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fi g.1 Aerial photograph of around 2010, showing the stati on area and its surroundings.
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This report is the result of extensive research, conducted for the individual 
graduati on project, which is about the stati on area of the municipality of Best. It 
shows the chronological steps taken during the process.

This research initi ally focuses on identi fying how the area works on multi ple scale 
levels and what the possible strong points are that can be used to upgrade the 
area to connect bett er with the needs and demands of its users in both spati al 
and programmati c way. 

To do so, the individual graduati on project mainly builds on the knowledge gained 
during the studio ‘Midsize Brabant’’, which focuses on identi fying characteristi cs 
related to medium-sized citi es by conducti ng a cultural historical analysis in the 
province of Noord-Brabant, using Best and Veghel as two case studies. 

Aft er the initi al research, fi ndings are collected and translated into four possible 
future scenarios / concepts. These scenarios are created to get a grip on how the 
area could work and what it could look like. They represent four possible extreme 
headings. The fi nal scenario / concept will more or less be a combinati on of all 
four.

With the fi nal concept identi fi ed, a development strategy is built around it. This 
strategy shows how the concept is used to upgrade the area while acti ng as an 
incubator and catalyst. To give a bett er idea of what the area could transform 
into, a design is made along with plans and impressions.

Many thanks to the tutors, professionals, family and close friends for their help, 
guidance and feedback during this graduati on project.

Foreword

A person who visits a city for the fi rst ti me by train knows the exciti ng feeling 
of the fi rst acquaintance with the city in the stati on and its surroundings. Well-
known are the ‘Gare de Lyon’ in Paris and ‘Grand Central’ in New York. Those 
are transiti on and meeti ng places where people experience the tension, related 
to traveling; take the emoti ons of farewell or welcome and the discovery of 
new areas. The stati on area could be considered the city gate of the modern 
city. Visitors usually arrive in the city center and are immediately sucked into 
the urban whirlwind of pedestrians, cyclists, cars, buses and other vivacity. The 
stati on area, as a business card can tempt you with a powerful fi rst impression. 

Keywords: Identi ty building through placemaking, neighborhood redevelopment, 
stati on area, improving place quality, urban nodes.
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Problems related to a railway line within the municipal boundaries have been 
the issue in debates and discussion for some time. Often we hear about pilot 
projects involving large-scale interventions that take place to resolve barriers 
formed by the railway tracks. These barriers do not occur directly, but develop 
over time. In the presence of a railway track, the village ‘‘grows’’ around the 
track. Due to the growth from village to town, the railway will form a ‘‘natural’’ 
barrier which leads to a two-division.
 
The reason why we only hear about interventions in the larger cities, is mainly 
because these cities have more resources to tackle the barriers with regards 
to the railway tracks. The smaller villages remain in the background and suffer 
with the shortage of financial resources and/or a right vision for addressing the 
area. This report therefore serves as a breeding ground for further debate on 
how railway problems could be solved within smaller municipalities.

Best is one of these smaller villages, where the track is already part of the 
village ever since it was a small hamlet that only just stood on her own legs. 
What makes the situation of Best somewhat unique, is that it benefits from the 
proximity to Eindhoven, but also to Den Bosch. This gave Best early benefits 
from the developments that took place in these cities. 

At the end of the last century, circumstances made it possible to partly 
relocated the railway tracks underground. With this great obstacle conquered, 
many of the disadvantages which we related to the railway tracks had been 
solved, including the noise nuisance and the so-called ‘‘view pollution’’. In mid-
2002, the restoration of the scar in the urban fabric is started. The original plan, 
however, due to many setbacks becomes delayed and eventually cancelled. 

Summary

Within this report, historical development are investigated and research has 
been done on what can be learned from the recent developments. By working 
with three scales, more possible strong starting points can be identified. 
The ultimate goal is to create a strategy and design that shows how the 
redevelopment of the station area could take place, so that it meets both 
current and future needs.

This redevelopment focuses around four themes: upgrading the public space, 
rerouting traffic flows, social-economic aspects and adding and introducing 
more and new functions. Within this design, the scar is initially restored by the 
creation of multifunctional green strips. This green public domain will be the first 
and primary catalyst for the improvement of the attractiveness and experience 
of the area, and is to be adjusted to the nearby functions (leisure versus living). 
Through the middle of the station area a slow traffic axis is constructed that 
connects to the future and car free center plan. In the northern part, a mixed-
use area is being developed, which can be considered an extension of the village 
center. On the ground floor shops and hospitality functions are established, 
with on the upper floors dwellings. Especially the northern part will provide 
daily activities, shopping and recreation for the locals. On the south side there 
are apartments built next to the tunnel. 

The design for the station area responds to the current situation and future 
expectations. It is a design in which the public space closely collaborates with 
the buildings and which respects the village character and local history.
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Since the post-industrialization period, especially small towns and medium-sized 
cities seem to struggle with a decline of economic drivers. Companies that leave 
take in a certain way some sort of identity away, resulting in a city that has a rather 
generic identity. This identity doesn’t stimulate the attraction of residents, since 
they feel less connected to it. The town of Best is one of those which has such 
a generic identity. To tackle this problem, to give the town a (new) identity and 
upgrading its living environment, the strategy of placemaking could be used. In 
it, the brand could be linked towards the local facilities and landscape. Frequently 
the current facilities and landscape already provide many opportunities for these 
new forms. These are also closely linked to the culture and history of the city and 
its inhabitants (Amin, 2002).

In order to shed more light on the possibilities for placemaking in small towns and 
to open up the discussion, this will be the main topic of this research. Herein Best 
serves as a case study. To make a choice for a more specific location, the results 
from the SWOT by studio ‘‘Midsize Brabant’’ (2015) are used. The findings show 
that the city has a collection of characteristics that is related to a commuter city, 
such as geographic location, dependence on other cities, limited local facilities, 
generic identity, decreasing population etc. These findings permit the choice to 
focus on one of the primary areas of the city; the station area.

The reason for choosing the station area is threefold. First of all, its potential and 
importance for the commuter town. Currently the area mainly has characteristics 
that represent a transit zone. These zones usually have a high quality of 
accessibility but a low place quality, since its users come and go, but don’t stay 
around. 

In the second place its role as an entrance to the town. Given its close proximity 
to the center, the station area should act as a kind of business card which should 
tempt  residents and visitors by making an appropriate first impression. 

Thirdly, the potential of the area acknowledged by the municipality. Right now, the 
space does not have a real identity. Dominated by the car, the use unfortunately is 
mostly limited to that of a transit zone. Placemaking could provide opportunities 
to redevelop the area and result in people staying around more and more. The 
station area is also being addressed in the structural vision of the municipality. It 
is named as a redevelopment site that could be a potential business location for 
various functions (Structuurvisie Best 2030).

This research initially focuses on identifying how the area works on multiple scale 
levels, what is its historic genesis and what are possible strong points that can be 
used to upgrade the area to better connect with the needs and demands of its 
users in both a spatial and programmatic way. 

To do so, the individual graduation project mainly builds on the knowledge gained 
during the studio ‘‘Midsize Brabant’’, which focuses on identifying by conducting 
a cultural historical analysis of mid-sized cities in the province of Noord-Brabant, 
using Best and Veghel as two case studies. 

After the initial research, findings are collected and translated into four possible 
future scenarios / concepts. They can be considered the four corner pieces of a 
puzzle and are created to get grip on how the area could work and what it could 
look like. The final scenario / concept will more or less be a combination of all 
four.

With the final concept identified, a development strategy is built around it. This 
strategy shows how the concept is used to upgrade the area while acting as an 
incubator and catalyst. To give a better idea of what the area could transform 
into, a design is made along with plans and impressions.

1. Introduction
1.1. Origin
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The railway tracks have been above ground for a very long time and only 
recently been modified to run underground. Since its construction, it has been 
an important infrastructural element which helped Best to develop itself.  Over 
the years, this development includes increased building along the tracks. From 
a historical point of view, the railway tracks have created a barrier in the village, 
leading to a two-division into a western and eastern part. The barrier formation 
is particularly visible in the urban fabric. The buildings located at the current 
station area are almost entirely orientated to the area where they are located. 
The result is a scar in the urban fabric which doesn’t seem to belong to either 
area; something separate.

The function of the station area, as one of the entrances to the town, should be 
to familiarize the residents and visitors and making a strong first impression. This 
is currently not the case. Visitors look around confused on arrival and residents 
almost immediately leave the area by taking the car, bus or bike. The area feels 
mono functional, amorphous, unattractive and car-dominant. 

Part of the problem can be traced to its design, which is based on a station with 
intercity-status. For two  years the people of Best could directly take the Intercity 
to Utrecht and Schiphol Airport. This came to an end in 2010. As a result the 
realization of the design, which hasn’t been completely realized yet, was halted. 
The current parking lots located in the south are mostly underused while the 
improvised parking lots in the north, close to the city center are overused. While 
the design could be considered failed, the station area still has a lot of potentials.  

The idea of uniting these two areas including the station area will require 
modification of both a programmatic and a spatial nature, where the urban 
fabric is adjusted and restored in such a way that both sides better connect and 
complement each other.

fig.2 Aerial photograph of the train tracks in Best right before the tunnel project, 
showing how it forms a barrier, leading to a two-division.

1.2. Problem Statement
1. Introduction
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Given the fact that the railway tracks have been there since Best was only just an 
independent hamlet, it’s quite easy to imagine how important the train tracks in 
station were for the growth of the village. In a spatial way, this is clearly visible 
when the various historical maps are investigated. They show how the historical 
ribbon development expands and grows around the railway tracks. 

With the plans for expansion to four tracks and the construction of railway tunnels 
the choice was made in 1998 to realize this in the center of Best on the east side. 
This meant that a lot of buildings and some streets had to be demolished. The 
space was not only necessary for the construction of the railway but also served 
as workspace for the supply of materials and working equipment.

The demolition to make the tunnel project possible, resulted in a scar in the 
urban fabric. Although this is not that clearly visible on ground level, it is palpable. 
The current station area feels isolated, a kind of no-man’s-land, which does not 
connect well to the western neighborhoods and is cut off from the city center by 
existing buildings. 

In order to heal the scar in the urban fabric, to create a better entrance to the city 
and to create a place to stay, the research question of this project is:  
- ‘’How can the station area of Best be revitalized so that it, both programmatic 
and spatial, corresponds better to the needs and demands of its users?’’ -

This research question will be answered using a development strategy as an 
approach, focusing on increasing the quality of the place, by using catalysts and 
interventions in the area of both a temporary and permanent nature. 

Legend
     Residential
     Commercial
     Station area

fig.3 The ambition of this project is to mainly increase the place quality, in order to make 
the area more attractive and worthy being an entrance to the city.

1.3. Research question
1. Introduction
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As already briefly mentioned in the origin chapter, the graduation project consists 
of multiple phases. The research first sets off on identifying what the area is, what 
is currently there, how it works and what its genesis is and what can be learned 
from it. In addition, field research is conducted by observing the movements 
within the station area together with interviewing users, local residents and 
the municipality. The primary goal is to get a clear picture and better insights. 
Examples of aspects investigated are built and unbuilt, ownership, vacancy, 
infrastructure, user groups, flow of people etc. To get the most comprehensive 
study, the research is conducted on three scale; the station area itself, the station 
area in relation to the city center and the station area in relation to the city itself. 

The second step focuses on identifying strong points and existing qualities which 
could be used as seeds to build upon. These are for example historic buildings, 
vacant buildings, interesting green zones, public functions, flow of people, 
lifestyle groups, amenities, possible initiatives and many more.

What follows is the conceptual construction of a framework which at the end 
of the process will be the development strategy. The construction becomes an 
iterative process using the conducted research and using research by design as 
the method. The scheme to the right give an idea of how this process works and 
what aspects are involved. 

In order to get grip on the final strategy and design and to translate the findings 
from the analysis, four scenarios are made. Derived from both desk and field 
research and from interviews with users, local residents and the municipality, 
these scenarios represent the corner pieces of which the final scenario will be 
more or less a combination. 

With a clearer picture of the final scenario, the strategy can be modified and 
completed. Examples are how the phasing is done, how shifts between them are 
ensured and what possible kick starters should be. In addition to the completion 
of the strategy, a final design is made for the new station area to show off how 
the area could develop itself by making a plan, aerial views and impressions. 

This development process will initially focus on upgrading the public space to 
increase the attractiveness of the area. The relocation of traffic is needed to 
make the area more friendly for slow-traffic flows. The result will be an attractive 
public domain that invites people to stay around, and offers good conditions for 
more functions; a new (modern) implementation for the station of Best and the 
local surroundings.  

1.4. Methodology
1. Introduction

fig.4. The iterative process in which the construction of the strategy goes hand in hand 
with designing and research regarding missing information.
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Before starting the research on the smallest scale, it is important to determine 
the study area. Because the ambition is to create a place to stay, by introducing 
place quality, the initial zone of interest is based on a 400 meter radius; a 5 minute 
walk (Untermann, 1984). However, since this study will focus on the station area 
as an activity center and the initial circle enters residential neighborhoods, the 
choice is made to transform it into a blob or Barba papa-shape. This shape will 
only be applied for the smallest scale. As mentioned previously, this research 
uses three scales.

The second scale (the station area in relation to the city center) mainly focuses 
on investigating how the area could become an extension of the city center. 
Examples of research questions for this scale are: What existing functions are 
present and how these can be complemented. How the current infrastructure 
works and how more movement flows can be introduced through the station 
area and how the public space can be upgraded.

The third scale addresses how the station area would serve the village. Obviously 
the station area fore fills an important role for Best which could be considered 
an commuter town. On an average day in 2014, a total amount of 5108 people 
got on and off the train in station Best. Given the MRE (Metropolitan Region of 
Eindhoven) keeps growing it is likely that Best, which is part of this collaboration, 
will also grow in some extent. Besides the station area serving as an infrastructural 
node, it also could house several ‘unique’ functions both in buildings or in the 
public space. Examples of these are tourist information, the already existing 
cinema, exhibitions, markets, or other kind of temporary or more permanent 
functions.

fig.5. An indication of the study area on the smallest scale, shown on an aerial view from 
the 3d model of the center of Best.

1.5. Definition of the study area and the multiple scales
1. Introduction
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Legend
 Plan of J.P. Bredius in 1856 for a railway track through Noord-Brabant.
 
 Route according to a sketch from 1859 of the Cabinet Rochussen - van Basse.

 Modified route according to a design from 1859 of the cabinet Rochussen - van Basse.

 Realized route based on a draft law from 1860 of the Cabinet van Hall - van Heemstra.

In order to get more insight in why the railways were built in Best and how they 
impacted the village, we need to take a look at the larger picture; the construction 
of the railway tracks in the Southeast of Brabant. 

The construction of the railways in Southeast-Brabant has been a concatenation 
of many plans, many disappointments, too little money and political wrangling 
in the Senate and House of Representatives. The problems with the construction 
have to do with the interests of the major port cities of Amsterdam, Rotterdam 
and Dordrecht. They individually tried to use their influence to get things done; 
which would be a railway connection for their city with Belgium and Germany, 
through Brabant. One of these plans was made by J.P. Bredius in 1856 who, 
in cooperation with the municipality of Dordrecht, presents a railway from 
Rotterdam to Dordrecht, Breda, Tilburg, Oirschot, Eindhoven, Roermond and 
Maastricht. Later a side track would be added towards ‘s-Hertogenbosch; which 
was since the Middle Ages the center for trade in the Meierij.

After a lot of political struggles and squabbles and bickering, it was the Cabinet of 
Van Hall - Van Heemstra that got a legislation approved by both Chambers. Result 
of this new legislation was that for Noord-Brabant a railway was planned from 
Venlo via Helmond, Eindhoven, Best, Boxtel, Tilburg and Breda to Vlissingen. 
Furthermore a connection would be made from Breda to Moerdijk. From there, 
people could cross the Hollands Diep by steam ferry and travel to Rotterdam by 
train. Later, they built a railway bridge over the Hollands Diep, which for many 
years would be the longest in Europe. They also planned a connection from the 
north via Culemborg to ‘s-Hertogenbosch and so on to Boxtel. 

One of the reasons for choosing Best had to do with military interests that 
originated in the aftermath of the war fought with Belgium. Those interests were  
described as follows: ‘‘If not ‘s-Hertogenbosch or fortified Vught was taken as the 
point of convergence of the railway tracks in Noord-Brabant, it was necessary in 
the interests of defense to use Boxtel instead of Oirschot. 

It was the second time that military interests in the history of Best played a 
important role, because this was also the issue when Best became self-standing 
in 1819. An import reason to separate Best from Oirschot was that the civic 
center in Oirschot was too far from the major thoroughfare of ‘s-Hertogenbosch 
through Best to Eindhoven. Because of that distance, it was difficult for the 
military authorities to ask for permission in Oirschot as ongoing troops that were 
stationed in Best for a shorter or longer period of time.

Due to legal and financial problems, the construction of the railway tracks started 
in April 1864. The route Eindhoven-Boxtel was put into operation on July 1, 1866. 

fig.6. Historical map showing various proposals for a railway in Southeast-Brabant.

2.1. Origin of the railway plans in Southeast-Brabant
2. Genesis of the area
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When the train enters Best for the first time it is a small farming village, which 
after centuries of being part of Oirschot, only just stands on its own legs. During 
a survey around 1840 homes are counted and divided in classes from 1 to 10 
based on size and condition. It appears that in Best almost 85% of the homes 
are classified to the three lowest classes. The description of class 1 is: ‘‘huts of 
loam and osier with only a door and window, providing the needy and poorly’’.  
For class 3 the description is: ‘‘small dwelling of small farmers, day laborers and 
artisans’’. 

The middle class homes consist of ‘‘less spacious buildings mostly maintained 
by individuals and farmers’’. After that comes the class with ‘‘well-furnished 
and maintained houses within the village, which are inhabited by individually, 
wealthier farmers and innkeepers’’. Of this class, only two can be found in Best. 
Best is thus at the time one of the poorest villages in the region.

The population mainly consists of farmers, artisans and laborers. They are self-
sufficient with regards to the daily needs. The farmers usually sell butter and eggs 
in the markets in Oirschot, Eindhoven and Den-Bosch. Until long after 1900 they 
would go to these markets by foot, which is cheap when time does not play a 
role. From this population, the railway couldn’t expect a large clientele.   
 
As regards to the artisans, this could have been different. This includes a lot 
of clog makers. In the annual report of the municipality from 1852: ‘The main 
handicraft or profession of our residents exists in agriculture and especially in the 
clog industry, which provides work for hundreds of hands and whose products 
are sold near and far’. This sale occurred – before the arrival of the train – by 
cart services that ran between Eindhoven and ‘s-Hertogenbosch. From there, the 
goods were shipped to Gelderland, Friesland and Holland. If the arrival of the 
railways brought change to this is difficult to ascertain; it is never mentioned in 
reports. What is striking, however, is that after 1870 the number of clog makers 
and residents greatly increased, as shown in the summary on the right side of 
the page.  

Year   Amount of clogs   Amount of inhabitants
1850   21    1920
1860   17    1950
1870   23    1920
1880   41    2050
1890   72    2350
1900   60 (approx. 280 laborers)  2500

Especially the increase in population is striking, since this period is known for a 
decreasing population due to it is known that during this period poverty was high 
as a result of failed potato harvests. Can we assume that in Best, the arrival of the 
train, increased the clog trade? Did the residents of surrounding villages come to 
Best to work in the clog factories and did these people buy more products from 
the farmers? Were the people from the railway, not from around, responsible 
for introducing new ways of trade? We’ll probably never know for sure, but they 
surely gave Best new impulses with regard to financial and other insights. The 
world becomes bigger for the people of Best! 

Although there were not any major changes in Best in the first decades after 
the arrival of the train, we can assume that from previously mentioned facts 
that prosperity and population of Best in any case did not decline like in Son, in 
which a large part of the population moved to find a better place. The train would 
certainly have contributed to a better Best.

2.2. The railways as a catalyst for Best and its inhabitants
2. Genesis of the area

fig.7. The construction of the railway tracks and the first station in Best.
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In 1966 there was another reconstruction of the ‘Stationstraat’. This reconstruction 
included pavements on both side of the road and completely new and modern 
street lighting. At that time, the people could not have guessed that 30 years 
later, almost the entire ‘Stationstraat’ would disappear with the construction 
of the railway tunnel. Only hotel ‘‘Witlox’’ (demolished in 2004), ‘‘BioBest’’, the 
former bread factory (in which the ‘‘Boerenbond’’ had already established itself) 
and the house with private office of Dr. J.E. van Dijk, escaped the demolishers.

2.4. The first station

Between 1862 and 1866 many of the station buildings were built according to 
a standard model, which was divided into classes. The classification was done 
with regard to the size of the station, related to the amount of inhabitants. Type 
SS first class was the largest model and applied to the large regional cities. The 
first station of Best was fifth class and located between the ‘Koningin Emmalaan’ 
and the ‘Leeuwerikstraat’. The fifth class station consisted of a middle part with 
two small wings. All three parts had gable walls. Both wings would jump towards 
the street but were pushed in on the side. Most of these stations have been 
expanded between 1914 and 1915 by increasing the height of the central part 
and by adding side wings. In 1922, the first station of Best was expanded with an 
additional floor, balcony, larger waiting room and office space. 

When the plans for the railway tracks through Best were made, they were 
projected just west of the current town center and the station a few hundred 
meters south of the regional cobblestone path from Oirschot to Best (nowadays 
‘Oirschotseweg’ and ‘Hoofdstraat’). The station would there for be situated 
within the so-called ‘Kerkakkers’, resulting in the need for a new road which 
obviously would be named ‘Stationsstraat’. 

Along this street several companies began to settle in the beginning of the 
previous century, like the cigar factories ‘‘De Hoop’’ and ‘‘Juliana’’. At the end 
of the ‘Stationsstraat’ the stone factory ‘‘De Leeuwerik’’ emerged. Where 
‘Stationsstraat’ changes into the ‘Hoofdstraat’ the famous café, painting 
company, shop and bookstore of J.L. van de Sande was founded. The diversity 
of the companies was big, because two clog factories and a bread and cake 
factory were also founded in the street. Ordinary dwellings were present as 
well. The character of the street changed dramatically in the course of time, 
because virtually all companies disappeared resulting in the residential function 
being dominant. However there also came new economic activity with the 
establishment of ‘‘BioBest’’ and Hotel ‘‘Witlox’’. 

2.3. The ‘Stationsstraat’
2. Genesis of the area

fig.8. The ‘Stationstraat’ around 1915 with to the right cafe J. van de Sande and in the 
middle the house of Dr. H.J.M. Burgering.

fig.9. Left: The facade drawing of the platform side of a fifth class station as was built in 
1864 in Best. Right: The facade drawing for the renovation in 1882.
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After tough discussions it is the town council that approved the demolition of 
the old station building and the construction of a new one. On March 19th 1975, 
a letter is sent to the ‘‘Nederlandse Spoorwegen’’ in which they state that they 
will deplore that the existing station building, which has fore filled and is still fore 
filling a role as an historical urban element, will be lost. In addition they state that 
they will trust the commission with designing an accommodation, which will be 
of decent spatially allure, and which in the future shouldn’t need support with 
some greenery and street furniture.

The fear that Best would only get a simple sextant-building for the sale of train 
tickets such as station ‘‘Beukenlaan’’ in Eindhoven, turned out not justified. 
Although not a unique design, since the ‘‘Nederlandse Spoorwegen’’ constructed 
more of these buildings, it did turn out okay and met the design quality the town 
of Best had in mind. The design consisted of an office with a window for ticket 
sales, a spacious waiting room for passengers and the necessary storage space. 
The roof of the station ran until the pedestrian tunnel, so that travellers did not 
get wet during rain showers. Due to the tunnel, the platform had to be broadened. 
On the west side, there was a covered bicycle parking and a square was planned 
for the accessibility of the station. The plan also provided the necessary parking 
area.

The economic crisis of the thirties of the last century also affected the 
‘‘Nederlandse Spoorwegen’’. In addition, the car already became a formidable 
competitor, resulting in a significant decrease in train passengers. Cutbacks 
followed. One of them was the closure of 148 stations, including the station in 
Best. In 1940 Best regained a place in the railway book. The minister of Public 
Works stated in a letter to the municipality of Best that the station would be 
included for the transport of passengers. The many request to do so, were finally 
appreciated. 

In the course of time the first station of Best was renovated and expanded several 
times, which eventually resulted in the striking station, which for many people 
who travelled by train, became a point of recognition as they returned home. It 
had seen steam trains come and go and later also the diesel trains. It had even 
seen test drives with high-speed trains. Everybody thought the now historic 
building would survive the modernization drive, but it turned out differently. The 
more than a century-old building fell victim to demolition in mid-November 1975.

Before the decision to demolish, a long process of discussions occurred between 
the ‘‘Nederlandse Spoorwegen’’ and the town council, whereby the council 
advocated for the preservation and renovation of the station. Until 1972, the 
policy of the ‘‘Nederlandse Spoorwegen’’ was in fact to put some old station 
buildings on the monument list. The modern managers however felt that many 
stations from the  19th century were ineffective and costly to maintain. Given the 
construction-drive of the ‘‘Nederlandse Spoorwegen’’, one may ask the question 
whether they were really considering the two options or if they just wanted to 
demolish the old station and build a new one. 

2. Genesis of the area
2.5. The second station

fig.11. The front facade (left) of the station which opened in 1977. 
The right photograph shows the platform side with on the left the waiting room.

fig.10. Left: The station after the renovation in 1882 and before the addition 
of a floor in 1910. Right: The platform side before the demolition in november 1975.
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With the plans for expansion to four 
tracks and the construction of railway 
tunnels the choice was made to realize 
this in the center of Best on the east 
side. This meant that almost all the 
buildings along the ‘Stationsstraat’ and 
the street itself had to be demolished. 
Also the ‘Spoorweglaan’ disappeared 
including the dwellings that were 
located next to it, with the exception 
of the last house.

This space was not only necessary for 
the construction of the railway but also 
served as work space for the supply of 
materials. The many cranes and piping 
rigs also needed workspace, along 
with the trucks that transported the 
sand that was dug-up. As nearly all 
the buildings disappeared along two 
streets in the village image, it meant 
quite a bit for a village. The following 
pictures will give you an idea of how 
it once was. Each demolished building 
had its own story and function varying 
from general practice to tree nursery 
and from clog factory to hotel. 

It is striking to see how many green 
elements were present. These are not 
really included in the current design, 
which is many a paved area with some 
incidental flower beds.

2.6. What disappeared for the underground railway?
2. Genesis of the area

fig.12. Several photos taken from multiple places along the railway tracks. These street images where demolished to free up space for 
the construction of the tunnel project. Noticeable is how much greenery was removed.
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What then follows are negotiations with bureaus on what the layout of the area 
should look like. A sketch used during the negotiations is shown in the bottom 
left image. Eventually the final design is determined, the redevelopment is 
started. Partly due to the economic crisis, a lot of financial setbacks took place. 
In addition, the ‘‘Nederlandse Spoorwegen’’ withdrew the intercity status of the 
station. With these major setbacks it was decided to postpone the redevelopment 
plan. To complement the parking needs, multiple improved parking lots were 
later added.

Due to the construction of the railway tunnel, the existing station had to disappear. 
Assigned by ‘‘Railinfrabeheer’’, ‘‘Arcadis’’ designed a new underground station, 
stairs and elevators for the connection between the on street level located 
station building and the subterranean platforms. The underground station has 
been designed with a clear philosophy regarding social security. The choice is 
made for much and broad daylight entry, open sightlines from the surface to the 
underground station and vice versa. The minimization of obstructing obstacles 
gives the underground space an open and friendly character. The location of the 
station within the tunnel project was determined by the location of the station 
building in the urban context, namely in the future visual axis from the center 
through the ‘Boterhoek’.

Halfway in 2002, the tunnel and the station itself were completed. There are 
four railway tracks lying next to each other on about 6 meter below ground level. 
The roof of the tunnel itself comes out a few tens of centimeters above the rest. 
Downstairs, the timetable for the routes Amsterdam-Maastricht and Rotterdam-
Venlo occur and the capacity of the railway line is extended to more than 500 
trains per day. This with significantly less inconvenience than 384 trains per day 
in the past. The ‘Nederlandse Spoorwegen’ and the ministry of Transport might 
be ready with their project, but the town of Best has to start yet. Their work has 
only just begun after five years of building the underground tunnel. 

2.7. The third station and original urban design
2. Genesis of the area

fig.13. Two photographs within the station. Left: The stairs and elevators linking the 
underground part with ground level. Right: The platform and railway tunnel.

fig.14. Left: Sketch of what the western part of the city center could look like.
Right: The final design for the redevelopment of the tunnel roof.
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The role of the station and station area has changed a lot between the 19th century 
and present day. For a long time, many stations were designed and decorated in 
such a way that interactions between the various classes and ethnicities could be 
avoided as much as possible for example by the use of different waiting rooms. 
In the beginning of the 20th century, Simmel described the urban lifestyle as 
a concatenation of impersonal, fleeting and superficial contacts, with people 
arming themselves by having a business-like and reserved attitude. Staying in the 
city and station meant staying amidst strangers, people with a different lifestyle 
and background, which differently used the space.  

Today, there is less of the aforementioned segregation. The station and local area 
are a domain where different social worlds, spheres and activities overlap. You 
can find distraction by visiting the newsstand, watch shops or by chatting with 
fellow users. According to philosopher René Boomens this involves so-called 
‘’threshold worlds’’, places where individuality and collectiveness meet. He refers 
to pubs, theaters, libraries, hospitals, museums, sport facilities, reception area of 
airports, market halls and station areas; spaces that offer opportunities for both 
individual meetings and collective experiences. 

Future development with regard to the station area should definitely connect 
and contribute to these experiences. Macro scale research will focus on how the 
station area functions on a village scale and how it could act as a facilitator for 
village functions. Within this scale level, findings from the Studio Midsize Brabant 
are used and further investigated to come up with future potentials for the area.   

Therefore, this research is conducted to gain insights on how the station area 
functions on a village scale and how it could act as a facilitator for ‘unique’ 
village functions. The research also partly relies on the findings gained during the 
Studio Midsize Brabant and will mainly focus on the current problems and future 
potentials with regard to the village. 

3.1.1. Infrastructure & facilities
As mentioned in the introduction, it is pretty obvious that the station plays an 
important role for Best; several thousand people daily use the station, making it 
an important infrastructural element for the town. Its role is even strengthened 
since Best could be considered a commuter town. The presence of the train 
station means to the people that they are not necessarily dependent on a car. 
They can rather quickly travel to Eindhoven and Den Bosch and from there 
possibly further.

The infrastructure of Best is shown on the next page. It is striking to see how 
favorable the position of Best is, since its close proximity of the highways and the 
presence of the railway tracks. Best seems to be enclosed by the infrastructure 
with its advantages and disadvantages.

Secondly, it shows the various activity zones within the village. While the village 
mainly has residential zones, consisting of dwellings with incidental educational 
and healthcare functions , it also has some commercial areas with smaller shops, 
supermarkets, restaurants and bars. These areas are scattered throughout Best. 
The location of Best ensured the development of several business park, mainly 
consisting of larger companies specializing in production, retail etc. What is 
strange to see is that these large ‘‘business islands’’ seem to have no connection 
to the village itself. They are only there because of the favorable circumstances 
(great accessibility, proximity to Eindhoven, etc.). Due to this, the connection 
between companies and residents is mostly lost. 

In relation to this, the third theme shown in the map is how the station area in the 
future could interact with the various zones. As also mentioned in the structural 
vision of the municipality, the area could be used to complement and further 
extend the range of facilities. The station would then be considered a part of the 
village center. On the other hand, the area could provide a central location for 
(start-up) companies to test, display and educate on their products. This includes 
offering a place for artist and designers. While both have their advantages and 
disadvantages, a mix of both would probably best fit the village.  

3.1. Macro scale
3. Analysis
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3.1. Macro
3. Analysis

fig.15. Map showing various activity zones and possible future interactions.
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3.1. Macro scale
3. Analysis

3.1.2. Promoting the landscape 
Besides promoting and complementing the range of amenities, the station area 
could have a rather unique function. Given the geographical location of the 
village and its great accessibility, there are many opportunities to position itself 
in the area. One of the things that is very remarkable, is that Best barely or only 
to a little degree promotes recreation and day tourism, while it already has many 
of these facilities. And thus future encouraging and investing in these sectors 
should definitely be done. 

The village is surrounded by three large nature area , which are also part of the 
National Ecological Network. These areas are currently already to some extent 
used for recreational purposes. In the outer areas of the village there are several 
cycling and walking routes, including a mountain bike trail. Despite these networks 
already being partially present, it is responding to a lesser extent in terms
of services (for example restaurants, cafes, taverns). The current facilities are 
located mostly in the center and not near the routes. In the future, this needs to 
be align and facilities should be moved near the trails. Furthermore, special rider 
paths could be added to the recreation network to attract more specific target
groups. The station area could serve as an information site for what is currently 
available or what the future activities are. The possibilities are shown on the map 
located on the next page.

In addition, the station area could be used to organize events about the history 
of Best. Since the village seems to be struggling with a lack of identity, it could be 
nice to organize historic routes that specific professions used during their time 
and educate about how they lived. Examples could be the coopers, clog makers, 
Bata workers, etc. Just like with recreation and day tourism, the station area could 
function as an information center. Its function; connecting a local happening to 
a broader scale. 

The images on the right show initial research done during the Studio Midsize 
Brabant and how recreational and heritage elements could be used for Best to 
brand itself. 

fig.17. Scenario ‘‘Best Local’’ how Best could brand itself (Midsize Brabant).

fig.16. Recreational and heritage related elements of Best (Midsize Brabant).
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fig.18. Map showing how the station area could serve as an information center for recreational activities. 
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3.2. Meso scale
3. Analysis

3.2.1. The future plan for the center
In mid-2014, the municipality started a 
project to upgrade the public space in 
the center. The project will also include 
the construction of new buildings. The 
plans for the public space were made 
with full cooperation of residents, 
shopkeepers, entrepreneurs, real 
estate owners, specialists and visitors. 
The redevelopment of the public space 
has three main goals:

- Facilitating the use and activities.
- Strengthening the already existing       
  potential of the center.
- Extending the length of stays by  
   visitors. 

Although the project will surely 
improve the quality of the center, 
there are several points of criticism 
worth mentioning. The most important 
one is that the plan abruptly stops 
at the border of the station area. 
The municipality acknowledges the 
problem of the station, but neglects a 
chance to include it within these plans. 

Although the future design of the 
station area should complement 
the center plan, a critical attitude is 
required to achieve a well-balanced 
whole of both.

fig.19. Photographs of various facilities (station, cinema, garden center) in the 
area. Notice how little people are using the area; there is nobody to see.

fig.19. The masterplan for the redevelopment of the public space located in the center of Best.
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3.2. Meso scale
3. Analysis

3.2.2. Zoning and facilities
To get a better understanding of how 
the current range of facilities looks, 
both desk- and field research are 
conducted. It appears that the zoning 
of the local environment is quite strict, 
and due to that becomes rather clear. 

Along the historic ribbon are mainly 
commercial functions, with on the 
upper floors housing. This is also the 
case for the village center, where 
this mixed-use also occurs. The 
outside environment contains almost 
exclusively residential functions and 
amenities that are part of it, such 
as playgrounds and educational 
functions.  

Within this bright zoning the station 
area is a special case. It is a space that 
does not seem to belong to anything. It 
does not have any residential functions 
and very few commercial functions. 

The new design for the station area 
must be clear, uncluttered and well-
connected within the zoning that is 
currently available for the surrounding 
area. The conceptual map to the right 
shows what the present and future 
amenities are and how the station 
area could complement this. 

fig.20. A conceptual map with the various zones in the local environment displaying present and possible future amenities.
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3.3.1. The current situation 
The results of the cancelled plans are immediately experienced during the first 
time visiting the station area. It is an area that lacks a vision for the future . It 
feels like a no-man’s-land which does not seem to belong to anything. In this 
paragraph, the current situation is explained by investigating the following 
themes: public space, infrastructure, the present facilities and the buildings. 

The realized public space of the plan consists of a sort of oblong square on the 
route of the railway tunnel. This is made up of smaller squares that have been 
created by the use of different colored bricks, and occasionally combined with 
hedges and small lawns. In the center of the square meanders a small drain 
gutter which adds little to the square. This square is the only area which is really 
car-free, which ensures that it does not really become inviting. This is further 
enhanced by the very limited use of street furniture. The only seating options in 
the area include small bollards and a small terrace belonging to a small station 
cafe. Personal observations were conducted by sitting on the edge of a planter. 
The remaining public spaces were left as they were and have become patches 
of grass which are not really used except for walking the dogs with all their 
nuisances. 

Since this is an infrastructural node, accessibility of the station is extremely 
important. Major roads enclose the station area on the north (‘Hoofdstraat’) 
and the south (‘Molenstraat’). The majority of parking lots and Park and Rides 
are also located at these streets. At the transition with the ‘Oirschotscheweg’, 
there is a one-way street which leads to the bus station and the Kiss and Ride. 
Furthermore there is a large car park in the southwest corner of the area located 
to the ‘Spoorstraat’. 

All the infrastructural facilities show how big the car dominance is in the area. 
This dominance also applies for Best in its entirety; a characteristic of a dormitory 
municipality. This is not necessarily a disadvantage as it is a very important aspect 
for the proper functioning of the town. 

On the other hand it ensures that the experience of the area becomes negatively 
affected. Jan Gehl speaks in his books1 about how a reduced movement speed 
through the area allows for more interactions. This is the case for slow traffic 
flows such as pedestrians and cyclists. Currently, such a zone is only present in 
the center. It is an interesting idea to extend this zone with station area. 

3.3. Micro scale
3. Analysis

1 ‘Life between buildings’(2006) and ‘Cities for People’ (2010).

fig.21. Various photographs of the public space in the station area of Best.
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3.3. Micro scale
3. Analysis

When visiti ng the area for the fi rst ti me, it was striking to see how uninviti ng 
the area is. This could probably be due to the combinati on of how currently is 
dealt with the infrastructure, the routi ng, the public space and the buildings. The 
infrastructure, as indicated, is very car dominant. So the amount of interacti ons 
in the area will probably be smaller. This could be countered by off ering a good 
public space with inviti ng functi ons. Something that is currently extremely 
limited. The same thing can be said about the relati onship between the public 
space and the buildings. 

The existi ng faciliti es in the stati on area consist of a small stati on cafe with a small 
outside terrace, the bicycle storage just south of the stati on, the ‘‘BioBest’’ cinema 
and the ‘‘Boerenbond’’ east and the buildings of the carpet center located in 
the northeast. These lastly named buildings are the result of several expansions 
of the former ‘‘TricoBest’’ factories. In additi on, the carpet center buildings are 
underused and some of them are even vacant. The concatenati on of buildings 
also contributes to the isolati on of the stati on area. The wall of buildings blocks 
a possible future connecti on with the city center. Something envisioned by the 
municipality which considers the stati on area an extension of the city center.  

The photographs on this page try to give an idea of what kind of faciliti es there 
are and how they contribute to the current image of the stati on area. Remarkable 
is how few people are around. The future design should really address this 
problem, and give a positi ve swing to the upgrade of both public space and the 
buildings themselves. 

fi g.22. Photographs of various faciliti es (stati on, cinema, garden center) in the area. 
Noti ce how few people are using the area; there is nobody to see.

fi g.23. Photographs of the carpet center buildings. Some underused and deprived, these 
buildings should defi nitely be adressed in the future design of the area.
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3.4. Nudges
3. Analysis

In order to create a development 
strategy, strong starting points are 
needed to positively influence the 
area. Within this chapter, the various 
starting points are investigated. These  
points can all be categorized in one of 
the following themes which will be of 
importance to revitalize the area:
- Upgrading the public space.
- Rerouting traffic.
- Socio-economics.
- Bringing in new and more functions.

The following image shows an aerial 
photograph combined with initial 
nudges; possible strong points which 
could be used to form the foundation 
for the development strategy and the 
new design. The green dots indicate 
strong point which definitely should be 
used to upgrade the station area. The 
orange dots show elements that could 
prove useful but need to be renovated 
or changed first. The red dots show 
problems which should be addressed 
immediately. They are the biggest 
threats for the revitalization.

fig.24. An aerial photograph of the station 
area and part of the city center with 

various nudges which could be potential 
starting points to form the foundation to 

revitalize the area.

N
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3.5. Possible starting points
3. Analysis

fig.25. The initial SWOT Analysis made at the start of the graduation project.
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3.5. Possible starting points
3. Analysis

3.5.1. SWOT
The aspects mentioned in the previous 
scheme have been projected on a 
bird’s eye view from the 3d model. 
The image shows the station area and 
the local surroundings. While the area 
does not really function as a place to 
stay, there are a opportunities and 
clues to turn the area into one. A key 
role is the attractiveness of the public 
space and the rerouting of traffic flows 
so that an impulse of movement is 
created through the area.

The image to the right shows that the 
public space above the railway tunnel 
is a great opportunity and that, for 
example a building mass forms a wall 
on the right. In the south there are lots 
of parking spaces, which currently is 
underused. 

In addition, there are a lot of existing 
qualities present but barely visible.  
Most noticeable are the green spaces 
located just east of the station area. It is 
advisable to align the new station area 
with these qualities and opportunities.

fig.26. Aspects of the SWOT-analysis projected onto a bird’s eye view of the station area and local surroundings.
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3.5. Possible starting points
3. Analysis

3.5.2. Flows of user groups
If upgrading the place quality is to be 
done, it would require insight on how 
the current use occurs. To examine this, 
observations have been conducted on 
the movement of various traffic flows 
during different times of the day and 
during different weather conditions. 

The first image to the right shows the 
different movement flows per user 
group projected on a bird’s eye view of 
the area during the morning and sunny 
weather. During these circumstances, 
car and bus traffic seems normal. The 
train station is often approached by 
foot or by bike. When walking people 
mostly tend to take the ‘‘official’’ 
(longer) routes. 

Activity during the morning with 
regards to the other nearby facilities 
are very scarce. While observing only 
two people were seen to visit the 
Boerenbond chain store. The cinema 
was closed in the morning so no 
activity was to report there. 

fig.27. The flow of people in the morning and during sunny weather conditions. Flows are based on personal observations.
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3.5. Possible starting points
3. Analysis

Besides visiting in the early morning 
and afternoon, observations were also 
conducted in the evening. The image 
to the right shows these observations 
in the same view but during rainy  
weather conditions. While raining, 
bike- and walking flows are limited and 
when walking people take the shortest 
route. For example, this means that 
instead of walking on the paved oblong 
square, people park their car at the 
northern parking lot and walk over  the 
grass to reach the station as quickly as 
possible. 

When comparing the observations and 
weather conditions, it becomes clear 
that the weather does not influence 
the traffic flows all that much. In 
addition, the other facilities also do 
not seem to be influenced a lot. 

The observations suggest that because  
the area is practically only used for 
transitional purposes, there is not 
that much difference in the weather 
or quality of the space. For example, 
people will go to school or work no 
matter what the weather or space are 
like. fig.28. The flow of people in the evening and during rainy weather conditions. Flows are based on personal observations.
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3.5. Possible starting points
3. Analysis

These assumptions are confirmed by the thoughts of Jan Gehl, which in his 
books divides outdoor activities into three categories, each of which places very 
different demands on the physical environment: necessary activities, optional 
activities, and social activities. 

The first category , include those that are more or less compulsory - going 
to school or to work, shopping, waiting for bus or a person, running errands, 
distributing mail - in other words, all activities in which those involved are to 
a greater or lesser degree required to participate. Because the activities in this 
category are necessary, their incidence is only slightly impacted by the physical 
environment. These activities will take place throughout the year, under nearly 
all conditions.

Secondly, the optional activities include such activities as taking a walk to get 
some fresh air, standing around enjoying life, or sitting and sunbathing. These 
activities only take place when exterior conditions are favorable, when the 
weather and the place invite them.

Lastly, the social activities are all activities that depend on the presence of 
other in public spaces. Social activities include children playing, greetings and 
conversations, communal activities of various kinds and the most widespread 
social activity - passive contacts, that is simply seeing and hearing other people.

Gehl’s description of these outdoor activities matches the way how the station 
area currently works; a transit space with a low quality physical environment. 
This is also confirmed while interviewing several users during the observations. 
They were questioned about how they experience the area and what in their 
opinion is missing. A local adult resident mentions that the area currently looks 
very gloomy and states that the area is mono-functional. Some children in transit 
tell that they miss playing facilities and a commuter indicates that she does not 
care about the area since she is just commuting.

fig.29. The various outdoor activities and their sensitivity to the pysical environment.

The main findings are shown in the scheme located on the next page. It shows 
the various identified and questioned target groups. In the row below, the nature 
of their activity is explained along with a rough time estimation of when this 
activity occurs. In addition, the users were asked what their possible interests 
might be within the future station area. 

It will be crucial to know these needs and to implement them in the research and 
design process. After all, the research question focuses on improvements for the 
users.
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3.5. Possible starting points
3. Analysis

fig.30. Analysis of the user groups within the station area along with their values and activities. Based on observations and interviews.
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3.5. Possible starting points
3. Analysis

3.5.3. Interests
Although the research question 
focuses on the demands and needs 
of the users, it could also prove useful 
to investigate what the interests of 
other parties would be. The station 
area could after all serve multiple 
parties. Initial possible interests from 
companies are already suggested in 
previous research and are therefore 
included along with the residents and 
municipality.

The image to the right shows the 
various interests of the three parties. 
Residential interests are derived from 
both interviews and a questionnaire. 
This questionnaire is actually about 
the center but could be applied for 
the station area if the choice is made 
to more or less transform it into an 
extension of the village center.

Municipal interests are obtained 
from the structural vision and from 
interviews with municipal employees. 
They explain that there are no current 
plans for the area but would like a high 
place quality while the area does not 
become a high density urban area. In 
addition, there should be sufficient 
parking facilities to support the railway 
station.

fig.31. The three parties examined along with their interests in how the station area should function. 
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In order to get a grip on the final strategy and design and to translate the findings 
from the analysis, four scenarios are made. Derived from both desk and field 
research and from interviews with the users, local residents and municipality, 
these scenarios represent the corner pieces of which the final scenario will be 
more or less a combination. This combination would be one concept that fits best 
for the station area.

The four scenarios should be considered extremes for how the station area could 
develop itself. The two main categories are green and red. Green refers to the 
creation of a public domain that can be used as a catalyst for improving the 
attractiveness of the area and to attract new functions. The category red mainly 
refers to the addition of buildings in which the area is developing into a place to 
stay with varying functions. 

In addition, each category has two methods of approach; top down and bottom 
up. These methods provide an indication of how the area is being developed. Top 
down being the more traditional way, where large-scale development is done by 
mainly one party. It can require a big investment but can take less time to fully 
develop an area. The result is often a more static design that does not really rely 
on local participation, initiatives and actors. Bottom up on the other hand is a 
slow development process that requires close  participation of local residents, 
iniatatives and actors, resulting in an organic dynamic area development.

4.1. The scheme
4. Scenarios

fig.32. Scheme showing the four extreme scenarios that could give an indicatation of 
future headings for the station area of Best.
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The landscape park
Within this scenario (shown right) the emphasis lies on organically creating green 
spaces which complement the needs of local users. It shows how the area could 
be transformed into an urban park with lots of trees. The space where the tunnel 
lies cannot be planted with trees due to preceding the maximum pressure on 
it. However, the  area could be developed to house facilities related to these 
‘urban forests’, like small shops, restaurants, but also temporary functions such 
as weekly markets, or neighborhood BBQ’s or hut building contests. 

In addition, some buildings of the Carpet Center are demolished to create a slow 
traffic path towards the center. By removing some buildings extra functions can 
be added, such as an outdoor cinema space or an outdoor space for ‘Prinsenhof’. 
Parking will be mainly done on the southern and northern edge of the area. 
Nothing has changed with regard to the car infrastructure.

Mixed use
The ultimate goal of this scenario is creating an extension of the city center 
which houses a broad range of facilities and offers room to both temporary and 
permanent functions.  

Within the concept the oblong square is preserved and would become a flexible 
multifunctional space where activities can occur. Along it, new building are 
constructed with various functions. Located north, closest to the city center 
would be the more commercial functions, such as restaurants, bars, and smaller 
shops. Located to the south would be the more residential functions or live-work 
combinations. To provide enough parking space, a kind of service street would 
be needed at the southeast between de slab developments and the cemetery.

4.2. The extreme scenarios
4. Scenarios
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The chessboard
Emphasizing on the development of buildings (shown right), this scenario is 
about creating a flexible and changeable public space with various combinations 
of functions, greenery and water.

The underlying idea is to introduce CPC-development (Collective Private 
Commissioning) in the area, so people can buy parcels which will aid in creating 
a more organic redevelopment of the area.  Besides more permanent functions, 
it also offers room for temporary functions, like exhibitions, weekly markets, etc. 

Best ‘‘Groen’’
This scenario focuses on creating an urban multifunctional park that connects 
the local green spaces and serves the local initiatives. 

When examining the surroundings of the station area, the presence of several 
local green spaces became known. It would be an interesting thought to have 
them all meet in the station area and heal the scar in the urban fabric by creating 
a public domain with multiple functions, but which prioritizes the local initiatives.
However, due to the lack of information about local desires, the program within 
the design became more fixed.

Within the concept, most buildings are preserved. Only a part of the Carpet 
Center buildings and the ‘Boerenbond’ building are required to be demolished.

4.2. The extreme scenarios 
4. Scenarios



40

The organic green ribbon
This scenario (shown right) focuses on creating a residential area embedded in a 
green environment. In the north this means the construction of apartment blocks, 
for students and elderly, as these will be the closest towards the facilities of the 
center. In the south a framework will be constructed to enable CPC-development. 
The orthogonal parcels, embedded in green, are accessible by car and always 
located to a green space, whether the green strip created on the railway tunnel 
or the tree lines of the cemetery. The inner paths of the park complement the 
straightness of the plan by being more organically. 

In the middle of the plan, a broad axis is created to provide a direct connection 
between the city center and the western neighborhoods via the station area. 
This axis can also offer room for temporary functions but also for small bars, 
restaurants and small retail or shops. 

The Green Wedge
The plan to the left shows another design possibility, where the development 
of buildings is combined with the creation of a central park like space. The 
restrictions related to the railway tunnel provide enough opportunities to turn it 
into an urban park. This complements the need for green, as addressed by local 
residents. 

Within this scenario, the basic concept is a green cross which divides the area 
into four quadrants. Each quadrant has specific functions which complements 
the other quadrants. In this very first version of the Green Wedge concept, the 
top left quadrant’s function would be infrastructural, supporting the station, the 
bottom left providing CPC-development, bottom right fixed dwelling development 
and the top right the creation of the extension of the city center, focusing on 
additional and complementary functions, combined with apartments. 

4.3. Combining the scenarios 
4. Scenarios
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Because the current station area could not really be considered a place, the aim 
of this project is to improve its image, through placemaking. PPS (Project for 
Public Spaces) explains that placemaking promotes a simple principle: you get 
what you plan. If you plan cities for cars and traffic, you get cars and traffic. If 
you plan for people and places, you get people and places. The claim that more 
traffic and road capacity are the inevitable results of growth is not true. ‘‘They 
are in fact products of very deliberate choices that have been made to shape 
our communities to accommodate the private automobile. We have the ability 
to make different choices - starting with the decision to design our streets as 
comfortable and safe places - for people on foot, not people in cars’’ (PPS, 2012).

To improve the image and the place quality, there are two important principles. 
On one hand, the station area lies just a stone’s throw away from the village center. 
As a result the area has a lot of potential and can be developed as an extension 
of this with additional and complementary functions such as restaurants, shops 
and housing. On the other hand, the close proximity to the landscape. By adding 
landscape elements the scar in the urban fabric could be mitigated or even 
restored.

Given the scattered green spaces located around the station area, the idea arose 
to have them meet in the station area so that it can act as a public green domain 
that improves the attractiveness of the area. This corresponds to the restrictions 
that the railway tunnel has, since no major construction is allowed on top of 
it. Parks and square are often viewed as unnecessary. They use resources and 
precious urban space. Nothing could be further from the truth. Unlike that most 
people think, they reward investment disproportionately. ‘‘If developed as places 
and planned around major public destinations, they build local economies, civic 
pride, social connection, and human happiness - all precious commodities in an 
increasingly congested urban landscape’’ (PPS,2012). 

Within the concept, the green public domain acts as the main catalyst for 
upgrading the attractiveness of the area and bringing in more people. The area 
could be considered a cross with four quadrants. The north-south axis consists 

5.1. The concept
5. The Green wedge

of multifunctional green spaces where people can relax, play, sport etc. The 
northern part of the plan and the west-east axis, which connects to the future 
plans for the center, are more congregation zones that connects to the village 
center functions. The southern part is more a residential zone where by the use of 
small height differences, a subtle division is created between private and public.

The next pages show how the concept, by applying the development strategy, can 
be transformed into a design that better fits the demands and wishes of the users. 
It is a kind of cartoon with conceptual images which shows the chronological 
steps along with the corresponding interventions, which are necessary for the 
formation of the design. It helps with crossing the gap between concept and 
urban design.

fig.33. The concept of the Green Wedge and its various elements. 
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5.2. The cartoon

The  car dominant no-man’s land
The current situation can be considered a no-man’s 
land that does not seem to belong to either side of 
Best. This is the result of the unhealed scar in the 
urban fabric and of cancelled projects. It is an area that 
is car dominant, uninviting to pedestrians, no place 
to stay and used purely for transitional purposes. The 
black lines show how the roads go around the area.

5. The Green Wedge

fig.34. Conceptual map, showing the current situation which is highly car dominant and uninviting to pedestrians. 
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5.2. The cartoon

Improving the public space and flows
To start healing the scar in the urban fabric, two 
main thoughts are of importance: adding landscape 
elements and functions. Both require an impulse of 
the flow of people coming through the area. The traffic 
flows should therefore be rerouted to go through the 
area, instead of around. This route should be made for 
both pedestrians and cyclists. The construction does 
require the demolition of some of the Carpet Center 
buildings to the east which are un(der)used.

5. The Green Wedge

fig.35. Conceptual map, showing the two new axis which will promote the public space and the flow of people. 
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5.2. The cartoon

The  green backbone
Two green strip are created with the station building 
in the middle. They connect to the northern and 
southern lying green spaces, forming one green axis. 
The strips will be the first and primary catalyst for 
upgrading the attractiveness and the experience of the 
area. Both strips will have different functions that will 
correspond with the zones located next to them.

5. The Green Wedge

fig.36. Conceptual map, showing the green backbone which will act as a green public domain. It will provide favorable conditions for future developments.
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5.2. The cartoon

Multifunctional green spaces
Since the green strips play a primary role in upgrading 
the public space and increasing the flow of people, 
their functions should be complementary and should 
really address the needs and wishes of residents, user 
and local authorities. The strategy is to transform the 
northern area into a mixed use area and the southern 
into a residential area. The green spaces react to this, 
so the northern strip becomes a congregation zone, 
while the southern becomes an urban playground. 

5. The Green Wedge

fig.37. Conceptual map, showing the various functions of both green strips. North as a congregation zone for locals and the south more as a urban playground.
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5.2. The cartoon

Supporting the station
During the revitalization, a lot of parking spaces will be 
removed. To ensure that there are still enough parking 
lots, six spaces will be kept and partly modified. All 
the functions supporting the station are located to 
the west, including the bus station and the kiss-and-
rides. To match the appearance of the green strip, the 
parking lots become pockets enclosed by greenery.

5. The Green Wedge

fig.38. Conceptual map, showing the functions that support the station. They are located on the left side and are enclosed by green to create subtle transitions.
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5.2. The cartoon

Defining the commercial and residential zones
Now that the public space has been majorly improved, 
the conditions are favorable for the addition of new 
functions. As mentioned earlier, the northern part will 
become more commercial, while the southern part 
becomes residential. To access the various shops, bars 
and restaurants, two promenade will be made that 
connect to the slow traffic axis and historic ribbon. 
The south axis consists of slab developments with 
collective gardens and semi-sunken parking.

5. The Green Wedge

fig.39. Conceptual map, showing how the previously large building blocks are divided into smaller blocks. Their connection to the green strips are very important.  
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5.2. The cartoon

Finalizing the structure
With the buildings taking shape, repetition is applied 
on the east side of the northern green strip. Since the 
area in the current situation is very unclear, this design 
gives the area more clarity by repetition. This was 
already done for the south part but the northern part 
was not completed yet. This stage also includes the 
creation of a passage to the Prinsenhof square. 

5. The Green Wedge

fig.40. Conceptual map, showing how clarity is maintained by using repetition on both the west- and east side of the station area. 
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5.2. The cartoon

The building functions
The urban structure is made. There are major 
improvements in the quality of public space and in the 
flow of people. The former Carpet Center buildings 
will be renovated and will have a variety of functions. 
The icons on the conceptual map give an indication of 
what the area’s functions could look like. They are in 
no way absolute. However, the conditions for settling 
are excellent. 

5. The Green Wedge

fig.41. Conceptual map, giving an impression of what functions could be attracted to the area. It also shows the nature of the northern and southern part (leisure versus living).
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fi g.42. The urban plan of how the area could be developed when applying the Green Wedge concept. On the right side, the plan of the city center is also displayed.

5.3. The urban plan
5. The Green Wedge



fig.43. Section A which mainly focuses on the northern part of the station area which could be considered an extension of the village center since it is mainly commercial / mixed-use.



53fig.44. Section B which focuses on the southern, more residential part of the station area.It shows the parking lots and apartments enclosed by green elements.
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These green strips, with the station between them, can be used multifunctional. 
This green public domain will be the main catalyst for enhancing the vibrancy 
and experience of the area. It will also create favorable conditions for adding 
functions and buildings  to the currently limited range of amenities.

Besides just the public space, an adjustment is also required with regard to the 
infrastructure and traffic flows. In the current situation a very large share of 
the traffic goes along the station area, instead of through it. This contributes to 
the current image of the area; not an accommodation area, but a transit space 
where people come and go, but not stay around. If the municipality, which in 
their structural vision considers the location as an extension of the village center, 
would like to the area transformed into a place to stay, the rerouting of movement 
flows will be required.

5.4. Description of the design
5. The Green Wedge

fig.45. Left: The current zoning with the station area as a scar in the urban fabric.
Right: Healing that scar by introducing a multifunctional public green domain. 

fig.46. Top: The current car dominant situation with only the center as a slow traffic, but 
shared use space. Bottom: Rerouting traffic to create a multifunctional slow traffic zone 

that has a direct connection with the village center, with lots of things to do.

In order to address the area, the public space should probably be adjusted 
first. The oblong square that lies on top of the railway tunnel does not look 
that inviting, which is mainly because of the high amount of paved area. Which 
is generally experienced as not warm and bleak. Since there cannot really be 
built on top of the tunnel, it is a great opportunity to create a green strip on it. 
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When rerouting these flows, the position of pedestrians and cyclists is highly 
valued. These slow traffic flows are primary and the car secondary. Obviously it 
is an infrastructural node, so accessibility is of utmost importance. The facilities 
related to the station such as the bus stop, parking lots, bike storage etc. are 
located in the west part of the site. The rest of the area will be designed as a car-
free zone, which connects to the slow traffic area of the village center. For this 
new link between the  village center, the station area and the western residential 
areas, a so-called ‘‘slow traffic axis’’ is constructed. To do so,  a part of the 
buildings, located on the east side of the station area, will have to be demolished. 
In this way, the connection is made possible and the hidden green areas will 
become more visible. All this will improve the accessibility of the station, the 
green areas, the village center and the future functions.  

From a historical perspective, the station area contains a number of valuable 
buildings. These have architectural qualities, act as urban elements or have played 
an important role in the history of Best. The picture shows a large portion of the 
station area around 1950. The highlighted buildings are still present today. Since 
these buildings are closely related to Best, preference is given to the preservation 
of these buildings and to opt for renovation and repurposing. 

5.4. Description of the design
5. The Green Wedge

This is mainly applicable to the buildings of the existing ‘‘Tapijt Centrum 
Nederland’’ or TCN. The highlighted buildings on the aerial photograph were part 
of the ‘‘TricoBest’’ factory, one of the largest companies in Best at the beginning of 
the last century. In the 70’s the production had ended due to new developments 
and increased competition. The buildings were sold to the Carpet Center, which 
expanded over the years. The eventual result of that is the clumped building 
mass that is currently visible in the east of the station area.

During the renovation of the TCN-buildings, several smaller shops will be located 
on the ground floor. Hereby, the entrances are oriented towards the station and 
the slow traffic axis. On the upper floors housing will occur. The entrances of both 
the houses and shops are accessed via two promenades with green elements. 
Where the north-south green connection is visually very clear, the connection 
between west-east is more subtle, which is hinted especially through the use 
of trees, planters, etc. Between the northern green strip and the TCN-buildings 
incidental buildings are constructed with catering establishments. At the ‘BioBest 
cinema’ and at the ‘Prinsenhof’ building there are possibilities to create squares 
which are designed to house functions and events of a temporary nature. 

While the northern part could be considered more commercial and mixed-use, 
the southern part of the station area would be more of a residential nature. 
Currently, southern area is dominated by the excessive use of parking lots, which 
are rather underused. By relocating these functions towards the west part of 
the area, the eastern parking space will become available to develop. Since a 
future growth is expected for Best, the municipality is already slowly responding 
through various housing projects. What is striking here is that a very big part 
of this consists of ground-bound dwellings. The share of non-ground-bound 
dwellings such as apartments or senior housing is small to nil. It is wise to respond 
to this shortage. 

By opting for apartments as the housing type the widest range of target groups 
would probably be approached. In addition, this is favorable for future starters 
and young professionals which for example work in Eindhoven and via the station 

fig.47. A historical 
photograph of around 
1950. The location of the 
railway tracks have been 
indicated with a dashed 
line. The hightlighted 
buildings are still visible 
nowadays.
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can quickly commute back and forth. The choice of apartments has yet another 
advantage. Due to the relatively high density, it is also financially interesting for 
real-estate developers. The apartments could be a mix between sale and rental. 
The upper floor apartments will not have a private garden, but will overlook the 
central green area and the communal garden which is perpendicular to the central 
green area. By applying small height differences, a subtle distinction between the 
green public domain and the more private collective gardens is made. 

By retaining the small height difference, sightlines are preserved. From the central 
green strip, you can look into the collective gardens, with on the background 
the tree lines of the cemetery; something which gives beautiful sequences for 
residents. Parking of the apartments takes place by means of a semi-underground 
parking garage which is accessible from the southern ‘Molenstraat’. Between the 
apartments and the cemetery an informal pedestrian path located in greenery is 
created which has several activity zones (for example small playgrounds and jeu-
de-boule) and connects to the slow traffic axis. 

The new design for the station area will obviously include street furniture. 
Especially in the green stips, oblong wooden benches will be placed, where 
one can sit but also lay down. By placing them in clusters or facing each other, 
interactions are stimulated.

In addition, so-called ‘‘time windows’’ will be placed on specific locations. These 
will show an old picture of the area and are placed on exactly the same spots as 
where the original were taken. A small text will be added to inform people on 
what the place used to look like and what kind of impact it had on the growth and 
development of the village.

Another interesting idea is to add different lights on the route of the tunnel. 
These lights are sensor-controlled and linked to the underground railway tunnel. 
When a train passes the lights turn on. So you can see whether an intercity dashes 
through or if an local train stops by. In this way, the ‘‘presence of the train’’ is 
brought above ground but without the associated problems and inconveniences. 

5.4. Description of the design
5. The Green Wedge

fig.48. Examples of applied seating elements, as used in Vancouver, Canada.

fig.49. An example of how the time windows could be used to include local history.
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5.5. Impressions
5. The Green Wedge

Since the maps do not really show how the plan looks spatially, various impressions 
are made. These indicate sequences for two types of users of the area; the local 
resident and the visitor.

After a visit to Eindhoven, the local resident walks out of the station overlooking 
the southern green strip. It is full of life and there is much activity. People are 
lying in the grass on the sunny day and eating ice creams. The children play and 
are having fun. On the left, she can see the slightly elevated apartments. On the 
stairs, where public becomes more private, is the neighbor. She walks across the 
grass and greets fellow residents. In the communal garden there is liveliness too. 
Mothers with children enjoying the warm weather. A little further is a colleague. 
She goes home to once again admire her latest purchases. 

The visitor has heard of the latest developments in the village and is very curious 
about how the new area looks. Upon arrival at the station he walks up the stairs 
and exists the building on the north side. Immediately liveliness comes to meet 
him. People talk to each other on special seating elements, where they can both 
sit and lie down. In the distance there is art to see. The majority of the people 
looking at the art, seem to come from the exhibition space across the green strip. 
Besides the liveliness, the smell of food has also found him. He looks to the right 
and sees several restaurants with people on the terraces. The stream of people 
leads him to walk to the right. Soon he gets a view of the slow traffic axis in which 
cyclists and pedestrians of all ages come by. It also gives him a view of the former 
carpet center buildings, inviting people to visit the small shops and workshops. 
The visitor is pleasantly surprised by the first impression and goes to sit on the 
terrace to enjoy the surroundings.

1

3

2

4

fig.50. Section of the plan which shows the locations of the impressions. 



5.5. Impressions
5. The Green Wedge

fig.51. Impression of the southern green strip, seen when exiting the station on the southern side. Left are the elevated apartments and right the multifunctional green space.
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fig.52. Impression of the collective gardens between the apartment slabs. Due to small height difference, there is a subtle division between public and private.

5. The Green Wedge
5.5. Impressions



fig.53. Impression of the northern green space. It is more a congregation zone where people come to enjoy art, have a drink, shop and see other people.

5. The Green Wedge
5.5. Impressions
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fig.54. Impression of the slow traffic axis, connecting to the future village center plan, and the promenades that offer access to the various shops and amenities.

5. The Green Wedge
5.5. Impressions



fig.55. An historical photograph of the station area about 65 years ago. Notice the already present ‘‘TricoBest’’ factory and the ‘‘BioBest’’ cinema  in the middle.

5. The Green Wedge
5.6. Timeline



63fig.56. Aerial photograph of the station about 10 years ago. This is just after the plans were cancelled. The surrounding green spaces are nowadays mostly turned into parking lots.

5. The Green Wedge
5.6. Timeline



fig.57. Impression from about the same angle, which shows what the area could look like in the year 2030, if the Green Wedge concept is applied to the area.

5. The Green Wedge
5.6. Timeline



6. Conclusion
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Best is one of these smaller villages, where the track is already part of the village 
ever since it was a small hamlet that only just stood on her own legs. What makes 
the situation of Best somewhat unique, is that it benefits from the proximity 
to Eindhoven, but also to Den Bosch. This gave Best early benefits from the 
developments that took place in these cities. 

At the end of the last century, the close proximity of Best to Eindhoven yielded 
another advantage. There were plans introduced to double the tracks on the 
route Boxtel-Eindhoven. Best was located on this route. The municipality knew 
from that moment, that this was a tremendous opportunity to finally be able to 
move the railway tracks, at least partly, underground. The municipality succeeds 
during the negotiations by paying a large portion of the costs (11,7million gulden). 

With this great obstacle conquered, many of the disadvantages which we related 
to the railway tracks had been solved, including the noise nuisance and the so-
called ‘‘view pollution’’. In mid-2002, the restoration of the scar in the urban fabric 
is started. The original plan, however, due to many setbacks becomes delayed and 
cancelled. Within this report, historical development are viewed and research has 
been done on what can be learned from the recent developments. The ultimate 
goal is to create a strategy and design that shows how the redevelopment of the 
station area could take place, so that it meets both current and future needs.

6. Conclusion

Problems related to a railway line within the municipal boundaries have been the 
issue in debates and discussion for some time. Often we hear about pilot projects 
involving large-scale interventions that take place to resolve barriers formed by 
the railway tracks. These barriers do not occur directly, but develop over time. In 
the presence of a railway track, the village ‘‘grows’’ around the track. Due to the 
growth from village to town, the railway will form a ‘‘natural’’ barrier which leads 
to a two-division. 

A part of this phenomenon can be explained, since from a historical perspective 
a plan or structural vision was seldom present on how the village should develop. 
This was often an organic process, which did not specifically include for example 
zoning. The residents had a lot of freedom where and how they wanted to build, 
while the area around the station was popular. The railway tracks brought the 
growth and development of the town into an accelerated state. Besides benefits 
there were also disadvantages, which at that time where not really considered as 
nuisances.  The definition of nuisance has changed considerably in recent years. 
Formerly, people were more tolerant while currently people in general are more 
sensitive to it. Especially smell and noise pollution are increasingly becoming a 
bother. The so-called ‘‘view pollution’’ is also beginning to play an important role, 
since people do not prefer looking on to a railway track or living next to one. The 
consequence of the lack of a specific vision about the establishment of the village 
begins to take its toll. The railway track starts to limit the interaction between the 
two village parts. 

The reason on why we only hear about interventions in the larger cities, is mainly 
because these cities have more resources to tackle the barriers with regards to 
the railway tracks. The smaller villages remain in the background and suffer with 
the shortage of financial resources and/or a right vision for addressing the area. 
This report therefore serves as a breeding ground for further debate on how 
railway problems could be solved within smaller municipalities. 
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After this short summary, the research question can be re-investigated, which is: 
- ‘’How can the station area of Best be revitalized so that it, both programmatic 
and spatial, better corresponds to the needs and demands of its users?’’ –

This research question is an open question, to which several solutions are possible. 
Here, the principles and conditions are fixed, but the solution is based on an 
individual vision, taking into account the wishes of residents, local government 
and the users of the area. 

Within this project, research is first conducted on the  functioning of the current 
station area, how it connects to the surroundings and what the current problems 
are. With this information, users, residents and other interested parties are 
asked about their needs and desires. The findings from the study, along with 
the demand and wishes of the concerned parties, are the basis for creating the 
strategy and design. 

During the process there were a couple of aspects where to a lesser extend 
research could have occurred, such as local initiatives and land ownership. This 
information is not documented or are not publicly available, free of charge. Since 
these aspects are important should the project be realized, then these should be 
further investigated.  

6. Conclusion

This redevelopment focuses around four themes: upgrading the public space, 
rerouting traffic flows, social-economic aspects and adding and introducing more 
and new functions. Within this design, the scar is initially restored by  the creation 
multifunctional green strips. This green public domain will be the first and 
primary catalyst for the improvement of the attractiveness and experience of the 
area, and is to be adjusted to the nearby functions (leisure versus living). Through 
the middle of the station area a slow traffic axis is constructed that connects to 
the future and car free center plan. In the northern part, a mixed-use area is 
being developed, which can be considered an extension of the village center. 
On the ground floor shops and hospitality functions are established, with on the 
upper floors dwellings. Especially the northern part will provide daily activities, 
shopping and recreation for the locals. On the south side there are apartments 
built next to the tunnel. The choice for apartments mainly compensates for the 
expected growth of Best and its role within the metropolitan region of Eindhoven 
(MRE). These apartments benefit from the nearby railway link, which makes it 
very attractive for start-ups or young professionals who work in the area and 
therefore do not need to rely on a car.  

The design for the station area responds to the current situation and future 
expectations. It is a design in which the public space closely collaborates with the 
buildings and which respects the village character and local history. 
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6. Conclusion

Epilogue
Now that the end of the graduation project is coming to its end, it is a good 
opportunity to reflect on the project and myself.

I have started the graduation, in which I initially had totally no clue on what 
to expect, what it would be about and what I was going to make. Luckily the 
collective part offered a certain reassurance that I was not thrown into the deep 
right away. During the first three months I have continually developed myself 
and learned a lot from the way of thinking, methods and knowledge of both 
the tutors and fellow students. Halfway through the collective assignment, the 
interest in the railway tracks through Best became increasingly bigger. This was 
even strengthened during my first visit to the station area of Best. That first 
impression, which was actually a negative impression, is still fresh in my memory. 
It is such a problem area, that I had to pick it.

Although I had already done some research and had information on Best, the 
beginning of the individual assignment was difficult, in which I have sought for 
the right method to tackle this problem. I have often doubted whether I had 
chosen the right subject and whether I would ever find the right approach. Many 
plans and drawings were made and a lot of them were thrown away. Still, I ended 
up on the right track at one point. I’ve been to the location many times, have 
talked with several people, thought long periods of time and finally, once again, 
became passionate about my subject and plan.  I have also continued to develop 
myself during the individual part and I also became better at skills like Photoshop 
which I had no knowledge of prior to the graduation. 

It was a year that has flown by, in which I have worked with great dedication on 
the project. I have developed myself which will form the basis for future business 
activities.  
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Problems related to a railway line within the municipal boundaries have been 
the issue in debates and discussion for some time. Often we hear about pilot 
projects involving large-scale interventions that take place to resolve barriers 
formed by the railway tracks. These barriers do not occur directly, but develop 
over time. In the presence of a railway track, the village ‘‘grows’’ around the 
track. Due to the growth from village to town, the railway will form a ‘‘natural’’ 
barrier which leads to a two-division.
 
The reason why we only hear about interventions in the larger cities, is mainly 
because these cities have more resources to tackle the barriers with regards 
to the railway tracks. The smaller villages remain in the background and suffer 
with the shortage of financial resources and/or a right vision for addressing the 
area. This report therefore serves as a breeding ground for further debate on 
how railway problems could be solved within smaller municipalities.

Best is one of these smaller villages, where the track is already part of the 
village ever since it was a small hamlet that only just stood on her own legs. 
What makes the situation of Best somewhat unique, is that it benefits from the 
proximity to Eindhoven, but also to Den Bosch. This gave Best early benefits 
from the developments that took place in these cities. 

At the end of the last century, circumstances made it possible to partly 
relocated the railway tracks underground. With this great obstacle conquered, 
many of the disadvantages which we related to the railway tracks had been 
solved, including the noise nuisance and the so-called ‘‘view pollution’’. In mid-
2002, the restoration of the scar in the urban fabric is started. The original plan, 
however, due to many setbacks becomes delayed and eventually cancelled. 

Summary

Within this report, historical development are investigated and research has 
been done on what can be learned from the recent developments. By working 
with three scales, more possible strong starting points can be identified. 
The ultimate goal is to create a strategy and design that shows how the 
redevelopment of the station area could take place, so that it meets both 
current and future needs.

This redevelopment focuses around four themes: upgrading the public space, 
rerouting traffic flows, social-economic aspects and adding and introducing 
more and new functions. Within this design, the scar is initially restored by the 
creation of multifunctional green strips. This green public domain will be the first 
and primary catalyst for the improvement of the attractiveness and experience 
of the area, and is to be adjusted to the nearby functions (leisure versus living). 
Through the middle of the station area a slow traffic axis is constructed that 
connects to the future and car free center plan. In the northern part, a mixed-
use area is being developed, which can be considered an extension of the village 
center. On the ground floor shops and hospitality functions are established, 
with on the upper floors dwellings. Especially the northern part will provide 
daily activities, shopping and recreation for the locals. On the south side there 
are apartments built next to the tunnel. 

The design for the station area responds to the current situation and future 
expectations. It is a design in which the public space closely collaborates with 
the buildings and which respects the village character and local history.
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