣŔŸŰШŸŉШƣőĲШuĲƖťƖċĬĲ-West station, including transferium, is also expected to yield 
more positive results in the ƚƣƨĬǃњШы~ƨŰŔĦŔƓċũŔƣǃШuĲƖťƖċĬĲЯШƓĲƖƚŸŰċũШĦŸůůƨŰŔĦċƣŔŸŰЯШΞΥ-04-
2025), which indicated that physical interventions contributed directly to the perception and 
functionality of the living environment. The link between accessibility improvements and 
contextual development (11x) and integral functions (7x) points to an integrated approach to 
mobility issues in which embedding in the spatial and functional context of the area is central. 
The transferium was a form of mobility hub. It enhances physical quality through infrastructure 
investments, emphasising the spatial interweaving of the components mobility and physical 
quality. 

Within Physical Quality itself, contextual development appeared to be strongly linked to both 
liveability (7x) and modes of transport (8x). A quote illustrated ƣőŔƚШċƓƣũǃаШљ7ǃШŔŰƻŸũƻŔŰŊШƣőĲШ
Carboonplein shopping centre in the development and making the area more attractive in 
combination with the renovated city centre in uĲƖťƖċĬĲњ (Appendix 6, 76:8). This quote underlined 
how a contextual development intervention not only improved accessibility but also enhanced 
the quality of life and, because ћќthe reception square at the transferium will be connected to 
Akerstraat and Carboonplein, linking it to the beating heart of the neighbourhoodќќШ(Appendix 
6,76:27), made alternative means of transport more attractive. The intertwining of these three 

Figure 44: Shankey chart relationships between codes in co-occurrence analyse. 
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codes demonstrated that the physical structure of an area and the modes of transport used 
cannot be viewed separately from their socio-spatial impact. 

It has been mentioned many times that socio-cultural was strongly linked to elements from other 
domains, particularly liveability. In addition to the above-mentioned component linked with 
mobility and physical quality, there also appeared to be a link with governance (3x), which 
suggested that quality of life was partly dependent on administrative processes. This was 
ŔůƓũŔĦŔƣũǃШƚƨƓƓŸƖƣĲĬШĤǃШċШƕƨŸƣĲШƽőŔĦőШƚƣċƣĲƚаШћÑőĲШƖĲċũŔƚċƣŔŸŰШŸŉШƣőĲШƣƖċŰƚŉĲƖŔƨůШŉŸƖШċШőƨĤШŔŰШƣőĲШ
neighbourhood and ensures a link between various actors, thereby contributing to an 
improvement in the quality of life in the area but will also form a precondition for further upgrading 
ŸŉШƣőĲШ ťĲƖƚƣƖċċƣќ(Appendix 6, 126:4), a statement made in the context of policy-making and 
spatial planning. This showed that socio-economic objectives and physical interventions were 
interlinked and that governance structures played a facilitating role in this. However, in general, 
the governance component was not widely applied in this development. This was probably 
because the application for this development was rejected by the province, and therefore, no 
further implementation took place. However, in the general vision, the municipality had the 
ambition to ћќcreate more with lessќќ(Municipality Kerkrade, 2010). This emphasised the shrinkage 
and potential growth in the area. 

The fact was also striking that economic appeared less prominently as a component, but where 
it did appear, there was a direct relationship with integral functions (4x) and accessibility 
improvements (3x). Although less frequent, this indicated that economic opportunities were 
derived from improved accessibility and multiple use of space. A representative quote reads: ћќIn 
addition to improved public transport connections to Germany (Aachen) and the Parkstad 
Limburg region (Kerkrade Centre and Heerlen) and connections to surrounding tourist and 
recreational facilitiesќќШ(Appendix 6, 76:16), which showed that economic added value also 
results from connections to surrounding economic hubs and tourist infrastructure. In this sense, 
the economic component acted because of physical and mobility-related improvements. 

4.2.7 CA07 т Railway area Hengelo Enschede (SHE) 

 
Figure 45: Distribution of codes case 7 Railway area Hengelo Enschede (SHE) 
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Figure 45 presents the distribution of 422 codes for the various components in 13 documents and 
includes 3 interviews of the Hengelo т Enschede case. The analysis showed that all components 
have been addressed. Each component appeared more than 65 times, indicating a broad and 
balanced approach to the different aspects of area development. Within this station 
development, socio-cultural aspects and physical quality emerged as the focus areas, with both 
categories receiving over 153 code references. Furthermore, it was striking that governance plays 
a very large role in this project, with 112 mentions. The economic component (69x) also appeared 
to be a higher priority in this project, with the mobility (65x) component taking a back seat. 

The underlying indicators were not even coded. Liveability (96x) and coherent design (96x) were 
by far the most prevalent in this stations area development. After that, the indicators were 
relatively evenly distributed, looking at approaches of policy perspectives (74x), economic 
opportunities (69x) and represent city culture (69x). Still, next in line, there were large gaps in the 
frequency of encodings, see modes of transport (32x) and accessibility improvements (47x). 

Relationship between components 
The SHE case is characterised by a clear strategic focus on liveability and policy approaches, 
indicating a development phase with an emphasis on long-term vision. At the same time, the 
progress of two ongoing projects within this extensive area indicated a high degree of stakeholder 
management. Economic opportunities were an important part of the development, while 
accessibility played a less prominent role. The Sankey diagram (figure 46) shows a complete 
connection between all components, with evenly distributed and concentrated lines. The 
economic component and physical quality were strongly intertwined with all other indicators.  

Within the domain of physical quality, had a strong correlation with integral functions, coherent 
design and contextual development, with 18 co-occurrences between integral functions and 
coherent design, 25 between coherent design and contextual development, and 5 between 
integral functions and contextual development. This correlation was confirmed in substance by 
quotations such as: 'Quality of work, housing and life come together in an area that strikes a 
balance between landscape and urbanity, between tranquillity and economic dynamismќќ 
(Appendix 6, 88:42), in which integral functions and economic opportunities of the context came 
together. Furthermore, it was very clear that the development made use of contextual 
development, including the burrow city methodology. Functions such as the pop stage and 
libraries were used for both cities so that the activities and buildings did not diminish each other's 
potential but rather reinforce it (Boersma, Concept - area developer at SITE Urban Development, 
09-05-2025).  

Figure 46: Shankey chart relationships between codes in co-occurrence analyse. 
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Among mobility, accessibility improvements and modes of 
transport occurred together 10 times. At the same time, 
there were striking links with other domains. accessibility 
improvements showed strong co-occurrence with liveability 
(28x), coherent design (12x) and contextual development 
(8x).  Elferdink statedаШ ћÉŸШ ǃŸƨШ őċƻĲШ ƣŸШ ƨƚĲШ ƣőċƣШ ƚƓċĦĲШ
multifunctionally. Not just for meeting people and leaving 
again, or for bicycle parking spaces, but precisely because 
of the combination with water, greenery and social aspects. 
How do I design on a small scale and ensure that it feels right 
and functions wellќќ (Appendix 6, 92:50). This indicated the 
connection between accessibility improvements, integrated function, modes of transport, and 
liveability. These citations emphasised that mobility improvements were not separate from 
liveability and physical quality but were, in fact, integrally intertwined. Another striking 
connection was the improvement in accessibility and modes of transport (14x). Here, the 
emphasis was on the STOMP-principle (figure 47), which was mentioned by all interviewees 
(Boersma, Concept - area developer at SITE Urban Development, 09-05-2025; Elferdink, 
Developer at municipality Hengelo, 26-05-2025; Smits, Developer at municipality Enschede, 21-
05-2025). 

The socio-cultural component had a clear relationship with liveability and coherent design (28x), 
as well as with integral functions (18x) and represent city culture (16x). This indicated a close 
interconnection between physical design and socio-cultural values. Boersma stated: ћќWe see 
this as an opportunity to use this growth and development to work together with that identity to 
add a new piece to Twente that is new on the one hand and feels familiar on the otherќќ (Appendix 
6, 91:20). Emphasising the importance of cultural representation in the living environment, coded 
in represent city culture, liveability.  

Governance appears to be mainly linked to contextual development (5x) and approaches of policy 
perspectives with stakeholder management (2x). In Smits' quote: ћќI think that we have now made 
the transition from what we see. That, well, that everyone is convinced that we see that the 
cooperation between the two cities is also good (Appendix 6, 90:47), the governance dimension 
becomes tangible. This was also visible in the distribution of the sub-areas, see figure 48 with the 
policy-based phasing-in modelќќ, whereby scaling up is possible in line with the level of ambition 
and stage of development. This was to 
contribute to ensure new economic 
and knowledge-oriented innovations 
and developments. Furthermore, the 
interviews and the document ћќPower 
of the Easƣќќ take an equivalent 
approach to policy, arguing against 
decline with positive visions 
(Boersma, Concept - area developer at 
SITE Urban Development, 09-05-2025; 
Elferdink, Developer at municipality 
Hengelo, 26-05-2025; Smits, 
Developer at municipality Enschede, 
21-05-2025). 

Figure 48: Distribution of station areas (Site urban 
development, 2023, pp. 44-45). 

Figure 47: STOMP-principle 
(Goudappel). 
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In economic component had the strongest relationships with integral functions (12x), coherent 
design (11x) and liveability (11x). This pattern implied that economic opportunities were closely 
linked to integrated, high-quality urban development. A quote from Smits underlined this: 'The 
focus is mainly on retaining talent in the cities and in the region, and sometimes even bringing it 
back. Creating an attractive centre with good living and working environments also offers many 
opportunities for both cities to, so to speak, fill in the gaps, which is ultimately important for the 
support base of all your facilitiesќќШ(Appendix 6, 90:1). 

4.2.8 CA08 т Venlo  

 
Figure 49: Distribution of codes case 7 Railway area Hengelo Enschede (SHE) 

Figure 49 presents the distribution of 240 codes for the various components in 10 documents and 
includes one interview of the Venlo case. The analysis showed that all components have been 
addressed. Each component appeared more than 22 times in the coding, indicating a broad and 
balanced approach to the different aspects of area development. Within this station 
development, physical quality aspects and mobility emerged as the focus component, with both 
categories receiving over 57 code references. Furthermore, it was striking that governance played 
a very large role in this project. The other components were present in many ways in this station 
region development with socio-cultural  (47x), governance (27x) and economic with (22x). 
Accessibility improvements (43x) was by far the most prevalent in this stations area development. 
After that, three indicators were relatively evenly distributed, looking at liveability (36x), modes of 
transport (32x) coherent design (31x). The remarkable factor about this development was that 
represent city culture (11x) and stakeholder management (11x) occurred least frequently in the 
codes. These measurements were substantiated by the fact that development was currently 
focused on creating good accessibility, after which the station area could be redesigned. This 
pragmatic contextual approach was highly applicable to the case in Venlo, with the aim of 
establishing a solid foundation for further large-scale developments around the railway area in 
Venlo. (Peters, Senior mobility advisor municipality Venlo, 12-05-2025).  
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Relationship between components  
The Venlo case showed a clear strategic focus on mobility, supported by a strong emphasis on 
coherent design. This focus explains the limited attention paid to urban cultural representation 
and stakeholder management. According to Peters, participation in infrastructure projects was 
often limited because the impact usually only becomes visible after the infrastructure has been 
implemented (Peters, Senior mobility advisor municipality Venlo, 12-05-2025). The Sankey 
diagram (figure 50) shows a high degree of connectivity between all components, with no 
elements excluded. Strategic priorities were clearly reflected in the concentration of these 
connections.  

Within the physical quality component, the co-occurrence matrix showed that coherent design,6 
co-occurrences with contextual development 
and 4 with integral functions, was strongly 
intertwined with other physical dimensions. The 
connections between contextual development 
and accessibility improvements (12x) and 
liveability (5x) illustrated the close relationship 
between physical design, mobility and the living 
environment. This was now visible in the new 
railway development at Venlo central station, 
where an inter-district connection was created 
between the centres of Venlo (figure 51). 
Furthermore, the quote from the province of 
Limburg about Limburg central emphasised: ћќIt 
is not a simple story of adding more homes, but a 
total package of living, working, learning, recreation and greeningќќШ(Appendix 6, 73:5), in which 
integral functions and liveability occurred together. The physical dimension acted as a 
connecting element within broader urban processes, which was also evident in the provincial 
ƕƨŸƣĲаШљÑőŔƚШƓũċŰШŔƚШŰŸƣШċШŸŰĲ-size-fits-all solution, but is tailored to Limburg's opportunities and 
ĦőċũũĲŰŊĲƚњ (Appendix 6, 73:4), linked to approaches of policy perspectives and contextual 
ĬĲƻĲũŸƓůĲŰƣШċŰĬШƣőĲШƚƣċƣĲůĲŰƣШĤǃШÂĲƣĲƖƚаШљÂƨĤũŔĦШŉƨŰĦƣŔŸŰƚШƣőċƣШċƖĲШŰċƣƨƖċũũǃШũŔŰťĲĬШƣŸШƣƖċŰƚƓŸƖƣШ
concepts. However, the intention is that this will be supplemented by an additional 10-50% of 
residents. This will therefore require additional facilities, and these will not only be shopsќќ 
(Appendix 6, 97:7), in which integral functions, liveability and mobility came together. 

Among mobility, it was striking that accessibility improvements were one of the most central 
codes, with high co-occurrences with modes of transport (13x), coherent design (16x), and 

Figure 51: Station development Venlo 
''Vierpaadjes'' (Municipality Venlo, 2020a). 

Figure 50: Shankey chart relationships between codes in co-occurrence analyse. 
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contextual development (12x). This central position pointed to the importance of accessibility as 
a prerequisite for successful urban design. This was underpinned by the rail vision, which stated: 
'Venlo can only grow if the right balance is found between improved accessibility and appropriate 
urban and hub development. In spatial policy and urban planning, the mutual reinforcement of 
city and rail must therefore be a recurring themeќќ (Appendix 6, 96:12). This coincided with 
accessibility improvements, contextual development, coherent design, and liveability. 

The quotation from the province of Limburg highlighted the interconnection between mobility and 
spatial and economic factors: 'The further development of Venlo as a knowledge city, with the 
prominent position of the Brightlands campus and the further improvement of public transport 
connections, will strengthen Venlo's appealќќ (Appendix 6, 93:30). Modes of transport were linked 
to liveability (6x), which suggested that transport choices contributed to the quality of the living 
environment. For example, ћќthe promotion of the mobility system of the future, in which travel by 
public transport, bicycle and on foot are increasingly leading in the central urban areaќќ (Appendix 
6, 93:34). According to the Province of Limburg and the Venlo mobility plan. 

The socio-cultural component manifested itself most strongly in conjunction with physical and 
mobility dimensions. Liveability and coherent design had 10 co-occurrences, and there was a link 
with economic opportunities (7x). This pointed to an integrated approach in which liveability was 
linked to both design and economic perspectives. An example was the quote from the province 
of Limburg: ћќThese housing opportunities are also attractive to young residents who are currently 
looking for a home and residents who want to move to another home within the municipalityќќ 
(Appendix 6, 93:27). The quote from the Venlo environmental vision also argued ћќAfter the 
realisation of this attractive residential area, urban restructuring has taken place in the 
immediate vicinity, creating space for new urban functionsќќ (Appendix 6, 128:1), linking liveability 
with integral functions, but also offering scope for economic opportunities. The qualitative data 
showed that socio-cultural values were strongly dependent on physical design and accessibility. 

In governance, approaches of policy perspectives and Stakeholder management appeared less 
frequently linked to other codes, but the qualitative data did show indirect connections. For 
example, approaches of policy perspectives occurred 2 in conjunction with liveability, and once 
with economic opportunities, accessibility improvements, and modes of transport. A quote that 
illustrated this interconnection was: ћќVenlo and the Province of Limburg are working together on 
a development strategy in which governments and partners collaborate integrallyќќ (Appendix 6, 
73:1), which linked approaches of policy perspectives to several other components. In addition, 
the municipality was pursuing a strategy to turn the shrink scenario into a growth scenario 
(Municipality Venlo, 2020b; Peters, Senior mobility advisor municipality Venlo, 12-05-2025). The 
limited co-occurrence between stakeholder management and other codes suggested a more 
supportive role rather than a fundamental dimension. Nevertheless, Peters statement ћќTrying to 
seek cooperation. All the more so because Limburg is now central to the entire taskќќ (Appendix 
6, 97:5) underlined the importance of governance in spatial processes. Furthermore, Peters 
emphasised the complexity and size of the station development. It also indicated that Venlo is 
not yet deeply involved in the development process but is still open to cooperation (Peters, Senior 
mobility advisor municipality Venlo, 12-05-2025). However, Venlo itself had already started 
restructuring the station area to improve accessibility and developing the Kazernekwartier, see 
figure 52. 
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The Economic component was mainly present in 
connection with other dimensions. Economic 
opportunities appeared 7 times in connection 
with liveability, 2 times with contextual 
development and coherent design, and 2 times 
with modes of transport. This indicated a strongly 
integrated economic dimension. The quote from 
the Arcadis report argued: ћќThere is a lot of 
potential space directly around the station to give 
the area a more urban characterќќ (Appendix 6, 
95:2), and Venlo's strategic vision: "The function 
ŸŉШљéĲŰũŸШƚƣċƣŔŸŰњШċƚШċŰШŔůƓŸƖƣċŰƣШőƨĤШőċƚШċШ
positive impact on our city centre as a business 
location and enhances the southern part of the urban centreќќ(Appendix 6, 128:2), linked 
economic opportunities to spatial context. The quote from the province of Limburg also linked 
ĲĦŸŰŸůŔĦШċŰĬШůŸĤŔũŔƣǃШŸĤŢĲĦƣŔƻĲƚаШљÉƣƖĲŰŊƣőĲŰƚШƣőĲШĤƨƚŔŰĲƚƚШĦũŔůċƣĲШŉŸƖШƣċũĲŰƣШċŰĬШĦŸůƓċŰŔĲƚњШ
(Appendix 6, 73:8). These patterns confirmed that economic potential depends on the physical 
and infrastructural layout of the city. 

4.3 Overview of the main findings 
Overall, the result section shows that all components were present to some degree in all cases. 
Out of the five components, socio-cultural and physical quality aspects came out on top, 
followed by mobility. Governance and economic aspects were generally mentioned less often in 
absolute terms. An important similarity between the various cases was the recurring pattern of 
the integrating role played by certain indicators. First, the dominance of liveability and coherent 
design. These indicators consistently emerged as central nodes, frequently co-occurring with 
others and functioning as integrative elements that connected spatial, social, economic and 
mobility priorities. Secondly, a paradigmatic shift in mindset within the approaches and policy 
perspectives indicator. Moving away from an emphasis on the negative consequences of 
shrinkage towards a more constructive and opportunity-oriented mode of thinking. Moreover, a 
ƚƣƖƨĦƣƨƖċũШыůŸĤŔũŔƣǃьШћőƨĤќ ensured consistency between different identifiers, such as integral 
functions, accessibility, modes of transports and coherent design. 

However, there were notable differences in focus, emphasis and integration between those 
cases. In general, most cases demonstrated decent interrelationships and uniform 
concentration of connectedness between indicators, where each case had a specific preference 
for the focus of the project. This was evident from six cases, while there were two cases that 
revealed weaker interrelationships high concentration of connectedness between indicators. 
This is shown in Table 6. In addition, this table shows the various dominant strategies and the 
underrepresented indicators. Most of the underrepresented identifiers were discussed and 
sustained in the interviews, except for Den Helder and Kerkrade (Kuijper and Van Dijk, Developers 
at municipality of Vlissingen, 13-05-2025; Peters, Senior mobility advisor municipality Venlo, 12-
05-2025). 

Although governance and economic components were generally less prominently featured, their 
roles were often indirect yet crucial, operating through strategic frameworks, stakeholder 
processes, or policy-driven conditions (Kuijper and Van Dijk, Developers at municipality of 
Vlissingen, 13-05-2025; Peters, Senior mobility advisor municipality Venlo, 12-05-2025). 

Figure 52: Station area development 
''Kazenekwartier''(Municipality Venlo, 2022). On 
leftside the staion Venlo-Blerick. 
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Economic opportunities has been estimated several times in interviews, and it was hoped that 
these would lead to concrete economic opportunities, but no tactical and analytical elaboration 
was demonstrated, although it was an important indirect factor. Furthermore, stakeholder 
management was mainly seen within the physical image plan of a development and not within 
the strategic choices of a project (Kuijper and Van Dijk, Developers at municipality of Vlissingen, 
13-05-2025; Peters, Senior mobility advisor municipality Venlo, 12-05-2025). As a result, there 
was a huge difference in the number of entries per case depending on the phase of development. 

Table 6: Interrelationships and concentration between cases. 

 

  

Casus Interrelationships 
between indicators  

Concentration of 
connectedness  

Dominant strategy  Underrepresented 
strategy  

Heerlen Strength Uniform - Liveability  

Den Helder weaker High 

- Contextual development  
- Accessibility    
improvements 

- Integral functions 
- Economic 
opportunities 
- Approaches of policy 
perspectives 

Vlissingen Medium Uniform 
- Economic opportunities 
- Mobility 

- Integral functions 
- Approaches of policy 
perspectives 

Doetinchem medium Uniform - Liveability 
- Coherent design 

 

Roosendaal medium Uniform 
- Liveability 
- Represent city culture 

- Stakeholder 
management 

Kerkrade weaker High 
- Accessibility 
improvement 
- Coherent design 

- Integral functions 
- Represent city culture 

SHE Strength Uniform 
- Liveability 
- Coherent design 

 

Venlo Medium Uniform 
- Accessibility 
improvements 
- Liveability 

- Represent city culture 
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5. Discussion 

5.1 Answer to sub question 1 
SQ1: How do the key themes from theoretical literature on station area development in 
shrinking cities relate to broader processes of urban regeneration? 

This research identified the components for station area developments that contribute to the 
regeneration process of mid-sized shrinking cities. The identified components were physical 
quality, mobility, social-cultural, governance and economic.  

The physical quality refers to the spatial characteristics and built environment attributes, such as 
density, diversity, design, and distance to transit (Liu et al., 2020, p. 6), that shape land use 
patterns, and the overall functionality and attractiveness of the area (Banerjee & Saha, 2022, p. 
574; Bertolini et al., 2012, pp. 32-35; GOPP, 2008, pp. 6-1; Liu et al., 2022, p. 300; Wang & Fukuda, 
2019, p. 2). The mobility component addresses accessibility, connectivity and integration of 
different transport modes within the station area, with the aim of facilitating efficient movement 
of people and goods. It emphasises improving the accessibility of destinations through 
investment in public transport infrastructure, promoting a modal shift that reduces people's 
dependence on the car, and supporting sustainable urban regeneration and neighbourhood 
attractiveness (Bertolini, 2023; Meriläinen et al., 2024, p. 1; Papagiannakis & Yiannakou, 2022, 
pp. 2357-2359). The third component of social-cultural  focuses on enhancing liveability, social 
inclusion, and cultural identity within the station area. It emphasises creating safe, attractive, and 
context-ƚĲŰƚŔƣŔƻĲШĲŰƻŔƖŸŰůĲŰƣƚШƣőċƣШƖĲŉũĲĦƣШƣőĲШĦŔƣǃќƚШĦőċƖċĦƣĲƖЯШƓƖŸƻŔĬĲШĦŸůůƨŰŔƣǃШƚĲƖƻŔĦĲƚЯШċŰĬШ
stimulate diverse social activities (Arya et al., 2018, p. 727; Banerjee & Saha, 2022; Bertolini, 
2023, pp. 2357-2359). The governance component examines the relationships between public 
authorities, stakeholders, and local communities in the urban regeneration process (Özakan, 
2019). Effective governance favours decentralised, bottom-up approaches to ensure that 
development plans are tailored to local contexts ыEŊĲƖĦŔŸŌũƨШĲƣШċũЮЯШΞΜΝΣбШuļƖĩƨťƨЯШΞΜΞΠбШÅŸĤĲƖƣƚШ
& Sykes, 2008; Robson, 1988). Policy planning should be adaptive, targeted, and timely to 
balance competing interests (Liu et al., 2022, p. 300). The last economic component focuses on 
improving economic trends by stimulating economic opportunities (Adewumi, 2020; Spandou et 
al., 2010; Zhang et al., 2023). It should provide new developments and bring together different 
functions and liveability to increase economic activities.  

Together, these elements offer a holistic and integrated framework for guiding station area 
development as a theoretical strategic instrument in the regeneration of shrinking medium-sized 
cities in the Netherlands. This approach necessitates the comprehensive involvement and 
integration of all relevant components throughout the development process. 

5.2 Answer to sub question 2 
SQ2:  How are station area development strategies being implemented in medium-sized 

shrinking cities in the Netherlands? 

The empirical analysis showed that all strategic components, as defined in the literature, were 
incorporated in each case study. This suggested that the theoretically assumed development 
strategies were included in the entire dataset. Within this context, the components physical 
quality and socio-cultural stand out as the most general dominant strategies. However, the 
results show considerable differences between the individual cases, both in the total number of 
codes applied and in the way in which specific components were expressed. This results in each 
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case having a clear focus on different components, which emphasises the paternalistic bottom-
up strategy ыEŊĲƖĦŔŸŌũƨШĲƣШċũЮЯШΞΜΝΣь and not a one-fits-all strategy (Mykhnenko, 2023, p. 1). 

Whereas all components should ideally be substantially present in integrated station 
development, this does not appear to be the case in the Den Helder and Kerkrade cases. Only six 
of the eight cases have all the involved components clearly demonstrable. The data show that the 
economic component was coded correspondingly little in the Den Helder case and in the 
Kerkrade case. There is no substantive justification for the choices that led to the exclusion of 
certain components, which means that the components were probably applied by chance during 
development. This became more visible when the indicators were shown, which highlighted 
serval underrepresented indicators within a component. As a result, these cases do not fall within 
the TOD where economic efficiency is stimulated by means of and location maximisation through 
high-quality mixed spatial development around transport hubs (Furlan et al., 2019, p. 128). Still, 
the cases do exhibit other characteristics of TOD. There were also deviations in other cases, but 
these are substantiated and explained in the interviews, which strengthens the validity of the 
strategic choices in those cases. This significant underrepresentation indicates a one-sided 
application of strategies without combining all the essential components. The results 
demonstrate a clear and statistically significant distinction between Den Helder and Kerkrade 
compared to the other cases. 
The developments in the station areas of Den Helder and Kerkrade, which are considered clear 
outliers, can mainly be attributed to geographical location-specific positioning factors related to 
their status as smaller stations. The station area developments are located on the edges of the 
city where the station is not fully surrounded by an urban environment (Bertolini, 2023, pp. 32-
35). Relative to the other cases, the small developments have enough space to develop a new 
station area without complex redevelopment. These station areas are then not conceived as new 
urban centres but as transportation nodes (Peek & Louw, 2008, p. 344). Additionally, these station 
developments are relatively far from the urban core. Hence, the attraction to connect to the city 
centre does not belong to these stations. The development is limited to the primary zone of 
development and is not or hardly being extended to the other development zones themselves (Yin 
et al., 2015, p. 22; Zheng & Wei, 2024, p. 2). The railway barrier approach is therefore used as a 
contextual link with the hinterland and not with other neighbourhoods or districts. The other 
urban cases use the station area development to reduce the railway barrier and to create an inter-
district connection. Furthermore, the non-central location of the stations means that the 
development of the station area cannot serve as access to the city, but only as access to a 
specific neighbourhood. The contextual location of these stations ensures that there are 
relatively few development opportunities around the station (Wegener & Fuerst, 2004).  

This does not mean that small stations cannot contribute to the regeneration of an area; certain 
context-specific components of regeneration are likely to be sufficient to solve most of the 
problems in an area (Municipality Kerkrade, personal communication,2025; Boerdijk, Developer 
municipality of Den Helder, 28-05-2025) As a result, while the development will contribute to 
improving liveability of that part of the city, it is otherwise unlikely to contribute on the 
regeneration of the rest of the city.  

5.3 Answer to sub question 3 
SQ3:  How are other medium-sized shrinking cities in the Netherlands positioning and framing 

their station area development strategies? 
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The results showed that the way in which medium-sized shrinking cities in the Netherlands 
position and frame their station area developments varies greatly in direct and indirect 
intercorrelation and the emphasis of concentrated relations. This confirm again that there is no 
uniform or generic strategy that is applied everywhere (Mykhnenko, 2023, p. 1).  

Nevertheless, aŰШŔůƓŸƖƣċŰƣШŉŔŰĬŔŰŊШŔƚШƣőċƣШљũŔƻĲċĤŔũŔƣǃњШƓũċǃed a prominent role in all the cases 
studied and often serves as a guiding principle. In which the other components mainly must 
contribute to achieving this. The indicator consistently emerged as a core component of the 
development strategy because it was visibly connected to the other components. Other 
indicators, such as economic opportunities, mobility, governance and integrated functions, were 
used less consistently and vary considerably in intensity and interconnection from case to case. 

Furthermore, in all cases within the identification code approaches to policy perspectives, a clear 
agreement can be observed on the fundamental change in mindset. While these cases were 
initially labelled as shrinking areas with limited prospects for the future (Blok, 2019), these 
examples show a clear shift towards viewing shrinking as a promising starting point for spatial 
and economic opportunities (Kato & Kanki, 2020, p. 40). Where thinking in terms ŸŉШљƚůċƖƣШ
ƚőƖŔŰťċŊĲњШŔƚШŊċŔŰŔŰŊШŊƖŸƨŰĬ (Kato & Kanki, 2020, p. 40), and challenging the view that shrinkage 
is taboo (Pallagst et al., 2009, p. 12). 

However, there is still a distinction between the two framed strategies. The first involves a 
strength degree of interconnectedness between all components and the relationships are 
uniform concentrated, indicating a well-considered and integrated vision of area development. 
These cases have a clear vision and policy of developing different sub-areas separately and 
integrating them. The second involves a limited degree of connection between the components, 
and certain indicators are rarely used or even omitted entirely, while others are highly 
concentrated. What indicates a more case-specific or thematically focused approach. Another 
time, this divided the Den Helder and Kerkrade cases from the others. Case analyses underscore 
this variation and are shown in table 6.  

A striking emphasis on economic opportunities emerges as a key indicator in urban regeneration. 
While this importance is strongly highlighted in the literature, it appears to be less prominently 
reflected in practical implementation (Adewumi, 2020; Lin et al., 2022, pp. 158-159; Spandou et 
al., 2010; Tubridy, 2021; Versigghel & Witlox, 2025, pp. 300 -301; Zhang et al., 2023), where 
expectations and hopes regarding new development locations and economic activities are often 
higher than the detailed plans (Cases interviews, personal communication, 2025). Furthermore, 
stakeholder management is addressed through various approaches or policy perspectives 
across municipalities (Ceder, 2021), highlighting the role stakeholders play in different planning 
phases ыEŊĲƖĦŔŸŌũƨШĲƣШċũЮЯШΞΜΝΣЯШƓЮШΟΟΤь. Although less prominent in strategic policy development, 
the interviews suggest that it becomes more important in the later stages of physical image 
planning. This is clear from the coding, whereby stakeholder management is observed less 
frequently and integrated less often in the various cases, but cases in a further stadium had a 
higher proportion of stakeholder management coding. 

5.4. Revising the conceptual model 
After conducting the research, two adjustments were proposed for the conceptual model, which 
better shift the emphasis within variables. This emphasis was once again confirmed by the 
empirical research.  
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The research results and literature show that liveability is an overarching and recurring theme. 
However, the concept of liveability encompasses a wide range of sub-aspects, making it 
necessary to reposition this concept within the broader model. To increase its applicability and 
methodological clarity, it is proposed to merge liveability into the socio-cultural variable, with the 
emphasis on the social domain and the existing cultural domain. Specifically, it is proposed to 
rename the socio-cultural componĲŰƣШљxŔƻĲċĤŔũŔƣǃњЯШƽŔƣőШŔŰĬŔĦċƣŸƖƚШƣőċƣШŉŸĦƨƚШƓƖŔůċƖŔũǃШŸŰШƚŸĦŔċũШ
embeddedness, the representation of urban culture and safety. Other relevant dimensions of 
liveability, such as physical space, accessibility and mobility, are included in the components 
ћphysical qualityќ and ћmobilityќ. This reorganisation provides a thematic demarcation, reducing 
overlap and adding depth to the analysis. 

Moreover, the study also proposed to split the economic component into two indicators: i) 
enrichment of activities ii) new development locations. In this case, the main component is not 
only the ћeconomicќ but economic opportunities. This is another shift from indicator to variable. 
The first concerns economic stimulation  from social initiatives, such as events or 
entrepreneurship. The second refers to physical area development, such as the repurposing of 
vacant buildings or the transformation of brownfield sites. This division provides a clearer 
classification of economic processes and makes the underlying dynamics more visible. This 
interconnection makes it difficult to draw strict boundaries but emphasises the importance of an 
integrated approach. This refinement allows economic aspects within medium-sized, shrinking 
regions to be used more specifically to strengthen liveability and resilience. 

5.5. Recommendations for further research 
Further research is recommended to explore the opportunities that station area developments 
may offer for the regeneration of mid-sized shrinking cities, particularly once all selected cases 
have been fully realised and their long-term development can be re-evaluated. Conducting such 
research after project completion would eliminate the influence of the development phase on the 
results, allowing for stronger validation of analytical generalisations. The theoretical framework 
could also be tested using an alternative methodological approach by applying a sufficient 
condition proposition rather than a necessary condition proposition (Hak & Dul, 2009, p. 6). This 
would involve studying cases where there was no intention to contribute to urban regeneration, 
to confirm whether the identified components are indeed absent in such contexts. In addition, 
while this study focused on the development phase, interview data frequently indicated that the 
post-completion mixing phase has a substantial impact on the overall regeneration effect 
(Cornips, Management advisor for the Weller housing cooperative, 14-05-2025; Modderkolk, 
Former project manager at Maankwartier, 02-06-2025). Further research could investigate how 
this phase should be managed to enhance its contribution to urban regeneration. Lastly, the 
effectiveness of the identified components has not yet been empirically tested (Chukwudi et al., 
2019, p. 9). Lastly, future studies should focus on measuring the actual impact of the 
components on the development of station areas in medium-sized shrinking cities in the 
Netherlands, taking into account the central geographical location. This immediately puts the 
focus on each component and substantiates the findings of this study, as discussed in revising 
conceptual model. 
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6. Conclusion  

6.1  Answer the main research question 
MQ To what extent do opportunities arising from the development of station areas contribute 

to the regeneration of shrinking medium-sized cities in the Netherlands? 

The literature review shows that station area developments are promising starting points for the 
regeneration of shrinking mid-sized cities. The opportunities arising from station development in 
relation to regeneration must focus on the following components: increase physical quality, 
improve mobility, integrate social and cultural aspects, ensure enhanced governance and create 
economic opportunities. Mainly through a strong contribution to integrated and strategically 
driven cities, station area development can be used in a targeted manner for broad urban 
regeneration. However, this study concludes that the opportunities arising from the development 
of station areas cannot all contribute to the regeneration of shrinking medium-sized cities in the 
Netherlands. Certain targeted station area developments have the potential to make a 
meaningful addition to the regeneration of medium-sized cities, provided that at least three 
fundamental conditions are met. 

i) All components of station area development for regeneration in mid-sized shrinking cities 
should strengthen intercorrelation between each other, whereby a uniform concentration 
between the components is pursued, with the possible exception of the most important 
contextual dominant strategies.  

This study found that all cases of station area development met the components. However, in 
some cases, the components were probably applied by chance during development. Only six of 
the eight cases clearly demonstrate all the components involved. Beyond the outliers, the 
research findings revealed an emerging emphasis on achieving a stronger degree of 
interconnectedness, in which the relationships were more uniform concentrated across all 
components. Strikingly, each case study demonstrates a clear focus point, with other 
components contributing in a cohesive and holistic manner. This underscores a contextual 
paternalistic bottom -up strategy characterised by a general approach aimed at enhancing 
liveability and physical quality ыEŊĲƖĦŔŸŌũƨШĲƣШċũЮЯШΞΜΝΣь. 

ii) The mindset of the development perspective must be aligned in a positive, futuristic 
direction, with a realistic approach and based on analytical research. 

All cases demonstrate a fundamental shift in mindset from shrinking areas with limited prospects 
for the future to a promising starting point for spatial and economic opportunities (Kato & Kanki, 
2020, p. 40). This dispels negative thoughts and transforms them into positive ways of thinking. 
The development should not be heuristic, but realistic and based on analytical research, with 
extra attention to the economic opportunities of the various development zones where self-
evidence plays no role (Yin et al., 2015, p. 22; Zheng & Wei, 2024, p. 2), and to ensure that the 
participation of ordinary citizens or end-users in the regions affected by local plans is regarded as 
a cornerstone of the planning process, careful consideration must be given by the government to 
the stage at which stakeholder management is addressed. (Papagiannakis & Yiannakou, 2022) 
ыEŊĲƖĦŔŸŌũƨШĲƣШċũЮЯШΞΜΝΣь. 

iii) The contextual central location of the station area is surrounded by urbanity and has or 
can create a connection between the station and the cultural centre(s).  



62 
  

This is reflected in the geographically embedded nature of the station area developments. To 
allow all components of development to flourish, these stations need to be situated within the 
city boundaries and are primarily surrounded by an urban fabric (Bertolini, 2023, pp. 32т35). This 
spatial integration supports their transformation into new urban centres (Peek & Louw, 2008, p. 
344), where urban boundaries of the railway are broken down to create inter-district connections. 
In view of the strong integration with the urban core, developments are connected to the city 
centre, including its cultural dimensions. As a result, the station areas have the potential to 
contribute to all development zones and the overall attractiveness of the city (Yin et al., 2015, p. 
22; Zheng & Wei, 2024, p. 2). 

Given these conditions, these components cannot be used to develop a simple general concept 
of station area development. This research re-emphasises that these components are related to 
the environment in which the city is located, which probably contributes to the effectiveness of 
the regeneration area (Adewumi, 2020; Hospers, 2014; Ma et al., 2024; Zhang et al., 2023, p. 
2099). However, the outcomes function as an analytical generalisation that informs conceptual 
approaches to specific station area developments. 

6.2. Recommendations for praxis 
Based on this study, it is proposed that medium-sized Dutch cities experiencing shrinkage and 
situated in vital areas should provide a positive, futuristic mental shift within discourses and 
political narratives. This creates new opportunities for urban regeneration within the city limits , 
which calls for a new systematic and realistic assessment of the potential of station area 
developments. The assessment is recommended to explicitly consider the urban centrality of the 
station area in relation to the different futuristic disciplinary perspectives. Whereby the potential 
regeneration impact of the station development is exposed and can be considered. 

Furthermore, this research advised that the planning process be oriented toward a clearly defined 
holistic strategy from the earliest possible stage, in which physical quality, mobility, socio-
cultural aspects, governance and economic opportunities are interconnected and mutually 
reinforcing. Especially on the less emphasised governance component with stakeholder 
management and citizen participation. Early integration of all components increases the 
likelihood of contributing to urban regeneration.  

Moreover, this study encourages a nuanced approach that recognises the different contextual 
roles and characteristics of the various development zones of a station and provides 
opportunities for individual zone developments that together lead to a larger station area 
development.   

6.3. Reflection on limitations 
Unfortunately, this study also has limitations. Firstly, the relatively short research period 
constrained the availability of professionals for interviews. Not all relevant key actors could be 
approached, and among those who were contacted, not everyone was willing to participate. 
Secondly, the study focuses on a highly specific case selection; there were no other cases 
available for research, which means that the analytical generalisation can be called into question 
(Dul, 2024, p. 1).  

Moreover, the selected stations were situated in different stages of development, which 
accentuated the differences between the projects and made direct comparison more difficult. 
Continuing, it ensured that not all aspects could be obtained from documents, but with an 
emphasis on the interview data. Certain codes may therefore be considered less reliable. 
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In addition, the concept of peripherality was defined strictly within the boundaries of the 
Netherlands, thereby excluding potential economic and demographic influences from beyond 
the national borders. Given that several cases are located near international frontiers, and in right 
ŸŉШƣőĲШEƨƖŸƓĲċŰШÖŰŔŸŰќƚШƓƖŔŰĦŔƓũĲШŸŉШŉƖĲĲШůŸƻĲůĲŰƣШŸŉШƓĲŸƓũĲШċŰĬШŊŸŸĬƚЯШċШĦƖŸƚƚ-border 
perspective on peripheral areas might have provided a more comprehensive understanding 
(Municipality Kerkrade, personal communication,2025; O, Boersma, Concept - area developer at 
SITE Urban Development, 09-05-2025; Kuijper and Van Dijk, Developers at municipality of 
Vlissingen, 13-05-2025).  
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Appendix 1: Schematic overview of the operationalization 

Figure 1: Schematic overview of the operationalization (Vondervoort, 2025) 
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Appendix 2: Interview guide 
 

Note 1: All interviews were conducted in Dutch, so the interview guide was actually used 
in Dutch. The interviewees did not receive an English guide. 

Note 2: All interviews have been recorded and transcribed. These documents can be 
found in the Case study database. 

 
Interviewee:      Date:  xx-xx-2025 
Interviewer:  Jorg van de Vondervoort Time:  xx - xx 
       Location: Online, Microsoft tea 
         Personal, Location 

  
Good afternoon, 
Thank you for taking the time for this interview. 

¶ First of all, would you mind if we recorded the interview for research and transcription 
purposes? The recording will not be published and will be deleted after the research. 

- Start Tea recording or audio recording - 
Thank you again for taking the time for this interview. The collected data will be stored and 
analysed exclusively by me. The results of the analysis will then be used in the report. 

¶ May I use your name in the research? 

The interview will take approximately 30 to 60 minutes. This interview is completely voluntary, and 
you can stop at any time. If you feel uncomfortable answering specific questions, please let me 
know and I will move on. 
My name is Jorg van de Vondervoort, and I am studying Urban Planning at Radboud University in 
 ŔŢůĲŊĲŰЮШfШċůШĦƨƖƖĲŰƣũǃШƽŸƖťŔŰŊШŸŰШůǃШůċƚƣĲƖќƚШƣőĲƚŔƚЮ 
Before we begin, I will briefly explain what this interview is about. I am conducting research on the 
upgrading of shrinking medium-sized cities/regions through area development around the 
station. In the Netherlands, it is mainly peripheral areas that are experiencing decline. Decline is 
a broad concept and can be seen as demographic decline, economic decline, but also social 
decline. Moreover, determining decline is highly dependent on time. Areas can grow until 2036 
and then decline until 2050. Area development is one method of counteracting decline. Cities 
with a station or station area have a unique opportunity in this regard. It is therefore essential that 
the right aspects are applied to upgrade a city. That is precisely what I am researching: which 
factors relating to urban upgrading and station or regional development play an essential role in 
attracting people to a city. 
 
The purpose of this interview is not to say whether the development is good or bad, but to better 
understand which elements are important. I also want to know how differences between places 
influence each other, what certain choices bring about and what idea or goal the development 

INTERVIEW GUIDE RESEARCH ON STATION AREA DEVELOPMENT  

FORMAL INTRODUCTION 
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started with. In addition, the exact financial side, such as operations and accounting, is not 
important for this research. It is more about the economic domain in a broad sense. 
The interview will be structured as follows: 

1. Area for development 
2. The development itself 
3. The effects of the development 
4. Vision for the future 

Finally, I would like to mention that I have a middle ear infection, which means that I will not be 
able to hear everything perfectly. I am not wearing an earpiece in my right ear due to the sympto. 

¶ Is that clear to you? 
¶ Do you have any questions before we begin? 

1. To begin with, could you tell us a little about yourself, what you do and how you became 
involved in this project? 
 

2. What was your role in the various phases of the project (initiative, planning, 
implementation)? 
 

3. What is your general opinion of developments around stations and railway areas? 

1. What do you think makes this station area special or distinctive within the region? 
 

2. How would you describe the identity of the area? 
 

3. How far do you think the influence of the three stations extends into the surrounding area? 
a. What factors or influences do you think determine the scope of that impact? 

 
4. Can you tell us something about demographic developments in the area? 

a. What differences are visible as a result of the development? 
 

5. How would you describe employment in the area? 
 

6. Can you indicate the extent of residential vacancy in the area? 
a. How is the value of residential properties developing in the area? 
b. Is it generally stable or are there noticeable fluctuations? 

 
7. How is space being created for development? 

a. To what extent is there available space in the area? 
b.  Is there any vacant or undeveloped land? 

SUBSTANTIVE PART OF THE INTERVIEW 

BACKGROUND INTERVIEWEE  

SITUATION BEFORE THE STATION AREA DEVELOPMENT 
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8. Who owns the land for development? 

 
9. Were there specific urgent issues or crisis factors that played a role in the desire for 

development? 
a. What was the reason for the area development? 
b. What did you want to achieve with the area development? 

 
10. What risks do you see at the start of the project, and how have these been mitigated? 

a. To what extent do social trends (such as ageing, housing shortages, mobility) play 
a role in your investment decision? 

1. What function does the station serve within the municipality and surrounding areas? 
(Connector, transport hub, meeting place, urban centre) 

a) To what extent will this function change? 
 

2. Which stakeholders are involved in the project? 
a) How do you expect the collaboration with external parties to be during the 

development process? 
b) How is the collaboration with the other municipality perceived during the planning 

phase? 
 

3. What conflicting interests exist and how are they resolved? 
 

4. What functions will be included in the area? 
 

5. Have alternative scenarios been considered for the area? If so, which ones? 
a) Why were this interpretation chosen? 
b) How do you feel about this choice? 

 
6. How are public areas used for public interests? 

a) Has there been a change in the use or perception of public space around the 
station? 

7. How do public discussions and the media influence how the station area is planned and 
developed? 
 

8. How is the input of residents and local organisations considered in decisions regarding 
station development? 

a) How did the municipality deal with resident participation? 
i. Is this an opportunity or rather a limitation for project development, and 

why? 
9. Did you encounter resistance during the development process? 

a) Do you anticipate resistance? If so, what kind? 
b) If so, in what way is this anticipated? 

THE DEVELOPMENT ITSELF  
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10. How is development linked to culture? 

 
11. Can you tell us something about the presence of historical or monumental structures in 

the planning area, and how these have been incorporated into the development? 
 

12. To what extent does it contribute to the availability of new homes? 
a) How will you ensure that the homes are affordable? 
b) How do you think the project contributes to a change in the property market? 

(Prices, vacancy rates, interest) 
c) How is social housing allocated in relation to private sales/rentals? 
d) How satisfied are you with the extermination? 

 
13. What recent social or policy changes do you think have influenced this project? 

a) In what way? 
 

14. To what extent does sustainability play a role in area development? 
a) Which aspects have been taken into account and why? 

 
15. How do you ensure control in the areas that are being developed? 

a)  Like private property? 

1. Can you tell us something about the extent to which the development contributes to 
better connectivity in the region? 
 

2. How does it influence the social environment? 
(Such as changes in social composition, fewer young people leaving the area) 

 
3. Which target groups will benefit from the development? 

 
4. Which target groups will benefit less from this development? 

 
5. What unforeseen or negative effects could arise as a result of the station area 

development? 

6. What do you expect from the success of the development, and on what do you base that? 
a) What indicators are used for this purpose? 

 
7. To what extent do the original expectations of the project correspond to the new plans for 

the locations, and what were the main deviations? 

1. To what extent will the development lead to new developments around the station? 
a) Has the development led to new investments in the city? 

(E.g. hospitality industry, shops, businesses) 

THE EFFECTS OF THE DEVELOPMENT 

VISION FOR THE FUTURE  
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b) To what extent does your municipality take the lead in this? 
i.  Are PPPs developments or other for of cooperation? 

2. To what extent do you want to take flexible for of housing into account? 
 

3. To what extent do you want to take changing mobility into account? 

 
4. Are there any lessons you would pass on to other municipalities with similar ambitions? 

a) Qua process 

5. What do you see as the greatest long-term added value of this project for the region? 

¶ Have I forgotten any important aspects regarding station development? 
¶ Do you have any comments you would like to share with me? 

Fantastic, thank you for participating in this interview and for making time for me so quickly. After 
this interview, I will start transcribing and coding the interview. 

¶ If I am missing any information, may I contact you again in the future to clarify certain 
points? 

Then I would like to thank you again for your time and answers and wish you a pleasant day. 
  

AFSLUITING 
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Figure 7: Shrinking regions and 
anticipation areas in the 
Netherlands (Dorenbos et al., 
2021, p. 6) 

Appendix 3: Underlying data identification cases 

  

Figure 4: Population growth by 
municipality until 2050 (PBL & 
CBS, 2022a, p. 10). 

Figure 5: Involved regions of NPVR 
(Dutch national government, 2025). 

 

Figure 6: Urban Shrink Risk 
Assessment Index. Future 
shrinking of municipalities in the 
Netherlands (Hijnekamp, 2019). 

Figure 3: Peripheral area in the 
Netherlands (Vondervoort, 
2025). 

Figure 2: Municipalities in the 
Netherlands with an ambient 
address density between 1000-
2500 addresses per km2 (CBS, 
2025a; Vondervoort, 2025) 

Figure 1: Railway network and 
train stations in the Netherlands 
(ProRail, 2024; Vondervoort, 
2025). 
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Appendix 4: Distribution of data collection  
Nr. of case Location  Name of project  Data collection  

1 Heerlen 
Maankwartier 

CA01_BC01 
CA01_BC02 
CA01_ BC03 
CA01_ BC04 
CA01_ GD03 
CA01_ GD04 
CA01_ ID01 
CA01_ IT02 

CA01_ IT01 
Visions 

CA01_ ED01 

2 Den Helder  Ontwikkeling gebied station 

CA02_ID01 
CA02_GD01 
CA02_GD02 
CA02_GD03 
CA02_GD04 
CA02_GD05 
CA02_GD06 
CA02_IT01 

3 Vlissingen 

Kenniswerf and station area 

CA03_ED02 
CA03_GD01 
CA03_GD03 
CA03_GD04 
CA03_ED01 
CA03_GD08 
CA03_GD09 
CA03_IT01 
CA03_GD02 
CA03_GD06 

Visie CA03_GD05 
CA03_GD07 
CA03_GD10 

4 Doetinchem 

Stationslocatie 

CA04_ED05 
CA04_ID01 
CA04_ID02 
CA04_ID03 

CA04_IT01 

Spoorzone 
CA04_GD02 
CA04_GD01 
CA04_GD03 
CA04_IT02 

5 Roosendaal 

Spoor C 
CA05_GD04 

CA05_IT01 

Spoorzone 

CA05_ED01 
CA05_GD01 
CA05_GD02 
CA05_GD03 
CA05_GD05 
CA05_GD06 

6 Kerkrade Station Kerkrade-West CA06_GD01 
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Nr. of case Location  Name of project  Data collection  
6 Kerkrade Station Kerkrade-West CA06_GD02 

CA06_GD03 
CA06_GD05 

CA06_IT01 
Visions 

CA06_GD04 

7 Hengelo - Enschede 

 
Hart van Zuid - Hengelo 
Centrum kwadraad - Enschede 

CA07_GD01 
CA07_GD03 
CA07_GD03 
CA07_GD05 
CA07_ED03 
CA07_IT03 
CA07_IT01 
CA07_ID02 
CA07_GD05 

Spoorzone Hengelo Enschede CA07_IT02 
CA07_ID01 
CA07_ED02 
CA07_ED01 

8 Venlo 

Karzernekwartier 
Vierpaartjes 

CA08_GD07 
CA08_GD08 

CA08_IT01 

Spoorvisie  
General vision 

CA08_ GD02 
CA08_ GD03 
CA08_ED01 
CA08_GD01 
CA08_GD04 
CA08_GD05 
CA08_GD06 
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Appendix 5: Coding scheme Atlas.ti 
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Appendix 6: Used Atlas.ti quotations and codings 
Report created by Jorg van de Vondervoort on 4-7-2025 [Atlas.ti] 

Note 1: Only the codes used in the report were included in this appendix. The complete list of all 

quotations can be requested from the university or downloaded via this link. [215 pages] 

Note 2: To confirm a specific code, search for the quotation number. This is listed after the 

quotation in the report and appears at the top of the quotation.  

Code Report 

All (10) codes [Indicators]   

 

CA01 т Heerlen  
135:16 p 11 in CA01_ IT02_Gerrit Modderkolk_Vondervoort 

Een breed pakket aan functies samen te brengen op één locatie. 

 1. Coherent design /   1. Integral Functions 

135:49 p 27 in CA01_ IT02_Gerrit Modderkolk_Vondervoort 

Dat je ook heel veel parkeren faciliteert en daarmee de de connectie tussen de mobiliteit, modaliteit, auto en openbaar 

vervoer faciliteert, heeft het ook die duurzaamheids factor in zich die van een zo vanzelfsprekend is. Ik heb bij de. 

Ik heb bij de Nederlandse Spoorwegen gewerkt. 

 1. Coherent design /   2. Accessibility improvements /   2. Modes of transport  

135:43 p 24 in CA01_ IT02_Gerrit Modderkolk_Vondervoort 

De eerste is het Romeins verleden en je komt daar met name aan de noordkant kom je structuren tegen en vormgeving tegen 

die direct verwijst naar het Romeins verleden. Je moet dan voor de grap maar eens op een afstandje van de noordkant gaan 

staan en zie je eigenlijk het Colosseum. 

 1. Contextual development  /   3. Represent city culture 

40:2 p 5 in CA01_ IT01_Christion Cornips_Vondervoort 

De gesprekken hebben plaatsgevonden tussen allerlei initiatiefnemers om tot Maankwartier te komen en de initiatiefnemers 

bedoel ik mee uh uh de de gemeente en NS en Weller als corporatie en een project ontwikkelende aannemer plus een uh 

een en een uh. Een investeerder en hotels. 

 4. Stakeholder management /   4. Approaches of policy perspectives 

135:20 p 14 in CA01_ IT02_Gerrit Modderkolk_Vondervoort 

En de prettige bijkotigheid zou kunnen zijn dat daar functies zijn gerealiseerd waarbij je dus via de kantoorfunctie en de 

winkel functies wat meer hoogwaardige dienstverlening kunt realiseren. 

 1. Integral Functions /   5. Economic opportunities 

CA02 т Den Helder  
43:22 p 20 in CA02_GD01_Ontwikkeling Den Helder Zuid - Beeldkwaliteitsplan_Municipality Den Helder 

De ambitie van Den Helder Zuid is het creëren van een nieuw landschap in een bestaande omgeving, waarbij dit nieuwe 

landschap ook de verbinding en aansluiting zoekt met het omliggende Nollenlandschap, het Rehorstpark en het 

Schooterduinpark. Dit versterkt zowel de recreatieve als de ecologische infrastructuur. 

Het streefbeeld is een duinachtig landschap, waar de paden vloeiend doorheen lopen en waar hoogteverschillen goed 

voelbaar en beleefbaar zijn. Het duinlandschap is voorzien van voldoende bomen, om hittestress tegen te gaan. Ingrepen als 

een nieuwe tunnel, de utilitaire voorzieningen, de verharding, het straatmeubilair zijn zorgvuldig vormgegeven en duidelijk 

onderdeel van het landschap. 

 1. Coherent design /   1. Contextual development /   3. Liveability 

49:28 p 16 in CA02_IT01_Ilse Boerdijk_Vondervoort 

En het gebied wordt zeg maar veel. Ja, veel in die zin ook zijn als een soort van combinatie tussen duingebied en en en het 

parkeer parkeerterrein. 

 1. Coherent design /   1. Contextual development /   2. Accessibility improvements 

https://drive.google.com/file/d/1ujNNJpNVu6v1pu52mjRL81-JgA9Ewx8Q/view?usp=sharing
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46:10 p 3 in CA02_GD04_Voorstel tot het vaststellen van het bestemmingsplan Stationsgebied_Municipality Den Helder 

Het bestemmingsplan maakt ook een verbetering van het stationsgebied als mobiliteitspunt mogelijk (er wordt rekening 

gehouden met voldoende ruimte voor parkeergelegenheid voor auto's en fietsen en voor kluisjes). 

 1. Coherent design /   2. Accessibility improvements /   2. Modes of transport 

45:7 p 4 in CA02_GD03_Gebiedsontwikkeling rondom Station Den Helder Zuid_Municipality Den Helder 

de aanwezigheid van museum De Nollen met geïntegreerde kunst van Rudi van de Wint in het nollenlandschap. Nu nog 

beperkt tot het beeldenlandschap met een beperkt bezoekersaantal, maar met de intentie om het museumgebouw 

afgebouwd te krijgen en daarmee samenhangend groei van bezoekers en dus extra verkeersbewegingen. 

 1. Contextual development /   3. Liveability /   3. Represent city culture 

49:12 p 11 in CA02_IT01_Ilse Boerdijk_Vondervoort 

Ehm, ja dus. Er is een uitgebreid participatieproces geweest. Er zijn verschillende varianten gemaakt voor dit gebied, zeg maar 

qua mogelijkheden, qua type woningen, qua qua hoogtes, hoe hoger gebouwd wordt en dergelijke. En daar zit een heel 

uitgebreid proces in geweest en hebben eigenlijk ook de omwonenden ook ehm ja een hele goede ja hebben zware stem 

gehad in wat daar komt. 

 4. Stakeholder management 

45:46 p 26 in CA02_GD03_Gebiedsontwikkeling rondom Station Den Helder Zuid_Municipality Den Helder 

De opgehaalde informatie uit deze bijeenkot, uit de eerdere gesprekken met de uitreiking van de flyers en uit de gesprekken 

met de stakeholders is, samen met de uitgangspunten van de randvoorwaardenkaart, benut om een tweetal schetsvarianten 

te maken die bij de bijeenkot van 19 november 2021 zijn gepresenteerd voor beoordeling/commentaar. Ook is een 

terugkoppeling gegeven over de opgehaalde inbreng van de eerdere sessies 

 4. Stakeholder management 

CA03 - Vlissingen  
51:13 p 41 in CA03_GD02_Voortgangsrapportage Wind in de zeilen_Municipality Vlissingen 

Deze kwaliteitsimpuls wordt geconcretiseerd op de onderdelen 'mobiliteit', 'duurzaamheid energie', 'verblijfskwaliteit' en 

'motor 

 1. Coherent design /   1. Integral Functions /   2. Modes of transport /   3. Liveability /   5. 

Economic  

51:3 p 40 in CA03_GD02_Voortgangsrapportage Wind in de zeilen_Municipality Vlissingen 

gericht is op het verbeteren van de spoorverbindingen en (..)  dat werkt aan slimme mobiliteit over land 

 2. Accessibility improvements /   2. Modes of transport 

рсΥмм ǇǇ млς мм ƛƴ /!лоψL¢лмψ²ƻǳǘŜǊ YǳƛƧǇŜǊ Ŝƴ vǳƛƴǘŜƴ Ǿŀƴ 5ƛƧƪψ±ƻƴŘŜǊǾƻƻǊǘ 

En als ProRail samen uhm. Maar die wordt in uh. In de herontwikkeling wordt die wel prominenter. Echt 

11 als middelpunt vanuit het plein en de de mobiliteits hub neergezet. Dat wordt echt het het uh het centrale punt. 

 1. Coherent design /   2. Accessibility improvements /   3. Represent city culture 

32:14 p 2 in CA01_ BC03_Vernieuwing van stationsomgevingen in Vlaanderen en Nederland_Joeri De Bruyn and Maarten 

Van 

Dit betekent dat de barrière tussen binnenstad en station geheel zal moeten verdwijnen, en getransformeerd moet worden 

vanuit het perspectief van de primaire gebruiker: de bezoekers. 

 1. Coherent design /   1. Contextual development 

56:26 p 24 in CA03_IT01_Wouter Kuijper en Quinten van Dijk_Vondervoort 

Kijk, dat wat je vroeg wat ik net als dat op de locatie een beetje een eigen karakter heeft, dat maritiem en dat willen wij wel 

terug laten komen in UH in het gebied dat robuuste dat die uitstraling, die verbinding met het water aan? Uhm ja, in de 

elementen die we daar willen gebruiken, daar willen we dat van terug laten komen. 

 1. Contextual development /   3. Represent city culture 

110:8 p 58 in CA03_GD07_omgevingsvisie_vlissingen_2040_Municipality Vlissingen 

Hiermee vormt het een goede entree voor Vlissingen 

 3. Represent city culture 
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51:11 p 40 in CA03_GD02_Voortgangsrapportage Wind in de zeilen_Municipality Vlissingen 

De uitvoeringspartijen van dit fiche zijn de gemeente Vlissingen, in samenwerking met de belanghebbenden NS, ProRail, 

provincie Zeeland en de Westerschelde Ferry. 

 4. Stakeholder management 

55:18 p 31 in CA03_GD06_Wind in de zeilen rapport_Municipality Vlissingen 

Het verbeteren van de bereikbaarheid van de kennis- en onderwijsinstellingen zorgt ervoor dat meer Zeeuwse jongeren deze 

instellingen goed kunnen bereiken, waardoor er meer kennis binnen de provincie blijft, wat positief uitpakt voor de 

arbeidsmarkt en de economie. 

 2. Accessibility improvements /   5. Economic opportunities 

CA04 т Doetinchem  
66:32 p 21 in CA04_IT02_Eric Wijnroks 

Ja, dat worden ontmoetingsplekken. Dus is ja nee. Dat beeld heb jij bij een park in een stad. Dus in ja dat dat kan een keer. 

Dus zeg maar een een, 111 soort culturele kiosk zijn, of een muziekkoepel. Of weet je dat soort dingen speeltoestellen naar 

je van alles kun je daarbij voorstellen. 

 1. Coherent design /   3. Liveability /   3. Represent city culture 

60:84 p 35 in CA04_GD01_Spoorzone Doetinchem_Municipality Doetinchem 

Dit netwerk voegt stedelijke beschutting toe en is aantrekkelijk om te verblijven. Er zijn verbeterde looproutes tussen het 

station en de binnenstad. 

 1. Coherent design /   1. Contextual development /   2. Accessibility improvements /   3. 

Liveability 

60:87 p 37 in CA04_GD01_Spoorzone Doetinchem_Municipality Doetinchem 

De overstap van de trein en de fiets wordt zo soepel mogelijk vormgegeven. De toegangen naar de fietsstallingen en de 

looproutes naar het station zijn logisch gepositioneerd en goed herkenbaar. 

 1. Coherent design /   2. Accessibility improvements /   2. Modes of transport 

60:15 p 8 in CA04_GD01_Spoorzone Doetinchem_Municipality Doetinchem 

De ruimte direct rond het station wordt zo georganiseerd, zodat de eerste aanblik vanuit het station aantrekkelijk is. 

 1. Coherent design /   3. Represent city culture 

60:81 p 34 in CA04_GD01_Spoorzone Doetinchem_Municipality Doetinchem 

Om de leefbaarheid te verhogen en de ambities voor een duurzame inrichting van de openbare ruimte te realiseren wordt er 

gebruik gemaakt van het STOMP-principe. 

 1. Coherent design /   2. Accessibility improvements /   2. Modes of transport /   3. Liveability 

60:111 p 51 in CA04_GD01_Spoorzone Doetinchem_Municipality Doetinchem 

Menging in plaats van scheiden 2. Slimme combinaties stimuleren kruisbestuiving en verkleining van ecologische voetafdruk 

3. Ruim baan voor economie en innovatie 

60:111 p 51 in CA04_GD01_Spoorzone Doetinchem_Municipality Doetinchem 

Menging in plaats van scheiden 2. Slimme combinaties stimuleren kruisbestuiving en verkleining van ecologische voetafdruk 

3. Ruim baan voor economie en innovatie 

 1. Coherent design /   1. Integral Functions /   5. Economic opportunities 

60:70 p 25 in CA04_GD01_Spoorzone Doetinchem_Municipality Doetinchem 

De bestaande bomenstructuur willen we zoveel mogelijk behouden en in de openbare ruimte zien we veel ruimte voor 

wateropvang en groen. De straten krijgen meer karakter door een variatie aan boom- en plantensoorten. Binnenterreinen 

worden vergroend met veel ruimte voor bomen in de volle grond. 

 1. Contextual development /   3. Liveability 

60:97 p 42 in CA04_GD01_Spoorzone Doetinchem_Municipality Doetinchem 

Het gebied rondom de stationsentree biedt de mogelijkheid en ruimte voor functies waarin de identiteit en de cultuur van 

de stad en de regio terugkomen. Denk aan een tentoonstellingsruimte, bibliotheek of maatschappelijke voorzieningen en 

onderwijs. Ook is er een menging van wonen, werken, leren en commercie. 
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 1. Integral Functions /   3. Represent city culture 

66:7 p 10 in CA04_IT02_Eric Wijnroks 

Uh, dus dat is één categorie. Er is een andere categorie die uh gewoon wil door functioneren zijn we in gesprek waarbij 

waarbij over het algemeen de milieu categorieën hoger zijn dan ze werkelijk nodig hebben in hun huidige bedrijfsvoering is 

die die maakt er geen gebruik van en we zijn nu aan het kijken of we tegelijkertijd hen terug kunnen brengen naar de reële 

categorieën die ze benutten 

 1. Coherent design /   4. Stakeholder management 

CA05 - Roosendaal  
68:17 p 15 in CA05_GD02_6 - De gebiedspaspoorten_Municipality Roosendaal 

De nieuwe entree van Roosendaal met uitgesproken architectuur en een hoogwaardige inrichting van de openbare ruimte 

zet onze gemeente met een nieuwe entree op de kaart. 

 1. Coherent design 

71:9 p 8 in CA05_IT01_Edwin van Egmond_Vondervoort 

Uhm je ziet verschillende bouwvlak hier zo in het wit en dat zijn uh plekken waar er woningen moeten komen waar vaak in 

de plint een actieve uh uh werk functie wordt bedacht om daarmee dus de interactie tussen maaiveld en het gebouw. 

 1. Coherent design /   1. Integral Functions /   3. Liveability 

67:2 p 1 in CA05_GD01_Stappen t.b.v. stedelijke ontwikkeling Spoorzone_Municipality Roosendaal 

Ook willen we een kwaliteitssprong maken en als gevolg daarvan groeien 

 3. Liveability 

83:39 p 21 in CA07_GD02_Ambitiedocument Enschde Centrum Kwadraad_Municipality Enschede 

Een groen en aantrekkelijk plein met hoogwaardige architectuur waar je horeca, cultuur en (flexibele) werkplekken vindt. 

 1. Integral Functions /   3. Liveability /   3. Represent city culture 

122:3 p 10 in CA05_GD06_Stadsoevers Roosendaal_Municipality Roosendaal 

meerdere duidelijk herkenbare routes naar de verschillende functies in het gebied en krijgen een prominente plek binnen de 

openbare ruimtes zoals Vliet en Scherpdeel. Tot slot wordt ook de vaarverbinding weer in ere hersteld. Door de Vlietbrug 

weer beweegbaar te maken, kan de recreatievaart tot aan de zwaaikom komen, waar een nieuw stedelijk brandpunt kan 

ontstaan. 

 1. Coherent design /   2. Modes of transport 

p 15 in CA05_GD02_6 - De gebiedspaspoorten_Municipality Roosendaal 

De auto bereikbaarheid in het gebied te beperken. 

 2. Accessibility improvements 

46:2 p 2 in CA02_GD04_Voorstel tot het vaststellen van het bestemmingsplan Stationsgebied_Municipality Den Helder 

kruising voor langzaam verkeer om het langzaamverkeer-netwerk te verbeteren. 

 2. Accessibility improvements 

70:35 p 15 in CA05_GD04_Gebiedsvisie Spoor C_Municipality Roossendaal 

Gelegen aan de Vliet en goed verbonden met de omliggende stadswijken wordt Spoor C de centrale plek voor vertier en 

ontspanning 

 1. Coherent design /   1. Contextual development /   3. Liveability 

71:14 p 9 in CA05_IT01_Edwin van Egmond_Vondervoort 

Dat hebben we heel bewust gedaan om het gebied al te activeren door dus uh als gemeente dit soort sport, faciliteiten en 

cultuur wat citaten toe te voegen wordt het ook een plek waar mensen naartoe gaan. 

 3. Liveability /   3. Represent city culture /   5. Economic opportunities 

71:5 p 7 in CA05_IT01_Edwin van Egmond_Vondervoort 

Nou, dat doet de post niet meer. Uh. Het gebouw is ondertussen van de gemeente en is zo karakteristiek dat de gemeente 

dat wil gaan transformeren naar een publieks aantrekkende functie gecombineerd met wonen. 

71:45 p 25 in CA05_IT01_Edwin van Egmond_Vondervoort 

En dat gaan we dus in deelgebieden op de markt brengen in tenders. 
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 4. Approaches of policy perspectives /   4. Stakeholder management 

68:16 p 15 in CA05_GD02_6 - De gebiedspaspoorten_Municipality Roosendaal 

Ook voegen we substantieel meer groen en water toe, voor een klimaatadaptief en natuurinclusief gebied. 

Ontmoeting en sociale inclusiviteit staan voorop. 

 1. Coherent design /   3. Liveability 

70:48 p 17 in CA05_GD04_Gebiedsvisie Spoor C_Municipality Roossendaal 

Er is altijd ruimte voor initiatiefnemers met een goed plan. Betrouwbare, enthousiaste initiatiefnemers in de tijdelijkheid 

kunnen stakeholders worden tijdens de verdere ontwikkeling van Spoor C. 

 3. Liveability /   4. Approaches of policy perspectives /   5. Economic opportunities 

70:43 p 16 in CA05_GD04_Gebiedsvisie Spoor C_Municipality Roossendaal 

Spoor C heeft een unieke positie in de stad. Het is gelegen tussen Spoor en Vliet, twee krachtige noord-zuid georiënteerde 

lijnen in het stedelijk weefsel. Op een lager schaalniveau gekruist door de oost-west verbindingen voor auto, fiets en 

voetverkeer. 

 1. Contextual development /   2. Accessibility improvements 

CA06 т Kerkrade  
76:8 p 6 in CA06_GD03_Verkenning station Kerkrade-West_Province Limburg 

Door het winkelcentrum Carboonplein te betrekken bij de ontwikkeling en het gebied hierdoor aantrekkelijker te maken in 

combinatie met het hernieuwde stadscentrum in Kerkrade 

 1. Contextual development /   3. Liveability 

76:27 p 8 in CA06_GD03_Verkenning station Kerkrade-West_Province Limburg 

Het ontvangstplein bij het transferium komt in verbinding te staan met de Akerstraat en het Carboonplein en is daarmee 

verbonden met het kloppend hart van de wijk. 

 1. Contextual development /   2. Accessibility improvements /   2. Modes of transport /   3. 

Liveability 

126:4 p 20 in CA06_GD05_Bestemmingsplan Transferium kerkrade west _Municipality Kerkrade 

Een kleinschalig(er) Transferium sluit goed aan bij het karakter en de sfeer van de Akerstraat en de wijk, waarbij de dorpse 

uitstraling van de Industriestraat grotendeels in tact wordt gehouden. 

 2. Accessibility improvements /   3. Represent city culture 

76:16 p 8 in CA06_GD03_Verkenning station Kerkrade-West_Province Limburg 

άŘŜ ƎŜƳŜŜƴǘŜ YŜǊƪǊŀŘŜ ǿƛƭ ŜŜƴ ǎǘŀŘ ȊƛƧƴ ƳŜǘ ƎƻŜŘŜ ǾŜǊōƛƴŘƛƴƎŜƴ Ŝƴ Řŀǘ ƘƛŜǊǾƻƻǊ ƴƛŜǳǿŜ ǊŀƛƭǾŜǊōƛƴŘƛƴƎŜƴ ƳŜǘ 5ǳƛǘǎƭŀƴŘ 

(Intercity en Avantislijn) worden gerealiseerd, inclusief het bouwen van nieuwe stations o.a. Kerkrade-²ŜǎǘΦέ 

 1. Contextual development /   2. Accessibility improvements /   3. Liveability 

CA07 т SHE 
88:42 p 26 in CA07_ID01_SHE informatieboekje_Oedsen Boersma 

Werk-, woon- en leefkwaliteit komen samen in een gebied dat de balans vindt tussen landschap en stedelijkheid, tussen rust 

en economische dynamiek. 

 1. Coherent design /   1. Contextual development /   1. Integral Functions /   5. Economic 

opportunities 

92:50 p 23 in CA07_IT03_Sanne Elferdink 

Ja en die ruimte, die moet je ook, dus multifunctioneel gebruiken. Dus niet alleen voor ontmoeten en vertrek weer naar 

elders of voor alleen fietsparkeerplaatsen, maar juist daarom de combinatie met de opgave van water, groen sociaal. Hoe 

richt ik nu klein in en zorg dat dat goed voelt en goed functioneert. 

 1. Integral Functions /   2. Accessibility improvements /   2. Modes of transport /   3. Liveability 

91:20 p 12 in CA07_IT02_Oedsen Boersma_Vondervoort 

Dus wij zien mogelijkheden om eigenlijk het water wat een beetje wat je niet in één keer associeert met Twente als een 

verrassende nieuwe kwaliteit te introduceren. 

 1. Contextual development /   3. Represent city culture 
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90:47 p 18 in CA07_IT01_Edwin Smits_Vondervoort 

ik denk op zich dat we wel de slag nu hebben gemaakt van dat dat dat we zien. Dat nou ja, dat dat, dat iedereen wel overtuigd 

is van dat we zien dat dat dat die samenwerking tussen de beide steden ook goed is 

 4. Approaches of policy perspectives /   4. Stakeholder management 

90:1 p 5 in CA07_IT01_Edwin Smits_Vondervoort 

Focus ligt vooral op het vasthouden van talenten in de in de in de steden en ook in de regio en en so ook wel weer dat 

terughalen en door een een, een zeg maar een aantrekkelijk centrum te maken met de goede woon en werk milieus weet je 

ook volgens mij biedt dat ook weer heel veel kansen voor beide steden. 

 1. Integral Functions /   3. Liveability /   5. Economic opportunities 

CA08 т Venlo  
73:5 p 4 in CA08_ GD03_Limburg Centraal_Province Limburg 

Het is géén simpel verhaal van woningen opplussen maar een totaalpakket van wonen, werken, leren, recreëren en 

vergroenen. 

 1. Integral Functions /   3. Liveability 

73:4 p 4 in CA08_ GD03_Limburg Centraal_Province Limburg 

Dit plan is geen one size fits all, maar is afgestemd op de Limburgse kansen en opgaven. 

 4. Approaches of policy perspectives 

97:7 p 14 in CA08_IT01_Leon Peters_Vondervoort 

, los van publieke functies die natuurlijk gekoppeld zijn aan een vervoers concept. Daar, maar de bedoeling is dat daar 

bovenop je zo'n tien 50% meer inwoners komen. En ja, goed en en daar moeten dus ook voorzieningen bij komen. En dat 

zullen niet alleen de winkels zijn om zo te zeggen, dus er zal wel iets bij moeten komen. 

 1. Integral Functions /   2. Accessibility improvements /   2. Modes of transport 

96:12 p 43 in CA08_GD01_Spoorvisie - Venlo_Municipality Venlo 

Alleen indien de juiste balans gevonden wordt tussen een verbeterde bereikbaarheid en een daarbij passende stedelijke en 

knooppuntontwikkeling 

 1. Coherent design /   2. Accessibility improvements /   2. Modes of transport 

93:30 p 15 in CA08_ GD02_Limburg Centraal_Province Limburg 

de doorontwikkeling van Venlo als kennisstad met daarin de prominente positie van de Brightlands campus en de verdere 

verbetering van de OV-verbindingen (elektrificatie van de Maaslijn en de intercity naar Düsseldorf) versterken de 

aantrekkingskracht van Venlo. 

 2. Modes of transport /   3. Liveability /   5. Economic opportunities 

93:34 p 16 in CA08_ GD02_Limburg Centraal_Province Limburg 

We sorteren voor op het mobiliteitssysteem van de toekot waarbij verplaatsing met openbaar vervoer, de fiets en te voet 

steeds meer leidend zijn in het centraal stedelijk gebied. 

 2. Modes of transport /   3. Liveability /   4. Approaches of policy perspectives 

 p 15 in CA08_ GD02_Limburg Centraal_Province Limburg 

Deze woonkansen zijn bovendien ook nog eens aantrekkelijk voor jonge inwoners die nu op zoek zijn naar een woning en 

inwoners die binnen de gemeente willen doorstromen naar een andere woning 

 3. Liveability /   5. Economic opportunities 

128:1 p 9 in CA08_GD05_2040 strategische visie_Municipality Venlo 

Na de realisatie van dit aantrekkelijke woongebied heeft er een stedelijke herstructurering plaatsgevonden in de directe 

omgeving, waardoor er ruimte is ontstaan voor nieuwe stedelijke functies. 

 1. Coherent design /   1. Integral Functions /   3. Liveability 

73:1 p 4 in CA08_ GD03_Limburg Centraal_Province Limburg 

Weert, Venlo en de Provincie Limburg samen voort op deze gedachte en geven ze invulling aan een bestuurlijke afspraak uit 

het MIRT-overleg van 2023 

 4. Approaches of policy perspectives 



88 
  

97:5 p 11 in CA08_IT01_Leon Peters_Vondervoort 

Samenwerking proberen op te zoeken. Temeer ook omdat nu in de hele opgave Limburg centraal is. Woningbouw op of 

rondom die intercity stations en daarmee moeten ook NS en en zeker proberen aan aan boord om die mobiliteits opgave 

goed vorm te geven. 

 4. Approaches of policy perspectives /   4. Stakeholder management 

95:2 p 31 in CA08_ED01_Station Venlo_Arcadis 

Er is veel potentiële ruimte direct rondom het station om het gebied een hoogstedelijker karakter te geven. 

 3. Liveability /   5. Economic opportunities 

128:2 p 9 in CA08_GD05_2040 strategische visie_Municipality Venlo 

5Ŝ ŦǳƴŎǘƛŜ Ǿŀƴ Ψǎǘŀǘƛƻƴ ±ŜƴƭƻΩΣ ŀƭǎ ōŜƭŀƴƎǊƛƧƪ ƪƴƻƻǇǇǳƴǘ ƻǇ ŘŜȊŜ ŀǎΣ ƛǎ ƛƴ нлпл ŀƭƭŜŜƴ ƳŀŀǊ ƎŜƎǊƻŜƛŘ ƘŜǘƎŜŜƴ ŜŜƴ ǇƻǎƛǘƛŜǾŜ 

impact heeft gehad op onze binnenstad als vestigingslocatie en tot met name een opwaardering van de zuidkant van het 

stedelijk centrumgebied. 

 5. Economic opportunities 

73:8 p 6 in CA08_ GD03_Limburg Centraal_Province Limburg 

Versterkt het vestigingsklimaat voor talent en bedrijven, en ontsluit een euregionale talentenpool met praktisch en 

theoretisch opgeleide arbeidskrachten 

 1. Contextual development /   5. Economic opportunities 
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Appendix 7: Shanky charts per case 
CA01 т Heerlen  

  
Source : Export Atlas.ti (Vondervoort, 2025). 
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CA02 т Den Helder  

  
Source: Export Atlas.ti  (Vondervoort, 2025). 



91 
  

CA03 т Vlissingen  

 

  

Source: Export Atlas.ti (Vondervoort, 2025) . 
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CA04 т Doetichem  

  
Source: Export Atlas.ti (Vondervoort, 2025).  
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CA05 т Roosendaal  

  
Source: Export Atlas.ti (Vondervoort, 2025).  
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CA06 т Kerkrade  

 

  

Source: Export Atlas.ti (Vondervoort, 2025).  
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CA07 т SHE 

 

  

Source: Export Atlas.ti (Vondervoort, 2025).  
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CA08 т Venlo  

 

 

 

Source: Export Atlas.ti (Vondervoort, 2025).  


