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Preface

The cliché goes that Ph.D. students are locked up in the university’s attics for at least four
years to conduct their research. I was amongst the fortunate ones who had the opportunity to
experience the academic attics in the inspiringly different surroundings of Rotterdam, Frankfurt,
Tokyo and Utrecht for years. Therefore, I experienced the dissertation period as partly personal
development, as living in oriental Tokyo impacted my life in various ways.

'This research was a set up as a modern variant of PhD research: the Habiforum foundation
co-financed research in cooperation with universities and in this particular case a planning
consultancy firm where I had already done an internship in 1999. This cooperation of Habiforum,
Utrecht University and Ecorys in Rotterdam provided the start for my research in September
2001, focussing on economic incentives for land use on the regional level.

First and foremost I am grateful to Prof.dr. A.M.J. Kreukels, professor at the Urban and
regional Research centre Utrecht (URU), Utrecht University, and Prof.dr. W.K. Korthals Altes,
professor at research institute OTB of Delft University of Technology, and formerly working
as a senior consultant at Ecorys. Both Ton Kreukels and Willem Korthals Altes gave me a
considerable amount of freedom to conduct an international comparative study, and provide the
confidence I needed for writing this book. In particular I appreciate Willem’s practical solutions
and thorough knowledge of planning. This was, in my eyes, a very good match with Ton’s long
experience, critical attitude, detailed hand-written comments, and foremost inspiration, or what
in Germany is called ‘Doktorvati’. The team of supervisors was completed by two experienced
managers, who continued to be interested in the findings as the research took more time than
managers normally have: thank you Dick Regenboog (partner of Ecorys) and Dick Hendricks
(retail consultant).

As research moved on, so did I, eastbound. For the Frankfurt case study I am thankful to Dr.
Ch. Rohrbach-Langhagen, who offered me a working place at the Department of Geosciences
and Geography (KSR), Johann Wolfgang Goethe University in Frankfurt am Main, and
commented on the case study report in detail. In particular his contacts and detailed knowledge
of economic geography in the Rhein-Main city-region were very useful. For the Frankfurt
Rhein-Main case I also very much appreciated the supervision of Prof.dr. sc.techn. Bernd Scholl,
director of the Institute of Urban and Regional Planning of University Karlsruhe (TH) later
followed by Prof.dr. Bodo Freund, professor at the Institute of Geography, Humboldt University
Berlin.

I was lucky to be awarded a research student scholarship by the Japanese Ministry of
Education and the Japanese embassy in Den Haag. So I moved to Tokyo in April 2004. I will
not forget the five months East-Asian style intensive language course, with seven hours of class
a day and three hours of self-study of Japanese language and culture. This introduction was
indispensable for the interviews and data research in Japanese. The Hitotsubashi University
in Kunitachi, Tokyo, offered both the language course and research facilities. At Hitotsubashi
Graduate School of Economic Geography I was grateful that Prof.dr. Fujio Mizuoka accepted

3



me as one of his Ph.D. students. Students of Hitotsubashi helped me with translation of
interviews and data analysis. I am in particular happy about the support I got from graduate
students Nagahito Haginiwa, Hiroshi Kaneko, Ken Kimura and Suno Naniwa. For meeting
the actors in Japan, contacts and networks are indispensable. Therefore I am indebted to Mr.
Atsushi Suzuki, director at the Information and Research Department of the Ministry of Land,
Infrastructure and Transport in Tokyo. His help and contacts opened doors that otherwise would
have remained closed, and he provided important background information for understanding
complicated dynamics in Japanese institutions. Two Dutchmen also provided infinite Tokyo
inspiration and key contacts, Koen Klinkers and Paul Chorus.

Halfway through the two-year scholarship in Japan, I regularly returned to the Netherlands
for interviews and literature research on the Schiphol and Randstad case studies, so I could avoid
the Tokyo crowds but had to miss the delicious okinomiyaki and sashimi. Utrecht University
provided the research facilities and I enjoyed the help of the Faculty of Geosciences. I would like
to thank all colleagues and former colleagues at the Urban and regional Research centre Utrecht
(URU), the GIS section, Geomedia for editing and Nethur for the research courses.

Conducting research is probably half the work of finishing a book. For publishing the book,
I would like to thank the sponsors, who are mentioned on the cover. Before editing, the chapters,
that cover a variety of research fields, were discussed with experts in their fields of study. I was
very happy to have positive feedback from Prof.dr. Ron Boschma, Prof.dr. Frans van Waarden
and Dr. Bart Wissink at Utrecht University, and Dr. Luca Bertolini, Dr. Enrico Gualini and
Prof.dr. Willem Salet at the University of Amsterdam, Dr. Guillaume Burghouwt (SEO), and
Mr. Willem Trommels, former director of SADC. For reading and English correction, I know I
put a heavy burden on friends’ shoulders. Thank you so much for the hours of editing: David van
Bezooijen, Devan Reiff, Kevin Lee, Marieke Riethof, Menno van der Woude, Nicole de Bree,
Nikos Karadimitriou, and Stephanie Manning. Jorrit Hoekstra, Stefan Fritz and Rien Rabbers
helped a lot with making maps for this book.

Furthermore, I would like to thank my ‘planning friends’ for their useful comments,
including Daniela Wullers, Gordon de Munck, Koen Vervoort, Stan Majoor and William Smit.
Daniela even arranged a stay at her parents’ house in Maintal. Paul and Jutta Wullers provided
news, while noisy airplanes over-fly their town east of Frankfurt, and might find themselves in
note 6.23. Consultant Koen kept being surprised that his deadline was the end of the day while
my deadline was somewhere five years later. The planning-virus goes even as far as I am indebted
to co-captain Casper Hootsen of our planning soccer team, who managed the team well when I
was on my way to Tokyo or Frankfurt again. Luckily enough, planning was never an issue during
the ‘third half’.

I want to thank my parents Paul and Héléne van Wijk, supporters from the very beginning
in focussing on research and learning. I dedicate this book to them. They always come visiting,
or bring me with their handyman van. There was only one person, Naoko Kuge, who matched
her career to this bumpy road of moving from Amsterdam to Frankfurt and later Tokyo. Luckily
enough I managed to convince this Kansai Hanshin Tiger to live with me in rival Tokyo, which
she didn't regret. I hope as a flancée she is also looking for the joint road ahead with a better
understanding of oriental and western institutions, whether in Amsterdam or Tokyo.

Michel van Wijk
Amsterdam, November 2006
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1 Introduction

11 City-regions, cityports, and airports at a first glance

In the era of globalisation and structural economic adjustments, competition between city-
regions on various spatial scales increases.” Each of these global cities and city-regions strives
towards a competitive position in the worldwide economic hierarchy. The notion is growing that
regions themselves are becoming the most important actors both in creating the opportunities
the city-region offers and in and making use of these opportunities (Friedmann 2001). A
numerous amount of studies explores which factors allowed regions as Silicon Valley and Baden-
Wiirttemberg to become internationally successful. Economic specialisation and the possibility
of establishing a specific position in the worldwide network of competing city-regions are crucial
in this (Storper 1997).

Studies so far have discussed the fact that these city-regions specialise in a competitive
world economy, and the way in which they do this. But, until recently, the question why certain
economic sectors prospered particularly in these city-regions, remained unanswered. Hall and
Soskice’s (2001) recent answer is that a specific institutional setting favours specific developments.
In liberal market economies such as those of the United States, the United Kingdom and
Australia, the institutional setting enhances both possibilities for revolutionary developments
and for innovations that are suitable for specific economic sectors. Coordinated market
economies as found in the Netherlands, Germany and Japan are due to stable qualities and less
market dynamics favourable for development of other economic sectors. In the long run, both
institutional models lead to comparable levels of welfare and there is no predominant successful
model. It is according to Hall and Soskice (ibid.) this variety of institutional arrangements with
different approaches that leads to institutional complementarities (cf. Aoki 1997).

In order to understand the variety of models, institutional differences, similarities and
complementarities (Hall and Soskice 2001) need to be explored. Salet and De Jong (2000)
describe these properties as institutional pullers and triggers. Globalisation, differentiation
in governmental acting and an increasing variety of spatial scales, as well as the increased
importance of private actors in policy making are to Salet, Thornley and Kreukels (2002) the
dominant tendencies that ignite institutional changes. It is these factors that put the question
forward whether the current metropolitan policy models are fit for the changing economic
realities.

The city-region can be considered as one node in the international economic network of city-
regions with a regional embeddedness. This position forces the city-region to remain competitive
and to expand its economic position. In this ubiquitous globalisation trend in the city-regions,
external information exchanges are crucial, while on the other hand internal linkages and the
internal geography of the city-region is the natural counterpart of globalisation (Hall 2001) The
city-region is here defined as:
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“Functionally integrated area consisting of both a core or central city (or cities) which usually lends its
name to the area in question and, contiguous with it, a region that serves the multiple collective needs of
this city and provides a space for ifs future expansion” (Friedmann 2001:123).

It is not just to traditional monocentric global cities as New York and London (Sassen 1991) that
the described tendencies apply, urging them to develop into economically successful metropoles.
These tendencies can increasingly be perceived, in polycentric regions such as Randstad Holland
and Frankfurt-Rhein Main (Scott 2001). On a lower level of scale within the city-regions, nodes
of (new) economic developments can be distinguished. These nodes are more and more related
to the level of the city-regions by the integrating forces of infrastructure and by their interlinked
position with the scale increase of the urban labour market in particular (Graham and Marvin
2001). Because these economic dynamics are combined with infrastructure and urbanisation,
they create new spatial concentrations, and are essential city-regions comparisons.

At the intersection of economic, infrastructure and urban developments, new centres develop. These
new and existent centres are referred fo as cityports in this dissertation. It is a typology of urban
concentrations in the city-region that show rapid economic development and is internationally connected
by infm.rlructure. 'Mey fuﬁl the role q‘ port to the city-region, a place to stay and a z‘mjﬁc node at the

same time, for instance in traditional downtowns, edge cities, (high speed) train stations, and airports.®

In coordinated market economies, these cityports are strategic development locations. They can
establish links between infrastructure and economic activities on the one hand, while on the
other hand spontaneous market driven development based on an urban critical mass can be
found at these locations. Since these cityports are economically profitable locations, there are
opportunities for physical concentration, spatial quality and mixed land use. This contributes to
the qualitative elements, where the cityports fulfils the function of a port, place and a node at
the same time (Hartwing 2000). The cityports are not isolated units. Rather, they function in
the context of the globalizing city-region as a whole. Cityports are complementary in the city-
region; the variety of cityports is more than the sum of all cityports individually.

This research outline would allow for a study of a variety of cityport developments. However, it
is necessary to focus further on the area development near airports in order to limit the research
object. The airport area is loosely defined as zhe airports, vicinity of the airport, and the wider
airport region in the city-region. Its economic activities are increasingly dynamic and are worth
further research. The airport areas have the economic potential to become locations of mixed
land use, with high urban qualities. They can also become magnets to entrepreneurs and visitors.
However, despite developments such as the Airpors City (Giiller and Giller 2002) and the
regionally connected Aerorropolis (Kassarda 2000), planning practice regularly shows mixed
spatial-economic results. Simmonds and Hack (2000) in particular address the poor urban
qualities of the high-potential urban areas. They lack infrastructure and public space, and the
relation between the airport and the wider urban fabric of the city-region is underdeveloped.

The question becomes relevant how governments deal with the opportunities of these dynamic
and strategic locations as airports within their institutional contexts, while facing increased

competition with other city-regions. These institutional contexts themselves are also dynamic.
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Furthermore, governments in coordinated market economies are no longer the single dominant
actors, and they increasingly share tasks with market actors. It is therefore essential that
connectivity between different spheres of interaction of public and private actor coalitions is
established on the level of the city-region (Salet ez.al. 2002).

1.2 Theoretical perspective

Economic theories can help in understanding economic developments in the city-region that
result in urban and regional developments. Economic theory revolves around demand and supply
of scarce goods and services as well as around rules of the trading game. In this dissertation,
those rules of the game that are imposed on actors and that are developed by the actors (both
government and market actors) are considered to be most important. For this reason, theory
of institutional economics offers an interesting perspective for this study. The perspective of
new institutional economics (Healey and Barrett 1990, Van der Krabben and Lambooy 1993)
in combination with evolutionary economics (Nelson and Winter 1982, Lambooy and Boschma
2001) in particular will be applied. Both theories focus on the gradual change of the rules of the
game, as well as on their importance in the processes that take place in developing private and
public actor coalitions. In the past, with the notable exception of Scharpf (1997), institutional
theory focused too much on the role of governments. Hall and Soskice (2001) fit in the recent
trend by bringing companies back to the centre of research. The positions of enterprises and
economic sectors are according to the new insights in new institutional economics leading in
institutional analysis. Additionally, location qualities, real estate demand, strategies of developing
actors and the institutional context are other important factors in the area development process
according to Healey and Barrett (1990). Institutions are here defined as:

“The rules of the game in a society or more formally the humanly devised constraints that shape human
interaction. In consequence, they structure incentives in human exchange, whether political, social or
economic” (North 1990:3).

Institutions are not limited to formal rules of the game (legal rules and regulations) but also
include the informal rules of the game (acting, practices, values and norms) that are applied by
the actors as strategic parties (March and Olsen 1989).} Acting, practises and norms and values
are increasingly accepted as the deeper roots that co-determine acting, alongside the formal rules
of the game.

The present research requires that we further categorise the rules of the game into specific groups

of institutions. The argumentation and elaboration is discussed in chapter 5. Here, we introduce

in brief:

*  Socio-cultural institutions: local cultural characteristics and specific embeddedness based on
historical roots of institutions and national policy models and styles;

*  Financial institutions: the financial incentive that governments give market actors to invest in
area development; either by subsidies and taxes, or by direct investments in projects that are
not directly profitable for the market, in particular public;
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*  Economic institutions: the conditions in which market actors are willing to invest in spatial
developments in cooperation with governments;

*  Institutions of governance: horizontal (cross-sector) and vertical (between levels) organisation
of governments, co-production of policy-making with non-governmental actors;

*  Legal institutions: the legally embedded rules of the game of actors, as an outcome of
institutions of governance, in, amongst others, plans, legal procedures and property
development.

Institutions and combinations of institutions (institutional arrangements) are not static. They
evolve over time in a process of institutional change and adjustment that is discussed in depth
in chapter 5. Institutional change and adjustment over time is necessary to respond to changing
economic realities. When economic realities change, some rules of the game turn out to be
inefficient. However, established interests, the wish to avoid political conflict and the fact that the
effectiveness of new institutions is not yet proven, cause institutional lock-ins to occur. A sense
of urgency is needed to achieve institutional change, before the lock-ins and path-dependent
behaviour lead to a performance crisis of the institutional system (Visser and Hemereijck 1998).
Institutional change might follow rough paths of adjustment and learning. According to Hall
(1993) this learning process is a process of ‘puzzling’ and ‘powering’ new institutions for the actors
in charge. Institutional learning can contribute to the quality of institutional arrangements, along
with social and cognitive learning. They might even enhance the competitiveness of the entire
city-region in the end.

1.3 Research questions and frame of analysis

The aim of this book is twofold. It wishes to provide insight in both the economic and spatial
dynamics of centre development in city-regions as well as in the institutional frameworks in
which specific urban projects such as airport area development takes place. Furthermore, the
book explores the possibilities of learning within and between the case study city-regions. The
ambition is therefore to cross the border of planning disciplines.* It is a generalist study that
includes economic geography, transportation planning and real estate, aviation economics,
sociology, and institutional analysis of planning processes. In the analysis the focus is on actors
and on their behaviour, as their position and playing field is considered essential (cf. Wissink
et.al. 2003). All generalist studies must find the right balance between breadth and depth. In an
attempt to find this balance, every field of study in this book includes a theoretical framework,
followed by empirical findings, and is discussed with professionals in the field of study. Lastly,
the selected case studies are studied in depth and for a longer period of time. Therefore, research
in the case study city-regions itself is considered essential.

Against the background of spatial economic dynamics and institutional frameworks of the area
development process of a specific kind of cityport, the research question is:

What are the spatial-economic and institutional positions of airports as cityports in the city-region, and
zf necessary, which institutional c/mnges are reguired to adjust to the c/.mnged xpaiial—ewnomic realities?
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This main research questions actually consists of three related research questions. In order to
answer them, each of these questions requires a step-by-step approach of answering sub-
questions. The text below describes how the research questions will be answered.

1. What is the spatial-economic position of the airport as a cityport in the city-region?

1a. What is the economic performance and regional embeddedness of the city-regions, and to what
extent does this match the development of globalizing city-region (chapter 2)?

tb. Which cityports can be distinguished inside the city-region, and to what extent do these cityports
contribute to the economic development of the city-region (chapter 3)?

1c. What is the spatial-economic position of airports as a type of cityport in the city-region (chapter 4)?

Research question 1 is the spatial-economic analysis and it constitutes part one of this book.
Answering this first research question requires, that we compare city-regions in terms of their
strong and weak regional performances and the regional investment climate to establish their
regional competitiveness. The regional economic analysis explores developments in past,
present and future based on economic indicators on the regional and local levels. Therefore we
elaborate on regional benchmark studies, that go beyond the quantitative economic indicators
(labour productivity, sector structure, employment, and real estate). They discuss the reasons
behind current developments and changing trends. The qualitative analysis is complemented by
interview and literature study. In total, this approach offers the context, position and power of
the regional economy that aims to bridge the regional level to the cityport level.

Next, the focus shifts on a lower spatial scale: the level of the cityports, in particular airport
areas. The presumption is that a number of locations function as ‘portal’ to the city-region and so
contribute to the development of the entire city-region. In order to answer research question 1b,
we need to explore the patterns and fixation points of economic activities within the city-region,
the cityports. The variety of geographical patterns will lead a further categorization of cityports.
Here, we can challenge and elaborate further on Hall’s categorization of traditional and new
business centres, edge cities, and specialised subcentres (Hall 2001). This approach will result in
an overview of cityports and of the position of the airport area in the city-region. In addition to
the qualitative categorization of cityports, a quantitative analysis might provide further insight
in the cityports in the city-regions. This quantitative analysis is based on Bertolini’s node-place
model (Bertolini 2000, 2005), which provides the infrastructure and urban dimensions of the
cityport. The infrastructure dimension is expressed by node value (number of connections and
directions of transportation). The urban dimension is expressed by the place value (number
of inhabitants and jobs) in the cityports. The economic dimension of the cityports -was not
included in Bertolini’s model. However, in this dissertation, it is considered as a quintessential
element of the cityport model, as it generates activities at the cityports. In addition to Bertolini’s
model, economic productivity indicators therefore express the economic dimension of cityports.

The overview of cityports in the city-region allows question 1c to be answered. This question
addresses the spatial and economic position of the airport as a cityport in the city-region. The
economic performance and urban development, as well as infrastructure connection of the
airport in the context of other types of cityports is provided. Additionally, it is beneficial to
compare the spatial-economic position of the peculiar type of cityports between different city-
regions, rather than considering the airport as a cityport in one city-region.
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2. What is the institutional position of the airport as a cityport in the city-region?

2a. Who are the strategic actors for the formation of spatial development coalitions in airport areas as
cityports in the city-region (chapter 6)2

2b. Which socio-cultural, financial, economic, governance, and legal institutions determine the playing
Jreld for the actors involved (chapter 5-9)2

2c. If so, where do inefficient institutions, path-dependent behaviour, and institutional lock-ins create
obstacles in the spatial-economic development of airports as cityports (chapter 5-9)2

The second part of the book includes the institutional dynamics of airports as cityports in the
city-region. Research question 2 discusses the institutional position; it answers the question how
actors, given their institutional contexts, create developing coalitions for the airports as cityports,
and thereby contribute to the competitiveness of the city-region. A wide variety of actors are
involved in this process of area development. For a further actor-oriented institutional analysis,
introduced in chapter 5, we need to frame the actors first (Scharpf 1997). Strategic actors are
framed by their instruments, power and positions in the institutional arena or playing field. This
dissertation distinguishes between national, regional and local governments, asset managers,
project developers and real estate investors, end users, and advisory actors with and without a
relevant interest. There is a struggle for power and a conflict of interest between these actors.
Furthermore, their interests in the development coalitions overlap. The way in which the involved
actors think and act is analysed by interviews in chapters 6 to 9.

'This thinking and acting on how to develop the city-region, the position of cityports and in
particular the development of airport areas takes place within the given institutional contexts,
which needs further analysis. As discussed in section 1.2, institutional analysis includes both
formal and informal institutions. Rules of the political-bureaucratic, economic and policy
regimes can be found on the first level, where institutions are mainly modes of organisation. On
the second level and deeper rooted, are established values and norms. These informal institutions
are expressed by the way of thinking of actors, in common practises and value systems. Both
levels of institutional analysis will be applied to five distinguished groups of institutions:
economic, financial, governance, legal and social-cultural institutions. The analysis of various
groups of institutions and institutional arrangements of question 2b provide direct insight in the
problematic areas of the institutional arrangements, and will therefore be discussed jointly.

3. If necessary, which institutional changes are required to adjust to the changed spatial-
economic realities (chapter 10)?

3a. What institutional learning takes place within the case studies?

3b. What institutional learning experiences can be projected between the case studies?

Insight in the institutional frameworks of question 2, leads to the question where institutional
change is required to respond to the changed spatial-economic realities. Dijkink ez.al (1991)
consider this institutional reflection as the third level of institutions. The central issue of debate is
in which manner and to what extent institutions are reproduced or adjusted. It provides insight
into the learning capacity of the institutional arrangements in the city-region.

Hassink and Lagendijk (2001) introduced institutional learning into economic geography.
They distinguish learning within the region (intraregional learning) from learning between
regions (interregional learning). Both ways of institutional learning can contribute to the

20



institutional and economic competitiveness of the city-regions. The importance of interregional
institutional learning increases in a more and more connected world of city-regions, in which
every region develops its own set of institutional arrangements. Therefore, intraregional learning
remains important. Foreign examples of institutional learning can contribute to reflection
on the own institutional problems and enhance the self-correcting ability of institutional
systems. Furthermore, they can also introduce alternative models for the current institutional
arrangements. The distinction between learning within the city-region and learning between
city-regions will also be applied in answering the third research question.

'The frame of analysis in Figure r.1 illustrates schematically how the research questions and sub-
questions will be answered.

Part 1 (chapters 2, 3 and 4) of this thesis discusses the spatial-economic position and refers to
research question 1. Part 2 (chapters 5-9) includes the institutional analysis. Firstly, chapter 5 is
a theoretical introduction of actor-oriented institutional analysis. Then, chapters 6-9 address
research question 2 empirically. Research question 3 is combined with the conclusions for the
spatial-economic and institutional parts (I and II) that are drawn in chapter 10.

1.4  Methodology and case study selection

The most important tools for analysis of the problem statement are quantitative and qualitative
case study research. This research consists of two parts: spatial-economic analysis and institutional

2. City-region

3. Cityports

| 4. Airports |

8. Economic . 9. Legal
institution 5. Actor-oriented nsmuﬁons
institutional analysis

6. Playing field

Actors -
Actor coalitions
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10. Conclusions and
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Figure 1.1 Frame of analysis
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analysis. The first part of this book is mainly based on data collection, additional interviews and
further categorization to establish a spatial-economic picture of the airport as a cityport in the
city-region. Indicators of economic development, urbanisation, mobility and tendencies on the
real estate market are included in this first part in a benchmark analysis. However, as quantitative
sources offer only a limited perspective on current spatial-economic trends, additional interviews
were held to discuss these issues.

Qualitative research is particularly useful when phenomena are difficult to separate from
their surroundings, or when in-depth understanding is required, or, finally, when research has
an explorative nature. The second part of this dissertation is qualitative research based both on
document analysis and on open, in-depth interviews with the involved actors. These interviews
provide useful and up-to-date information on actors and institutions that cannot be gathered
by document analysis or data collection. Furthermore, the interviews function as a check on the
picture raised by the benchmark’s data collection.

At the start of the research period, interest in mixed land use and cityport development
resulted as well as airport development resulted in co-written publications (resp. Majoor,
Uffen and Van Wijk 2001; Majoor, De Munck and Van Wijk 2001). In order improve skills in
institutional analysis and explore spatial economic developments in the region, pilot case studies
are conducted in Amsterdam-Zuidoost (Van Wijk 2003) and Amsterdam-Zuidas (Rotimex and
Kolpron 2001), specific kinds of cityport that, with Schiphol, join the Northern Wing of the
Randstad. Then, research in each of the case studies led to detailed case study reports (Van Wijk
2004, 20053, 2005b) resulting in conference papers open to local feed-back (Majoor and Van
Wijk 2002, Van Wijk 20034, 2005).

While case study research offers the possibility of connecting different sources (documents,
interviews and data) for analysis, this type of research also tends to set each case apart. The so-
called 7-problem is the result of too many variables for a too limited number of cases. The n-
problem thus makes it difficult to draw general conclusions for the research. Scharpf argues that
increasing the number of case studies is not the solution to this problem, because of the regional
specific characteristics that are involved (Scharpf 2000). It is therefore essential to find a way
of dealing with the complexity of the causal constellations that lie underneath. Focussing on a
limited number of variables while other variables are constant can do this. Scharpf’s approach in
Crisis and Choice in European Social Democracy (1991) is pragmatic, where four countries are faced
with the similar type of problem in the same era, but with a different approach: diverse responses
to common challenges.

The line of reasoning of ‘diverse responses to common challenges’ is continued in this book.
'The challenges are common for the case studies: airports all over the world show a rapid pattern
of development due to increased international networks and to changing travel behaviour. The
airport is, when considered in relation to other cityports, one of the gateways to the city-region.
While the challenges for airports as cityports is similar for the airports, the results of airport
development and the degree of spin-off for the wider airport region vary. The differences in
results are related to the diverse responses the strategic actors’ institutional arrangements in the
city-region employ to make use of the airport area potential and of new economic realities. This
diverse response in developing the airport as a cityport thus contributes to a certain extent to the
competitiveness of the entire city-region in the end.
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The chosen cases are studied on two levels of analysis: the regional and the local level. A
numerous amount of recent studies shows that the awareness is growing that the regional
level is the level where socio-economic patterns and institutional problems are predominant
(Scott ed. 2001, Simmonds and Hack eds. 2000). Especially large-scale projects such as airports
cannot be considered in isolation from the regional context. On the other hand insight on
the local development and local institutional problems of the airport itself is also considered
quintessential in order to frame other stakeholders interests that are not represented on the local
level. They include amongst others airport authorities as end users, real estate developers and
asset managers.

As there is not much time to conduct both spatial-economic and institutional analysis, this book
focuses on three case studies of city-regions and their international airports. The criteria set for
the selecting case studies are that the cases share the following characteristics:

1. OECD-economies with (in particular) economic dynamics in the city-region that attracts
urban development;

2. Polycentric city-regions, with a variety of cityports;

3. Large and international airports;

4. A variety in coordinated market economy responses to these common challenges

Randstad-Schiphol, Frankfurt Rhein-Main and Tokyo-Haneda/Narita fit into these selection
criteria.’ The first case study is Amsterdam Airport Schiphol (AMS) in the Randstad city-region,
in the western part of the Netherlands. This case is worth further study for a variety of reasons.
Firstly, the Randstad aims to develop into an integrated city-region (Deltametropolis), despite
the higher speed of development of the North Wing of the Randstad (Amsterdam, Almere,
Utrecht) compared to the South Wing of the Randstad (Rotterdam and Den Haag). In addition,
Schiphol airport is as the single large international airport seen as one of the key-drivers of the
national economy (mainport) that shows a rapid economic development and spin-off in the
1980s and 1990s. Schiphol is located in the geographical heart of the polycentric Randstad city-
region between Amsterdam, Rotterdam, Den Haag and Utrecht.

The second selected case study is Frankfurt International Airport (FRA) in the Frankfurt
Rhein-Main city-region in central Germany. Its two major rivers Rhein and Main identify the
region that includes Frankfurt International Airport. Despite its name, the region is polycentric,
and has the airport in the geographical heart of the region. Frankfurt, Wiesbaden, Mainz,
Darmstadt and Offenbach am Main are the major cities in this region. Since the Second
World War, Frankfurt Rhein-Main is one of the most dynamic economic regions of Germany.
Frankfurt’s airport is Germany’s largest international hub. It competes and cooperates with the
new international airport of Minchen, which is Germany’s second largest airport. Although
there are similarities in culture and economy between Germany and the Netherlands, the
response to the common challenges in federal Frankfurt Rhein-main is quintessentially different
from the Netherlands’ unitary state model.

The third selected case study is Tokyo Metropolitan Area, which contains Asias largest
airport Haneda and Japan’s largest international airport at Narita. Due to its rapid economic
development in the post-war times, Tokyo has developed in a polycentric way, with urban
concentrations near major railway stations. Tokyo International Airport at Haneda (HND) is
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located in the Bay of Tokyo on the border of Tokyo prefecture, near Kawasaki and Yokohama
in Kanagawa prefecture. Narita International Airport (NRT) is located in the east of the city-
region in the city of Narita, Chiba prefecture. The fourth prefecture that is part of the Tokyo
Metropolitan Area is Saitama, north of Tokyo. The difference between Tokyo Metropolitan
Area and the European cases is not so much related to the actual difference in spatial scale for
the common challenge, but is found in the unique Japanese institutional model. This model is
however still a model of coordinated market economies, and it is worth further study (Hall and
Soskice 2001). Because this model is also involved elsewhere in Japan, it is also rewarding to take
a look at recently constructed airports in the Bays of Osaka (Kansai International Airport, KIX)
and Nagoya (Chubu International Airports, CIA), which provides insight in the institutional
change and learning process (cf. Van Wijk 2006, 2006a).

1.5 Randstad, Frankfurt Rhein-Main, and Tokyo Metropolitan Area

The considerations for the case study selection have been discussed before. Here, the case studies
will be introduced in brief. The economic and urban development will be discussed in detail in
the following chapters 2 and 3.
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Figure 1.2 Inhabitants of Netherlands’ provinces and location of Randstad (2003)
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Randstad

The Randstad, literally meaning edge city, is a ring of medium-sized towns and cities in the
western part of the Netherlands. Over 6.5 million inhabitants on circa 9.500 square kilometres
inhabit this city-region, and it is located in the delta of Rhine and Meuse rivers (Figure 1.2).
The city-region has a poly-nuclear urban morphology surrounding the inner Green Heart area
(Figure 1.3). This poly-nuclear structure dates back from times when parts of the Randstad
area was due its location under sea level affected by regular floods, and became dry soil after
waterworks were development.

The Randstad city-region covers the provinces of Zuid-Holland and Utrecht as well as the
southern parts of the provinces Noord-Holland and Flevoland. The main cities are Amsterdam
(735.000 inhabitants in 2003), Rotterdam (600.000), The Hague (365.000) and Utrecht (245.000).
These major four are surrounded both by medium-sized towns and villages such as the recent
growth centres Almere and Amersfoort, as well as by the older merchant towns of Leiden, Delft
and Haarlem (see Figure 1.3).

These cities developed rapidly in the r7th century Golden Age together with the main four cities.
Amsterdam airport Schiphol and the harbour of Rotterdam are referred to as cores of national
economic development. Utrecht, a city of national importance, is strategically located in the
geographical centre of the Netherlands. Utrecht was, in contrast to the other cities, as one of the
first cities founded in the Roman era. The Hague is the residence of the national government,
while Amsterdam is the capital of the Netherlands. Finally, the regions Leiden-Bollenstreek,
Aalsmeer and Delft-Westland are clusters of flower trade and horticulture.

'The Netherlands, in particular the Randstad and the corridors towards Germany and Belgium
in Brabant and Gelderland, enjoyed an economic booming period in the 1990s, after the
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Figure 1.3 Airport and major cities in the Randstad
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economic problems in the 1970s and 1980s. The economic growth period resulted in a fast further
urbanization and network formation of the Randstad area, as can be seen in Figure r.2. This
development makes it increasingly difficult to set the Randstad city-region apart from the
surrounding urban fabric. At the turn of century, economic growth slowed down and a sudden
economic recession occurred.

Frankfurt Rhein-Main

Frankfurt am Main is located in the geographical and economical heart of Germany. It is,
after the major four metropoles Berlin, Minchen, Hamburg and Koln the fifth largest city in
Germany with its population of 641.000 in 2001 (Figure 1.4). Frankfurt is located in the densely
populated southern part of the state Hessen in the region bordering the states Rheinland-Pfalz
and Bayern. Frankfurt Rhein-Main refers to the crossroads of the river Main flowing into the
river Rhine, in German tradition giving the region her name. A second important geographical
characteristic is the presence of the Taunus Mountains in the northwestern side of the region.

Frankfurt Rhein-Main resembles the Randstad best in terms of polycentric structure (see Figure
1.5), population (5.3 million), surface (13.400 square kilometre) and economy. Frankfurt am Main
was founded even before the Roman Empire and had the status of duchy, Reichsstadt, in the
German empire and later became independent Reichsfreie Stadt. The traditional merchant city
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Figure 1.4 Inhabitants of Germany’s states and location of Frankfurt Rhein-Main (200r1)
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Figure 1.5 Airport and major cities in Frankfurt Rhein-Main

Frankfurt is strategically located at the Main river (Wiesbaden, Mainz, Frankfurt), a tributary
river of the Rhine.

Frankfurt is the main centre of Rhein-Main in geography, population and economy (banking,
trading and airport). It is surrounded by Hessen state capital Wiesbaden (271.000 inhabitants),
regional administrative capital and science city Darmstadt (138.000), manufacturing city
Offenbach am Main (118.000) and Hanau. Though the borders of the region are subject of
debate, the common spatial-economic unit includes the parts of other German states: media
city Mainz (185.000) and Worms (8r.000) in Rheinland-Pfalz, and fashion manufacturing
in Aschaffenburg in Bayern (70.000). The cities are interrelated and connected to the smaller
Kreisen, the counties of towns and villages.

Tokyo Metropolitan Area

Japan’s urban areas of Kanto (including Tokyo), Kansai (Osaka, Kobe) and Chubu (Nagoya)
are concentrated in central Japan on the largest island Honshu (Figure 1.6). Tokyo was founded
in 1457 as the village Edo, but started to grow only from the 17th century onwards, when the
military ‘Shogun’ Tokugawa came in power and created the foundations of the modern Japanese
society. Since the era of the Meji restoration (1868-1912), Edo is called ‘Eastern Capital’ or Tokyo
in Japanese, and it has grown rapidly and constantly, becoming the world’s largest metropolitan
area (Sorensen 2002).

The Kanto-area of 41,6 million Japanese is defined as National Capital Region, a cooperation

of public authorities that was set up to deal with the problems of concentration in the Tokyo
region. It includes Kanagawa, Chiba, Saitama, Tokyo, Ibaraki, Yamanashi, Gunma, and Tochigi.
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The most central prefectures are Kanagawa, Saitama, Chiba and Tokyo, and they are referred
to as the Greater Tokyo Metropolitan Area (TMA, Figure 1.7). This area contains 33 million
inhabitants, over one quarter of the total population of Japan. The main cities in manufacturing
and R&D-based prefecture Kanagawa are Yokohama (3.2 million inhabitants) and Kawasaki
(r.3 million). Other major cities are Chiba (1 million) in Chiba prefecture dominant focus is on
logistics and agriculture. Saitama City is the merger of Urawa and Omiya in Saitama prefecture,
with over one million inhabitants. The headquarters of financial, business and service sector and
the political-bureaucratic complex are concentrated in the dominant city of Tokyo (12 million).

With a size of 13.550 square kilometres, Tokyo Metropolitan Area is larger than Frankfurt
Rhein-Main and Randstad, but in particular more densely populated and urbanised. The urban
field of 33 million inhabitants forces to multiple regional centres and these are the reasons why
Tokyo cannot be seen as a mono-centric urban area called “Tokyo, Rather, the case of Tokyo
must be approached on multiple levels of spatial scales. The Tokyo Metropolitan Government is
the governmental body for the ward area (4x), Tama district area (s5i), countryside villages (gun),
and the islands (shima).

Notes

1 See for a detailed discussion on globalisation of city-regions: Sassen (1991), Castells (2000), Storper (1997),
and Scott (2001).

2 The notion of the role as a port, place and node is drawn from Hartwing (2000); see chapter 4.

3 ‘Institutions’and ‘rules of the game’ that set the size of the actor’s playing field are based on this definition in
the remainder of the book. They are used interchangeably.

4 'This research is therefore part of the Habiforum research program ‘institutional conditions for optimal land
use’, with the focus on regional economic development, which completes other PhD studies on institutional
conditions for land use in large urban projects, infrastructure and environment (Salet and De Jong 2000).

5 The names Amsterdam Airport Schiphol and Schiphol, Frankfurt am Main and Frankfurt, Tokyo and Tokyo
Metropolitan Area will be used interchangeably in this book, except for the cases when the different context
or meaning is made clear. Furthermore, the names Frankfurt, Narita and Haneda in combination Schiphol
refer to the airports of respectively Frankfurt International Airport (FRA), Narita International Airport
(NRT), and Tokyo International Airport at Haneda (HND).

6  Note that the number of inhabitants in Hokkaido is traditionally misleading as the northern island is only

one prefecture out of 47.
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2 Competitiveness of city-regions

241 Introduction

'The notion of competitiveness of city-regions has dominated economic geographers’ debates in
the 1990s and 2000s. The discussion on regional competitiveness in general brought back the
relevance of geographers into economic science. It became not only subject of intensive academic
discussion following Porter’s The Competitive Advantage of Nations (1990), it also is increasingly
used as a policy tool. This chapter discusses both effects: first, a brief theoretical overview on
the current insights on the importance of competitiveness for city-regions (2.2), followed by the
discussion of competitiveness as a policy tool and benchmark consequences (2.3). In paragraph
2.2, the competitiveness of firms and industries is discussed, with a highlight on the economy of
firms and inter-firm relations. It is obvious that these firms compete and cooperate on the inter-
firm level, but the question is posed whether this competition and complementarities can also be
found on the level of the city-region itself.

The theoretical discussion is followed by empirical research based on benchmarks. These
benchmarks are applied to case studies in the Randstad in 2.4, the Frankfurt Rhein-Main in 2.5,
and the Tokyo Metropolitan Area in 2.6. In these paragraphs, the discussion will focus on past
and present economic performance. The goal is not to analyse and include all economic trends in
the city-regions, but to outline the city-region’s development trends over a longer period of time.
To understand the strengths and weaknesses of the city-region for the future, the investment
climate for future investments of the areas mentioned above is examined in paragraph 2.7.

One of the crucial issues of future competitiveness of these globalising city-regions is the
city-region’s response to integration and developing strategic projects, discussed in chapter 2.8.
These benchmarks will answer research question 1a, which deals with the economic performance
and regional embeddedness of the city-regions and the extent that this fits to the development
of a globalising city-region. This is the first stage of assessing the spatial-economic position of
airports as cityports in the city-region. The conclusion to this question can be found in paragraph

2.9.

2.2 Competitiveness of city-regions

In this section we will discuss briefly how firms and industries become competitive in the
globalising economy, and how this relates to the competitiveness of city-region. First, however,
we need to define competitiveness itself. There is no consensus over the exact meaning, despite
the general acceptance of the importance of competitiveness (Boschma 2004). Porter (2001)
mainly emphasises the importance of productivity growth as a key element of competitiveness.’
Here we understand competitiveness of places with Storper as:
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“...the ability of an (urban) economy fo attract and maintain firms with stable or rising market shares
in an activity while maintaining or increasing standards of living for those who participate in it.”
(Storper 1997:20).

Globalisation needs a regionalisation counterpart in order to become locally embedded.”
'This was widely discussed in economic geography literature in the 1980s and 1990s. Piore and
Sabel (1984) explored the new trends in the organisation of production and the behaviour of
enterprises. However, in the era of new technologies and more foot-loose production, Peter A.
Hall and David Soskice (2001) found that they overestimated the importance of governments
and labour unions as institutional embeddedness. Scott (1986) and Storper (1997) therefore
focussed more on the real economy and found that the urban agglomeration itself is an endogen
source of economic dynamics. The agglomeration can be attractive due to its economies of scale
based on a critical mass, and economies of scope based on diversity and specialisation. Krugman
and Porter explained the attractiveness of the agglomeration, but could not explain exactly what
the necessary conditions for agglomeration of production activities are (Storper 1997). Storper
(ibid.) developed a theory where the relational assets between enterprises and the regional
embeddedness are considered crucial for actors in the global economy.?

Storper’s model fits to the current academic insights of evolutionary economics.*
Behaviour of actors is there seen as embedded in regional structures, and changes gradually
over time. Actors themselves have an evolutionary impact on the structures in the longer term
(Nelson and Winter 1982). New developments and new technologies are therein not always
perceived as new methods of production and the common routines guide the current decisions, a
phenomenon that is called path dependency and is crucial in evolutionary economics (Lambooy
and Boschma (200r1). Despite path dependencies, actors have a role to play and increasingly firms
are considered as co-determining the selection process, in order to generate increasing returns.
The competitiveness of the firms in a globalising economy is therefore a combination of intra-
organizational resources (as routines and competences) and extra-organizational assets (as
complementary knowledge and relational capital) (Boschma 2004).

Similar to Ricardo’s theory on comparative advantages, there is no rat-race of competing city-
regions, but the variety of models can stimulate several city-regions to benefit and specialise: the
comparative advantage of city-regions. The awareness has grown that there is no single or best
model for the city-regions to create an institutional embeddedness, but a variety of models co-
exist (Simmonds and Hack 2001, Salet ez.al. 2003).

Hall and Soskice (2001) found that the different developed economies show a remarkably
similar result in economic performance in the last decades for both liberal market economies
such as in the US, UK, and Australia, and for coordinated market economies of Germany, the
Netherlands, and Japan, with striking differences in economic sector development. Differences
in institutional structures favour particular kinds of sector development.’ The bottom-line for
the coordinated market economies is that the institutional setting favours cooperation between
sectors and governments, and offers for specific sectors a specific regional embeddedness. With
that conclusion, Hall and Soskice (2001) answer the question left open by Storper (1997): not
how, but why particular regions such as Baden-Wiirttemberg and Silicon Valley could become
economically successful in specific sectors in the 1990s.°
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The metropolitan economy

Initially, global cities like London and New York, and industrial districts like Silicon Valley and
Third Italy benefit from these economic shifts. Recent studies focus on a greater variety of levels
and shapes, including globalising city-regions on the lower spatial scale (Hall 2001). The main
idea behind this is that regional cities have chances and the potential to be connected to the
globalising economy as well, particularly when they have the ambition to become a metropolitan
economy. In this section, the affected city-regions by network formation and international
relations are discussed. To better understand structural changes, a closer look is taken at the
characteristics of the metropolitan economies in the latter part of the section.

The growth of the economic potential of the city-region is not only based on productivity
growth, but also on the creation of new activities. Lambooy and Boschma (2001) argue that
successful metropolitan economies such as London and Paris consistently are able to reinvent
themselves due to a variety in the production structure, where other regions such as Walloon and
Ruhr are stuck in a single economic speciality with a path-dependent mindset for many years.
Kleyn and Tordoir (2002) conclude that the more successful metropolitan economies are able to
continue expanding their markets and create new economic activities.

Kleyn and Tordoir (2002:19) emphasize the importance of three strategic clusters for creating
a metropolitan economy: distribution, management functions, and creativity. Distribution services
give access to the market, and the basics of market size increase. All metropolitan economies have
a relatively large share on distribution and the market forces these firms to be competitive. This
contributes to what we call here the further integration of the metropolitan economy. Second,
the ability to manage transaction costs by creating a more efficient organisation of production
is crucial for the metropolitan economy. The managers of the international corporations require
and attract supply of strategic management, financial and legal services, consulting and other
specialised economic activities in the city-region. Third, creativity is a strategic sector, not only
in the artistic sense, but also R&D and entrepreneurship: labour that is concentrated in the
metropolitan areas. These three clusters of activities are the pillars for a further diversification
and productivity growth of the metropolitan economy.

These economic structure shifts have consequences for the production environment. The
increased importance of knowledge makes human capital the leading factor for businesses.
Business will follow high potential labour forces instead of the other way around. Crucial location
decisions of firms in the global economy favour well-accessible locations with spatial qualities
where a pool of high potential labour forces are available, factors that favour metropolitan areas.
Due to decreasing transportation costs, metropolisation of the poly-nuclear structure of the city-
region can take place in the Randstad and Flemish Diamond, as did mononuclear urbanisation
in cities such as London and Paris in the 20th century. The importance of infrastructure in the
city-region, with the development of urban networks, is therefore increasing. Infrastructure can
be seen as generating and structuring spatial developments (WRR 1998). Nevertheless, in the
end, not the infrastructure itself, but the real estate investments near infrastructure caused by the
relations between businesses are the important generators of economic development (Schrijnen
2000).
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2.3  Regional acting and benchmarking

The previous paragraph provided a general insight in competitiveness of globalising city-regions
with her main characteristics, as subject of academic debate. Competitiveness is not merely used
to analyse city-regions, it is increasingly used as a policy tool as well. What can the strategic
actors do to improve the city-region’s competitiveness? In answering this question we are faced
with institutional adaptation, the city-region as one actor and the difficulties of predicting future
developments.

In terms of evolutionary economics, the region has an important role to play in the innovation
process, as an incentive and selection device, where accumulation and reproduction of knowledge
in the region lead to a variety of activities (Boschma 2004, Boschma and Kloosterman 2003).
This variety plus complementarities of institutions is quintessential for the competitiveness of
the city-region. There is no superior or optimal institutional model that leads to greater successes,
but on the other hand it is not to deny that some institutional models are better than others.
In particular institutional arrangements that are part of a continuous adaptation process of
institutions are determining the success of the region; history shows that some regions are more
capable of dealing with this process of creative destruction than other regions. Therefore, we have
to focus on the institutional dynamics within the city-region. The competitiveness of the city-
region shows that the regions are thus becoming a meaningful and relevant entity that affects
the behaviour and performance of companies.

After this understanding, the questions arises whether regions are competing with each other
and if there is a zero-sum game or a positive sum game for the city-regions in this mutual
competition. In this debate, economists such as Krugman argue that companies compete, not
territories. Camagni (2001) challenges Krugman’s view and finds evidence of regions competing
on inflow of capital and other resources. John Friedmann (2001) expects city-region formation
for a limited number of city-regions that are the nodes and focal points of the globalising
economy, where city-regions have much to gain and nothing to lose by associating with other
regions in networks. It is crucial for these regions to find an appropriate form of governance and
city-regions are increasingly responsible for managing their own development.

“Nation-states may set the institutional fmmewor,é ﬁ;r regianal dewe/opmem‘, and per/.mpy pro'vide some

policy parameters and financial resources for local development. But the world’s major city-regions will
themselves become signﬁmnl actors, p/anm'ng, promoting, and guiding their own deve[opmem‘ within
a dynamic and continuously evolving global economy.” (Friedmann 2001:122)

Friedmann based his argument on Jane Jacob’s classic work Cities and the Wealth of Nations (1984).
The notion of city-regions as leading actors is also found in other recent studies. It is, however,
not always clear what are the common and leading interests of the actors in the city-region. There
is no single interest of all actors or one representative actor. To avoid this problem, it is better
not to see the city-region as one actor. Nevertheless, acting of the city-region in competition
with other city-regions is considered essential here. Therefore the focus is on the dominant
development coalition in developing the airport as a cityport in the city-region.” The critical
factor is the instrumentalisation of identity by region-builders and leaders of the development
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coalition (Keating 2001). The development of successful regions is partly path-dependent, but
also a continuous creation and recreation of cultures.

The process of creative destruction implies that despite path dependencies, new developments
occur spontaneously in a favourable embed. Therefore, long-term developments are hard to
predict. It is a rather complicated task to formulate the incentives and conditions for successful
regional policy-making (Boschma 2004).

One of the tools of policy-making that has become increasingly common in the 1990s is
benchmarking. Benchmarking city-regions is a way of monitoring the performance of firms
and regions in order to learn from best practises. Recent studies show this is a tool of limited
use; in particular learning from best practises from companies and regions with a different
milieu is meaningless (ibid.) The best example of this is the large number of ‘planned’ Silicon
Valleys in areas without an innovation and R&D milieu. Benchmarking European regions on
competitiveness for instance, does not show the factors that are behind the success or failure of
the region. Benchmarks as a policy tool show increased differences between regions, which is
quite in contrast to the policy aims of backward regions catching up (Kitson ez.a/. 2004).

It is nevertheless useful to compare the structure and performance of regions and to derive
general policy implications from benchmarking. It offers insight in the wide range of available
development paths for city-regions, and is very useful as a learning tool when it comes to
awareness and dangers of simply copying success stories. This is therefore also the ambition in
the next sections. The past, present and future competitiveness of the city-regions are compared.

'The following sections explore the past and present economic performance of the Randstad,
Frankfurt Rhein-Main and Tokyo Metropolitan Area city-regions by benchmarking indicators
such as economic structure, growth, productivity, and employment. A comparison is made in
international comparative perspective, of the city-region within the own country and on the
regional level. Then, chapter 2.7 provides insight on future development by analysing more
subjective indicators (infrastructure, governance, and business efficiency) that determine
the quality of the business environment of the case studies. The results of the analysis of this
investment climate are based on benchmark studies being updated and tested by interviews in
the case study city-regions. Finally, chapter 2.8 gives further insight on the future development
paths of the city-region as an acting entity, with particular attention paid to the integration
process into one metropolitan economy.

2.4 Regional economic performance of the Randstad

The regional economic benchmark includes national factors, regional performances and
investment climate. This paragraph first discusses the position of the city-region’s economy in
the international and national contexts and the relevance of national factors. The main reason
that this is discussed is that national factors are of greater importance in the regional economic
development than is often assumed and the national context is often ignored in comparing city-
regions.® Next, the economic performance within the region is benchmarked. The economic
performance offers an more objective and measurable insight in the current situation, in terms
of inhabitants, gross domestic product on the regional level (GDP), employment levels and
share of economic sectors.” Another tool of analysis singled out is the development of service
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Table 2.1 Economic command functions in global city-regions™

Ranks
City Population Banks Stocks HQ’s Air traffic  Olympics  Rolling
Stones

1 Tokyo 1 1 2 1 6 1 1
2 London 5 3 3 1 2
3 NewYork 5 4 1 2 5
4 Paris 2 4 7 2 2 3
5  Frankfurt 3 5 13 3
6  Amsterdam 12 9 7 2
7  Seoul 4 12 5 13 1
8  Brussels 7 17 2 3
9  Minchen 9 9 20 1
10 Zirich 14 7 9
Source: Short et.al. 1996

GDP per worker 2001 (€) —

(143 407 - 45 000
[ 45 000 - 55 000
[ 55 000 - 65 000
I 65 000 - 75 000
I 75 000 - 75 708

Figure 2.1 GDP per worker in Dutch provinces (Source: CBS Statline (2005))
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industries, to have a rough insight in the sector structure of the regional economy. Finally, the
employability of jobs per 100 citizens expresses labour participation and activity of citizens, since
in international comparisons unemployment definitions are different between countries and in
Germany even between the local and national level.

Randstad, Frankfurt Rbhein-Main and Tokyo in international perspective

Most city-region studies focus mainly on the service sector’s economic control function as
leading industries in globalisation (Sassen 1991, Friedmann 1986, 1995). Short (ez.a/. 1996) provide
a wider view on city-region development than merely economic control functions, despite its
dated character (see Table 2.1).

Frankfurt and Amsterdam/Randstad are comparable in terms of position in the hierarchy of
city-region, both ways behind the global city Tokyo. Table 2.1 shows the dominance of Tokyo,
London and New York in terms of command functions over other global cities, particular in
terms of banks, stocks and headquarters. Frankfurt and Amsterdam are part of a large middle
group of globalising city-regions. Olympic games hosting and biddings and Rolling Stones rock
concerts are important cultural indicators with economic importance. Tokyo scores relatively low
in air traffic due to dominant domestic travel.

The Randstad in national perspective

After putting the case study areas in an international comparative perspective, a national
and regional perspective is necessary in order to obtain further insight in the city-region’s
performance. The territorial definition of the Randstad is disputed, since there are no social-
economic indicators that single out a specific territory. The Randstad is located in the provinces
Noord-Holland, Zuid-Holland, Utrecht and Flevoland, and is the residence for almost 40% of

GDP per worker 2001 (€)
(143 407 - 50 000
150 000 - 60 000
[ 60 000 - 70 000
I 70 000 - 80 000
I 80 000 - 87 573

Figure 2.2 GDP per worker in the Randstad® (Source: CBS-Statline (2005))
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Dutch citizens.” The Randstad city-region contributes almost half of the national income (see
Figure 2.1), with productivity levels over €60.000, with the exception of the blur picture of the
mainly residential region Flevoland. Provincially accounted gas revenues blur the position of
Groningen in Figure 2.1.

GDP/worker 1996-2002
[ 118%-35%
[135%-45%
[ 45% - 55%
B 55% - 65%
B 65% - 77%

Figure 2.3 GDP growth in the Randstad (Source: CBS-Statline (2005))

Jobs 1996-2004
|-3% -5%
_ 15%-15%
I 15%- 25%
B 25% -37%

Figure 2.4 Job growth in the Randstad (Source: CBS-Statline (2005))
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Within the Randstad, the share of the GDP of the four main agglomerations of Amsterdam,
Rotterdam, Den Haag and Utrecht increased from 31.9% to 34.1% in the 1988-1998-time
period (Kleyn and Tordoir 2002), after a long period of falling behind in the 1970s and 1980s.
These urban areas can catch up in terms of regional product in comparison to other European
metropolitan areas. Particularly the northern wing of the Randstad, Amsterdam and Utrecht,
benefits from the business service industries, and shows the highest income levels. In the period
1993-96 particularly Flevoland, southern Gelderland, southeastern Noord-Brabant and Utrecht
have shown a larger growth of gross regional product than the Randstad’s main cities.”

The Randstad in regional perspective

The Randstad’s main cities have their own specialisation. Amsterdam is the financial and
business services centre and dominant hub for air transportation, as well as the a major harbour.
The greater Amsterdam includes harbours and steel mills in IJmond. This steel mills and harbour
area in IJmond area has developed in terms of employment, but lacks in productivity (see
Figures 2.2-2.5). The capital is the main city for headquarters of banks and multinationals and
is with Gooi-Vechtstreek a major concentration of employment for media. The transportation
sector dominates in Amsterdam Schiphol airport and the western harbour area. Rotterdam
used to be the largest seaport in the world and is the prime transportation hub for bulk goods
in Western Europe with an increasing offshore industry and a declining shipbuilding industry
(Tummers and Schrijnen 2001). In recent decades, Rotterdam developed a broader economic
basis with university and cultural institutes but yet with limited economic success. Den Haag
is the governmental capital, the queen’s residence, location of embassies and other international
political institutes as the international war tribunal. This combined with the presence of national
telecom and insurance companies headquarters, the economy in Den Haag has developed rapidly
in the last decades, partly due to its strong focus on service sectors (ibid.).

Jobs per 100 inhabitants 2002
[ 143-44
[ 45 - 46

20 km [ 47 - 48

Figure 2. Employability in the Randstad (Source: CBS-Statline (2005))
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Utrecht is the hub of the national railroad network and therefore developed as a centre for
national corporate headquarters for service and software (i4id.). The rapidly growing university
area is partly the reason for the high education level and high-income growth of citizens in
the Utrecht region. The regions of Leiden-Aalsmeer and Westland are the centre of the still
highly productive flower trade and horticulture. Gooi-Vechtstreek and the Haarlem sub-region
are the elite residential areas east and west of Amsterdam. Since the core of the Randstad is
the protected Greenheart, spill-over of economic and spatial dynamics is directed towards
the reclaimed province Flevoland, in particular Almere, the Randstad’s fifth largest city. With
Almere, in the 1990s other medium-sized towns as Amersfoort in the Utrecht region and Leiden
developed rapidly due to economic overpressure in the four largest cities and despite their less
outspoken socio-economic profiles.

The end of the 1990s has shown a growth of larger and medium-sized cities in the Randstad.
Particular attention should be paid to the larger Amsterdam region, with a GDP per worker
of €87.573 comparable with other major European capitals. High commuter levels blur the
productivity levels of Flevoland and East-South Holland. Nevertheless, the employability
is equally distributed in the Randstad, with 45 jobs for every 100 inhabitants (Figure 2.5). In
particular IJmond is set backward in terms of GDP growth (Figure 2.3). With the exception of
Delft-Westland, and stagnating Haarlem, all regions were able to create new jobs, as Figure 2.4
shows. Even the main cities could, in contrast to London and Paris, decrease unemployment in
combinations with income growth.

In the Randstad, the relatively equal distribution of employment and income and the
relatively strong emphasis on service sectors is striking. With the exception of manufacturing in
the southeast of Holland and Zaanstreek, steel mills in IJmond, and horticulture in Westland,
all regions have four-fifths of their employment productivity in service industries. A large
share of services is characteristic for metropolitan economies, parallel to a knowledge-intensive
innovative manufacturing. This R&D is relatively weak developed in the Randstad, with a single
concentration in Delft University of Technology campus. Amsterdam benefited more from the
economic booming period than the Rotterdam region did in the 1990s. Medium-sized cities
such as Haarlem and Leiden have a high percentage of services, although show slower economic
growth figures because of a scarcity of space for business expansion.

'The economic downswing in 2002-2005 in the Netherlands affects the economic performance
of the Randstad regions as well. Amsterdam’s business service industry and particularly
information technology made a fall in terms of employment. The importance of services is thus
tempered in periods of lower economic growth. The larger Amsterdam area near the airport,
Haarlemmermeer, continued to grow at a lower pace. In 2004, it was only Flevoland that made
up arrears and continued to create jobs where all other Dutch provinces lost employment.
Amsterdam is recovering from the current recession, where the south wing continued to lose
jobs until recently (CBS Webmagazine 2005).

In sum, the regional economic performance of the Randstad city-region can be characterised
as trade- and business-oriented, with equally spread employment and income. The high labour
productivity in Amsterdam is an exception and competes with other European capital regions.
The lack of variety in performance between the sub-regions does not differentiate the Randstad
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city-region entity from other regions in the Netherlands. In particular due national factors, the
Randstad’s economy flourished in the 1990s and declined more recently.

2.5 Regional economic performance of Frankfurt Rhein-Main

Frankfurt Rhein-Main in national perspective

The 1990s and 2000s German economic crisis with unemployment, labour market bureaucracy,
pensions, social welfare contributions and strikes do have a considerable impact on the regional
economy of the case study. In an international comparison of globalising city-regions, it made
Frankfurt Rhein-Main perform worse than other city-regions, mainly due to the national
factors. In terms of population and contribution to the GDP, the state Hessen is of average
size for German standards and comparable in size to the Randstad city-region. Bayern and
Baden-Wiirttemberg perform best, particularly around Miinchen and the Stuttgart suburb, and
Karlsruhe. The northern and eastern states show worse economic performances (Focus-Money
2003).

The relative importance of Frankfurt Rhein-Main should however not be underestimated. First
the productivity per employee is the highest after Hamburg. But more importantly, Hessen
differs from the Frankfurt Rhein-Main city-region that also includes parts of high productive

GDP per worker 2000 (€)
[ 37940 - 40 000
[ 40000 - 50 000
1 50000 - 55 000
[ 55000 - 60 000
[ 60000-74510

100 km

Figure 2.6 GDP per worker in German states (Source: statistik-portal.de (2005), Freund (2002))
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parts of Bayern and Rhineland-Pfalz. In the end, Frankfurt Rhein-Main in southern Hessen
covers 4% of the German area, includes 6% of the total population and, the inhabitants add 8%
to the national income (IHK 2003). Since the 1950s, unemployment rates have been constantly
up to 3% lower in Frankfurt Rhein-Main than the German average. Hessen's GDP of €64.289
per employee is around 20% higher than the German average, the second highest after the city-
state Hamburg (Figure 2.6).

Frankfurt Rhein-Main in regional perspective

The northern and middle parts of the state Hessen perform on an average level in Germany
(IBH 2002). Unemployment in the northern part (8,7% in 2001) and central part (6,8%) of
Hessen remains higher than the more successful economic performance of southern Hessen
(5,8%). The Rheinland-Pfalz sub-regions of Alzay-Worms and Mainz-Bingen, however, develop
best in the city-region (Figure 2.8 and 2.9). Frankfurt, Hochtaunus and Main-Taunus districts
follow the Rhineland.

Frankfurt’s share is around 25% of Hessen's GDP, which dropped from 33,4% in 1988
(Gutberlet 2002). The other main cities Darmstadt, Offenbach, Wiesbaden, Aschaffenburg,
Mainz and Worms together contribute another quarter to the GDP, a stable share compared to
1988. The other half of the total production in the city-region, with an increasing share over time,
can be found in the less urbanised counties of towns and villages.

In Figure 2.7 Frankfurt’s high labour productivity is remarkable. This is mainly explained by the
fact that two-thirds of Frankfurt’s jobs are filled with people living outside the city (Gutberlet
2002). The high productivity makes Frankfurt am Main the nerve centre of the German economy,
and the growth engine of the region (Freund 2002). Frankfurt and the direct neighbouring
counties in the ‘Speckgiirtel’ (Grofi-Gerau, Hochtaunus and Maintaunus) base their added value
on three economic pillars and their spin-off: the banking district, the airport and the convention
centre Messe.

First, the airport offers direct work to 62.000 employees. The freight transportation in
the airport is the largest, with passengers’ transportation ranking as the second largest on the
European mainland. There is a spin-off towards the catering, hotels, cleaning and retail industries
in the direct environment. Second, Frankfurt’s CBD is the main location for banks and insurance
companies in the European mainland. After Germany was split in a western and an eastern part,
banks moved to Frankfurt, a city with a specialised banking tradition and stock exchange since
the Middle Ages. The banking quarter directly offers about 65.000 jobs (Freund 2002). Back
offices and supplying financial services are found in neighbouring counties with lower taxes. The
third economic pillar is the Frankfurter Messe that employs only 625 persons but functions as
a magnet for the city: every year about 50 conventions are held that attract over two million
visitors. The direct and indirect spin-offs are considerable, particularly in hotels, tourism and
shopping in Frankfurt’s downtown. Additionally, the importance of the media sector in the
region is often underestimated; Frankfurt has the largest concentration of media employment in
Germany.

Over time, the surrounding cities of Darmstadt, Offenbach, Wiesbaden, Aschaffenburg, Mainz

and Hanau, within which many downtown areas were destroyed in the war, created their own
economic position in the Rhein-Main region (Freund 2002).
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The former artist city Darmstadt could be a typical bureaucrats’ city due to its long history of
governing the region. However, during the last decades Darmstadt has developed as the science
and technology centre of the region and is allowed to call itself Wissenschaftsstadt. The city has a
manufacturing character that could offer centrally located sites in the after-war era for low prices.
This background combined with a science tradition created the environment for innovative
industries, with particular growth in the software industry.

Hessen capital Landeshauptstadt Wiesbaden could combine hard location factors
(accessibility) with softer location factors (culture), establish a flourishing economy with an above
average GDP of €66.829 (Figure 2.7). Wiesbaden was able to maintain its profile of a city with
an emphasis on the quality of life: in the 19th century starting as a bathing city, and in the 21st
century added with conventions, consultants and governmental functions sprawled over the city.

Neighbouring media city Mainz is the capital of Rhineland-Palatinate with a relatively
prosperous economy of GDP s55.977 per worker and substantial growth. Mainz has a
mixed economic structure with 80,9% services. Capital governmental offices mainly cause
this. Furthermore, Mainz specialises in media (ZDF headquarters) and specialised glass
manufacturing.

Offenbach am Main developed in the 19th century in the shadow of Frankfurt as a chimney-
free manufacturing city. The former Landesfabrikstadt is specialised leather, metal and machines.
Because of the industrial image and the less attractive accessibility, the city has grown only 42%
in the 1988-2001 period (see Figure 2.8) and shows the highest unemployment rate of Frankfurt
Rhein-Main.

Neighbouring city Hanau is well known for its former nuclear industry and gold work, but
is particularly specialised in chemical industries and medical equipment. The metal, measuring
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Figure 2.7 GDP per worker in Frankfurt Rhein-Main (Sources: Hessische Kreiszahlen
1989,1996,1999,2003, PVFRM (1997, 2002) Gutbarlet (2002))
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apparatus and electric industries are still important for the city, but Hanau had problems in
transforming to a service-economy structure. In particular, the decision to stop using nuclear
power hit the city hard and led to a decrase of high qualified labour, increase of unemployment,

GVA 1988-2001

1 21% - 50%
[ 50% - 75%
[ 75% - 100%
I 100% - 128%
Figure 2.8 GVA growth in Frankfurt Rhein-Main (Sources: Hessische Kreiszahlen
1989,1996,1999,2003, PVFRM (1997, 2002) Gutbarlet (2002))
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Figure 2.9 Job growth in Frankfurt Rhein-Main (Sources: Hessische Kreiszahlen
1989,1996,1999,2003, PVFRM (1997, 2002) Gutbarlet (2002))
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Figure 2.70 Employability in Frankfurt Rhein-Main (Sources: Hessische Kreiszahlen
1989,1996,1999,2003, PVFRM (1997, 2002) Gutbarlet (2002))

and lowest growth of gross value added (GVA), resulting in a low €20.644 per capita income
(Figures 2.7-2.10).

Aschaffenburg is traditionally the centre of the Bavaria’s clothing industry and supplying
services, explaining the smaller size of the service industry. Similar to the Taunus area, this sub-
region played the tax-competition relatively hard, and in combination with an attractive living
environment could attract businesses and services just within her border and as Figure 2.9 shows
created new jobs in the last decade.

Figures 2.7-2.10 also offer an overview of the economic performance of smaller sub-
regions in Frankfurt Rhein-Main. In Rhein-Main the west-east contrast is remarkable: the
Hochtaunuskreis and Main-Taunus grew rapidly in terms added value and jobs. Offenbach,
Darmstadt and Odenwald in the east are the only sub-regions that faced a decline of jobs in the
last fifteen years. The attractive northwestern Taunus mountain living environment, accessibility
to airport and highways, economic structure and education level are the main explanations for
these diverse developments in this so-called Speckgiirte/ (Freund 2002). The high productivity
per employee in the car manufacturing industry in Russelsheim is furthermore remarkable.
This is part of the southern ring of R&D intensive manufacturing, the locally so-called
Produktionsgiirtel.

In sum, the differentiation of income and employment is striking in the regional economic
performance of Frankfurt Rhein-Main. Therefore, the conclusion drawn by Jacobs (2000:146)
that the cities in Rhein-Main could be seen as merely suburbs of Frankfurt cannot be upheld.
'The dominance of Frankfurt’s banking and airport sectors is without doubt, but the variety of the
regional economic sectors in the cities and towns and clear economic profile makes the region
strong as a whole, reflected in Frankfurt’s losing share in the regional economy. The specialisation
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and variety of economic sectors makes the city-region less vulnerable in times of economic
structural change and sector process of creative deconstruction.

2.6 Regional economic performance of Tokyo

Tokyo in national perspective

The Tokyo Metropolitan Area or southern Kanto (Saitama, Chiba, Tokyo and Kanagawa
prefectures) is not only the urban and political centre of Japan; it is also the economic core of
the country and a global city. In the metropolitan area, where a quarter of Japan’s citizens live,
employment adds roughly 30% to the GDP on 3,6% of the country’s surface (Chorus 2002).
Almost half of the headquarters of national companies are located here (43%) and most
headquarters of international firms can be found in the Tokyo Metropolitan Area (88%).

In structural and institutional analysis of Japan’s economic problems, Porter, Takeuchi and
Sakakibara (2000) found two Japans: the Japan of international leading sectors that are often
cited as the famous model of bureaucratic capitalism, and the uncompetitive Japan of economic
sectors that are strictly regulated and protected by government, which lack innovation and
competition. The first Japan is carrying on and balances out the deficits made in the second
Japan. The fast economic growth established the institutional context but actually hindered
further development of less competitive sectors as retail, food, and construction. Studies
emphasized the successful bureaucratic capitalism of the government of coal (1950s), steel and
shipbuilding in Kansai (1960s), and semiconductors (1970s) and computers (1980s) in Kanto. In
the 1990s headquarters, education, culture and media increasingly clustered in Tokyo with the
international financial and management functions of the service economy (Porter ez.al. 2000).

'The economic performance of Tokyo and Japan cannot be understood without the context of the
general economic stand still of Japan in the 199os, after the steady and rapid economic growth
that led to the climax of the bubble economy in 1989. The last ten to fifteen years are also known
as ‘the lost decade’but is actually an economic standstill in contrast. A lack of private investments
and spending was mainly compensated by investments of the public sector, in particular public
works (see McGormack 1996). Therefore, most Japanese did not consider economic problems
as severe. Unemployment remains relatively low, income levels stable and prices deflated. In
particular in centralised nation states such as Japan, one can expect that the Tokyo city-region is
following national trends and has few opportunities to escape from the economic standstill.

In terms of productivity under €60.000 per employee Hokkaido, North-East Japan, Kyushu and
Okinawa are still behind the Japanese average (see Figure 2.11). Amongst all Japanese regions,
Kyushu showed a considerable growth in the last decade, which is mainly explained by the
development of the city of Fukuoka. Most regions had a stable share of the GDP, although
southern Kanto and Kansai had a strong decrease in the share of the GDP in the 1990s
(Cabinet Office 2003). Nevertheless, the regional economies of Tokyo, Nagoya and Kansai are
still disproportionally large compared to the population and have higher GDP per worker levels,
where Nagoya even overtook the Kansai cities.” The manufacturing sector in Tokyo that left the
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Figure 2.11 GDP per worker on Japan’s islands (Source: Cabinet Office Japan (2003, 2005))

capital in the 1990s moved north, partly because of governmental regulations, boosting northern
Kanto’s economic performance.

Tokyo in regional perspective

Tokyo’s population grew extremely rapidly in the 1950s, from six to over nine million. The speed
slowed down in the 1960s and 70s and stabilized in the 1990s to twelve million inhabitants.
Despite the recent stabilization and even slight decrease, the pattern within Tokyo is still
dynamic. As Cybriwsky (1998) argues, in the 1990s Tokyo has become an ‘urban donut’ with
a sprawl of people from the central business wards to the surrounding wards and suburbs.”
The economic recession with decreasing land prices and Tokyo’s continuous attractiveness as a
residence made it possible for citizens to return to Tokyo more recently. Figures 2.12, 2.13 and 2.14
display the indicators of economic and demographic development of Greater Tokyo in the last
decades.

Figure 2.14 shows that despite the economic standstill, 40% of the jobs in Tokyo are concentrated
in the 5-ward area of Chiyoda, Chuo, Minato, Shinjuku and Shibuya, where service industries
are concentrated. Employment concentration in combination with the relatively few citizens
living in downtown Tokyo, leads to extreme differences in employability. Chiyoda has up to
100 times more jobs per 100 inhabitants than remote wards and the average of the cities in the
table below. The downtown area suffered more than the average in Tokyo, but did not see a
double digit decrease in jobs and establishments of firms such as in the northern wards of Taito,
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Sumida, Toshima, Itabashi, Adachi and Katsushika as shown in Figure 2.12. These areas suffer
from a relatively large manufacturing sector, the sector that already left more vital parts of Tokyo.
Despite proximity of Haneda airport, and high absolute numbers of jobs and establishments,
the economic performance of Ota-ward is poor (Figure 2.12). Ota used to have many small and
medium sized enterprises, in particular factories and logistics that are apparently rapidly leaving
the southeastern ward. The most recent economic trends show a slight economic improvement
of the disadvantaged eastern wards based on (sub)culture and affiliated tourism.

Outside the central 5-ward area, employability is more stable than in downtown Tokyo
with 45 jobs per 100 inhabitants. Economic downswing is found in most wards with extremely
bad performance of some countryside villages and peripheral cities that are not mentioned in
the table. In contrast, the Tama and Hachioji new towns and Fuchu, with double-digit growth
Figures (Figures 2.12, 2.13), seem to be unaffected by the economic standstill in the rest of Japan.
The employability rates of the new towns show that people suburbanised and jobs on more
affordable followed later.

In Saitama jobs and establishments are overwhelmingly concentrated in the national appointed
growth centres Urawa and Omiya, currently merged to Saitama City. Economic development
is concentrated in southeastern Saitama, close to the 23-wards of Tokyo, besides Saitama City
inKawagoe, Kawaguchi and Tokozawa. Despite job concentrations, the employability rates are
average in Saitama. Northern located Kazo shows high economic growth numbers, but with
25,482 jobs is still small in size (Figure 2.13). In comparison with Tokyo, the high growth rates
of jobs in Saitama and low decrease of establishments is remarkable, and might imply Saitama’s
relevance as a more affordable option in the Kanto region.

Chiba prefecture experienced a remarkable 6,5% growth of jobs in a decade of stabilization in
Japan. However, within the prefecture there are clear differences in economic development.
Chiba’s growth centres show a mixed result: Chiba City and New Town (7,3% more jobs), Narita
Airport (19,2%), Funabashi-Makuhari (5,1%) did well but the planned R&D center Kisarazu:
connected to Tokyo with an expensive Aqualine bridge-tunnel combination, (-6,1%) performed
worse (Figure 2.13). However, it is Uruyasu, the location of Tokyo-Disneyresort, that grew from
a village to a city and faced a explosion of jobs in the last two decades with the second highest
employability rate in Chiba in 2001. Second best after Uruyasu, the Narita Airport City region
with Narita, Sakura, and Togane also showed double-digit growth Figures. Narita City has a
remarkable high employability rate of 89 jobs per 100 citizens, one of the highest in the capital
region (Figure 2.14).

In southern Kanagawa, the coastal centres of Yokohama and Kawasaki dominate the
demographic and economic development. Kawasaki faces severe economic structural problems
caused by manufacturing outsourcing, and could not benefit from the nearby development of
Haneda airport (Figure 2.12). Nevertheless, Kawasaki’s employability rate of 4o is still average,
where well-connected Atsuki show exceptional high employability rates (66 jobs per 100
citizens). Kanagawa prefecture in general has a similar decline of jobs and companies as Tokyo,
where the exceptions are the concentrations in Sagamihara and Atsuki, west of Yokohama and
directly south of Tokyo, where R&D-related manufacturing developed rapidly in the 1990s
(Sorensen 2001).
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Figure 2.12 Establishment growth in Tokyo Metropolitan Area (Sources: Tokyo Statistical
Yearbook (1992, 2002); Establishment Census (1996, 2001))
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Figure 2.74 Employability in Tokyo Metropolitan Area (2002) (Sources: Tokyo Statistical
Yearbook (1992, 2002); Establishment Census (1996, 200r1))

In sum, in the last decade, the prefectures surrounding downtown Tokyo showed a better
economic performance than Tokyo itself. There is nevertheless no doubt about the dominance of
the 5-ward area in central Tokyo as the centre of the region. After a difficult start in the 1970s and
1980s, the appointed growth centres in the region flourished in the 1990s, and can now be seen as
serious nodes that shape a polycentric network around Tokyo. These growth centres of Hachioji
and Tachikawa in the west, Saitama in the north, Chiba, Narita, Urayasu and Funabashi in the
east and Yokohama and Kawasaki in the south, these economic-geographical concentrations are
encircling Tokyo, creating a polycentric city-region.

2.7  Quality of the business environment

The previous sections have given insight on the economic development of the city-region case
studies. The second part of the benchmark, the quality of the business environment or investment
climate, is more subjective and more future-oriented. These studies rely on the answers of
entrepreneurs and the benchmarks of specialised agencies. First, general notions on the quality
of the business environment on the national level are briefly addressed. Then, closer attention is
paid to the strong and weak indicators of the regional investment climate.

'The overall economic performance, according to the World Competitiveness Report (IMD 2005)
analysed on the national level, is based on four elements: economic performance (as described in
2.4-2.6), government efficiency, business efficiency, and infrastructure for fifty selected OECD
countries. In general, all three case studies are losing competitiveness in terms of business
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environment compared to other countries in the world. For Germany and Japan, in particular
efficiency of both governmental institutions and business are problematic. Recently, Japan’s
business efficiency (labour market, finance, management and attitudes) is slightly improving.
In the Netherlands, fiscal policies and public finance are still weak, but the governmental
efficiency is in general higher than in Germany and Japan. Furthermore, the Dutch institutional
framework and business legislation in particular are improving. Germany and in particular the
Netherlands are lagging behind Japans excellent infrastructure in general, and outstanding
scientific, technological and educational infrastructures.

After this general overview, it is essential to have a closer look into these categories and into
the region. We draw here on benchmarks in northwestern European regions and extend it with
Tokyo, in terms of market relations, business climate and image. The quality of market relations
in the regional investment climate in Frankfurt Rhein-Main is valued best in Western Europe
(Ecorys-NEI 2001). The enormous potential of the Tokyo market with cooperation, competition
and complementarities is outstanding, in particular in combination with the high quality demand
of the Japanese buyers.

In Table 2.2 there are considerable differences between the case study city-region in terms of
quality of production environment.” In the 1990s economic booming period, scarcity of skilled
and motivated labour developed in the Randstad, but with the recent downswings in terms of
quality that is no longer an urgent issue. Randstad and Frankfurt Rhein-Main are stepping
stones for talent to global cities as London and Tokyo. The Japanese market is more stable;
Tokyo continuously attracts the quality and quantity of labour the regional market needs to
continuously develop, partly brain draining other regions in Japan.

'The availability of houses is problematic in the Randstad due to a lack of high-end residential
areas, in Frankfurt due to high rents, and in Tokyo due to a general lack of quality and high rents
of apartments and houses (Table 2.3). The position of crime in the benchmark for Frankfurt is
misleading since all illegal refugees entering Germany by Frankfurt International Airports are
counted in the local crime statistics.

Table 2.2 Best performances of the case studies’ business climate

Rank Randstad Frankfurt Rhein-Main Tokyo-Japan

1 Air transportation Air transportation Rail and public transportation
2 Water transportation Market relations & services Domestic suppliers

3 Financial market Telecom infrastructure Public investment R&D

4 Freight rail transport Education facilities Education

5 Competition Freight rail transport Buyer sophistication

6 Market size Public transportation Quality research labour

7 Available offices Financial market Competition

8 Services Services for residents Regulatory standards

9 Suppliers Quality industrial sites Tax

10 Urban environment Accessibility by road Technological infrastructure

Source: Ecorys-NEI (2001), Porter et.al. (2000), IMD (1995, 2005), Takeuchi (2001)

51



The second main problem in the Randstad is infrastructure accessibility, particularly in
Amsterdam, Den Haag and Utrecht. The infrastructure is valued even less than in congested
Paris and London, and appreciated more than the less urbanized areas in and outside the
Randstad. Frankfurt Rhein-Main and Tokyo’s regional integration is well developed due to
excellent regional transit systems. In these city-regions rail transport is a competitive advantage.
This is in contrast to the Randstad where the lacking coherence in the polycentric region is the
most important reason for entrepreneurs to not see public transportation as a serious alternative
to accessibility by car, particularly outside the main cities (cf. Jacobs 2000). In the Randstad,
water transportation is still a competitive advantage. Most striking is that in both Frankfurt
Rhein-Main and the Randstad, the airport is seen as the main competitive edge. This is in sharp
contrast to Japan, where air transport is considered as weakness number five, slightly better for
the Tokyo region but still considered as a disadvantage.

In the international benchmark Frankfurt’s government is seen as relatively strong due a
positive attitude of the regional government. Frankfurt entrepreneurs’ main problem is the tax
climate however, in particular corporate tax, despite the fact that many European cities perform
even worse (Ecorys-NEI 2001). Particularly, the direct competition on corporate tax amongst
towns in the Rhein-Main area is one of the critical issues of political debate. Furthermore,
subsidies and incentives are not considered as very valuable for economic activities. The
Randstad and Tokyo do not have tax competition and therefore also less financial incentives
for distinguished regional development. For Tokyo, low VAT tax is a major advantage. Foreign
direct investment (FDI) inflow into Japan’s economy is, with 1,1% adding to the GDP in 2000,
still extremely low compared to for example Germany (22,4%), and is the limited access to the
Japanese market is one of the most important national factors hampering the development of
regional economies as Tokyo (ACC]J 2004).”

The limited access to markets for foreign companies and start-ups protects the interest of the
current major entrepreneurs, although the regulatory standards also lead to the advantage of
higher product and services quality. Japan’s competitiveness is mainly caused by the intensity of
local and domestic rivalry in combination with high quality demands. Although he quality of
education and research are in international perspective good, the quality of management schools

Table 2.3 Worst performances of the case studies’ business climate

Rank Randstad Frankfurt Rhein-Main Tokyo-Japan

Market access
Computer utilization

Availability & quality labour Tax climate
Availability & quality housing Crime

Education level
Accessibility by road

Attitude labour

Crime

Tax climate

Public transportation
0 Wage level

= OV 0 N O U1 » W N =

Attitude governments

Available housing
Available labour
Office rents

Subsidies & incentives
Water transport

Rents industrial sites
Competition
Education level

Financial markets

Quality business school

Air transportation

Openness public sector contracts
Port infrastructure

Bureaucratic red tape

Road infrastructure

Antitrust policy

Source: Ecorys-NEI (2001), Porter et.al. (2000), IMD (1995, 2005). Takeuchi (2001)
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is nevertheless disappointing. The famous government R&D investments are exaggerated: the
actual governmental contribution is much lower than is supposed, and managers do not consider
R&D consortia to be important for the economic performance (Porter ez.al 2000). Japan’s
best and worst performances are in contrast to the Randstad area, where market access is the
competitive edge and labour market quality and availability is limited.

An additional location factor is culture. Tokyo, Amsterdam, and to a lesser extent Rotterdam
and The Hague are the national centres of culture, with the famous museums, opera, and cinemas.
For Frankfurt, this issue is more complicated and subject of debate, since Berlin has more culture
to offer, due Frankfurt’s image as a working city. Nevertheless new projects such as Museumufer
in Frankfurt contribute to the city-region’s culture base, and challenge the established image (for
a detailed discussion, see Van Aalst 1997).

In sum, the benchmark survey offers an overview of the quality of the business environment in
terms of market relations, business environment and image. The quality and availability of labour
is high in Tokyo, but problematic in the Randstad. Japan’s business efficiency is sluggish, but the
size of the market and high quality demand makes market relations excellent. In the contrary,
the Randstad is open but small in size. Tokyo’s rail infrastructure is a major advantage, but
airports are seen as less well developed in the city-region. Frankfurt scores excellent in rail, road
and airport infrastructure. Airport in the Randstad is considered a competitive edge, but roads
are congested and public transport is not taken seriously. Tax competition is severe in Frankfurt
Rhein-Main, and not harming business investments seriously in the other cases.

2.8  City-region formation in the case studies

The analysis of economic performance and quality of the business environment emphasises the
importance of developing a metropolitan economy that integrates the city-region, increases scale,
with wider variety, higher standards, better access and more competition. Processes of city-region
formation stimulate the process of regional integration that provides more variety on larger
markets that city-regions need in able to specialise and take position in the new global hierarchy.
The question rises if and how this takes place in the case studies. In order to answer this, the
history of political and bureaucracy initiatives are explored, as well as more recent bottom-up
private and public initiatives that are of the increasing importance.

City-region formation in the Randstad
The ambition in the Randstad to develop towards a metropolis that can compete with other
globalising city-regions was particularly examined in three different periods. According to
Zonneveld and Verwest (2005) the discussion was raised in times of economic recession (1980s),
and in times that the Randstad had to compete with other metropolises (1950s and 1990s). Here
we will discuss these periods and see if and to what extent the Randstad could become successful
in the formation of a coherent and competitive city-region. The changing way of thinking about
the Randstad region can best be described upon the national planning memoranda and private
initiatives over time.

'The precursor of the first national planning memorandum, De ontwikkeling van het Westen
des Lands (Rijksdienst voor het Nationale Plan 1958), sees the Randstad as a circle of sprawling
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agglomerations without a defined centre. This incoherent spatial pattern was considered as
a major advantage compared to congested and overcrowded cities with over than one million
inhabitants such as Paris and New York (Dijkink 1990). Proponents of further development of
the western part of the Netherlands introduced the double planning concept Randstad-Green
Heart, which refers to the ring of cities around the wetlands in the geographical centre (see
Faludi and Van der Valk 1994). Opponents in the 1950s point at the fact that this Randstad area
does not function as an social-economic unit at all, and fear the metropolitan ambitions in the
Randstad-Green Heart that would lead to congestion and overcrowding.

The second national planning memorandum (Zweede Nota 1966) is a continuation of the
general view of spatial redistribution from the urban-economic centres to the disadvantaged
regions, including redistribution within the Randstad city-region. The common thinking, argued
by Dijkink (1990), was that a metropolis in the Randstad would furthermore increase inequality
in the Netherlands. Therefore, his minister banned a publication of former national planning
agency director Hazelhoff on the need of a metropolitan E-milieu. This currently non-existent
‘super-urban quality milieu with allure and élan’ would, in his view, be complimentary to the
officially distinguished locations for agriculture (type A), villages (B), towns (C), and cities (D)
in this planning memorandum.

'The discussion over the development of the Randstad as a city-region changed tracks in the
1980s (Zonneveld and Verwest 2005). Economic recession planning was more than before forced
to focus on economic aims rather than the metropolitan shape. Concentration was no longer
the worst imaginable development, and the economic potential of the major cities, in the face
of crisis, should be applied (Dijkink 1990). This line of reasoning started in the third national
planning memorandum (Orienteringsnota 1975) and continued in the fourth (VROM 1988),
where it was said that regions should develop based on their own strengths, and urban nodes of
concentration were appointed (cf. Korthals Altes 1995). The Randstad developed as the western
wing of a larger network of central cities in the Netherlands. It, however, turned out politically
unacceptable that the discussion over the structure of the Randstad did not lead to conclusions
over the urban design of the Randstad (Zonneveld and Verwest 2005). Furthermore, provinces
and cities were unable to come to a metropolitan development scenario. For the second time,
temporarily, the debate over the city-region faded away.

In the 1990s the discussion on the Randstad as a metropolis ran high for the third time. Similar
to the 1950s, the debate was intended by the challenge to compete with other globalising city-
regions. Nevertheless, there were crucial differences to the former discussions. First, it was more
or less agreed upon that the Randstad is not a typical metropolis (Dijkink 1990, Zonneveld and
Verwest 2005). Despite the failed policies of the cities to establish metropolitan policies in the
last decades, the Randstad is not, but still can become, a metropolitan area, De Boer argues
(1996). Second, and more important, the bottom-up development of both public and private
actors interested in creating a metropolitan economy evolved. Private initiatives were taken to
discuss the further development of the Randstad,” which finally resulted in the establishment of
the Deltametropolis Association (1998).

The main objective of the Deltametropolis Association was to make use of the potential of
the delta area by transforming the current incoherent region with individualistic medium-sized
cities into a coherent metropolis. This however indirectly implied improvement of the Randstad’s
infrastructure and therefore was politically connected to the Rondje Randstad project of the
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high speed rail loop line between the four largest cities in the Randstad. The Deltametropolis
Association think-tank and lobby group was eventually successful with the (political)
embracement of Deltametraopolis as substitute for Randstad in the precursor of the fifth national
planning memorandum (2001).” The discussion on the metropolitan ambitions, however, led
to the political sensitivity (in particular expensive) of the Rondje Randstad and the conclusion
that the Randstad is not the appropriate spatial scale for social and economic activities of most
citizens.” These critiques are recently one of the reasons to bring the well-established name
Randstad back on the agenda as Randstad Holland, with an aim of merging provinces and
increasing planning tasks on the Randstad level.”

Until today, Bureau Regio Randstad, the Randstad coordinating platform’s tasks are very
limited, and it is only equipped with tools to improve relationships between provinces, major
cities and national governments on a voluntary basis. Since the Randstad covers almost half
of the Netherlands, the national government and policy makers are reluctant to establish the
Randstad as a constitutional unity with self-steering powers.

In sum, the attempts in the Randstad to develop towards a city-region, which can act as one
actor, has shown less success. The debate in particular focused on the planning concept and
program rather than on institution or organization building. These failures are mainly caused
by fear of super-urban structures, dominance of the city-region in the national context, and the
rejection of the scale of the Randstad city-region as the appropriate level of social-economic
activities and political action. Zonneveld and Verwest (2005) argue that the failures to define
the Randstad as a metropolis should lead to the conclusion that the concept of a Randstad
metropolis misses the required convincing power.

City-region formation in Frankfurt Rhein-Main

The formation of a city-region in Frankfurt Rhein-Main focuses on organisation structures
rather than a generally accepted planning concept. The main problem is creating organisation
structures, not the fear of super-urban structures, as they already exist in Frankfurt. Furthermore,
in Frankfurt Rhein-Main, actors agree upon the spatial scale of the city-region.

Nevertheless, parts of the political-bureaucratic discussion are comparable to the Randstad.
The Rhein-Main region has a structure of medium-sized towns, villages and larger cities that
have their own roots and social-economic profile. Until recently, these places operate relatively
independently. The shorter distances due to the transportation networks have made the Rhein-
Main region however, against its tradition, a city-region in terms of social-economic activities.
The city-region, integrating as a political and governmental unit, parts in a problematic tradition.
In 1975, Umlandverband Frankfurt (UVF) was established. The aim of this regional association
was to be a cooperative and ordered development of the Frankfurt region by transferring
planning competences and water-, waste,- and leisure management to the regional level.
According to Heinz (2000), the UVF was however always considered as a ‘toothless tiger’ due to
a lacking enforcement of competences and a limited regional coverage that excluded the airport’s
neighbouring communities.

'The 2001 successor Planungsverband Frankfurt Rhein-Main has even less competences but is
at the same time a larger and more realistic planning area with more municipalities joining the
association. A state like Hessen would lose meaning if the region Frankfurt Rhein-Main would
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become too independent and powerful, and is no supporter of territorial reorganisation of the
bureaucracy.

'The lack of city-region formation is not only a bad performance of political actors, argues Freund
(2002a:143), but there is also nothing worth mentioning in terms of city-region formation by
social and cultural non-profit organizations. It is the economic agents alone, in relation to
regional media, which are leading the city-region formation process in Frankfurt Rhein-Main.
There is a variety of market actors, including airport, business leaders and managers of cultural
institutes, that are interested in the construction of a metropolitan region and continuously
discuss the matter on regional platforms.” Many actors are disappointed in this respect and
are willing to mobilize their own grassroots support, for instance in Wirtschaftsinititiative —
Metropolitana Frankfurt Rhein-Main and Vereinigung hessischer Unternehmersverbinde, and IHK
Forum-Rhein-Main, the regional business employers’ organisations.” The common idea of the
private actors is to push the governments to change toward one metropolitan area. Inspiring
projects such as the Olympics bidding can contribute to the regional self-consciousness. The
current business perspective is pessimistic: the 2003 European third position after London and
Paris might be an eight position in 2006 (FR 7.11.2003). Therefore the entrepreneurs demand a
politically powered multi-purpose organisation in Frankfurt Rhein-Main, which is not merely
based on voluntary cooperation.

Probably some other attempts or efforts to promote and develop Frankfurt Rhein-Main can
be added or are currently emerging: it shows the interest of regional stakeholders in regional
cooperation. This regional cooperation is in a political lock-in created by unwillingness, local
interests and cooperation failures in the past. A major problem is that all public efforts are
politically sensitive and politicized. The sense of urgency and the economic interests of the entire
region now force the strategic actors to change the chosen paths.

In sum, political and administrative conflicts are the main reasons for the lack of regional
cooperation in Frankfurt Rhein-Main. Private initiatives for creating a breakthrough for this
institutional lock-in are different from the Netherlands. Urban designers do not lead them,
but rather economic stakeholders and regional media, which underline the sense of urgency.
Salet et.al. (2002) conclude that creating this kind of connectivity between stakeholders on
the regional level can be a solution for regional cooperation rather than reforming or adding a
regional administrative level with executive powers.

City-region formation in Tokyo
According to Friedmann (1986), a city’s position in the world hierarchy is related to the global
economic functions it hosts. In this sense, the position of Tokyo is dominant, although its star
is less shining due low economic growth in the last decade. Despite competition amongst
city-regions, it looks like Tokyo did not actively strengthening its position as global city; it is
primarily a natural economic process (cf. Machimura 1992). Because of economic hegemony,
Tokyo did not have to worry about the competitiveness of the city-region, and for safety, social
and environmental reasons it was even seriously discussed to dismantle Tokyo and move the
capital to a safer and more suitable location (Cybriwsky 1998).

Until the 1980s, the developmental state model was at the basis to improve the city-
region’s competitiveness. This model required a close harmony between governmental policy
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and economic investments (ibid.). The mechanism to succeed economic development was
based on close links between Japanese politicians, bureaucrats and businesses, and at the same
time separated Tokyo from the rest of the world. Tokyo Metropolitan Government was, due
to financial and economic power, the leader of coalition with strategic projects as the new
waterfront in Tokyo. Saito (2002) argued that this waterfront was Tokyo’s answer to the capital
relocation plans of the national government.

More recently, since the financial crisis in Asia in 1997, competition for a global city status in
Asia has increased. Singapore, Shanghai, Hong Kong and Seoul are competing to get to the level
of Tokyo, London and New York. New airports in these cities are seen as a symbol of this trend
to be connected to the worldwide network of city-regions, but also the relatively new element
of gaining attention by hosting exhibitions or festivals (Douglass 2000).** Tokyo’s goal is to
compete with other foreign global city-regions, which is in contrast to other cities in Japan that
lack profile and ambition. Even Osaka is no longer a serious threat for Tokyo.

Saito and Thornley (2002) examined Tokyo’s recent moves to move out of the arm-chair
position. The 1990s economic recession forced Tokyo to change plans for the capital region to
re-emphasise the importance of Tokyo’s downtown in balance with new towns in the region,
and to open-up the discussion of internationalisation. It opened the composition of the actor-
coalition to ‘outsiders’; however, it is currently unclear if there is a leading actor coalition in the
city-region (Interview Machimura 2004). Decentralisation is the dominant policy, so in legal
terms the ministries and TMG are enlarging the playing field for local and private actors, but
their ambition is to remain in control of powers. The National Capital Region’s prefectures and
leading mayor are discussing the future of the capital region but the discussion of relocating
the capital is fading away. There seems not to be a new urgent topic for discussion. The Tokyo
Metropolitan Government itself is rather abstract on the future development of the city-region:

“Tokyo is faced with a range of socio-economic changes [and] the changeover to policy-led urban
development [by] maintaining and developing wrban wvitality, creating and sharing a rich wrban
environment, urban culture, safe and healthy living environment and new urban development based

on the use of information technology” Tokyo Bureau of City Planning (200r1)

Amongst many abstract perspectives, only two concrete urban projects become clear:
internationalisation of Haneda airport and development of three loop roads around Tokyo.
Mitsui-Fudosan (Interview Mitsui-Fudosan 2004) criticise the governments’ lack of vision on
Japan and Tokyo, since there is no longer the perspective of catching up with leading western
countries. Urban project developers such as Mitsui-Fudosan, Mori and Mitsubishi might fill the
gap of the leading coalition in Tokyo, and become recognized as important for managing parts of
the city. Mitsui-Fudosan’s (2002) ideas of Tokyo’s are to increase the current profiles of the zones
in and around the city by improving the current inefliciencies of transportation -congestion- and
land use — low densities.”

In sum, the discussion over a global competitive city-region formation in Tokyo is different from
Frankfurt Rhein-Main and Randstad. Because of economic hegemony in Asia, plus the focus on
economic development, Tokyo did not have to focus on this issue for a long time. The situation
changed dramatically in the 1990s. There is no discussion over the planning concept in the Tokyo

57



Metropolitan Area due to the focus on economic development in the city-region. The Tokyo
Metropolitan Government (TMG) used to be the dominant actor for boosting the city-region’s
competitiveness, but in terms of regional coalition building, it is currently these economic
agents acting as project developers that are leading the discussion. The city government is not
dominating the debate any longer as it used to do in the era of the developmental state. Policy
orientation shows an interesting forced shift of the hard infrastructure orientation with visionary
and expensive mega-projects at the waterfront and new towns, to softer elements that make the
city-region competitive in terms of quality of life combined with economic development.

2.9 Conclusion

Theories over the further development of globalising city-regions in economic geography in
the 1990s and 2000s focus on competitiveness. Despite disagreement on the exact meaning
of competitiveness, it is generally accepted that city-regions are competing for their unique
position in the global hierarchy, and this is not limited any longer to the traditional global
cities. Polycentric city-regions are increasingly globally connected as well. Therefore, they
have to organise and establish leading development coalitions that contribute to an integrated
metropolitan economy with a wider variety, continuous change and an increase of scale, for
instance with strategic urban projects. Regional benchmarks can contribute to the insights in
paths, structure and weaknesses in the competitiveness, but can be traps when successful models
are merely copied without considering the institutional roots.

Benchmarking city-regions is in this chapter used as a tool to measure the competitiveness
in the past, present and future: the first step to answer research question 1. In the Randstad,
Frankfurt Rhein-Main and the Tokyo Metropolitan Area case studies, this is measured by taking
a closer look at economic performance, quality of the business environment and the formation of
leading coalitions in the city-region.

All cases do have a disproportional share in the national economy, which is not so much shown
in the share of the national economy (higher than the share of population), but mainly in
the higher productivity levels of workers compared to other regions in the national economy.
It is striking that despite economic growth in the regions, the number of jobs are not always
increasing: a polarising trend of increased productivity with less jobs. Therefore it is important
to consider the employability, which is strikingly equal in the Randstad sub-regions and (due
to commuting) unequal in central Frankfurt and Tokyo. In addition, unemployment in all case
study areas is relatively low.

The service industries are dominant for economic development in the last decades. The
Randstad has proven to be successful in this field, particularly in (air) transportation, European
headquarters, financial, and business services. Frankfurt and its northern neighbouring
municipalities benefit in similar terms with airport transportation, international banking,
and conventions. Tokyo was successful in international corporate headquarters, banks, and
innovative business services. It turns out that, as theories on the metropolitan economy
suggested, creative, management, and transportation jobs are leading sectors in the city-regions
development. Nevertheless, other sectors can be highly productive and competitive too by
applying new technologies, including manufacturing. In the benchmark study this was found
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for the horticulture and flower trade in the Randstad, and some high-tech manufacturing in the
southern belt of Frankfurt Rhein-Main, and Kanagawa south of Tokyo.

A benchmark can indicate the economic strengths and weaknesses, but can not frame the
windows of opportunity for spontaneous innovations and changing trends. Where the Randstad
is relatively egalitarian and service-sector oriented, Frankfurt Rhein-Main and Tokyo show more
variety (by the share of services) and concentration (employability). This can be explained by
a natural drive with a need of specialisation due to the market size and demand (Tokyo), and
financial incentives for the regions to specialise due tax-competition (Rhein-Main). In addition,
Tokyo and Frankfurt Rhein-Main have a competitive regional transit network and search
of regional identity with a key role for regional media and economic agents, both supporting
the process of regional integration, and increasing the economic potential. These are assets the
Randstad does not have for improving the city-region’s competitiveness.

In the process of positioning the city-region in the global economy, with a major role foreseen for
the regions themselves, it is not the regional or national governments, but bottom-up public and
private initiative that are leading. Economic actors such as chambers of commerce and business
associations are leading in Frankfurt Rhein-Main, and major area developers in Tokyo contribute.
In the Randstad, governors of the cities and other members of the Deltametropolis Association
sense urgency, but the regional integration towards a metropolis continues to be tackled by the
fears of metropolitan problems, super-urban areas, and a too powerful city-region on the one
hand, and the awareness that daily life of most citizens takes place on a much lower spatial level
on the other hand. In Tokyo it was not international competition, but national ambitions to
relocated the capital that forced the local government to reassure its leading position by creating
strategic urban projects as the waterfront redevelopment. Currently, it is project developers that
are dominating the discussion of improving the competitiveness of the Tokyo city-region.

In terms of quality of the business environment, all cases continue to grow demographically
and economically, an important condition for the stabilizing mature economies. On the labour
market, there is a clear hierarchy in position of the case studies. Tokyo brain drains other regions
in Japan and beyond, Frankfurt is seen as a stepping-stone in the career market, and the Randstad
has increasing problems of attracting high educated and motivated personnel. Frankfurt Rhein-
Main’s and the Randstad’s competitive edge is air transportation, which was also reflected in the
economic performance of these areas in the city-region. In the 1990s, both city-regions have,
despite their small size; benefited enormously from the international connections these airports
offer the region. In the Tokyo Metropolitan Area however, air transportation is seen as a weak
element of the regional economy, in contrast to the national excellence in rail infrastructure.
City-regions do develop more and more polycentric, and airports are one of the centres. To
understand the position of the airport as one of the new nodes, we need to take a closer look the
new and current centres of economic, infrastructure, and urban development.

Notes
1 According to Porter, wealth (value of good and services) defines the productivity with which its firms
compete. The central issue in economic development is to create conditions for rapid and sustained

productivity growth. For Porter, targeting desirable industries as information technology is based on a narrow
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view on competitiveness (Porter ez.al. 2001). All industries can increase competitiveness if they employ

high technology. For productivity geographic location, natural resources, and military power are no longer
decisive. Instead, prosperity depends on how a nation and its citizens organize and manage their economy, the
institutions that they establish, and the types of investment they make, both individually and collectively.

It goes beyond the scope of this chapter to discuss globalisation itself. The main characteristics of the global
economy are according to the opus magnum of Castells (2000) information, internationalisation and network
structures between firms and between people.

Three main elements of the regional economy should be treated as equal for the competitiveness of the region,
argues Storper (1997). First, relations of economic and public organizations are crucial in the coordination
problem; these relations are socially and historically embedded. Personal contacts, networks reproduction

and imitation of contacts are the relational qualities of the agents; relations of actors are interdependent.
Second, technology used to be treated as a black box where rational actors are working on ad hoc innovations.
Storper sees the element of technology as social relations with a continuous process of input of information,
innovation and output of knowledge. Third, the position of the region is not only dependent on economic
organisation and technology. The balance of technology, economic organisation and territory can lead to
different results in regional worlds of production and innovation and coordination in action frames. This leads
to the conclusion that voice and loyalty between public and private actors, in particular in coordinated market
economy regions must be seen as relational assets.

Evolutionary economics means that actors have a bounded rationality of risk-avoiding behaviour and routine
decision-making. Despite this limited rationality, innovative behaviour is necessary to increase productivity
and creativity. Bounded rationality and the need for innovations leads in an evolutionary economy to a
basically stable pattern of activities and growth in the region (Nelson and Winter 1982).

In liberal market economies, radical economic changes and innovations are favourable and are more

effective, resulting in the successful development of the IT and biotechnology sectors. In coordinated market
economies however changes are slower and less radical and new ways of coordination are more effective for
improving economic performance than a retreat of the state. Despite the slower reaction the coordinated
market economies have a track record in successfully adjusting to the new economic reality in a later stage and
for a longer time. This can be found in Germany’s success in the machinery and pharmacy sectors (Hall and
Soskice 2001).

Baden-Wirttemberg guarantees a stable and high-quality production environment for motors, where the
more wild and open entrepreneurial environment of San Francisco favours new innovations in IT. A major
finding is that every region has got its own competitive institutional advantages (ibid.).

The underlying assumption then is, that airport area development is one of the economic pillars for
developing the competitiveness of the entire city-region. The importance of the airport as a cityport will be
further discussed in the following chapters 3 and 4.

Especially in small countries as the Netherlands or centralised countries as France, city-regions have limited
possibilities to change institutions as fiscal rules, labour wages or education levels (Ecorys-NEI 2001, 2001a).
Gross Domestic Product (GDP) consists of Gross Value Added (GVA) minus subsidies and plus taxes to
express the region’s economic accounts. GDP can be measured per capita and per worker. GDP per capita
measured the economic strength of the region as a whole, including machines and capital, but here the
emphasis is to look at the productivity of the production factor labour in particular (see for a discussion in
detail Gutberlet 2002). The main problem with GDP per employee is the incorrect economic picture that is
given due to commuters, since GDP is measured at the working place and not at the place of living. GDP

levels on the local level are not available for Japan, so the development of jobs and establishments are included
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in the comparison to indicate economic performance. In German sub-regions it is more common to use gross
value added (GVA), in the Netherlands GDP is common.

Note: the hierarchy is ranked among the top fifteen cities in any two or more categories. The ranking

of economic control functions is respectively based on 100 largest banks’ head offices (1995), major stock
exchanges (1992), headquarters of largest industrial corporations (1993), airport international passengers (1992),
largest population centres (1991), hosting or applying for Olympic Games since 1964, and Rolling Stones
World Tour concerts (1995) (Short ez.al. 1996).

In 1840, Holland was considered a too powerful province and was split up in the current northern and
southern part (Van der Woud 1998). Flevoland is reclaimed in the 1950s and an official province since 1986.
The Randstad city-region covers most parts the provinces of North- and South Holland, Utrecht and
Flevoland.The provinces are subdivided in social-economic units (COROP), and the more remote parts north
of Alkmaar, not being part of the social-economic unit, are singled out.

The productivity levels per employee of Groningen is traditionally misleading due to gas revenues counted in,
regional product is in fact closest to Friesland’s GDP.

Note: Until 1995, GDP is measured in factor costs; after 1995, GDP is measured in market prices, making
comparisons impossible. Service are all sectors excluding agriculture, mining, fishing and manufacturing
(Ecorys-NEI 2001).

The current status of Chubu region as ‘engine’ of the Japanese economy with highest growth levels in the
past five years is explained by Toyota’s presence and spin-off around Nagoya area. Kinki’s (Kansai and Kyoto)
decrease is related to older industrial sector structures.

The central 23 wards have decreased in size to 7.5 million, and new towns as Tama and Saitama, Chiba and
Kanagawa surrounding prefectures show a rapid growth. This growth in the region was rapid and steady and
led to the current 32 million inhabitants in the capital region. The table below shows the donut of central
Tokyo, despite the recent strong increase of citizens in Chuo and Minato wards due planning regulations.
The production environment includes developments on the labour market, location qualities, infrastructure,
quality of place, and regional government.

Direct investment are in general good for an economy, creates particularly new and structural employment of
high added value, aggregates demand and increases spending, the most urgent problems of Japan’s economy.
See for instance the Randstad Overleg Ruimtelijke Ordening (RORO, 1990: Randstad Urban Planning
Consultation) and The Metropolitan Debate (Frieling 1998).

The interpretation of the concept by the ministry of spatial planning, however, is less progressive and
ambitious than the concept the Deltametropolis Association had in mind.

Jacobs (2000) for instance shows that even on the level of the southern wing of the Randstad, including
Rotterdam and Den Haag, there is hardly integration of activities. In addition, Amsterdam’s policy makers
recently understood that they are more and more part of a regional economic network, but that network is
mainly defined as the finance, business and media industries in the northern wing that ranges from Haarlem
and Schiphol to Almere, not the level of the Deltametropolis (Salet and Molenaar 2003).

This is in line with the Commission Geelhoed’s conclusions (2002) to restructure the regional level in the
Netherlands by limiting the number of governmental bodies and come to scale increase of the provinces,
while keeping the basic structure of the Dutch state (i.e. state-provinces-municipalities) intact.

In a podium discussion organised by Metropolitana Frankfurt/Rhein-Main, Frankfurter Allgemeine Zeitung
(FAZ) and Medienwoche, an airport manager, county mayor, theatre director, housing corporation director,
business managers and an architect were invited to discuss the future of the region with citizens (FAZ

14.11.2003). The competing regional newspaper Frankfurter Rundschau invites the airport, politicians and
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citizens in an open Rhein-Main-Dialog to discuss the future development of the airport and the impact on
communities (FR 12.11.2003).

Frankfurt Rhein-Main and Friends is another initiative of international managers that are related to Frankfurt
and supported by the Chamber of Commerce (IHK) and Wirtschafisinititiative-Metropolitana. The aim of
this association is to apply personal contacts of managers, ministers and ambassadors to use the opportunities
of the economic specialisation and regional competition (FR 12.11.20034). In order to use these opportunities,
close relations are built with other globalising city-regions, to start with Greater Zurich Area. The chair of
the Vereinigung hessischer Unternehmersverbinde, leads a fourth initiative for regional cooperation: location
marketing (FR 7.11.2003). The city marketing’s aim is to bring Frankfurt Rhein-Main in the top ten of
leading city-regions in the world. A fifth attempt for regional cooperation is initiated by a cooperation of
nine Chambers of Commerce. This JHK Forum-Rhein-Main encourages local Chambers of Commerce, with
Hanau as chair, to cooperate and exchange knowledge.

The International Design Expo and Aichi World Exhibition (Nagoya), Food festival (Sapporo), Flower
exhibition (Osaka), Science Exhibition (Tsukuba) and Olympic bids (Tokyo, Nagano; Osaka, Nagoya) are
examples of this trend (Douglass 2000).

In Mitsui-Fudosan’s vision (2002), Tokyo is subdivided in a central zone, historical and cultural zone,
emerging zone for I'T content, waterfront, multinational and urban-type manufacturing zone. Outside Tokyo,
the satellite metropolises should be developed towards an eastern (Chiba-Narita), southern (Yokohama-

Kawasaki), northern (Omiya-Urawa) and western gateway (Hachioji-Tachikawa) to Tokyo.



3 Cityports in the city-regions

34 Introduction

'The analysis of the economics of globalising city-regions’development shows a variety of locations
that are catching up and getting connected to the international network, and other locations that
lag behind. The focus in academic debates on local development and local clustering in the 1990s,
in order to make these places competitive, is increasingly criticized (Boschma and Kloosterman
2005). Martin and Sunley (2003) even argue that it is almost impossible to draw geographical
boundaries for economic activities, since many different corporate inter-firm activities take place
at different spatial scales at the same time, and the spatial range of these activities is unlikely to
stay stable over time. In order to deal with this problem, the suggestion of Rutten and Boekema
(2004) is followed to see spatial processes as the outcome of economic activities instead of
starting with geography. In other words, the cityports, seen as a traffic node, place to stay, and
port to the city-region discussed in this chapter is the outcome of the economic development of
the city-region discussed in the previous chapter.

In this chapter the following question (1b) is addressed: ‘“which cityports can be distinguished
inside the city-region and to what extent do these cityports contribute to the economic development
of the city-region? The concept of the cityport, her typology, and dimensions are introduced in
section 3.2. The cityport should be seen as no more than a tool to understand and frame the
increasing poly-centralisation of economic activities in the city-region. It therefore aims to
provide insight into the complex relationship of transportation, urbanisation, and economic
activities. In sections 3.3, 3.4 and 3.5, the cityports in the Randstad, Frankfurt Rhein-Main, and
the Tokyo Metropolitan Area city-regions are analysed. In section 3.6, comparisons are made
and conclusions are drawn.

3.2  Spatial economic dynamics and cityports in the city-region

Within the city-region economy, on different spatial scales, economic specialisation takes place
when the market size increases by a higher critical mass or regional integration (see chapter
2). This specialisation is found on the individual level, on the level of economic clustering in
the cityport, and on the level of cities as well. On the one hand, specialists cluster and benefit
from agglomeration advantages. This can improve the quality and level of services towards an
international competitive level. In addition, the diversity of economic activities in the cityports
makes the city-region less vulnerable for economic changes and gives a broader basis for
economic performance. This trend focuses on the position on the international market place
and requires establishing new connections between actors on a variety of levels, or what Salet,
Thornley and Kreukels (2002) call ‘interconnectivity.’

63



On the other hand, decreasing transportation costs increase the size of the market, and makes
cross-sector exchange of knowledge and information within the polycentric region possible.
Bertolini and Salet (2003) therefore focus on the way new urban interactions are connected
to the outside world and how these connections can be improved (‘outside i) rather than
appoint the suitable locations for urban expansion inside the city-region (‘inside-out’). Within
this context of changing economic and urban dynamics, both outside-in and inside-out imply
that the traditional competitive disadvantage of polycentric city-regions in comparison to
mono-centric city-regions decreases. The variety in the internal geography of the polycentric
city-regions is an outcome of changing socio-economic patterns. The traditional downtown is
therein no longer the only centre in the region, but one of the centres. Peter Hall (2001:73-4)
categorises six different kinds of locations in the polycentric network, here referred to as types of
cityports, to understand the internal geography of the city-region: traditional downtown centres,
new business districts, internal edge cities, external edge cities, remote edge cities, and specialised
subcentres. Although Hall’s overview is ideal-typical, it is useful for a better understanding of
polycentric regional economic dynamics in the city-regions.

Types of cityports
As argued above, traditionally the face-to-face contacts for businesses were limited to downtowns

or central business districts (CBD). The traditional downtown centre is within walking distance
to public transportation, and in Europe often near central train stations. The infrastructure
dimension is therefore predominantly transit-oriented. The downtowns include the oldest
informational services as banking, insurance, and government. These traditional centres show,
depending on the location, a high level of inhabitants and labour force (European downtowns)
or economic activities (American CBD’s). Examples are London City, Lower Manhattan in New
York, and Marunouchi in Tokyo.

Economic activities that expanded in the 20th century, such as corporate headquarters,
media, and new business services (advertising, PR, design), cannot afford the high prices of
the traditional centres, do not fit in the CBD, or needed more working space, can be found in
new business districts or new business district (NBD). The NBD is often located near prestigious
residential quarters and depends more on car accessibility and less on public transportation than
the downtown centres. Examples are London Westend, Midtown Manhattan, and Roppongi in
Tokyo.

The pressure of space in the traditional centres can also lead to a speculative redevelopment
of older industrial or transportation sites, which Hall defines as internal edge cizy. London
Docklands, Paris La Defence, and Tokyo-Shinjuku are outspoken examples. These internal edge
cities have been recently redeveloped and offer a mixed and progressive urban environment with
good car accessibility for a variety of economic service activities.

'The external edge city is often located on the axis of the airport or new high-speed train
stations. Therefore, the economic dimension of this cityport is internationally oriented without
the need to be located in traditional downtown. Furthermore, in locations as LLondon Heathrow,
Amsterdam Schiphol and Paris Charles de Gaulle, a concentration of jobs and inhabitants is
required on calculable driving distance, not on walking distance to the neighbourhood as in the
standard business centres.

Economic activities that are more standardised cannot afford the locations in the city itself
and do not need the urban dimension of the city directly. At 50 kilometres distance, often located
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near train stations, outermost or remote edge city complexes are found for back offices, and research
and development. Examples of remote edge cities are Reading in England, and Shin-Yokohama
and Omiya (currently Saitama City). The urban dimension is with the economic dimension here
less developed.

The sixth type of cityport that can be distinguished in the internal geography of city-
regions are specialized subcentres. These locations are centres of education, entertainment, sports,
shopping, and conventions. They have in common that they tend to function more independently
from traditional centres and attract customers by their unique specialisation and convenience in
economic activities. The locations are often affordable and well accessible by car and range from
reclaimed or recycled land to traditional centres- for instance Tokyo Waterfront and Harvard
and Cambridge campuses in Boston. Furthermore, specialised subcentres do not require a
concentration of jobs or inhabitants in the direct environment; however the specialized centres
do require a metropolitan market within driving distance.

In the polycentric structure of the city-regions, all of these locations are accessible, are more or
less close to urban centres, and show a variety of economic activities. According to Hall (ibid.),
the specialisation of economic activities is through the polycentric pattern increasing, where
cityports develop a profile that is suited to the location. Of course, a typology is a simplification
of the spatial economic realities, but offers a basic insight into the dynamics of locations in the
globalizing city-regions. Second, it is important to be aware of differences in scale. For instance,
the 50 kilometres norm for remote edge cities is understandable for Tokyo standards, but these
locations might be found to be on a smaller scale of ten kilometres distance in the Randstad.

It is remarkable that all of these places focus on the service economy sectors. For the
Randstad, Frankfurt Rhein-Main, and Tokyo, we will test the case studies based on these six
types of cityports and see whether a further differentiation is necessary. First, however, it is
necessary to take a closer look at the cityports’ characteristics by focussing on the economic
activities, infrastructure accessibility, and urbanity.

The node-place model

The course of life, careers, and daily activities such as care taking, shopping, and leisure keep
citizens increasingly on the move in the city-region. Before, the socioeconomic patterns (or
civitas) were within the same place or city (ur) (Bertolini and Dijst 2000). Nowadays, these
socio-economic and physical dimensions are disconnected, and socio-economic activities take
place in a variety of places, and are not limited to meetings in traditional centres. During a day,
these environments show a certain amount of diversity, intensity, and volatility of visitors and
visits. Major examples of these locations are airports, railway stations, and urban squares on the
local level or the mobility environments of intensively used cities compared to rural villages on a
regional level. Bertolini and Dijst (2000) therefore use a wider definition of accessibility of nodes
or centres: it is not only the number of locations that are able to be visited at the transportation
node, but also the diversity of activities at the location, and the final group of costumers as end-
users. This background is part of the node-place model and needs further elaboration.

The model introduced and elaborated by Bertolini contributes to understanding the relationship
of urban planning and transportation, which fits in the general trend of regional planners to re-

emphasize the importance of infrastructure as structuring and generating urban developments
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Figure 3.1 The node-place model (Source: Bertolini (2005))

(see WRR 1998). In his node-place model (see Figure 3.1), Bertolini (2000, 2005) argues that the
accessibility of the node needs to be in balance with the activities that take place at the node. In
this manner, activities are well accessible and transportation networks are frequently used. The
accessibility of the centre is expressed by node value, and the activities taking place at the node is
expressed by place value.

Figure 3.1 shows five ideal-typical situations, with a balance between node and place around
the diagonal line, and locations that have a lack of balance between node and place outside of the
balloon area. First, along the middle line are balanced locations, where node and place values are
equally strong. Second, in the left bottom, there are a lack of activities and infrastructure due to a
general lack of demand, e.g. the countryside. Third, in the right top, locations are under stress due
to a combination of heavy infrastructure at the node and many activities that take place at the
place. These locations are, for instance, important railway stations in downtowns. The other two
ideal-typical situations show imbalance between node value and place value. The locations left in
top suffer from an overkill of infrastructure in relation to the limited number of activities taking
place. The right-end bottom of Figure 3.1 includes locations with a large number of activities and
an insufficient supply of infrastructure. Bertolini’s idea is to balance the locations that have an
imbalanced node value and place value. Either investing in infrastructure (in the case of lacking
infrastructure), or reducing or increasing the number of activities by planning regulations (in the
case of investments or disinvestments in the unbalanced locations (74id.) can achieve this.

Here we use the node-place as well as a tool to explore the internal geography of the city-region.
It offers the opportunity to go further and deeper than the characterisation of types of locations
in the polycentric city-region seen by Hall. Groenemeijer and Van Bakel (2001) have already
applied the model to the Randstad city-region, and later the model was applied to Basel (Bettler
2005).

In the cityport model (Figure 3.2), the node value is seen as the infrastructure dimension
of the cityport. It expresses the accessibility of the cityport in the city-region. In addition, the
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place value is seen as the urban dimension of the cityport. The urban dimension expresses the
concentration of citizens and jobs in the cityport. Since this thesis emphasises the importance
of economic activities as the starting point of urban and regional developments, we extend the
cityport model with the economic dimension. This economic dimension expresses the space
productivity of the cityports: in other words, not the number but the added value of the economic
activities taking place in the cityport. These three dimensions will be further introduced below.

The infrastructure dimension of the cityport

As chapter 2 has shown, infrastructure is an important element in the quality of the business
environment, and co-determines the investments of entrepreneurs. The infrastructure dimension
of the cityport model is based here on the node value. In order to make the case studies
comparative, the model as developed by Groenemeijer and Van Bakel (2001) is taken as a starting
point and adjusted.’ In their application, the node value is the sum of modes of transportation
and directions, respectively ‘connecting value’ and ‘unlocking value’. The availability and types of
connections — cars, trains on different service levels, calculate the connecting value. The unlocking
value is calculated on the number of unlocking connections within three kilometres.

The urban dimension of the cityport

The second element of the cityport model is the urban dimension, expressed by place value. The
place value is ideal-typically based on the number of citizens and the number of jobs within
3 kilometres radius of the location. The number of citizens and employees have a considerable
contribution to the development of activities at the place and therewith the development of
the cityport. Unfortunately, in the case studies, these jobs and inhabitants densities are only
available on the local level in the Randstad city-region, and turns out to be impossible to collect
in the other case studies. Therefore, in the case of the urban dimension as a condition for urban
development in cityports, the municipal level is chosen.” The urban dimension then expresses the
density of citizens and workers.

The economic dimension of the cityport

Adding the economic dimension of the cityport has two main purposes. First and most
importantly, it administers justice to the focus of a more important position of the economy,
as argued in chapter 2. The economic dimension is seen as a crucial condition for spatial
developments and is therefore central in the cityport concept. Second and more practically, it
can relieve the problem of lacking data to determine the place value that expresses the urban
dimension of the cityport. This needs further explanation.

Infrastructure dimension Urban dimension
Connecting value Inhabitants
Unlocking value Jobs

Economic dimension
Gross added value
Market rents

6778

Figure 3.2 The cityport model
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The economic dimension of the cityport can best be expressed by ‘space productivity’, i.e. the
added value per square kilometre at the cityport. These values for the Netherlands’ main towns
and cities have been calculated and published in Elsevier (2002). For Frankfurt, these data is only
available on the municipal level. The tool of space productivity disadvantages cities and towns
with larger non-urban surfaces. Furthermore, such an attempt does not administer justice to the
variety within the city’s territory. For tax-privacy and legal reasons, in Japan there is no local data
on labour productivity.

For theses reasons, additional indicators might provide a better comparison of the economic
dimension of the cityports in different city-regions. In economic geography and urban planning,
analysing real estate developments provides insight in local and regional concentrations of
economic activities. In general, higher demand and higher added value activities can and often
will afford locations with higher rents. There is however no one-to-one relation between space
productivity and rents since densities might vary.’ Another objection is that other factors other
than added value contribute to the price setting of the location: specifically, oversupply or
undersupply and planning regulations. Despite these problems, analysing the real estate market
will help to determine the place value and to understand the phenomenon of established and
new large-scaled polycentric development in the globalizing city-region.

3.3  Cityportsin the Randstad

In the analysis of the spatial and economic dynamics of the Randstad, we will explore the city-
region’s cityport development. First, the internal geography of the Randstad is introduced by
analysing the types of cityports. This offers a rough overview of the locations that are of strategic
importance for the economic competitiveness of the city-region. Then, these locations are
analysed by the dimensions of the cityport model. Therefore, the economic dimension of the
cityport, with real estate market developments and space productivity are explored. International
real estate agencies provide comparable data for the case studies. In the Netherlands, it is
common to distinguish the office market, industrial locations, and retail as commercial real estate
markets. Measuring the productivity of economic activities in the city-regions will follow this.
The second dimension of cityport development is the accessibility of locations in the Randstad.
Third, levels of densities of jobs and inhabitants will provide insight to the urban dimension of
the cityport. Finally, a synthesis is made of the dimensions and types of cityports in the Randstad.
In 3.6 comparisons with Frankfurt Rhein-Main and the Tokyo Metropolitan Area are made and
conclusions reached.

Types of cityports

Holland’s rapid economic development in the Golden Age era (17th century) can be ascribed
as the success of cities such as Amersfoort, Amsterdam, Leiden, Den Haag, Utrecht, and
Rotterdam, which acted as individual merchant city-states, separated by the polder wetlands.
These cities have sustained their merchant downtowns with canals running through the cities.
Rotterdam, bombed during the Second World War and rebuilt in post-war modernist style, is
a notable exception. Skyscrapers in downtown Rotterdam are rent by accountants and financial
services. Furthermore, Rotterdam has a concentration of architecture firms and related industry
in the downtown area (Kloosterman and Stegmeijer 2004).
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Figure 3.3 Cityports in the Randstad city-region

Den Haag remained the classic 17th century downtown that currently accommodates the
government, international organisations, and embassies. The downtown expanded with high-rise
offices buildings in a new centre for telecommunications and insurance companies, as well as
ministries, due the limited locations for development at the cities’ borders.

Utrecht’s 1960s and 1970s experiments with modernist high-rise in the downtown area were
limited to Hoog-Catherijne, the shopping and convention centre near the railway station with
the most transfers in the Netherlands. The geographical centre of the Netherlands makes the city
attractive for corporate headquarters that only operate in the Netherlands (NEI 2001). Leiden
and Amersfoort are smaller in size and the stations area redeveloped, and the cities’ central
location and lower prices make them especially attractive in the economic booming period of
the 1990s (Elsevier 2002). Therefore, these cities can be categorized as remote edge cities with a
traditional downtown.

Amsterdam protects her traditional downtown as national monument with strict planning
regulations, and high-rises are limited to the area where the subway is constructed. As a
consequence of the downtown protection, car access is poorly developed in the downtowns of
Amsterdam and Utrecht and industries that are car-based fled the cities or settled in the city’s
surroundings. Knowledge-intensive activities and face-to-face contacts in the media sector
and other creative industries, as well as knowledge-intensive services remain of continuous
importance for the downtown centre of Amsterdam (Kenniseconomie Monitor 2003). Currently,
a quarter of all jobs in the creative industries are clustered in the greater Amsterdam region,
mainly in the downtown and southern ward.

The Amsterdam downtown still includes the national stock exchange and smaller banks, but
financial and legal services increasingly leave and cluster at the southern ring road, near the

railway station and close to the airport, or even leave for London (Engelen, unpublished). This
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Zuidas area develops as a new business district between city and airport, close to an attracting
living environment. The airport area is attractive for international services such as European
headquarters and distribution, and therefore in the 1980s and 1990s showed a rapid development
of the external edge city in Schiphol and Hoofddorp in the Haarlemmermeer, and on the main
corridor of the airport and seaport at the Voorburg-Prins Claus Plein highway intersection.

Business services and back offices that are related to the main economic sectors such as finance,
follow the leading corporations to the outskirts of the city or establish independently in other
parts of the city with better highway access. The redevelopment of locations at the highway and
rail infrastructure intersections as new nodes of the cities’ development led to internal edge cities
in Amsterdam-Sloterdijk, Den Haag-Binckhorst, and Rotterdam-Leuvehaven. Combinations of
office development, large retailers or offices, and education at campuses can also be found on
these kinds of locations. Amsterdam Arena-Duivendrecht, Rotterdam Alexandrium (Capelle),
and Den Haag HS are major examples of specialised sub-centres of commerce and offices (Metz
2002). Utrecht Rijnsweerd-Uithof with the University of Utrecht, Delft Technical University
Campus, and Den Haag HS are examples of knowledge-intensive specialised subcentres in the
Randstad city-region. These locations are not centres of (technical) research and development,
but centres of business innovators and knowledge workers (Van Oort and Raspe 2003).

Back offices that cannot afford the rents of the central locations establish as well in the outskirts
of the city and are well accessible by car. The remote edge cities are not the spatial distance to the
major centres as Hall describes, but fulfil within Dutch distances a similar function. Remote
edge cites for these back offices can be found in the new towns Zoetermeer, Nieuwegein,
Rijswijk, and Rijnsweerd as well. These locations rapidly developed in the 1990s due to high
prices and scarcity of business expansion space in more traditional centres. The city of Almere in
the reclaimed Flevoland, has a similar function as remote edge city; economic activities that lack
space or cannot afford prices of Amsterdam, and move to the spacious and cheaper area in times
of economic growth. In combination with large-scaled housing construction, however, Almere
continues to grow in economic hard times too (Ecorys-NEI 2001).

In describing and analysing the internal geography of the Randstad city-region, we should add
the barbour, greenports, and cargo centres as major centres of spatial-economic dynamics to the
cityport typology of Peter Hall (2001, see Figure 3.3). In terms of gross added value, jobs, and
urban dynamics, these areas of more traditional industries should be addressed. The harbour of
Rotterdam, until recently the largest port in the world, creates 63.000 jobs at the port itself and
276.000 jobs indirectly furthering into the city-region (Stevens 1997). The port of Rotterdam
is moving out of the downtown towards the sea for larger and deeper ports, with continuous
expansion plans with Maasvlakte IT (Van Gils 2005).

The horticulture of the Westland area is located north of Rotterdam’s harbour area. The
Westland area is suffering from monoculture, lack of space, and needs sector restructuring,
but is still internationally competitive (Elsevier 2002, Janssen-Jansen 2004). The greenport
Aalsmeer and vicinity faces similar challenges, with a shift from production towards sector
innovation, auction trade, and distribution in the flower trade (Flower Mainport Aalsmeer
2004). Nevertheless, this greenport is highly competitive on the international market (Elsevier
2002, VNO-NCW 2001). These greenports developed near the harbour and airport areas or
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Dutch mainports: locations that are increasingly filled in with cargo distributions centres. These
locations are included in the overview of types of cityports in Figure 3.6.

In interviews conducted for a Zuidas market consultation (Rotimex and Kolpron 2001), business
leaders expect a continuation of specialisation and sorting out of cities in the Randstad. In their
opinion, Amsterdam Zuidas will become the cluster of international business services, absorbing
these activities from other cities.* The area includes and merges with the airport area on the
west side, and Amsterdam Duivendrecht/Arena area on the east side, with links to downtown
Amsterdam and rising Almere. Den Haag and Utrecht lack space for expansion, and ability
and capacity to develop major urban projects as subways (i4id.). On the other hand, the high
education level, productivity, and continuous economic growth in these two cities do not show
this constitutes a major problem.

The economic dimension of Randstad cityports

'The previous section offered a descriptive introduction of the internal geography of the Randstad.
The importance of infrastructure and the access to the urban centres for economic dynamics is
therein pointed out indirectly. The overview of the spatial and economic dynamics can be further
analysed with the economy, infrastructure, and urban dimensions of the cityport. Here, we start
with the elements of the economic domain of the cityports.

One profound way to determine the economic performance of a location is to measure the added
value or regional product on the location level. For benchmark studies this is an increasingly
important tool of analysis, but in practise toilsome. Research bureau Louter has in Elsevier
(2002) measured the space productivity of locations in the Netherlands. The space productivity is
therein the gross added value per square kilometre and led to a selected number of locations of
high economic and spatial dynamics. These dozen locations overlap with the types of cityports
introduced above.

'The highest productivity as gross value added per square kilometre is in the traditional central
business districts of Rotterdam and Den Haag, and to a lesser extent in Amsterdam and Utrecht.
The higher densities of the high-rise downtowns of Rotterdam and Den Haag new centre, and
the low-rise historical downtowns of Amsterdam and Utrecht explain this high productivity per
square kilometre. The most rapid growth of space productivity in the period 1996-2001 however,
is found in new centres around these main cities, in the airport area, and in medium-sized
towns. Figure 3.4 shows this trend in the space productivity of Rijnsweerd near Utrecht, ArenA-
Duivendrecht, Schiphol, and the medium-sized towns Leiden and Amersfoort. The Figure 3.4
also shows that the relation with office rents cannot directly be seen. In general, the Randstad’s
office rents are relatively equal; class A locations range between over €100 and less than €400 per
square meter. Below €100, the office location market approaches the industrial sites’ market with
maximum rents of €80 for distributors near Amsterdam airport Schiphol.

Figure 3.4 does not show a relationship between office rents and space productivity. This can
be explained by densities and heights of buildings that are strictly government regulated in the
Netherlands and therefore are quintessential in understanding the space productivity and rents
relationship. Office rents are, as an outcome of supply and demand on the real estate market, in
general a good indicator of the (expected) space productivity of the cityport. In the Randstad
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Figure 3.4 The economic dimension of cityports in the Randstad (Source: DTZ (2005), Elsevier
(2002), FGH (2000))

this lead to the highest rents paid at Schiphol airport and Amsterdam Zuidas. The low average
direct return on investment in these real estate market hotspots are one percent lower than the
common 7% and underlines this argument (cf. IVG 2003). In 2001, the added value per square
kilometre might have been still limited for these locations, but with the headquarters of ABN-
AMRO and ING banks, and WTC, the productivity is currently much higher.

A closer look at the real estate market shows a differentiation in the office market between the
markets of Amsterdam, the Randstad, corridors to the east, and the rest of the Netherlands in
terms of price and market (DTZ 2005, Dynamis 2002, see also Figure 3.5). Rent levels in the
Amsterdam capital, in particular Amsterdam-South, East, and Schiphol, are on internationally
competitive levels of €300 — €400 per square meter per year. It is striking in the Randstad city-
region that not traditional downtown centres but Schiphol airport demands the highest rent for
offices and industrial sites. Other locations in the Randstad have lower rent levels, under €200,
attracting a different market niche: the national companies. Due to market pressure and higher
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costs, trends in 1999-2001 show a rise of new locations at the edges and suburbs of the main
cities, thus within their own local market. For instance, the largest increase in office space use
is found east of Rotterdam (Capelle aan den IJssel, 27% of the local market in 2001), near The
Hague (Rijswijk, 25%), and Utrecht (Nieuwegein, 23%) (Dynamis 2002).}

These new towns along with Hoofddorp, near Amsterdam Schiphol, have leading positions
at the market for industrial sites. For industrial sites, rent levels are relatively equal with a
maximum of €80 near Schiphol Airport. For the retail real estate market, Figure 3.4 only
includes the locations with rents over €1000 per square metre: rents only paid in the downtowns
of the cities. Nevertheless, large scaled shopping malls in the edge cities of Amsterdam (Arena),
Rotterdam (Alexandrium), and Den Haag (Laakhaven), are new and successful (Figure 3.3).
Here, shops pay half the rent of the traditional centres.

The relevance of the space productivity indicator returns in the case of the Aalsmeer flower
auction and Westland horticulture, where relatively low rents are paid for agriculture land, but
in these greenports internationally competitive products are developed. Aalsmeer (e31r million
added value per square kilometre in 2001) and Westland (€228 million added value) have a
considerable contribution to the productivity of the Randstad city region (see Figure 3.4).

The infrastructure and urban dimension of Randstad cityports
'The economic dimension of the cityport is related here to the infrastructure and urban dimension
of the cityport. Due to a lack of data, in particular for the place value of the case studies, we
cannot draw conclusions in terms of balanced and unbalanced nodes and places in the node-
place model of Bertolini. Figure 3.5 however provides insights in the spatial and economic
development of cityports in the case study city-regions. Densities are drawn from local statistics.
Details for node value calculations can be found in the appendix.®

Schiphol Airport and Amsterdam Zuidas have by far the best access, or highest node value, in
the Randstad city-region. Figure 3.5 furthermore shows the importance of the connectivity of the
downtown centres of Amsterdam, Leiden, and Amersfoort in relation to public transportation.
Light rail infrastructure and airport access, in combination with the ring road, leads to the high
node values of Amsterdam’s subcentres in Duivendrecht, Sloterdijk, and Zuidas. Greenports have
the worst access to infrastructure amongst the selected cityports in the Randstad city-region.

Figure 3.5 shows furthermore the positive relationship between the rents and the accessibility
in general. It is not remarkable that locations with better access are more expensive, but it is
not a necessity. For instance, there are some exceptions of relatively low rents for well accessible
locations. The centres of Duivendrecht, Leiden, and Amersfoort have relatively low class-A office
rents compared to the accessibility. This might explain the rapid development of these locations
in the past decade in terms of space productivity under growing economic pressures (Elsevier
2002).

The urban dimension of the cityport is the density of jobs and inhabitants. In international
comparison, this can — different from the economic and infrastructure dimensions — only be
measured on the city level. There is no direct relationship between the former dimensions and the
urban dimension since the spatial scale of measuring is different. Groenemeijer and Van Bakel
(2001) measured the density or place value on the local level (although with different definitions)
and came to a stronger correlation between ‘place’and ‘node’in the Randstad.
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Figure 3.5 Cityport dimensions in the Randstad (Source: DTZ (2005), CBS-Statline (2005) and
Appendix II)

The density problem is closely related to the city borders defined, and the ability of surrounding
territories’ annexation to create space for development. Den Haag and less profoundly Leiden
and Utrecht have dealt with this problem for a long time (Janssen-Jansen 2004), but more
recently could expand their territories. Rijswijk, Voorburg, and other cities surround Den
Haag, leading to nearly 8.000 inhabitants and jobs per square kilometre (Figure 3.5). Leiden is
surrounded by the Green Heart, and Utrecht by bothGreen Heart and Utrechtse Heuvelrug
national parks. In general, densities in the largest cities Amsterdam and Rotterdam are lower
than in these towns, but the total number of jobs and inhabitants are higher.
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In sum, the analysis of cityports offers a mixed picture of spatial and economic dynamics in
the Randstad city-region. There is no dominant centre in the city-region and the polycentric
development of the Randstad has historical roots with many traditional downtown centres
that are becoming leisure centres (Amsterdam) and remote edge cities (Leiden, Amersfoort).
The traditional downtown centres of Amsterdam, Rotterdam, Den Haag, and Utrecht remain
dominant in terms of productivity, but a significant shift towards medium-sized towns and
edge cities is found. In terms of accessibility, office rents, and growth of added value, these new
cityports show a better performance. The development of internal edge cities within the cities’
domain with better car access can in this regard be seen as successful.

It is remarkable that not the downtowns but the external edge city Schiphol and new
business centre Zuidas show the highest office rents. For business and knowledge workers, the
high densities of the major cities are an important condition for the business environment. R&D
is less developed and concentrated in the Randstad, and is less dependent on this urban factor in
the Randstad city-region. In the remote edge cities of Rijswijk, Nieuwegein, and Zoetermeer, car
access is a major quality of the business environment, and public transport is less well developed.
In specialised subcentres, both public transport and car access are well developed. Finally, despite
white-collar workers” dominance in globalizing city-regions, trade and distribution in cityports
as greenports, airports, and harbours continue to be important and internationally competitive
sectors.

3.4  Cityports in Frankfurt Rhein-Main

In this section, the internal geography in terms of cityports in the Frankfurt Rhein-Main city-
region is introduced for a rough outline of the current economic and spatial dynamics. The
branding of names as city marketing is in this region is interesting issue to observe. The typology
of cityports is followed by an analysis of these locations in terms of cityport dimensions.
Therefore, the real estate market is framed for the economic dimension. Then, the analysis of
the infrastructure dimension (accessibility of the places) and the urban dimension (densities) are
added. Finally, a brief synthesis of types and dimensions of cityports is made.

Types of cityports
The downtown of Frankfurt is the main CBD of the region: the economic nerve centre, with

a slightly decreasing concentration of inhabitants and jobs, and an outstanding accessibility.
'The nicknames Mainhattan for the banking district and Messestadt for the convention centre’s
importance are common in Frankfurt am Main. Frankfurt’s centre was destroyed during World
War II and parts of the fraditional downtown centre were rebuilt in the traditional ‘Rémer’ style
on the east side, which is currently the major commercial shopping centre. The west side of the
former downtown developed as a modern skyscraper district.

Darmstadt also suffered from destruction in 1945, but the other cities stayed relatively intact
and remained traditional downtown centres. Despite the image of Darmstadt as Wissenschaftstads
(science city) with a large share of R&D, the city copes with slow growth Figures and the second
highest job loss in the region. The direct neighbouring county Darmstadt-Dieburg is benefiting
in the mean time. In Wiesbaden, the focus on quality dates back to the time the city was a
spa resort for the rich and famous (Freund 2002). The commercial centre and business services
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continue to aim at high-profile citizens and workers, with luxurious shops, business consultants,
and international conventions in the capital or Landeshauptstadst Wiesbaden. Another older
European downtown centre is Mainz, a main shopping centre.

It is not well known, but the city-region is also a major concentration of the media sector in
Frankfurt and Mediastadt Mainz (Freund 2002). In Mainz, ZDF television headquarters and
related media are concentrated in the Mediaviertel Lerchenberg as a new business district. The
new business districts for service sectors are also found in Frankfurt-Westend, which could
relieve the pressure of the CBD (Ploeger 2004). These are also typical new business districts
that are located near prestigious residential areas with better car access than the downtowns.
For journalists and other knowledge workers, the proximity of the downtown of Frankfurt is of
major importance.

On the edges of Frankfurt's downtown internal edge cities are emerging phenomena as
cityports. Due market pressure of the banking and insurance sectors in the economic nerve
centre, former distribution and manufacturing sites are redeveloped. Examples are internal edge
cities as City-WEST on a former manufacturing site, and Hanauer Landstrasse or City-East
in the former docklands and manufacturing area. Where the City-WEST is a planned urban
redevelopment project, the Hanauer Landstrasse is currently in a natural transition process from
manufacturing and car dealers, to showrooms and business services, with infrastructure as an
incentive for further investments here (Ploeger 2004).

The second best accessible location in the region is the airport, with external edge city
development at the airport, in office city Niederrad and cargo distribution in Kelsterbach.
Niederrad was planned to attract financial services to relieve pressure in the downtown, but
the office city attracted services and trading companies instead (Freund 2002). Cargo and
manufacturing locations are not addressed in the typology of internal geography of Peter Hall
(2001) and due to their importance are added here. The CargoCity cityport can be found in
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the smaller municipalities near the airport, but are mainly concentrated near Kelsterbach. The
nearby industrial site of General Motors’ Opel plant in Russelsheim shows a loss of jobs, but
is still competitive (see chapter 2). Manufacturing in Héchst and Hanau (the city of a former
nuclear plant), has had a hard time transforming into competitive new industries is part of the
Produktionsgiirtel in the southern axis of the Rhein-Main region. A transformation process into
new R&D is essential in the area: activities that are less focussed on the city.

The economic underperformance of the former leather producing city Offenbach am Main is
improved due better highway connections to Frankfurt and the airport. In addition, the light rail
connection is another condition for the development of Kaiserlei at the Offenbach-Frankfurt
border. Offenbach-Kaiserlei and Eschborn are the regional centres of back offices or remote
edge cities (Figure 3.6). These office locations have lower rents, corporate tax advantages, and can
predominantly be found in the smaller centres in the Taunus Speckgiirtel, in Niedereschbach,
and Mertonviertel. Business innovations and knowledge workers are concentrating near the
university campus in Riedberg and are developed recently as specialised sub-centres and in the
region’s style with S-Bahn light rail.

The Speckgiirtel along the north side of Frankfurt Rhein-Main as well as the airport will
continue to be the most important economic development locations of the region. These locations
are not only well accessible by car, but also ready for development, offer good conditions, are less
expensive, and have lower corporate tax. In the interviews with the regional actors, however, the
continuous importance of the city is addressed for the younger and higher educated employees
who prefer urban life with all her facilities and multi-modal accessibility. There are enough
possible top-locations available for “recycling”: for instance the eastern harbour, the former
freight railway tracks in the Europaviertel near the central station, and the former military
settlements Gateway Gardens, CargoCity-Stid, and Zeppelinheim near the airport.

Economic dimension of Frankfurt Rhein-Main’s cityports

Space productivity is measured for the Frankfurt region on the municipal level, not on the local
level (Gutberlet 2002). In Frankfurt, €179 million per square kilometre is added to the economic
value every year, in contrast to cities like Offenbach (€86 million) and Mainz (€84 million).
Because of this high spatial scale of measuring, it makes no sense to use these indicators here for
further international comparison. Therefore, we will directly focus on rent levels in the cityports
of Frankfurt Rhein-Main (see Figure 3.7).

In Germany’s real estate market it is not common to distinguish office locations from
industrial sites; therefore a complete picture of these locations cannot be given here. Industrial
sites are predominantly distribution centres near the airport and manufacturing sites in the
southern ring of the Rhein-Main regions, with similar rent levels as industrial sites in the
Randstad. Retailers’ shop rents vary in the Rhein-Main area. Frankfurt’s main shopping street
Zeil costs up to €2500 per square meter: almost double the rent of old shopping areas in
Wiesbaden, Mainz, and Bad Homburg downtowns.

In Frankfurt’s CBD, banks and insurers are able to pay up to €645 per square meter in 2002.
The centre and Westend areas located nearby require es50 office rent for class A locations.
This recently dropped in a period of economic downswing and higher vacancy rates, but is still
high for German standards. Despite economic problems, the airport’s office locations, limited

77



in volume, continued to grow to €300 per square meter per year. Other major office locations
fluctuate around €200, including the Mainz, Darmstadt, and Wiesbaden downtowns, and the
Niederrad and Kaiserlei office cities.

Direct returns in real estate investment are in Miinchen (5,25%) and Frankfurt (5,50%),
which are the lowest of Europe.” This shows a high confidence in the office market, quality, and
expected value increase of the real estate in future. Considering the letting in 1999, not the rent
levels, but the lack of office locations was the main problem of the office market. Particularly new
offices in Frankfurt West, including the City-WEST project, could bring relief the office market.
The recent 2001 economic downfall of the real estate market is in contrast to the offices that are
planned and will be completed between 2002-2004The current vacancy rate of 14% in 2003 is all-
time high, but large market completions will continue.®

'The economic cores are locally embedded in the Frankfurt Rhein-Main region; on the one hand
sprawling over the region, and on the other hand concentrating in cityports. The continuous
suburbanization of companies in Frankfurt Rhein-Main can be described as a ‘centrifugal
process’ from the centre of Frankfurt further outside.’ The centrifugation geared at the end of the
1980s with a diversity of back offices in the Taunus Mountains: isolated office locations, modern
business parks, and office cities (Biirostadf) as edge cities. Amongst them particularly credit
and insurance companies, and research institutes left the downtown of Frankfurt and settled in
Niederrad, Offenbach Kaiserlei, and Eschborn-Siid.

Infrastructure and urban dimension of Frankfurt Rhein-Main’s cityports

The accessibility of Frankfurt Rhein-Main has three main assets: it is the centre of air transport
in Germany and a central node in the train and highway infrastructure. High speed trains in all
directions and airplanes to 117 destinations contribute considerably to the region’s accessibility
(see appendix). Furthermore, the German regions are famous for the widely developed
Schnellbahn and Untergrundbahn light rail and subway systems that connect centres in the city-
region. Finally, major international highways of European countries cross at Frankfurt.

The centre of Frankfurt has the best accessibility of the region, followed by the airport (Figure
3.7). High economic dynamics are however found in less accessible locations such as Kreis
Offenbach and the towns Bad Vilbel and Eschborn, where rents are lower and tax conditions
favourable. Spatial-economic development is more spread over the Frankfurt Rhein-Main region
and it not limited to the best accessible cityports. Figure 3.7 also shows the relationship between
access and office rents in the city-region in general, where cities such as Mainz, Wiesbaden, and
Darmstadt have surprisingly low rents compared to the excellent infrastructure access.

For future spatial and economic development, Frankfurt airport is the most important
business location. The connection to the airport improves the position of Mainz, Wiesbaden,
and Frankfurt. In particular the new high-speed train connection of Wiesbaden will improve
the accessibility of the state capital and is an incentive for economic and spatial dynamics.
Freund expects future economic development in Niederrad, despite the scarcity of locations; that
Eschborn can expand in the direction of the former airport area; Bad Vilbel has a resource of
locations near the Frankfurt ring road; and Offenbach-Kaiserlei will soon be better connected to
the Taunus region where managers live (Interview Freund 2003). All of these locations show the
increasing importance of the road infrastructure in the Frankfurt Rhein-Main city-region.
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Figure 3.7 Cityport dimensions in Frankfurt Rhein-Main (Source: CWHB (2002), SBA (2005),
Appendix II)

Figure 3.7 also shows the urban dimension of the city-region’s cityports. The urban dimension
expressed by the number of jobs and citizens per square kilometre, is measured on the municipal
level and therefore shows no variation between the cityports of Frankfurt. The misbalance of
a relative high number of jobs and a relative small number of inhabitants makes the average
number of jobs and citizens on a square kilometre in Frankfurt limited to over 4500. Offenbach
am Main comes close with a reverse balance of jobs and citizens compared to Frankfurt.

Since the urban dimension is measured on the city level it cannot be directly compared with
the economic and infrastructure dimension of the cityport. Therefore, it is most interesting to
look behind the Figure at the trends in the region’s labour market. Despite the average slight
decrease of employment in Frankfurt itself (-811 jobs between 1996 and 2000), a steady growth
can be found near the airport in the county Grof-Gerau (Kelsterbach, Mérfelden-Walldorf),
and the county Offenbach (Neu-Isenburg, Langen). Locations with average densities are
growing faster here, in particular in times of economic pressures such as in the 1990.
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In sum, Frankfurt Rhein-Main has a wide variety of cityports, with a strong local identity. This
identity is not only marketed successfully with labels such as Wissenschaftsstadt or Messestadt, but
is deeply rooted in the economic sectors and social traditions. Although Frankfurt is the nerve
centre, the quality is mainly hidden in the variety of cityports in the region. Frankfurt is, unlike
the other cities in the region, not a typical European downtown centre, but a combination of
rebuilding the traditional downtown with an American high-rise-style CBD. That centre benefits
from good infrastructure on the one hand and the geographical position as the urban core on
the other hand. The other cities with older centres choose their own market within the regional
profile, and have good infrastructure access. Spatial and economic dynamics near Frankfurt have
led to a development of a variety of edge cities near the downtown, in new business districts
near attractive housing areas for newer economic activities (Frankfurt-West, Mainz), and
redevelopment of older industrial sites (City-West, City-East). These urban dynamics also led to
sprawl into the Rhein-Main region. Examples are the edge cities that are more car-dependent,
have lower taxes, and demand lower rents. These external and remote edge cities can be divided
in the back offices in the northern rim, and distribution and R&D-intensive manufacturing
at industrial sites and cargo centres in the southern rim. With the latter category we add two
types of cityports that are competitive and of strategic importance to the original model: the
CargoCity distribution near the airport in Kelsterbach and the R&D-intensive industrial
production site in Riisselsheim.

3.5  Cityportin Tokyo Metropolitan Area

By introducing the types of cityports in the Tokyo Metropolitan Area, difference in size and
intensity of spatial and economic dynamics compared to the previous case studies should be
considered. In the world’s largest city-region, two dozens locations are distinguished as centres of
spatial and economic dynamics. In Tokyo, some of the town-in-town are branding their names
with the English additive -City.” The 25 locations in the Tokyo Metropolitan Area are selected
by a variety of indicators: the type of cityport, and the dimensions of the cityport: economy,
infrastructure, and urbanity.

Types of cityports

In the analysis of the polycentric structure of the Tokyo city-region, it becomes clear that
the types of cityports, based on Hall’s typology, are not sufficient yet. A highly urban and
economically profound area such as Tokyo develops a variety of locations as cityports that need
to be added. In particular here, commercial centres, leisure centres, and culture centres need
further analysis, in addition to the business centres, edge cities, and subcentres.

Tokyo’s central business district is situated around Tokyo Station. Urban dynamics spread
into Marunouchi, Otemachi, Yeasu, Nihonbashi, Kasumigaseki, and Ginza as the traditional
downtown centre (Figure 3.8). Marunouchi is Tokyo’s premier office location, conveniently
located between Tokyo Station and the Imperial Palace (Cybriwsky 1998). The Mitsubishi Group
owns most of the land here and the corporate headquarters are concentrated in this CBD of 10
stories. The area is mainly for offices; shops and restaurants are rare, which will change after the
completion of the redevelopment plans. The newer Otemachi district, north of Tokyo Station,
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Figure 3.8 Cityports in Tokyo Metropolitan Area

is the spillover area of Marunouchi for banks, publishers, and telecommunication. Here is also
Akihabara, which developed from ‘Electric Town’ into subculture centre. Ginza is the most
famous upper-class shopping district in Japan. Its fame dates from expansion and sale records in
the heydays of the bubble-economy.” South of the Imperial Palace is the Kasumigaseki district,
where most ministries and Dief (national parliament) are concentrated.

Nihonbashi is the oldest part of Edo-Tokyo and the location where national banks, stock
exchange, and many hotels are concentrated. However, the area is more a new business district
than a traditional downtown due to the dominating back offices and business hotels after drastic
modernist redevelopment in the 1970s (Cybriwsky 1998). This area is the subject of Mitsui-
Fudosan’s recent redevelopment plans as a major landowner. Nihonbashi did not offer enough
space to accommodate all dominant economic and political management functions. Therefore,
new business districts developed in Hamamatsucho, and recently Shiodome, with a concentration
of headquarters for newer business activities such as computers. These locations are also well
accessible by the Yamanote loop line that shapes the polycentric network of the city-region. On
the west side of Tokyo’s central 23-wards, the Tokyo Metropolitan Government has established
another newer business district. Since the end of the 1980s, Nishi-Shinjuku has accommodated
the City Hall, hotels, banks, and corporate headquarters high-rises. It strategically shifts the
development of Tokyo into the western direction (iid.).
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The corporate headquarters, related offices, restaurants, and hotels replace manufacturing,
transportation, and warehousing during and after the bubble economy in the centre of Tokyo.
'The redevelopment of industrial sites led to the rise of internal edge cities. Shinagawa’s Intercity,
a new mixed-use but predominantly office location is connected to the high-speed train station,
but turns the back to the harbour and fish market on the east side. Ebisu Garden Place is a
redevelopment project on the site of the former Yebisu beer brewery, and has a mixed-land use,
fashionable, and international character, currently attracting investment bankers.

The 1980s waterfront development in the Tokyo Bay was Tokyo’s answer to plans of relocating
the capital to a safer and less-dense area (Saito 2002, Sorensen 2002). On the reclaimed islands
in the Tokyo Bay, a variety of land uses are located, varying from public facilities of power plants,
gas, and sewerage disposal, to a heliport, factories, golf parks, and entertainment, making the
waterfront development in the Koto ward a major specialised sub-centre. 'The most profound
development is Tokyo Teleport. Teleport was initially planned as a futuristic telecommunication
centre, but after the collapse of the bubble economy and a lacking market interest, it changed
ambition but kept the name. Currently, real estate in the waterfront area is slowly recovering.

South of Teleport area, Haneda airport is built on reclaimed islands and will be re-expanded.
Near Haneda, Kawasaki currently enrols plans for redeveloping the factory sites in the Kanagawa
river delta. Yokohama redeveloped in the same period the futuristic port area Minato Mirai 21.
MMoar has a broad range of commercial, cultural, and residential land uses, and amongst others
the Landmark Tower, Japan’s highest office building.

'The external edge city is highly dependent on international connections, often located at axis
of the airport or newer high-speed train stations. Funabashi-Makuhari is a new town of office
development; IBM’s offices, Asia’s largest convention centre (Messe) and a business research park
are located here. Makuhari Seaside Park is Chiba’s competitive answer of leisure waterfront
developments in the Bay area. It can be seen as a cluster with Tokyo’s Disneyland, in Urayasu,
a main /Jeisure centre. 'The airport area of Narita is the main other external edge city in the
metropolitan area of Tokyo. In particular, hotels, distribution centres, and airport services are
attracted to the international airport and established along the motorways in the Narita area.

Parts of the Tokyo CBD spillover can be found more west in the Minato ward in Aoyama,
Azabu, and Roppongi, where Mori Building redeveloped amongst others Ark Hills (1986)
and Roppongi Hills (2003). These are located near the expatriated residential area of Azabu,
embassies and corporate headquarters, and therefore can be categorized as a new business district
of the expatriate communities (Mitsui-Fudosan 2002).

These ‘Hills” are connected to the commercial centres of Shibuya and Shinjuku on the west
side. Shibuya is mainly developed by Tokyu Corporation, which runs railways to Yokohama
and established fashionable department stores near the station. The link of Shibuya with the
international community is closely related to the flag stores of international fashion leaders in
the Omotesando Street in Harajuku. Shibuya is also the city’s main concentration of software
and entertainment and is nicknamed ‘Bit Valley.” Nearby Shinjuku, the busiest train station of
Tokyo, is another major commercial centre, and is also called ‘Sin City, an area attracting salary-
men late at night (Cybriwsky 1998).
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Seibu Corporation has been of historical importance for the development of Ikebukuro as
a compound internal edge city. High rents pushed the company’s workers tot the west of Tokyo.
Seibu’s railways connected them to the Yamanote loop line at Ikebukuro. The railroads end
underground, where Seibu built department stores on top of the station. Sunshine 60, Tokyo’s
largest building complex of a hotel and shopping malls were build near Ikebukuro in the 1980s,
makes Tkebukuro a major commercial area.

'The Tokyo Metropolitan Area is not limited to the traditional core (first rim) or centres in and
near the Yamanoto loop line (second rim). More recent spatial and economic development is
due to urban pressure concentrated in the new towns and has attracted economic activities. The
appointment of Tachikawa and Hachioji as growth poles of urban development in the west has
made these centres of department stores, hotels, and other services near the station. A similar
pattern of economic dynamics with more production and distribution can be found in Saitama
and Chiba. Because of the convenient suburban life style with car accessibility and less crowded
centres, the centres of the new towns have developed in the 1980s and 1990. Recently, however,
due to land price drops and the focus shifts to housing in the central ward again, in particular
harming the new towns with low urban qualities and bad access.

Cybriwsky describes the ‘other side’ of Tokyo as “the foundation for the rest of the Tokyo economy”
(1998:168). The areas on the north-eastern side of Tokyo are the home of taxi drivers, fish markets,
media, printing, and manufacturing, but is also the place where poorer people and homeless live.
Ueno and Asakusa are the main cu/tural centres, with more variety and differences in product and
service quality and prices than Shinjuku and Shibuya. The exodus of manufacturing out of Tokyo
has affected the economies of these areas mostly in the Taito and Ota wards. Due to planning
policies and urban pressure, manufacturing, R&D, and small enterprises have in the last decades
been shifting to Kanagawa prefecture and beyond, making that area the brain centre of Japan
(Cybriwsky 1998:121), joint by Tsukuba Science City in Ibaraki prefecture, north of Tokyo. These
brain centres can be seen as a particular type of specialised subcentre development in the Tokyo
city-region.

Economic dimension of Tokyo’s cityports
Since data is not available to determine the space productivity in the Tokyo Metropolitan Area
cityports, here we will focus on office rents as a relatively reliable indicator for the economic
dimension in cityport development.”

Highest rents are paid in the Tokyo station area of Marunouchi and Ginza (over erroo, Figure
3.9), where redevelopment plans are made to increase the remarkably low number of high-rise
towers. Nevertheless, less than ten percent are class-A offices.” Rents for these offices of €950
are paid in Minato ward. Minato has the largest concentration of international corporations and
embassies and is therefore the favourite location for living and expatriates. This ward has three
main office concentrations: Akasaka-Roppongi, Shiodome-Shimbashi, and Shinagawa Intercity.
After Ropongi Hills and Shiodome’s recent completions, the office market of Minato has made
a leap forward in terms of quality. More new offices in Mid-Town and Shimbashi are to be
completed in the coming years.
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Nishi-Shinjuku, the area between Shinjuku station and the Tokyo Metropolitan Area has the
highest concentration of skyscrapers, with rents near €835 per square meter in 2003. Shinjuku is
also a popular area for high-tech firms and hotels. New buildings will add 137,000 square meters
of office space to the Nishi-Shinjuku office market through 2008 (CBRE 2004, Colliers Halifax
2003, Mori Building 2004).

The airports Narita and Haneda have low concentrations of establishments and high-rise
buildings, but demand respectively €935 and €830 per year in rent for offices directly at the
airport (Figure 3.9). It is remarkable that Haneda, Tokyo’s busiest airport near downtown Tokyo,
is cheaper than Narita. This can be explained by the added value of economic activities at an
international airport compared to a mainly domestic airport — issues that are discussed in chapter
4. The average rents at Haneda are still €130 higher than the high-end offices in neighbouring
Kamata in Ota ward.

Concentrations of high-rises and office rents for locations in the polycentric rim are
unknown but likely to be considerably lower in remote centres such as Tachikawa, Hachioji,
Kawasaki, and Chiba. The recent trends show a further concentration in the central ward area.™

Infrastructure dimension of Tokyo’s cityports

Tokyo’s spatial and economic development is closely related to infrastructure planning (Hack
2000). Figure 3.9 offers a similar perspective on the Tokyo Metropolitan Area; most locations
have a node value near 400. This means that whether the cityports are located in the older
downtown area of Tokyo’s central wards, or are part of the Yamanote loop line centres further
in the Kanto plain, all locations have good public and road infrastructure. Even the locations
with the worst accessibility from this list have train stations and highway access. Ueno, Kanda,
and Marunouchi have the best access due to the Shinkansen high-speed trains that run from
northern Kanto to Kyushu in the west. Locations in southern Tokyo and Kanagawa benefit from
the access to Haneda airport, where Chiba and eastern Tokyo have good access to Narita airport
in return. Western Tokyo (Hachioji and Tachikawa) lacks Shinkansen trains and has poor airport
access, leading to a lower node value in Figure 3.9. Due to the overall infrastructure facilities,
there is no significant relationship between the access of the 25 centres and office rents in the
Tokyo Metropolitan Area. Nevertheless, in Tokyo office rents are still strongly related to the
walking distance to the nearest subway or train station.

Urban dimension of Tokyo’s cityports

In Tokyo, inhabitants and jobs per square kilometre is measured on the ward and city levels.
The findings of this urban dimension are presented in Figure 3.9. The highest concentrations are
found in Chuo (80.119 inhabitants and jobs per km2) and Chiyoda (79.452). Tokyo is known as
an ‘urban donut’ (Cybriwsky 1998; see previous chapter), with many jobs and few inhabitants in
the traditional downtown areas. These are almost double the densities of the other wards of the
central 5-ward area with Minato, Shinjuku, and Shibuya wards. Other major, but considerably
lower concentrations of jobs and inhabitants can be found in the south (Yokohama, Kawasaki,
Ota), west (Tachikawa), and east (Funabashi-Makuhari). The correlation of density and
infrastructure is obviously the case in Tokyo, as can be seen in Figure 3.9, where the relation with
office rents cannot be found on this spatial scale.
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Figure 3.9 Cityport dimensions in Tokyo Metropolitan Area (Source: CBRE (2004), Colliers
Halifax (2003), Establishment Census (2001), Mori Building (2004), Statistical Bureau Japan

(2004), Tokyo Statistical Yearbook (2003), Appendix II)

In sum, a combination of the best-developed public transport system in the world (Takeuchi
2000), with nearby highway access, make most centres and subcentres of Tokyo conveniently
interconnected in the polycentric city-region. The node values of these cityports are high and in
balance with the many economic activities it attracts. In addition, the size and high densities of
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the market force locations to compete and specialise. These cityports contribute to establishing
the metropolitan economy. A variety of specialised cityports is found: from fashion streets and
entertainment centres to electronics districts and Disney resorts. Due to this specialisation, we
added new types of cityports to the original model: leisure and commercial centres. The locations
develop their own profile, for instance as the ‘Beer Garden Place’ or “Tokyo Dome City’. Places
that lack a clear target group or profile, such as the ‘compound’ internal edge city Ikebukuro, or a
backward economic structure such as Kawasaki, have difficult times to reinvent themselves.

In Tokyo, the traditional downtown area and new business districts are partly overlapping.
The CBD has the best infrastructure access and high densities, and requires the highest rents.
Urban pressure forces urban redevelopment in other centres, especially along the Yamanote loop
line in internal edge cities such as Shinagawa, Ebisu, and Ikebukuro or new business districts
such as Nishi-Shinjuku and Shimbashi-Shiodome. This trend of internal edge city formation
can also be found in the waterfront development shore from Yokohama, Kawasaki, Haneda,
Shinagawa and Makuhari. The third ring of spatial economic dynamics has lower urban densities
but is well accessible, with concentrations in new town or remote edge cities such as Saitama,
Hachioji, and Tachikawa. External edge city formation and R&D-specialised subcentres are even
further into the Kanto region, with rapid developments near Narita airport and R&D-intensive
production and research in Kanagawa and Ibaraki prefectures.

3.6  Comparison and conclusion

'The aim of this chapter is to understand the internal geography of the quintessential polycentric
city-region case studies in terms of multi-nodal development of cityports. It therefore crosses
the bridge of the economic analysis of the city-region in chapter 2 and the position of the
airport as a cityport in chapter 4. Two methods of cityport analysis are used to understand the
internal geography of the city-region: the types of cityports (downtowns, new business districts,
edge cities, and subcentres) and the dimensions of the cityports (economy, infrastructure, and
urbanity). In a comparative perspective, conclusions will be drawn on the regional economic
geography. This comparison is particularly relevant for understanding similar kinds of new urban
concentrations between the case studies, including the airport areas.

Types of cityports

After the internal geographies of cityports in the city-regions are analysed separately and
comparatively, general conclusions can be drawn on the emerging phenomenon of cityports
in the Randstad, Frankfurt Rhein-Main, and the Tokyo Metropolitan Area case studies. Peter
Hall’s (2001) classification of the locations used here as types of cityports proved to be useful
for understanding the spatial and economic dynamics in the city-region, but need further
elaboration. Hall distinguishes zraditional downtown centres, new business districts, internal edge
cities, external edge cities, remote edge city complexes, and specialised subcentres.

First, R&D-intensive manufacturing sites need to be added. In Frankfurt, the highest added
value is created in these places. In the Randstad, vegetable horticulture and flower auctions are
strategic cityports in the city-region with high productivity levels too. Therefore, greenports,
cargo~cities, and R D-manufacturing sites are added as types of cityports.
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Second, locations specialise more and more in a high-urban economy such as the Tokyo
Metropolitan Area. Therefore, the category of specialised subcentres need further differentiation
in leisure centres (Disney, Odaiba), science cities (Tsukuba), commercial centres (Shinjuku, Shibuya),
and culture and subculture centres (Ueno, Asakusa, Akihabara). Within the polycentric city-
region, branding the names of the locations, as done in Frankfurt Rhein-Main and the Tokyo
Metropolitan Area is useful and is a self-fulfilling prophecy for the specialised development of
locations, in particular science centres, leisure centres and commercial centres. These conclusions
can be illustrated with the following major findings on cityport development in the case studies.

The traditional downtowns of the polycentric regions remain the centres with the highest space
productivity due to a combination of density and high productivity per square meter of jobs in
the service sector. The strategic economic sectors of finance, insurance, and legal services can be
found here, such as the stock exchange and central banks. In Tokyo, Frankfurt, and Rotterdam,
the downtown centres offer space for redevelopment, where the Amsterdam downtown is
lacking behind in terms of infrastructure and real estate development opportunities and losing
position to new business districts. In general, the downtowns of Tokyo and Frankfurt Rhein-
Main have a much more dominant position in the city-region, with higher office rents and lower
direct returns on investment, where Amsterdam has a more equal position amongst Rotterdam,
Den Haag, and Utrecht. This underlines the longer polycentric roots of the Randstad without a
dominating centre, and a natural hierarchy in the city-region.

Less traditional economic activities that are closely related to the cities are found in the
newer business districts, and nearby attractive residential areas. In the Randstad this is limited
to Amsterdam-Zuidas. The other city-regions have more opportunities with Frankfurt-West,
Wiesbaden, and Mainz in Rhein-Main, and Shiodome, Roppongi, and Nishi-Shinjuku in Tokyo.
These locations have, besides good public transportation, better car access than the traditional
downtowns. Real estate market confidence for these locations are reflected in relatively high
office rents and lower expected returns on investment for project developers and investors.

Internal edge cities are the redeveloped sites for economic activities in the services sector
that is currently pushing aside manufacturing and distribution. Economic activities need the
urban environment, but the larger space that is required pushes companies out of the traditional
downtowns. Furthermore, added value is not high enough for the clustering in downtowns or
new business districts. In these locations car access becomes more important. The best examples
in the case studies are Hanauer Landstrasse in Frankfurt, and Ebisu and Shinagawa in Tokyo.

Not only in the internal edge cities, but also in particular in the remote edge cities, rents
are considerably lower. In both kinds of places, back offices and research centres are established.
Examples of remote edge cities are found in all cases on different spatial scales. In times of
economic growth, real estate market pressure boosts these locations. However, when the economy
weakens, the quality of location and the poorer access hits locations such as Osaki, Kaiserlei,
Eschborn, and Duivendrecht-Amsterdam Southeast, with higher vacancy rates and lower rents.

There are various reasons that contribute to the development of specialised cityports in the city-
regions. The natural process of specialisation of locations in integrated metropolitan economies
such as Tokyo is a major incentive. The well-developed regional transportation network stimulates
this process in Tokyo and Frankfurt Rhein-Main. Furthermore, branding names contribute to the
image and development of the cityport: Dome City, Garden Place, Science City, Messe, and Sin
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City are the often used English adjectives, or non-existing English adjectives such as mainport
and greenport. Despite it’s smaller size, Frankfurt has based on history and regional competition
developed specialised cityports. Scepticism on metropolitan ambitions and downsizing the socio-
economic markets to sub-regional levels are in the Randstad hand in hand with an equalization
and lack of specialisation of locations. The 1990s have shown some signs of greater differentiation
between the Randstad cities, however.

The cityport model

In order to have a better understanding of the economic geography of cityports in the city-
region, the cityport model with economic, infrastructure, and urban dimensions was constructed
and tested in the case studies. The cityport model is based on the node-place model of Bertolini;
the focus was more on economic factors. Because of a lack of comparable data, the densities and
added value in the city-region could not be explored as intended. First, the relationship between
office rents and accessibility is rather complicated and related to planning regulations and real
estate market fluctuations. Second, data on inhabitants and jobs densities were not available on
the local level. Therefore, the balance and imbalance of place and node of the cityports could
not be determined exactly. Nevertheless, the comparison of cases at first and relations between
cityport dimensions second show some first noteworthy results.

For the analysis of cityports in the city-regions the differences in scale are remarkable and should
be noted. If we compare the city-regions, the rents paid in central Tokyo are over erroo: much
higher than central Frankfurt (e60oo) and downtown Amsterdam (e250). After these central
business districts, highest office rents, and high productivity are found at and near the airports as
external edge cities: Frankfurt airport costs €300 per square meter, Narita International Airport
€935, and Tokyo Airport at Haneda €835. In the Randstad city-region, Schiphol airport is even
the most expensive office location (e400).

Furthermore, there are major differences between the cases in terms of accessibility.
In general, cityports in Frankfurt Rhein-Main (score range of 400-9oo) and the Tokyo
Metropolitan Area (300-800) are much more easily accessible than cityports in the Randstad
(200-500). Frankfurt’s downtown (score of go4 points) and Frankfurt Airport area (778) as well
as Tokyo Station area (773) have the highest node value of the cases. The far distance to the
airports explains this difference. Schiphol has the best access in the Randstad (535). The harbour
of Rotterdam has the lowest accessibility score; this is explained by the fact that access over water
is not included in the accessibility.

Jacobs (2000) explains the weak accessibility in the southern Randstad compared to
Frankfurt Rhein-Main by the weak integration of the urban economies in the Randstad on
the one hand, and the role of planning in the Netherlands on the other hand. Easily accessible
locations develop in Rhein-Main in a natural manner and with less governmental intervention,
where national and local governments in the Randstad appoint locations for development and
prohibit development in other locations, but the appointed locations do not necessary have to be
the best accessible locations.

In the urban dimension of the cityport, Rhein-Main and Randstad have comparable
densities with respectively 2.500 and 3.500 jobs and inhabitants per square meter, versus Tokyo’s
30.000 double digits densities in the major cityports. In the downtowns of Tokyo and Frankfurt,
this is mainly jobs and relatively few citizens: the so-called urban donuts. Since densities are by
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a lack of data measured on the municipal and not the place level, it turns out not to be a useful
indicator for the place value in relation to the node value of the location.”

Airports

It is remarkable for a city-region such as the Randstad that highest office rents are not paid in
the CBD, but at Schiphol airport. Productivity is high and there is a considerable economic spin-
off. Furthermore, Schiphol and Frankfurt Airport are the most accessible locations in their city-
region. The opposite is true for Tokyo’s airports. Despite the high office rents for the airports,
these locations are less important for the regional economy, are less accessible, and further from
jobs and citizens.

Airports as external edge cities turn out to be a peculiar type of cityports. The airport as an
external edge city cityport is the physical and direct switch between the cityports in the city-
region and the global connection to other city-regions. Airport areas are an interesting case here
at the crossroads: international businesses at conference rooms, offices, and hotels at the airport
on the one hand, and cost-sensitive distribution centres and warehouses on the other hand. A
further focus to understand the spatial and economic dynamics in the competing city-regions
with an institutional perspective is quintessential.

A variety of cityports as emerging phenomena are worth further analysis, but for the reasons
mentioned above the airports as cityports in the city-regions are the most complicated and
promising ones, and have been selected as a specific kind of cityport to be analysed in the next
chapter.

Notes

1 Airport connections are nowadays for businesses an important condition in the investment climate (see
previous chapter) and therefore added to the model. Although there can be discussion on the values of the
model split, airport infrastructure has a similar importance here as high speed trains. Chapter 2 also learned
us about the importance of road access and therefore relative importance compared to public transportation
is upgraded. Waterways infrastructure is addressed as an important positive characteristic of the Randstad’s
investment climate, but due to the limited number of users it is, in succession of Groenemeijer and Van Bakel
(2001), left out the infrastructure dimension of the cityport model.

2 We acknowledge that this way of determining the urban dimension blurs the actual intent of the place value.
Since not only the location, but also the wider city and city-region’s critical mass of citizens and employees
contribute to the development of locations, this is considered as second best. The urban dimension of the
cityport therefore express the number of inhabitants and workers on the city level divided by the size of the
city and express the urban density of the location.

3 For example, GDP per square kilometre in the Randstad is highest in the skyscraper district of central
Rotterdam, but rents are lower than in the low-rise centre of Amsterdam.

4 De Brauw Brownstone Westbroek as a major legal service company recently clustered the Den Haag and
Rotterdam offices in one Amsterdam office. Royal Dutch Shell chooses not Den Haag, but London for the
corporate headquarters (Rotimex and Kolpron 200r).

5 However, the current economic downswing hit these new towns locations harder due to their uniformity and
lack of quality, with high vacancies in the new town areas (DTZ 2005). In the early recovery stage, it is the

traditional centres and higher quality locations that are leading the real estate market.
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The infrastructure dimension’s node value consists of the connection of the location and the number of
directions. Calculations of node value are based on the appliance of Groenemeijer and Van Bakel (2001).
However, more than in their research, the importance of road and airport infrastructure is valued higher in
the calculations. See appendix for details. In the computations of the node value in the Randstad, the future
access to high speed trains heading for Brussels and Paris are not included, as well as the improvement of
the A4 motorway to an international corridor in the same southern directions. This will further improve the
accessibility of Schiphol, Zuidas and Rotterdam in the near future.

Germany’s largest real estate company IVG sees an important stabilizing trend in the European office market:
the direct return of real estate investors balances between 6 and 7% in general (IVG 2003). This percentage is
common for the Dutch real estate market; in Germany’s major city-regions expected return are one percent
lower.

The 2003 completions in the City (160.000 m®), City-west and Niederrad (both 145.000 m*) and the 2004
completions in west (230.000 m?), Messe (125.000 m*) and Frankfurt Airport (145.000 m?) are substantial
(CWHB 2002).

Freund (2002) shows in Hessen'’s profile a full list of suburbanization of urban functions in the Rhein-

Main region, a tradition starting in 1936 with the construction of the airport and the airport workers village
Zeppelinheim until the 1998 move of the Dresdner Bausparkasse bank to Bad Vilbel (Freund 2002:256). This
has led to a stabilization of job growth in the Rhein-Main core cities and a growth of almost 20% in the
suburbs between 1980-1999.

The redevelopment by Japan Railways (JR-East) and Mitsubishi Estate Company of the relatively small-
scaled area is delayed after severe criticism that the classic Tokyo Station, a copied variant of Amsterdam
Central Station, will be overbuild by new offices. The station is one of the very few older buildings and part of
the cultural heritage.

After the 1980s, Ginza lost some of it’s glance, but recent new planning laws that allows higher building in
exchange for more housing in the CBD area in combination of architectural highlights support the current
revival of Ginza.

The information on companies and locations is tax-sensitive and the added value of companies is measured
on the place of the head office — this would over emphasize the importance of head offices concentrated in
Chiyoda and Minato wards. Office rents of prime locations are framed by international real estate companies
— it turned out to be impossible to find rent levels of industrial sites or shopping areas.

Class A buildings are in Japan the most competitive buildings, built after 1990, larger than 200 #ubo and have
due intelligent physical features (cables, A/C and 24 hours use), convenient transportation and earthquake
prevention beyond current codes, therefore a high value for money pricing (CBRE 2004).

In the 1990s, over 50% of the buildings were completed outside the central 5 wards. In the 2001-2005 period,
less than 20% is build outside the central wards and completion concentrates for 70% in Chiyoda, Chuo and
Minato only (Colliers Halifax 2003). Even more remarkable is the fact that the completions outside Tokyo'’s
23 wards (the western cities) have been minimized from a stable market size of 15%-20% to less than 5% after
2001, a trend expected to continue until 2008 (Mori Building 2004).

The cityport model therefore needs further elaboration. There is not always a one-to-one relationship between
rents and node values. One of the unanswered questions is what explains the wide range of node values in
the Randstad although there is relatively little difference in office rents. Answering this is most likely related
to the different economic sectors in the city-regions. Furthermore, more comparable data is required on the

number of jobs and citizens on the cityport level. These issues will be discussed in chapter 10.



4 Airports as cityports

44 Introduction

'The internal geography of the competitive city-region has shown a variety cityports, the locations
that combine economic, infrastructure and urban dimensions and fulfil the role as a port, a place
and a node in the city-region. The airport is one particular kind of cityport that rapidly develops
due to its economic importance in the quintessentially polycentric regional economies. The city-
regions in the case studies, however, preliminarily show a mixed picture of airports developing
into cityports. This chapter is the final step to answer the first main research question: what is
the spatial-economic position of the airport as a type of cityport in the city-region? Answering this
question will complete the spatial-economic analysis that focuses on the economic reality behind
planning. Spatial and economic factors however do not explain the development of airports as
cityports in the city-region alone. Market actor’s behaviour co-determines this development
process in relation to governmental regulations. Therefore, it will be necessary to focus further in
the following chapters on the actors and institutions that set the playing field of planning within
the context of this spatial-economic picture.

In order to answer the research question, the following steps are taken. Studying airport
areas can then be distinguished in the airside (aviation), landside (urbanisation) and the airport as
an interface in between. First, a theoretical framework for determining the meaning of airports as
cityports is constructed (4.2). The airport case studies are briefly introduced (4.3). To understand
the position of airports as cityports, current developments at the airside (4.4), the landside, and
with the airport as interface (4.5), require further analysis. The landside of Schiphol, Frankfurt,
Haneda and Narita airports are considered via economic impacts (4.6) and urban development
of the case study areas (4.7). The comparison and conclusion (4.8) answers the first main research
question with regard to the spatial and economic position of the airport as cityport in the city-
region and will stress the need for and importance of institutional analysis in the second part of
this book.

4.2  Airports as cityports

Although the globalizing city-region is characterised by a variety of new and existing cityports,
as has been shown in chapters 2 and 3, the focus here is on the development of the regionally
embedded airport as a particular kind of cityport. The airport as a cityport has been categorized
as external edge city, that creates economic dynamics with its large-scaled infrastructure of
runways and terminals causing noise and safety conflicts with the surrounding land uses,
particularly in the case where airports are inside the metropolitan area as at Frankfurt, Schiphol
and Haneda. This section will determine the understanding of the airport as a cityport, what it is
and what it’s not, by focussing on quantitative and qualitative elements.
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Runways, terminals, roads and rail infrastructure are amongst the most important business
settlement conditions for airports and a condition for real estate development. In return this
economic growth and urban development improves the attractiveness of the airport as a
destination. The embeddedness of the airport in the city-region is essential for the development
towards a cityport. This excludes wayports from the analysis, airports that are limited to freight
and passenger transfers, and that are not related to the city or region. These wayports are located
in the geographical periphery; for example, freight transfer in Anchorage, Alaska (providing
shorter routes over arctic regions), or passengers at Charlotte, North Carolina in the U.S.A. and
until recently, Clermont-Ferrand in central France.

Weisbrod, Reed and Neuwirth (1993) argue that few types of economic development have
been as poorly predicted as development around airports. Some airport environments showed
unexpected rapid development, where in other cases, land reserved for development remained
vacant for decades. According to them, apart from institutional reasons (that are quintessential
and discussed in the following chapters) spatial and economic conditions turn out to be crucial
in the success or failure of the airport environment as a business location, as well. In particular,
important conditions include: the status of the airport; user value; user costs; services to travellers
and employees; attractiveness to businesses; land development in the airport vicinity; and indirect
and induced effects of airport-related businesses elsewhere in the city-region (i4id.). For example,
international operating businesses, business managers and services take advantage of the direct
accessibility to the airport, as found in the previous chapters with major business locations in the
Frankfurt Rhein-Main and Randstad city-regions.

In the cases where airports act as a magnet for business in the city-region one can be more
selective in development than in the cases of failed land development near the airport. In
the position of the airport as a cityport in the city-region a continuous tension exist between
exploiting the potential of the airport for business on the one hand and not hindering or
protecting the aviation activities on the other hand. Two approaches how to accommodate
businesses and develop the airport region can be distinguished: the exploiz-the-site approach, that
makes full use of the business opportunities and in contrast prozect-the-site that is more selective
and prioritises airport related activities (H+N+S ez.a/. 1998).

Aviation specialists prefer the protection of sites by only admitting platform related activities
as handling of cargo and baggage, and maintenance of airplanes. This is to avoid congestion and
the downfall of the airport due its own success. The exploit-the-site approach, however, has a
corporate background and sees the scarcity of the market as essential; land prices and rent levels
will sort out the activities with the highest added value at the airport, often offices. In practise,
the actors involved will choose a vulnerable balance of exploiting the airport’s economic potential
and spin-off while protecting the core business. The question is then whether these processes
should be concentrated at the airport, or wider into the airport region.

While development of the aerotropolis can be seen as site protection, the prime example of
site exploitation is the airport city model. In the 1970s and 1980s, interest grew for the airport
area as business location. On the one hand, the airport needed protection and on the other
hand, the airport itself was not the most suitable location for all kinds of economic activities
attracted to the airport. For economic reasons in particular, a relatively low added value (and
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thus, lower affordable rents) and the required large space for goods storage and distribution, it
was more attractive not be directly at the airport but within the airport region. This regional
approach considers the wider context of the airport in developing the city-region and is labelled
aerotropolis by Kassarda (2000).

The increase of the services, businesses and leisure in the 1980s and 199os with a higher
added value per square meter has increased the pressure to exploit the direct airport environment.
These extensions of business activities are facilitated by multi-modal transport connections on
the airside and landside and show the development of what Giiller and Guiller define as the
airport city:

“...the more or less dense cluster of operational, airport-related activities, plus other commercial and
business concerns, on and around the airport platform. However, this cluster is called the airport city
only if it shows the qualitative features of a city (density, access quality, environment, services).”

(Giiller and Giiller 2002:70)

The modern airport has developed in the last 40 years from an air-station (1960s), shopping
centre (1970s) to a business centre (1980s) and an entertainment- and leisure centre in the 1990s
(Hartwing 2000). Giiller and Giiller classify the current wide range of activities at and surround
airports and put them in relation to the airport-relatedness of the activities, thereby addressing
the tension between the low added value airport-related activities and the high-added value
loose-airport-related activities. In Table 4.1 aviation and activities specifically related to the
airport are plain, and activities which were previously exclusively metropolitan are in italics.

The economic potential and urban pressure these activities generate, either in the airport region
or at the airport territory itself, does not necessarily mean that the potential of the airport to
become a cityport is used. Some of the most developed airports lack sufficient infrastructure and
quality of land use, and there are mismatches with the local land use plan (Hack 2000, Giiller

Table 4.1 Airport relatedness of activities and added value

Added value Core business Airport-related Airport-oriented Airport-image
per m?
Terminal-services: International Logistics Intl. business activities  Shopping
duty-free, IT, etc. Company HQ's/WTC ICT-business
Headquarters Other offices
High Ground handling Post services Medical care Entertainment
Test & training Hotel Science park
Catering Conference R&D
Restaurants Education
Average Airplane maintenance Flower-fair Value-added logistics  Pharmaceutical
European distribution Intl. exhibition centre  High-Tech
Parts centre Electronic
Food industries
Low Freight centres Expo centre region Regional transport and
Intl. large-scale distribution
distribution Recreation & golf

Source: Glller and Giiller 2002:164
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and Giiller 2002, Giiller 2001). Accessibility of sites can be poor, and the airport territory can
become a location with all kinds of business settlement, since land market prices and land use
policies influence the location and concentrations of business. Therefore, we can argue that the
possibilities of the airport area are often not used to its full potential. The question raises then,
what the quality of the airport as a cityport in the city-region is. Hartwing (2000) discusses the
position of the airport as a new urban node and provides a useful definition of the urban node,
here referred to as the airport as a cityport:

An urban node must fulfil the function of a port, place and a node: here is the stop-over and transfer
at the same time and offers a diversity of uses to the heterogeneous audience. The mere function of the
traffic node has a high concentrating and magnetic effect on the surrounding. A node is dependent on the
connectivity to the city(-region), in a reciprocal functional relationship.” (Hartwing 2000:181)

Hartwing found that even though Frankfurt’s airport comes close, German international
airports do not simultaneously fulfil the function of a port, place and a node, as for instance
train stations do, as a place to stay. The airport is often considered as a gateway to the world, but
not as a gateway to the city-region (Hartwing 2000:66). Hartwing argues that this relationship
needs to be more reciprocal, and recommends taking the airport out of its isolation and making
the airport itself more responsible for its direct environment by a more open planning process
with the airport taking on a more important role in regional planning. The local and regional
embeddedness of the airport as a cityport challenges the institutional system and in particular,
the strategic behaviour of actors in the city-region. These institutional issues will be discussed
in chapters 5-9, but in the following we limit the focus to the spatial and economic factors that
contribute to the airport as a cityport in the city-region.

4.3  History of the airport case studies

In the next sections, the case study airports are considered in the context of the provided
theoretical framework that focuses on the regional and economic position of the airport as a
cityport in the city-region: Amsterdam Schiphol Airport in the Randstad, Frankfurt/Main
International Airport, Tokyo International Airport at Haneda and Narita International Airport
in Chiba prefecture. Essential for understanding in their national contexts and for reference,
Franz Josef Strauss International Airport in Minchen, Kansai International Airport in Osaka
and Chubu International Airport near Nagoya are sometimes referred to, while the Netherlands
does not have a second major international airport for reference.

Amsterdam Schiphol Airport

Schiphol Airport (AMS), 18 km from Amsterdam, is Europe’s fourth largest airport with 42.5
million passengers and 1.42 million tons freight per year (Schiphol Group 2004). Schiphol is
not located in the municipality of Amsterdam, but covers 2878 hectare of lower polder land in
the municipality Haarlemmermeer, and borders the city of Amstelveen. The Schiphol airport
territory is on average larger in hectares than international airports in Japan and Frankfurt but
smaller than Paris Charles de Gaulle. Schiphol is relatively large in proportion to the catchment
area of 6.8 million inhabitants in the Randstad or 16 million in the Netherlands. The airport
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has a s-runway system (see Figure 4.1)." The parallel major runways are the north-south located
Aalsmeerbaan, Zwanenburgerbaan, and Polderbaan. The Buitenveldertbaan and Kaagbaan are
crosswind runways. The single terminal concept of Schiphol makes the airport efficient for
transfers, despite long walking distances between the six piers. The limited liability company NV
Luchthaven Schiphol manages the governmental-owned airport.

Aviation historians Marc Dierikx and Bram Bouwens (1997) comprehensively describe Schiphol
airport’s go-year history. They mark four stages of development where the airport has become
the current international hub: the start (1916-1945); growth within limits (1945-1967); rapid
development, airport expansion, and relocation plans (1967-198s); and, since 1985, mainport as a
mission.

The name of Schiphol refers to run aground ships in the former Haarlemmermeer lakes
that was reclaimed in 1852. Stage one started in 1916 as a military airport (Table 4.2). Due to
the founding of Royal Dutch Airlines KLM in 1919, civil aviation grew more rapidly, and after
Amsterdam bought the airport, the city expanded the airfield into an airport with metalled
runways. In this first stage of development Dierikx and Bouwens (1997) found strong society
support and governmental investments in aviation, though it was not yet profitable.

In the second stage of airport development (1945-1967), Amsterdam and the Ministry of
Transport further expanded the airport and it was decided by the national government that
Schiphol should continue being the main airport in the Netherlands. The high costs involved in
expanding made Amsterdam to decide to sell a share majority to the Dutch state in 1958. KLIM’s
position as third largest carrier in the world and general rapid economic growth contributed
heavily to the development of Schiphol in this period. This was supported by a national interest
in the airport caused by the desire to be part of the worldwide network of air routes and
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Table 4.2 Chronology of Amsterdam Airport Schiphol

Year Landmark

1916 Opening Schiphol airfield

1919 KLM airlines founded

1926 Amsterdam buys and extends Schiphol

1958 N.V. Luchthaven Schiphol founded, Dutch state buys majority of Amsterdam’s stocks,
Government decides upon further growth on current location ()

1967 Move from Schiphol-Oost to Centrum with one terminal and 4 runways

1978 Schiphol railway connection to Amsterdam

1979 Government decides upon further growth on current location (Il)

1987 Schiphol Area Development Company (SADC) founded

1992 El Al airplane crash in Amsterdam

1996 Schiphol building expanded with underground railway station

1997 First government plans to sell minority of shares

1998 Start Schiphol Real Estate with Airport City concept

1999 Government decides upon further growth on current location (lll)

2003 Opening fifth runway

Source: Dierikx and Bouwens (1997)

established by effective international lobbying for bilateral contracts on air routes. Despite the
growth of civil aviation, the business was still hardly profitable (Nyfer 1999).

In the third stage of development (1967-1985) Dierikx and Bouwens found that airport
authorities further specialised their organisations, costs and revenues, further increasing the
share of non-aviation revenues. European airports introduced tax-free shopping and the airport
becomes a business meeting location (Hartwing 1999). Despite a decade long economic recession
from 1973, aviation kept growing and airports became increasingly blamed for noise pollution.
Therefore, Paris and London partly built new airports, but Frankfurt and Schiphol had enough
space for growth on the current sites. However, a study of the Kosten Commission (1967), that
also introduced the noise contours based on calculations, made clear that there were limits to
Schiphol’s future growth, as well. This conclusion was politically sensitive and future research of
the Falkenhagen Commission (1968) was demanded for finding alternative locations for airport
expansion into the sea. Doubts about the costs of airport relocation and unsure about expected
growth led to postponing political decisions until 1979. Based on the Structure Scheme Civil
Aviation Areas report, in 1979 the national government finally decided to expand the airport on
the current location in the Haarlemmermeer. This decision was in favour of the aviation sector
and close to developments in reality as the expansion of the terminal building and the planned
underground railway connection.

In the fourth stage of Schiphol’s development (1985~), there is a parallel rapid development
of aviation on the one hand (see section 4.4) and the ‘mainport’ status with priority in economic
development on the other hand (discussed in 4.6 and 4.7).” The economic development of the
hub and the mainport in the region became fact in a period of long and intensive debates on
environment and safety in Parliament. Another major period of studies by the commission
Toeckomstige Nederlandse Luchthaven Infrastructuur (TNLI) on airport relocation and
reconfiguration of runways was held in 1999, with the same result as in 1979 and 1958: growth
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on the current location until 2020. The costs of an airport island in sea were considered too high
and the aviation sector too dynamic and unpredictable, where budgetary deficits could not be
foreseen. Further growth, despite strong opposition of environment- and community groups, was
made possible with the introduction of the new Aviation Act (Wet Luchtvaart) and Schiphol
Act (Schipholwet) that took effect with the opening of a new fifth runway in 2003. The current
political debate is on further privatisation of the airport by selling a minority of government
shares, and options for future aviation growth.

Frankfurt International Airport

Frankfurt International Airport (FRA) is currently Europe’s third largest airport with sr.I
million passengers and 1.72 million tons freight per year (Fraport 2004). The airport is located in
the southern part of the city, 13 kilometres from Frankfurt on a narrow territory of 1910 hectares
surrounded by forests. The airport borders the towns Kelsterbach, Raunheim, Risselsheim,
Morfelden-Walldorf and Neu-Isenburg. The catchment area of Frankfurt airport is in the Rhein-
Main region of 5.3 million and due to the central location with 82.5 million German potential
passengers. Currently the airport has a two-terminal concept with a people mover as connector,
served by 4000-meter runways. One runway runs north-south and the other runway east-west
— or the latter counted as two parallel runways that cannot be used simultaneously (Figure 4.2).
A third runway is planned in the northwestern section of the airport. The airport is managed by
the limited liability company Fraport AG and owned by local, state and federal government and
private shareholders, such as Lufthansa.

The development history of Frankfurt airport has a similar pattern as Schiphol. The stages of
development are a late start (until 1955), make up arrears (1955-1972), rapid growth (1972-1984)
and hub status (since 1984).
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The start of Frankfurt’s airport in the current downtown park Rebstock was geared up with
the foundation of Stdwestdeutsche airlines in 191 and later in the start up period became
predominantly a military airport (Table 4.3). During the Nazi regime, the airport was relocated
and expanded in the city forests, and after the war, used by US air forces. From 1955 on, the
Federal Republic of Germany could restart civil aviation and due to the isolation of West Berlin,
Frankfurt soon became Western Germany’s major airport in the heart of Europe with Lufthansa
as home carrier.

Frankfurt airport’s development as a latecomer was soon made up for by the rapid
development in the 1960s. Since the two parallel runways could not be independently used and
the nearby US air force base could not be replaced, airport expansion with a third parallel runway
was not possible (Dierikx and Bouwens 1997). Frankfurt Airport AG (FAG) therefore proposed
a new north-south runway in 1964, but due environmental protests, riots that even lead to deaths,
and revoking of former judicial decisions, it was not until 1984 that the second runway was
opened. In the mean time, FAG built airport terminals, an underground railway station, airport
services and introduced a permanent noise monitoring system; all unique and leading projects
for European airports in the period making up arrears and rapid aviation growth (iid.).

Frankfurt airport became in the late 1980s and 1990s a hub for both international and domestic
flights. Environmental opposition, the location in the forest and the possible competition with
downtown Frankfurt forced the airport to concentrate and limit urban development, with the
AIRRAIL centre on top of the railway tracks as best example of this regime. In 2005, the US
Army handed over the air force sites completely to Germany, prime locations for further airport
related development for Fraport AG. The current political debate is on further expansion due
increasing pressure on the Frankfurt’s runways. In 2000, the Airport Mediation Committee
recommended further airport expansion (Hénsch ez.al 2002), which was followed by a political

Table 4.3 Chronology of Frankfurt International Airport

Year Landmark

1911 Construction of airfield Rebstock in Frankfurt

1924 Start of Stidwestdeutsche airlines

1936 Rhein-Main airport and airship baseopened in Frankfurt city forests

1945 Rhein-Main airbase becomes major hub for U.S. and later NATO armies

1955 Restart of passenger aviation by Lufthansa airlines with HQ's in Kln

1972 Opening Terminal 1 with underground train station

1980 Start of underground regional light rail

1982 Lufthansa cargo centre

1983 Widespread violence after commemorating the approval of a second runway
1984 Opening of western second runway

1988 Frankfurt Airport Center and start plans for Airport Conference Center

1994 Opening Terminal 2, connected by Sky Line people mover

1997 Cargo-City Std

2000 Government decides upon further growth on current location with third runway
2002 AIRRAIL centre opened for long distance trains and commercial real estate
2005 Rhein-Main airbase and settlements returned to Germany

Source: Freund (2002:95)
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preliminary decision and court ruling in Darmstadt in 2001 to plan a third runway in the
northwest area near Kelsterbach. The last five years, the expansion debate dominated the political
arena. The likely result is a compromise of constructing a third runway and a ban on night
flights.

Tokyo International Airport at Haneda and Narita International Airport

The Tokyo Metropolitan Area has a multi-airport system, with three airports: the US air base
Yokota in Tachikawa, 38 kilometres west of Tokyo; the domestic airport at Haneda (HHND) in
Ota, 31 kilometres southeast of Tokyo; and the international airport 78 kilometres east of Tokyo
in Narita (NRT), Chiba prefecture.’

Tokyo International Airport at Haneda was with 62.3 million passengers Asia’s busiest and
the world’s third busiest passenger airport (MLIT 2004).* Haneda is located on a reclaimed
island in Tokyos Ota ward and borders the city of Kawasaki. It’s is the most central and
convenient located airport, with monorail and underground rail connections and highway access
relatively close to downtown Tokyo. Haneda is fully owned by the Japanese national government,
and the Ministry of Land, Infrastructure and Transport (MLIT) delegates management to
Japan Airport Terminal Co. Ltd. as airport authority. Currently, three runways serve Haneda
in 24-hours operation on the reclaimed island in the Tokyo Bay: two major parallel runways of
3000 metres and a cross runway of 2500 metres, with in the middle two airport terminals with
infrastructure access (see Figure 4.3). The usage of the small 580 hectares island is considering the
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Figure 4.3 Tokyo International Airport at Haneda airport territory
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number of passengers very efficient, but air cargo handling is limited. A fourth runway is under
construction.

Formerly known as New Tokyo International Airport, Narita International Airport is located in
the heart of Chiba prefecture, 78 kilometres east of Tokyo. Narita airport of 940 hectare is the
main international air traffic and cargo centre of Japan: with 2.37 million tons of freight in 2004,
Narita is the world’s third largest cargo airport and the world’s 25th largest passenger airport
with 31.r million passengers in 2004. Figure 4.4 shows that two connected terminals serve the
parallel 4000- and 2180-meter runways. Similar to Haneda airport, Narita has the legal Class A
(international) airport status in Japan and managed by Narita Airport Authority. The airport is
owned by the national government, which plans to privatise the airport.

When Haneda and Narita airports are considered together, the development pattern from the
start through the current status shows many similarities with the Schiphol and Frankfurt airports
(see Table 4.4). The development can be distinguished in the start up of Haneda airport (1931-
1958), growth within limits of Haneda (1958-1978), slow internationalisation with Narita airport
(1978~), and 1990s-2000s rapid growth of both domestic and international flights.

Tokyo airport near Haneda opens in 1931 and in the starting stage was mainly used as a
military airport during the war period and afterwards for US occupational forces. In 1958, the
US returned Haneda to Japan, although domestic flights by JAL and international flights by
Northwest Airlines already took place. In the same period the airport was expanded further into
the Tokyo Bay.

Growth of air transport lead to the opening of the new arrival terminal at Haneda in 1970.
Founding the new airport in Narita became necessary after Haneda’s lack of future capacity,
environmental problems and deconcentration of economic activities from Tokyo into the more
peripheral areas of Japan. Landowners, farmers and community activities did not agree with the
location decision that came as a surprise and with a lack of negotiation opportunities with the
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Table 4.4 Chronology of Tokyo-Haneda and Narita International Airports

Year Landmark

1931 Opening of Tokyo Airport at Haneda

1953 Start construction on reclaimed land and passenger terminal, civil aviation start-up
1958 US returns Haneda airport to Japan

1962 Government decides upon further airport growth at Narita

1964 Haneda Monorail line opened for Tokyo Olympics

1970 New arrival terminal opens at Haneda, start construction Narita

1971 Start riots over construction of Narita airport

1978 Narita airport opens with single runway

1985 JAL airplane crash on route from Haneda to Osaka

1988 Chiba Expropriation Committee for expanding Narita resigns after violance

1991 Symposium replaces the Chiba Expropriation Committee

1993 Terminal 1 opened at Haneda

2002 Second short runway opened at Narita for FIFA world cup

2004 Terminal 2 opened at Haneda, government privatisation of Narita airport

2004 Tokyo third airport discussion postponed with construction of Haneda fourth runway

Source: Japan Airport Terminal 2004, NAA 2004

governments. Environmentalists’and landowners’ protests and violence were the reasons for delay
of the opening of Narita International Airport in 1978 and the current short runways (see Figure
4.4). After four decades of conflict, in 2006 Narita could finally start constructing the final part
of the second runway in northern direction (Asahi Shimbun 11.09.2006).

Since the opening of the new international airport of Narita in 1978, there are only few
international connections with South Korea and foreign holiday resorts in the Pacific from
Haneda. Therefore, in theory both airports do not compete but are complimentary. The period
of rapid growth in the 1980s and stabilization afterwards means a rapid growth of domestic
travel continues at Haneda, and the internationalisation of Japan since the 1990s suggests further
growth for Narita. Haneda focuses on domestic passengers and constructs new terminals and
plans a new runway. Haneda expects to grow to 73 million passengers in 2012. Few airport-related
industries can be found near the airport island.

Kansai- and Chubu International Airports

The constructions of Chubu and Kansai airports and the future expansion plans for Haneda are
comparable subcase studies with a different timeline and institutional setting. For understanding
Tokyo’s airport area development and the economic impact and actor coalitions, it is crucial to
have a wider outlook on more recent airport development in Kansai and Chubu. Tokyo’s airports
are thus introduced in context of Japan’s international airport development near Osaka (Kansai
International Airport) and in Nagoya, Chubu prefecture (Central Japan International Airport
(CJIAC or Centrair)). With Haneda, Narita and Osaka-Itami these airports have the First Class
airport status in Japan, but Kansai and Centrair have a mix of public and private ownership.

In 1994 Kansai International Airport opened as the world’s first airport in the sea. The direct
reasons for building a new international airport were noise problems at Osaka-Itami Airport,

economic revitalisation of the Kansai region, and the demand for a second international airport
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in Kansai. Currently one terminal designed by Renzo Piano serves in 24-hours operation
one runway on the sro-hectare island, with a second runway on an additional island under
construction (Figure 4.5). In fiscal 2003, over thirteen million passengers used Kansai airport for
19 domestic routes and 72 international destinations (Osaka Prefectural Government 2004). Due
economic recession in Kansai causing lacking traffic demand, the continued opening of Osaka
Itami airport, one hour distance to Osaka, the new competing low-budget airport of nearby
Kobe in 2006, and continuous land set that causes high maintenance costs, the financial situation
of KIX is problematic and the second runway is severely criticised (Asahi Shimbun 17.8.2004).

The physical structure of Centrair as an airport island connected by a bridge with a reclaimed
shoreline is similar to but smaller than Kansai International Airport (see Figure 4.6). Noise
problems at the old airport of Nagoya, the 2005 Aichi World Expo and the sustainable economic
growth of the Chubu region led by Toyota are the main reasons for constructing the new airport
(MLIT 2004). Centrair is built on a 700 hectare reclaimed island in the Ise Bay, by train 28
minutes south of Nagoya. Centrair has one runway and one terminal building that operate every
day for twenty-four hours.

In sum, the history of the airport case studies shows parallels in their developing stages. The
start-up was delayed in both Japan and Germany due to consequences of the Second World War.
Both countries could catch up with the Netherlands rapidly in the era of brisk economic growth.
The effect of this rapid growth in the era of greater environmental and social consciousness in the
1970s however, led to violent conflict over airport expansion (Frankfurt) and airport construction
(Narita). Therefore, Japan preferred from then on airport islands in the sea. Schiphol could
continue to grow due to a lack of political courage to open up a mega-project at another location,
uncertainties in aviation, and a required majority consensus.

4.4 Airside development

The development of aviation networks, the connections, price and services for travelling,
determines the status of the airport and the attractiveness of the airport as a business location
or cityport (Weisbrod ez.al. 1993). Therefore, understanding the types of airports and trends
in aviation is essential. Liberalisation and deregulation are the main influencing factors and
facilitate hub-and-spoke networks, airlines alliances, low cost carriers, and increased airlines
competition. These airside developments need further explanation in general and aviation trends
in the case study analysis in particular.

Deregulation and liberalisation

The U.S. aviation market deregulation since the 1970s showed major changes in strategies,
efficiencies and network economies of airlines in North America. The European Commission
follows this example since 1987 in aiming to achieve a single European aviation market
(Burghouwt 2005). Deregulation and liberalisation can be distinguished in three stages:
liberalisation of the domestic market, bilateral treaties, and multilateral treaties in economic
blocks. The deregulation and liberalisation of the aviation market is enforced by the ‘nine
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freedoms of the air’ where airlines are allowed to use foreign airports and air routes (Mendes de
Leon 2003).

An open skies agreement of western countries replaced the formerly common bilateral
agreements between countries, based on effective lobbying and negotiating. In East Asia,
however, the aviation markets are separated, conservative and limited in size due to required
bilateral political treaties between countries (Interview Yamauchi 2004). Therefore, the airlines
strategies and network formations are different from the western aviation networks, despite
the formation of global airlines alliances. East-Asian countries therefore focus on increasing
capacity and connections rather than increasing frequencies as Western countries do. Increasing
frequencies favours the development of hub-and-spoke structures with multilateral treaties in
aviation economics.

Hub-and-spoke networks

In the American and European markets, deregulation and increased competition led to the rise
of low-cost carriers complementary to the development of a hub-and-spoke system of full-cost-
or main carriers (Burghouwt 2005). The national airlines are the main carriers of the hub and
spoke network, but are increasingly complemented by point-to-point low-cost carriers that are
less spatially concentrated at the hubs, and also less focussed on regional and local airports as
often is assumed.

In the hub-and-spoke system, a few major hubs dominate the aviation market. They can
be either major destination airports (Tokyo, London, New York) or transfer hubs (Atlanta,
Amsterdam, Frankfurt). It shows that these hubs benefit much more from aviation growth than
smaller hubs or national airports (ibid.). In Europe, London Heathrow, Paris Charles de Gaulle,
Frankfurt and more recently, Amsterdam Schiphol and Madrid, become important hubs with
a concentrations of airlines for intercontinental transportation. They followed the example of
hub development of Atlanta and Chicago in the U.S. Despite shifts on the American market,
Burghouwt (2005) shows that the European market, despite liberalisation, remained relatively
stable due to the spatial concentration of the national main carriers in their home countries.
These European carriers with a historical regional embeddedness also show major differences
in adjustment to the institutional competitiveness to the new hub-and-spoke networks (Lehrer
200I).

Tokyo used to be the strategic hub for Asia for American carriers, and Japan had leading
airports compared to other Asian cities. Japan gradually lost its position as hub due the
construction of modern, sophisticated and cheaper airport hubs in Singapore, Hong Kong,
Shanghai, Kuala Lumpur and Seoul on the one hand, and the limited number of bilateral
treaties that closes the aviation market on the other hand. This increased competition with Asia
in combination with the high costs of landing and land in Japan are the main reasons for the
current focus on the domestic market (Interview Ueda 2004). Furthermore, there is no clear
strategy for airport development in Japan (NAA 2003).

In the case of Schiphol and Frankfurt, the airports have more than average benefited from
the liberalisation and hub-and-spoke network developments in the 1980s and gos. The
competitiveness of Schiphol is on the one hand explained by the commercially successful
corporate strategy of landing- and departure times of KLM (the so-called ‘wave-systen,
referring to the waves of connected incoming and outgoing airplanes) On the other hand the
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Figure 4.7 Passenger growth at Schiphol, Frankfurt, Haneda, Narita and Kansai airports (Source:
Dierikx and Bouwens (1997), MLIT (2002), NAA (2004, 2005). No data for Haneda before
1983.)

one terminal concept of Schiphol airport contribute to the airport’s efficiency. Both create short
transfer times for multiple connections and thus an efficient airport despite the relative small
domestic market in the Netherlands (Ministry of Economic Affairs 2000).

The long-term developments of the airport case studies are shown in Figure 4.7. This figure
shows a stable development for Schiphol and Frankfurt in the 1980s and a rapid development
of Japan’s international airport. The faster growth of passengers in the 1990s for the Schiphol
and Frankfurt emphasises the importance of the hub function combined with economic growth,
where Japan’s airports shows economic stabilisation. Finally, the capricious development of
aviation in the 2000s reflects the effects of 9/1r and SARS. In forecasting aviation developments,
specialists agree that the market is much more volatile then ever before because of increased
competition amongst airports in a deregulated market.’ This creates uncertainties for airport
planning, as well.

Airlines alliances

'The formation of three world alliances with monopolies or dual-hubs (two hubs cooperate in one
alliance) is the latest trend in aviation. Aviation network analysts disagree on the strengths and
dominance of the airlines alliances in the future (Niemeier 2002). Currently, these alliances have
duopolies in Europe with strategic hubs in North America and East-Asia: One World alliance
in London (BA) and Madrid (Iberia); Star Alliance in Frankfurt and Miinchen (Lufthansa); and
Sky Team in Paris (AF) and Amsterdam (KLM). The merger of Air France and KLM brought
the status of Schiphol to discussion, but a lack of capacity in Paris, serving a complementary
geographical market, and protection of the hub-status in the AF-KLM agreement until 2008
has prevented Schiphol from a shift towards Charles de Gaulle thus far.

The dominant airlines at the hubs furthermore prefer clustering in their own terminals
for business efficiency reasons, in particular short transfer times. Although Schiphol primarily
focuses on accommodating the SkyTeam, it did not plan a separate terminal for the SkyTeam yet
and it accommodates other alliances and low-cost carriers as well, in order to make the airport
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less vulnerable for dominating airlines alliances. Clustering airlines alliances are also seen in the
Star Alliance hubs in Germany. In Frankfurt, the Star Alliance of Lufthansa, United Airlines
and ANA is clustered in terminal 1, with additional capacity for partners as Thai Airways in
Miinchen.®

'The geographical concentration of aviation of duo hubs is also existent in the large domestic
Japanese market. Almost half of the flights in Japan start or end in Tokyo’s airports Haneda and
Narita (Feldhoff 2002). Even though the Japanese aviation economy is different from the East-
Asian market, Japan’s main carriers are still involved in international cooperation and focus on
reducing costs and improve competitiveness. The competitiveness of Japanese carriers was in a
bad condition for decades (Porter ez.al. 2001), and initiatives are taken to improve this situation
by improving quality, decreasing costs and offering more connections. Japan Airlines (JAL) has
as partner of One World heavily invested in international connections and thus concentrated in
Narita.” All Nippon Airlines’ (ANA) role in the Star Alliance is to connect American carriers to
the East-Asian market and thus heavily invested in Haneda airport, where ANA concentrates in
the new second terminal (Interview Namekata 2004). The most-likely scenario is that Haneda
will become the domestic airport with short-distant international flights to East-Asia, and
Narita will stay the international long-distance airport.

Pressure on landing fees and importance of transfers

The volatile aviation market and increase competition puts further pressure on airport to
welcome every passenger, including transfer passengers. The question is, what added value does
the transfer passenger offer the airport and the regional economy? At Schiphol, the share of
transfer has grown from 20% in 1990 to over 45% in 2004 (CPB 2000, Schiphol Group 2004).
In Frankfurt’s airport the transfer ratio is even more than half (54%), where Narita has only 10%
transfer passengers.

Strictly speaking, the direct added value is very limited, since spending at the airport is
limited. However, as the Netherlands Bureau of Economic Policy Analysis CPB (2000) points
out, the added value is mainly indirect since the transfer passengers increase the quality of the
entire network, the frequencies and destinations. This leads to efficiency advantages and lower
costs than other airports. Without transfers at Schiphol, Amsterdam aviation economists at SEO
expect that half of the travel destinations fall off and passenger numbers will drop 40%, freight
transport will drop 60-80% and direct employment 50%, a total decrease of 1% of national GDP
(SEO 2003). The transfer passengers therefore contribute to the network quality, growth of the
airport and indirectly, the attractiveness of the airport area as a business location.

Also deregulation and liberalisation sets landing fees under pressure. The high landing fees
in Narita and Kansai are currently the most serious problem of Japan’s airports. Narita is ranked
most expensive, Kansai second and Chubu third in the world with highest landing fees for
cargo and people (NAA 2004a). Chubu’s lower landing fees are competitive with Schiphol and
Frankfurt in terms of freight. In terms of passengers, Narita becomes world competitive and
comparable to Schiphol and Frankfurt due lower passenger- and airplane fees. The international
flights and improved hub-function can take away flights from Kansai International Airport
and Narita International Airport. The current expansions of Haneda, Kansai and new airport in
Nagoya increase airport competition within Japan and already led to a decrease of landing fees
(Asahi Shimbun 29.6.2004, Japan Times 27.1.2005).
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Size and efficiency of the airports

Now that a general background is given of changes at the airside of the airport area, we can see
how the case-study airports perform within the context of aviation network formation. Figure
4.8 gives insight in the largest airports in the world. The size of the airport as a sum of both
passengers and freight are leading to the world’s largest airports.® Atlanta and Chicago O’Hare
are the world’s largest airports. Figure 4.8 shows that Los Angeles has a strong cargo position,
and therefore it surpasses Haneda airport as number four in the global hierarchy. Haneda is close
to Paris Charles de Gaulle and Frankfurt airports with 62 million passengers plus 8 hundred
million kilo’s freight (62+8= 70 work load units (WLU)). Amsterdam Schiphol is the world’s
tenth largest airport, with Narita nearby due to the large cargo handling in Narita. Not shown in
Figure 4.8 are Miinchen (27 million WLU), Kansai (24) and Osaka-Itami (19).

Figure 4.8 shows that not only passengers, but also cargo transport is of strategic importance
for Schiphol, Frankfurt and Narita. Where recent trends of passengers demand has been
influence by ¢/1r and economic recession, cargo continues to grow steady and rapidly and is the
competitive edge of the SkyTeam alliance with cargo giants Korean Air and Northwest Airlines
at Schiphol (Interviews Wade 2005 and Kerckhoff 2005). For example, the Air France-KLM
cargo headquarters will be established at Schiphol. Nevertheless, the airports in Frankfurt and
Tokyo do not yield Schiphol. Frankfurt is the world’s eight largest airport and Narita is the world
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Figure 4.8 World’s largest airports by passengers and freight (2004) (Source: Airport Council
International (2006))
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third largest airport in terms of cargo (see Figure 4.8). Narita’s short second runway is a serious
problem for large aircrafts, but at Narita there is space for cargo handling and distribution —
space that lacks or is expensive on the Haneda airport island.

'The large international airport, however, does not always mean connections to the world centres.
Especially large freight airports as Anchorage in Alaska and Memphis or domestic oriented
airports as Haneda do not give access to the international network of global city-regions.
Therefore, it is important to consider the access to world centres as well (Schaafsma 2003).
European major hubs London (125 connections to major cities), Paris (119), Frankfurt (116) and
Amsterdam (100) as well as New York (115) and Moscow (102) have most connections to world
centres in 1995. Tokyo’s major international connections are limited to 67, comparable to Miami.

In sum, the case study airports are amongst the largest in the world due to passengers (Haneda),
freight (Narita) or both (Frankfurt and Schiphol). Narita’s development lacks behind the rapid
growth of the other cases as passenger hubs in the 1990s. Airport deregulation and liberalisation
changed the position of airports, in particular, hub development in the case of Frankfurt and
Schiphol. Bilateral treaties in East-Asia are still dominating airlines networks, but competition
increases for Japan in East-Asia as well. Airports are forced to compete, due to airline alliances
clustering at the hubs, and pressure on landing fees.

4.5  Airport development

The alliances of airlines increase competitiveness, but also bolster the negotiating position of
the airports, for which direct competition is a new phenomenon. These leading airport users
are becoming more dominant as the leading U.S. market shows, and currently airlines alliances
claim their own space inside the airports: the dedicated terminals (Graham 2001). Increasing
competition and airport benchmarking lead to three key developments in the airport sector,
discussed below: commercialisation, globalisation, and privatisation.

Airport commercialisation

The airports’ commercialisation process that dominated the 1970s and 1980s includes financial
management, non-aviation revenue generation and airport marketing. Here we focus on the
changing balance of aviation and non-aviation revenues for airports in particular, a development
that has direct impact on urban development. The main reasons for the changing revenue
structure are that, on the one hand, liberalisation of the aviation market forces the airport to
reduce landing fees and work more efficiently, on the other hand, it turned out that real estate
developments as hotels, conference rooms and offices in addition to parking fees where amongst
the most profitable businesses for the airport operators. This leads to a share of non-aviation
revenues that can be larger than the share of aviation revenues in modern and competitive
airports. The 2005 worldwide highest productive airport Tampa (U.S.), for instance, has over
two-thirds of airport revenues in non-aviation (ATRS 2005). On average, however, the balance
is fifty-fifty in North America. The non-aviation revenues at Asian and European airports are
one and a half times higher than North-American airports (Graham 2001), which can partly be
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Figure 4.9 Revenue structure of Schiphol and Frankfurt (1999) and Narita (2004) airports
(Source: Giiller and Giiller (2002), NAA (2004b))

explained by the more dominant position and co-ownership of airports by airlines in the U.S,,
with a primary focus on aviation revenues.

Figure 4.9 shows the revenue structure of the case study airports. The difference of aviation
revenues, mainly airlines, cargo handling and agents, is explained by the outsourcing of cargo
handling by Schiphol compared to Frankfurt. Since an EU-ruling in 1998, Fraport is forced to
end a monopoly and partly tender cargo handling, slowly changing the balance. Furthermore,
despite finishing tax-free shopping in the EU, Schiphol continues to be successful in retail
(concessions for shops). Furthermore, Schiphol is successful in generating parking revenues,
despite modal split policies that favour train transportation to the airport. All case studies have
at least over 10% of income generated by real estate. For Haneda airport, no comparable data are
available.?

Airport globalisation

The current trend of airport globalisation is reflected in the tendency of airport corporations
to buy shares, partly own or operate airports abroad in order to spread risks and gain influence
at possible partner airports. For instance, Fraport had shares in Lima airport, where Schiphol
Group owns parts of Brisbane and a New York JFK terminal. Fraport has set the business target
at 50% external activities in 2005 (Fraport 2004), but had little success in the foreign acquisitions.
Schiphol Group expands abroad due to the limited size of the domestic market (Graham 2001).
More successful is the Macquarie Bank that rapidly buys airport shares in, amongst others,
Australia and Italy. Rather than buying other airport shares, Japanese airports first have to
focus on improving their own weak competitiveness, and therefore pass by the trend of airport
globalisation (cf. Porter ez.al. 2001).

The financial results show the problematic competitiveness of Japanese airports: airports
are profitable businesses in general, but until recently only Japanese airports are suffering from
financial losses. In 1999, The Port Authority of New York and New Jersey, British Airport
Authority (BAA), Orlando and Singapore were leading and made more than €200 million profit.
Schiphol Group (erz25 million) and Fraport (e7o million) also show positive financial results.
Only Japan’s international airports at Narita (eg million) and Kansai (e199 million) made losses
amongst the thirty largest airport operators (Graham 2001). Only recently, Kansai International
Airport was able to have a positive financial result, following other airports in Japan (Asahi
Shimbun 24.11.2005).
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Airport privatisation

Changing ownership of a airport companies by privatisation can be seen as the next step
in commercialisation and is a major institutional discussion (see chapter 8.7). There are
considerable differences in the ownership structure of the case studies. Schiphol’s majority of
shares is currently owned by the national government (75.8%), with the cities of Amsterdam and
Rotterdam as co-shareholders (see Figure 4.10 left). The national government plans to bring a
maximum minority of all shares (49%) to the market, has for approval of parliament but faces
the opposition to privatisation of Amsterdam as minority shareholder (Ministry of Transport
and Water Management 2003, City of Amsterdam 2006).

In Frankfurt, the City of Frankfurt and Bundesland Hessen are the majority shareholders of
the airports. In the 1990s, 29% of the stocks were privatised for generating money for airport
investments. In 2005 the German national government also sold their shares to private
shareholders and Lufthansa airlines (Figure 4.10 right). Although governments on the regional
and local level still own the majority of the airport, investing in the airport is more and more
an affair for private actors (Dehn ez.al 1998). However, that is not the case with the airports
of Haneda and Narita owned by the Japanese national government. Government bonds at the
Tokyo stock exchange in 1990 made heavy investments in Haneda airport possible. Although
Narita airport is now fully owned by the national government, privatisation started in 2004
foresees a long-term planned sale of all shares from 2007 onwards (MLIT 2004). In the case of
Kansai airport, a new public-private ownership structure was set up with many small shares for
companies involved in the construction and expansion process (Bongenaar 2001).

In sum, the dominant trends in airport development can be found in the case studies. Airport
commercialisation leads to a larger share of non-aviation revenues in Narita, Frankfurt and
Schiphol. Although governments are still the main owners of airports, privatisation has taken
effect in Narita and Frankfurt, and is under discussion in the case of Schiphol. At Haneda
and Frankfurt, this is done in order to generate money for investments. Privatisation of Narita
however aims at making Japanese airports more competitive.

Schiphol Frankfurt airport

City of Rotterdam
(2.4%) Lufthansa (5%)

City of Amsterdam

(21.8%) Land Hessen

(31.7%)
Private
shareholders
(29.0%)

City of Frankfurt

National government (20.3%)
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Figure 4.10 Ownership structure of Schiphol and Frankfurt airports (2005) (Source: Ministry of
Transport and Water Management 2003, www.airportcity-frankfurt.de 2006)
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4.6 Landside development: economic impacts

'The dynamics in the aviation market and the trends in airport privatisation and commercialisation
are directly related to developments on the landside of the airport. This section focuses on the
economic impacts, before urban dynamics are discussed in section 4.7. There is ample research
on measuring the effect of the airport in creating added value and jobs in the region.” Despite
different definitions and research results, researchers agree the economic impact of international
airports is considerable.

The total economic effects of airports, in terms of added value and jobs, are caused by direct
impacts, and the spin-off or secondary jobs of the airport caused by indirect, induced and catalytic
effects (Graham 2001:184). Direct impacts are employment and income generated directly by the
operation of the airport. Indirect impacts are employment and income generated in the chain of
suppliers of goods and services to the direct activities at the airport and the airport vicinity, for
instance fuel, utilities, cleaning and construction. Induced impacts are employment and income
generated by the spending of airport workers, e.g. food, retail and transport. Finally, the airport
as a business factor can generate catalytic effects in the city-region.”

International airports create more direct jobs than national airports: 950 jobs per one million
passengers (mppa) for international airports versus 750 jobs mppa for national airports (Graham
2001; York Aviation and ACI 1998, 2004). In addition, every on-site job generates roughly one
additional job in the airport region, leading to the rule-of-thumb of 2000 jobs per million
passengers for international airports (i4id., see Table 4.5). Airports in liberal market economies as
Canada and the U.S. show high direct and indirect impacts due to outsourcing with flexible and
part-time labour contracts.”

The case studies are put here in perspective with other major competitive airports. Despite the
inaccuracies and variations in worldwide definitions, Table 4.5 shows considerable differences

Table 4.5 Direct and indirect jobs per million passengers per annum (mppa)®

Airport Year Passengers Direct jobs Secondary jobs Total jobs
(millions) (mppa) (mppa) (mppa)
Phoenix 1996 304 1213 2998 4211
Vancouver 1997 14.8 1546 2005 3551
Paris CdG 1996 31.7 1560 1910 3470
Tokyo Haneda* 2002 62.0 532 PET— 308 HHH
Tokyo Narita* 2002 29.1 2061
Munchen 1996 15.7 1057 2131 3206
Frankfurt** 2003 48.4 1281 1674 2955
Schiphol*** 2003 41.0 1390 1439 2829
Schiphol 1997 31.0 1581 806 2387
Milan 1994 13.0 649 1984 2633
Washington Dulles 1998 15.6 992 796 1788
Washington Natl. 1998 15.8 646 402 1048
Barcelona 1994 10.7 458 463 921

Source: Graham (2001), *NAA (2002), **York Aviation and ACI (2004), ***Regioplan (2005),
**** For Tokyo-Henada and Tokyo-Narita jointly
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between the economic impacts of airports in terms of employment. Schiphol used to have the
highest number of jobs in the airport vicinity, with a lower regional spin-off. However, more
recently, either definitions have been adjusted or the balance has changed in favour of the
number of secondary jobs in the region: 57.000 direct and 59.000 secondary jobs in total. The
reverse effects can be found in Milan: few direct jobs, with many jobs in the region. Frankfurt
airport is the largest labour site (Arbeitsstatte) in Germany with 62.000 jobs in total, where the
indirect effects are larger due to a large German catchment area. Nevertheless, related to the
number of passengers Miinchen creates more jobs.

The different position of national and international airports is illustrated by the airports in
Tokyo and Washington D.C., with fewer jobs and spin-off for national airports. Haneda have a
lower economic impact than international airports and the proximity to downtown Tokyo makes
direct employment near the airport less necessary (33.000 direct jobs in total). The position of
Haneda as Asia’s largest airport could not compensate the massive job loss of industrialised
Ota ward (-12%) and Kawasaki (-7%).* In contrast, Narita’s remote location force airlines to
offer tickets that include local hotel stays for domestic to international transfer passengers, and
furthermore, freight is labour intensive at Narita (in total 60.000 direct jobs). This had a major
effect on the regional economy around Narita, where double-digit job growth figures are found
in Narita (19%), Sakura (17%), Togane (15%) and Mobara (10%) between 1991 and 2001 (Van Wijk
2005).

A final tool of benchmarking the performance of airports is passenger satisfaction
surveys that measures attractiveness of the airport as a place to stay and to see if the airport
is a gateway to the city-region, or in other words: the airport as a cityport. Skytrax considers
new Asian airports as best in the world.” For five consecutive years Hong Kong is chosen as
best airport, followed by Singapore. New airports of Seoul, Kuala Lumpur, and Dubai are also
highly appreciated. Schiphol is chosen third best airport in the world and is the best European
airport. Frankfurt and Narita are less appealing to passengers. U.S. airports are found lower in
the rankings.

In sum, the case studies (with the notable exception of Haneda) generate relatively many jobs
in the airport region. This sets the case studies as coordinated market economies apart from the
liberal U.S. and Australian markets, where labour productivity and direct impacts are higher due
to outsourcing and flexible contracts, but less jobs are created. Schiphol combines the best of
these worlds: high airport quality and outsourcing. Fraport prefers to conduct its own baggage
handling instead, and is therefore by airport benchmarks estimated less efficient. High costs and
low airport quality makes Japanese airports less competitive than other Asian airports.

4.7 Landside development: urban dynamics

Section 4.6 offered an overview of the economic impact of the airport case studies on the local
and regional level. This however does not necessarily mean that economic spin-off means a high
quality of the airport as a gateway to the city-region. Gary Hack (2000) was quoted as saying
before that some of the ‘elite corridors’ between city and airport with full economic potential
do not make full use of the urban potential and lack basic qualities as regional infrastructure
and there is a sensitive balance of public and private economic and environmental interests near
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airports. In this section therefore the case studies are analysed in terms of urban development
on the landside to determine whether the airports are not only gateway to the world, but also
gateways to the city-region itself. Or in other words: airports as cityport in the city-region.
Therefore, first the landside urban position of the airport is addressed: Schiphol as an airport city,
Frankfurt as a polycentric airport city, Narita as a sprawled aerotropolis, and Haneda as isolated
airport island. This includes an overview of urban development in the airport region and a focus
on the current crucial regional economic issues in the airport vicinity. Therein, brief attention is
paid to the social and economic effects of environmental problems.

Schiphol as an airport city

Schiphol Airport primarily focussed on protecting the airport fields until the 199os (cf. Dierikx
and Bouwens 1997). The appointment of a national mainport status, first mainly an infrastructure
concept that evolved into an spatial-economic planning concept, in combination with the
position as an hub, started exploiting the economic potential of the airport vicinity. Schiphol
Group gradually extended the real estate, parking and services business sectors. As the interviews
results show, in the Randstad city-region, the airport city-marketing concept is generally
accepted and acknowledged. The concept was successful in the sense that it attracted European
headquarters and distribution centres in the region and generated retail and office facilities at the
centre of the airport complex (Ministry of Economic Affairs 2000)."

Three zones of urban development can be distinguished in the airport region (see Figure 4.11).
First, office and hotel development is concentrated in the axis of Hoofddorp-Schiphol Centrum-
Riekerpolder-Zuidas. Second, a cargo complex in the southern domain can be distinguished
(locations 17,19,20). Third, another cargo complex between the harbour of Amsterdam in the
north, along the new As motorway Osdorp and Lijnden rose.”

The exploitation of the economic dimension of Schiphol as a cityport in the Randstad city-
region raises spatial and economic problems in the region: protection, accessibility (infrastructure
dimension of the cityport) and the quantity and qualitative elements of urban development
(urban dimension) and noise problems. The backside of the economic success is an increasing
pressure on the airport vicinity in terms of urban development and traffic congestion. Therefore,
the discussion rose whether the airport potential in the city-region should be protected.
Formally, the policy of protecting the site from over-development is applied in the 2003 regional
plan (Provincie Noord-Holland 2003). In this regional plan, the province distinguishes strict
zoning including tests of airport-relatedness and not-airport relatedness of office and industrial
locations: the closer to the airport, the more airport related businesses should be. SADC and the
province Noord-Holland check the airport-relatedness by fixed criteria. Today, in practice, the
criteria are more flexibly interpreted (Interview Mast and Schaafsma 2005), which contributes
to the further clustering at the airport’s centre; a problem discussed in chapter 7.8. Project
developers now conclude the market should sort out the activities by land prices and rent levels,
as illustrated by the recent moves of Numico and Microsoft headquarters to Schiphol Centrum.

Second, the clustering of offices at the airport territory and beyond puts accessibility under
pressure. Accessibility is good at the airport centre itself but more problematic in the airport
region, where accessibility is a key to further city-region development. Schiphol Centrum is well
accessible by train and motorway and the airport invests with the region and central government
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Figure 4.1 Office and industrial locations in the Schiphol airport region (Source: Amsterdam
Airport Area (2005))

in motorway expansion, e.g. the recently opened A motorway and the planned investment in the
Ag motorway by-pass. However, the region itself is trapped in a Gordian knot on how to bypass
and expand the provincial road N2o1. One should not overlook the importance of the flower
auction south east of the airport in Aalsmeer, a rapidly growing cluster that offers 40.000 jobs
including suppliers and services and, which despite lower land prices, seriously competes with
the airport territory.” Therefore, the flower auction in Aalsmeer and business sites as Schiphol
Rijk and Zuidoost are queued during rush hours. It is clear that the region has grown more
rapidly than the infrastructure can facilitate, and that bottleneck solving-strategies and budgets
were used instead of infrastructure as a facilitator of urban development (Interview Jacobs 2005).
This conclusion can be drawn for both car infrastructure and public infrastructure. Although
there is a train running underneath and stopping at Schiphol, Hoofddorp and Nieuw-Vennep,
no light rail or subway network is developed, and the Zuidtangent bus lane is considered ‘high-
quality’ public transport.

Third, in the rapidly urbanising airport region, matching office and industrial property
supply and demand is difficult to manage, in terms of quality and quantity. The national plan
PKB Schiphol in 1995 reserved new areas for industrial and office locations in the region.
However sites are due slow land acquisition and lack of coordination delayed for development.
In addition, the period 1995-2000 shows a higher demand of airport related sites than expected
(Ministry of Transport and Water Management 2000). Mismatch