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1. The High-Speed Train Spanish network: past, present and future 

 
The Proposed Spanish High-Speed Railway network radial structure between Madrid and the main 
Spanish cities is being developed. Intermediate stops in medium size cities become of great 
importance, and agreements are developed about the required deviation of itineraries as well as 
prices and time tables. 
 

 
Fig. 1. Plan de Infraestructuras 2000-2007. The proposed upgraded railway lines together 
with the new ones, generate a network that will serve all provincial capitals. 
 
The first high-speed Spanish railway was  inaugurated in 1992, the line Madrid-Seville. The new 
line, built with an European rail width, is designed to serve the saturated transport corridor between 
Madrid and Andalucía. Although the main objective was to compete with air transportation (which 
in fact has happened through a transfer of passengers), the decision to establish intermediate stations 
at Ciudad Real, Puertollano and Cordoba has generated unexpected new relations between these 
intermediate cities and those at the extremes of the line.  
 
The second line towards the north-east, had its first phase inaugurated at the end of 2003 between 
Madrid and Lérida, with intermediate stations at Guadalajara, Calatayud and Zaragoza. Its second 
phase will be in operation in two more years, completing the line until Barcelona. Its third phase will 
lead until the French frontier. This will mean that Madrid and Barcelona will be separated by 2 and a 
half hours by high speed train, competing with air transport. In parallel to this new connection 
between the two main Spanish metropolis, the intermediate cities hope to benefit from the increased 
accessibility and the number of passengers passing by. 
 
A third line is being built towards the north-west with the objective of being in operation between 
Madrid and Valladolid around 2006, with an intermediate station at Segovia. From Valladolid 
northwards the new line will use upgraded existing lines to serve the main Spanish cities. 
 



The forth line between the capital and Valencia would be developed in a more extended period of 
time (around 2008 and 2010) and would allow the extension of high speed rail towards the east and 
south-east coastal cities, with intermediate stations in several medium size cities such as Cuenca or 
Albacete. The fifth line between Madrid and Lisbon has just being decided with a southern path 
along the Spanish region of Extremadura. 
 
The official 2000-2007 High Speed Railway Transportation Plan suggests a great  expansion of 
the network, upgrading of several existing lines together with the creation of new ones. With a speed 
of 300 km/h in the new lines and 200 km/h in the upgraded ones, the new high speed railway 
network is envisaged to serve all Spanish provincial capital cities, and three international 
connections, two with France and one with Portugal. 
 
 
2. INTERMEDIATE CITIES HIGH-SPEED RAIL TRANSPORTATION STRATEGIES: 
SUBJECTS TO BE CONSIDERED. 
 
Cities with an intermediate location in high-speed rail lines face this new transportation service with 
different strategies, depending upon their capacity or political strength and their socio-economic and 
spatial characteristics. We will describe these strategies at three spatial levels: national, regional and 
urban. In each scale multiple actions take place in an unorganised manner to face high speed train 
integration. We will classify them into two groups: those  and those implying flows and those 
implying activities. Therefore our framework will be as follows: 
 
2.1. Territorial (national) scale: The objective is to analyse the type of relations that get established 
between intermediate cities and the metropolis situated at the extremes of the line. The strategies will 
be studied in relation to the number and type of passengers as well as to the creation of new 
activities:  

 
Flows: increase of relations to other settlements and type of relations 

 
Activities: creation of new activities (or disappearance of existing ones) in intermediate linked with 
settlements with which they are now connected. 

 
2.2. Regional or sub-regional scale: Consist on the type of relations that are established with other 
near by settlements. In general the increase accessibility facilitates a new territorial structure. This 
also takes place both on flows and activities: 

 
Flows: capacity or not of station settlement  to generate a communications hub at regional or sub-
regional scale, capacity of inter-modal passenger exchange to facilitate irrigation of high speed 
services effects.  

 
Activities: the station settlement may face several changes in its spatial hierarchy as web as in the 
spatial distribution of activities and public services. The objective being to understand to what extent 
the strategies affect the spatial equilibrium. 

 
2.3. Urban scale: The importance given by the existing settlement of the specific high speed rail 
station location is related to the role it may want to give to this new element of passenger origin and 
destination as well as to its surroundings. One key element to understand this importance are the 
decisions taken by local authorities as to how to reorganize communications to this point as well as 
to allow new developments it its surrounding, together with their urban layout. 

 
Flows: urban transport restructuring is the most common tool to ensure good accessibility to the new 
station, together with the selection of which type of transport would be mostly facilitated.  

 



Activities: the creation or re-creation of new activities using the potential new centrality is the most 
common strategy by local authorities. The analysis of what and how they are organized constitute 
our main objective. 

 
 

3. PANORAMA OF THE SPANISH SITUATIÓN 
 
As the high speed railway network gets consolidated in Spain, the number of cities with an 
intermediate location at each line and increase accessibility gets bigger.  
 
As far as the first decision that influence those cities, the location of the station, there is no clear 
relation depending of the line (as it is more the case in France). On the other hand, there is a clear 
relation with the city size. As it is shown in Table 1. there seems to be a relation between the city 
size and the station location, and it is possible to define three groups:   
 
 a. Big Cities ( more than 250.000 inhabitants) 
 b. Medium Size Cities (between 200.000 and 100.000 inhabitants) 

c. Small Cities ( less than 80.000 and more than 30.000 inhabitants)  
 

Most big cities get the high speed station located at the city centre (in the case of Zaragoza the 
station is located by the edge of the continuous city, but at a location that might be able to house new 
CBD type activities, in a similar way as in Lille). In most small cities the decision is just the contrary 
locating the station outside the city, at a certain distance (4 to 6 kilometres) from the continuous 
urban area in a peripheral location. In medium size cities locations vary to a great extent, from 
central to peripheral locations. 
 
 



CITY    
       

POPULATION 
(2001) 

LOCATION 
OF 
STATION 

ZARAGOZA 614.905 Edge of city 
VALLADOLID 316.580 Central 
CÓRDOBA 308.072 Central 
ALICANTE 284.580 Central 
BURGOS 166.187 Edge of city 
ALBACETE 148.934 Central 
TARRAGONA 113.129 Periphery 
LÉRIDA 112.119 Central  
PALENCIA 79.797 Periphery 
TOLEDO 68.382 Central  
GUADALAJARA 68.248 Periphery 
CIUDAD REAL 63.251 Edge of city 
SEGOVIA 54.368 Periphery 
PUERTOLLANO 48.086 Central 
CUENCA 46.341 Periphery 

Tabla 1. Population and location of HST statiosn in 
Spanish cities which are in an ointermediate HST 
lines y situación de la estación en ciudades españolas 
intermedias en las líneas de alta velocidad (en 
construcción o en funcionamiento en la actualidad).. 
Fuente: Modificado sobre Ribalaygua, 2003. 
 

 
The paper will deal with the analysis of strategies undertaken at several Spanish cities who’s high 
speed rail stations are in operation or are getting built. And to analyse the strategies from two 
perspectives, flows and activities, and three spatial scales, territorial, regional and urban.  
 
In order to show a sufficiently broad panorama of the Spanish situation we will describe four small 
cities Ciudad Real, Puertollano, Guadalajara and Segovia, with some added comments about 
Toledo, one medium size city, the case of  Lérida, and three big ones Córdoba, Zaragoza y 
Valladolid.  
 
 
3.1. Smalll cities: Ciudad Real, Puertollano, Guadalajara and Segovia  
 
3.1.1. General description of the four cities: 
 
The stations of the cities describe here have started operation between 1992 and 2003 and one of 
them is supposed to start operating in 2006, as shown in Table 2. In most cases cities are around 
60.000 inhabitants and the reduction of travel time to the closest metropolis is about 60% of the 
previous railway travel time. In the cases in which they have been in operation for a considerable 
number of years the number of services has also increase considerably from the pre-existing train 
services. 
 
 
 



The cities belong to very different territorial 
and socio-economic environments. From a 
post industrial crisis situation in which the 
HST arrives at Puertollano to the 
specialization in tertiary economic activities 
which take place at Ciudad Real and 
Segovia, the three of them previously 
separated from the main Spanish 
transportation  corridors. The case of 
Guadalajara shows a city already clearly 
linked to the Madrid economy due to its 
location close to Madrid and by one of the 
main transportations corridors. Segovia is 
also linked to Madrid previously to the high 
speed train but to a much lesser extent and 

Ciudad Real and Puertollano were not integrated in the metropolitan economic processes of Madrid. 
 
They also show different regional or sub-regional contexts. While Ciudad Real previously to the 
high speed train had a very reduced provincial role, even thought it has always been its capital, and 
concentrates a very small portion of its population, Segovia had concentrated about 80% of its 
provincial population since the 1970’s. Their urban settings are also different: while in some cases 
the station is seen as an interesting element to be integrated in the city such as Ciudad Real or 
Segovia in orders the station environment has generated a development independent from the city 
(such as at Guadalajara) 
  

 Year  Inhabitants Predomi
nant 
economy

Territorial 
framework 

Urban framework Relevant aspects 

Ciudad 
Real: 

1992 63.251 Tertiary Low density, 
previous 
small 
polarization 
role. 

Station by the urban  
compact  edge 

Together with 
Puertollano  is a real 
laboratory to analyse 12 
years of operation, 
although other factors 
are also present.  

Puertollan
o 

1992 48.341 Industria
l 

Low density, 
in past more 
important 
than Ciudad 
Real 

Station at edge of 
the city centre 

Strategies more 
directed to industrial 
decline than to new 
transportation services. 

Guadalaja
ra: 

2003 68.248 Tertiary 
and 
industrial 

Transportatio
n, population 
and 
production 
corridor 

Compact city, and 
peripheral and 
isolated station 
location  

Integration in 
transportation corridor 
and proximity of 
Madrid.. 
 

Segovia 2006 54.368 Tertiary 
with 
some 
agro 
industrie
s 

Strong 
polarization 

Progressive loss of 
compact city, Plan 
to integrate station 
in continuous urban 
area.  

Secondary homes and 
tourism from Madrid. 

Table 2. Characteristics of the small cities described 
 
 
 
 
 

 
Fig. 2. Location of small cities. Source: Ribalaygua, 
2003. 



3.1.2. Main strategies: 
 

a. “Metropolitan” processes: 
 
-The combined city Ciudad Real-Puertollano is born as Madrid periphery: 
 

The existence of two high speed stations at 35 km from each other at the same 
region, with quite a number of services (both between them and with Madrid) and 
with very competitive prices is having the effect of facilitating a twin-city integrated 
as periphery of the metropolitan area of Madrid. This twin city is composed by a 
tertiary area at Ciudad Real and an industrial one at Puertollano. 
 
From a point of view of flows, the tremendous increase in relations with Madrid 
(both commuting and professional travel) show an immediate change in mobility 
which may be transformed in the long run into a modification of the local economy 
and way of life. This has been facilitated by the number and time table of high speed 
services, 20 in each direction to/from Madrid, 15 of them with very competitive 
prices and monthly passes which facilitate daily commuting.  

 
During these first 12 years of high speed train services several new activities have 
located which were unthinkable without them. The fact that some of these activities 
are very related to the Madrid metropolis needs (i.e. an international airport and a 
tourist park) and normally located in the periphery of a metropolitan area, supports 
the idea that the twin Ciudad Real-Puertollano city is getting integrated and 
periphery of Madrid by a high speed transportation link.     
 
 

-The cases of Segovia, Guadalajara and Toledo have no equivalent in France. 
 

They are three cities already integrated in the metropolitan area of Madrid that 
will be around half an hour from it by high speed train. It is tus expected that the 
metropolitan effect will also take place, although their present situation as well as 
their strategies are quite different: 
 
-First in relation to expected flows, due to the small distance, the change will not be 
as important as at Ciudad Real or Puertollano. The road has already facilitated 
metropolitan relations and external ones with the advantage of better irrigating the 
territory: Guadalajara already belongs an important industrial and residential 
corridor based on traditional train and two motorways (one very recent and tolled 
with an inferior price than the high speed train). For times inferior to half an hour 
high speed train will compete with difficulty with road transport (door to door) and 
suburban trains (several stops in the corridor), in this case competition is worsen 
because the high speed station is located 6 km away from the city. 
 
-In the case of Toledo, the expected use by tourists will possible only take place by 
individual ones, leaving tourists in groups to access Toledo from Madrid in buses as 
today. Also prices, number of services and time tables will have to be competitive to 
attract commuters from their present buses and road commuting. Competition will 
also be difficult because the station is a “cul de sac” and not a “through” or a 
connecting/dividing lines one. 
 
-In Segovia, the fact that nowadays both train and road traffic has to make a 30 km 
detour to traverse the existing mountain chain, will facilitate the increase use of the 
high speed train which will use a direct new tunnel. Also the fact that it is a through 
station (the only station between Madrid and Valladolid) will facilitate a greater 



number of services and relation not only to the national capital but also de regional 
one. 
 
Will this increase accessibility attract new activities to Segovia? Will the 
metropolitan tertiary and high level residential corridor, today stopped at the 
mountain chain, be extended until Segovia? Or will it facilitate a decrease of 
expenditure in local commerce and personal services because Segovia residents will 
be able to travel to the regional and national capitals? Will tourism and congresses is 
the city be increased as well as secondary homes in the Segovia sub-region? In any 
case, it will take some years or decades to for this changes to get established in 
space. 
 

 
b. Sub-regional strategies: 

 
-Increase of Ciudad Real and decrease of Puertollano 
 

The industrial development of Puertollano during the middle part of the XX century 
transformed this city into the functional capital of the Ciudad Real-Puertollano sub-
region, leaving Ciudad Real as a second centre of administrative importance. This 
functional distribution changes in clear favour of Ciudad Real during the 90’s due to 
the simultaneous creation of the University, the high speed train and the 
administration increase due to regional devolution.  
 
The concentration of sub-regional activities at Ciudad Real has not have its logical 
parallel coordination of other interurban transportation modes with high speed 
services. Interurban buses are neither coordinated in time tables nor in location of the 
bus station. Traditional trains, although at the same station do not have coordinated 
time tables with high speed ones. May be Ciudad Real development is not so much 
related to high speed train but to other factors such as the university. 
 

-Increase sub-regional role of Segovia: fears and benefits  
 

Contrary to Ciudad Real, that had a small sub-regional central function,  Segovia has 
always played an important sub-regional role. The creation of a high speed station is 
a rather important strategy in order to consolidate this role. 
 
Nevertheless, since the new high speed train station has been located 6 km away 
from the present historic and tertiary centre of Segovia, this makes local 
representatives fear that the present attraction capacity of the traditional Segovia 
centre will be transfer to a possible new urban pole by the new station (a similar fear 
also happens to a lesser extent at Guadalajara where the station is also located at the 
same distance). In order to cope with this twin fear/beneficial effect activities to be 
located by the new high speed station are being carefully selected and also the bus 
interurban station is being maintained near the traditional Segovia centre (the same is 
done at Guadalajara).  
 

 
c. Urban strategies 
 

-Urban edge station location at Ciudad Real: room for a new city development 
 

The adequate urban public transport reorganization undertaken at Ciudad Real 
parallel to the arrival of high speed services in 1992 (new urban bus lines were 
created and 60% of them stop at the new high speed train station) was able to 



integrate the nearly located station with the city. On the contrary, a lack of urban 
land use planning new ideas since 1992 has made the new station to continue being 
an urban edge without an urban structure that would imbricate station and city. This 
lack of planning ideas is substituted by  “natural” and unspecific private urban 
residential developments more related to cheap prices and proximity to the 
university than to the station (as shown in the interviews undertaken by Cecilia 
Ribalaygua) and to a public industrial development more related to road transport 
than to the new station, even though they are contiguous.  

 
-Peripheral station location at Segovia and Guadalajara: two different strategies: 
 

 Urban structure continuity at Segovia 
 Independency at Guadalajara 

 
Nowadays local authorities at Segovia are revising the Structure Land-use Plan with 
the strategy to direct urban growth towards the new station. The creation of a 
structure that would tie-up the old and the new city morphologies and bridge the ring 
motorway that separate them is carefully being studied, together with the type of 
activities to locate nearby the new station (nowadays housing, community services 
and production land uses are envisaged). 
 
At Guadalajara, the city growth is being organized independently from the new  
development around the new station, due to the intermediate existing hill chain and 
to the type of developmental initiative (a private one). Nevertheless, around the 
station a new private development is being promoted with 10.000 houses (around 
15% of total future expected Guadalajara city size) on a big private property on two 
municipalities, most of it at Yebes and a small part at Guadalajara. It is a “new 
town” that would change the urban settlement structure. 
 

-A central station doesn’t assure urban centre rehabilitation 
 
The central station of Puertollano is a clear indication that only a central station 
without other parallel strategies is not enough to help maintaining the activities of a 
regional or provincial centre. Housing developments and housing prices increase in 
the surroundings has been the clearest effect of  the station. The economic decline is 
not a good environment to facilitate the attraction of new economic activities or for 
endogenous development.  

 
-In most Spanish cases high speed has been parallel to private housing 
developments around the station 
 

Troin talks about stations in the periphery of small cities as a “french speciality” 
(Troin, 1998),  the “spanish speciality” could be private housing developments 
around high speed train stations. Private developments of  9.000 dwellings at 
Guadalajara and Segovia, 6.000 at Ciudad Real, many at the new station located 
between Tarragona, Vich and Valls, etc. are undertaken in a context in which 
housing investment and an real state surplus valuing are a constant of Spanish 
present economic development. 
 

 
 
 
 
 
 



3.2. Médium size cities: Lérida  
 
3.2.1. General description of the city: 
 
The high speed train station at Lérida in operation since the end of 2003 consists of a renewal of the 
old station and combines traditional with high speed trains services (in 2005 high speed train will 
continue until Barcelona). 

 
Lérida has been along the road and train 
corridor between Madrid and Barcelona and 
has reinforced this situation by the 
motorway.  
 
It is the capital of a modern agricultural and 
agro-industry province (wine, fruits, etc.). 
Tourism in the Pirennees mountains has 
strongly developed in the last decades.  
 
The unquestionable provincial capital, 
Lérida has a small urban commercial centre, 
a very recent university, and an important 
urban development dynamism.  
 

Although the high speed train stations have or are proposed to have different urban locations, the fact 
that the other medium size cities still do not have high speed trains in operation, leaves on sole 
possible case with an central station location. 
  

 Year  Inhabitants Predominant 
economy 

Territorial 
framework 

Urban 
framework 

Relevant 
aspects 

Lérida: 2003 112.119 Tertiary and 
agrobusiness 

South of 
the 
province, 
mountains 
in the north 

Central station 
location, with 
access at both 
sides of tracks. 

Both a urban and 
a sub-regional 
strategy 

Tabla 2. Characteristics of the médium size city analized 
 
 
3.2.2. Main strategies: 
 

a. Territorial articulation: 
 
-Dual relations to Zaragoza and Barcelona: 
 

The high speed line Madrid Barcelona French Frontier with intermediate stations at 
Guadalajara, Calatayud, Zaragoza, Lérida, Tarragona, Barcelona and Gerona, is in 
operation since the end of 2003 only from Madrid to Lérida. In three months the 
flow of passengers Lérida-Madrid which was very small, eventhough the line in not 
completed and trains still roll slower (200 km/h) than the expected 350 km/h, has 
multiplied by three. The new relations even though have increased considerably can 
not yet be evaluated. 
 
There are two factors that have to be considered, in a similar way to what happens in 
Córdoba. Lérida will be able to increase its extra provincial relations with Madrid 

 
Fig. 2. Location of medium size city. Source: 
Ribalaygua, 2003. 



450 km, Zaragoza 150 km, and the other three provincial regional catalunian capitals 
of Tarragona 100 km, Barcelona 200 km and Gerona 350 km.  
 
In this case the most probable metropolitan effects will take place with Barcelona, 
the unquestionable metrópolis of north-east spain. But the high speed line will also 
be able to create a type of high speed suburban train connecting all four Catalonian 
capitals, possibly with specific services serving all four cities, independent from 
trains connecting these four cities with the rest of spain. 
 
Lérida is the least “Catalan” city and province of all four Catalonian provinces and 
this may reinforce its relations to Zaragoza much closer than Barcelona, although 
much smaller that it, and another important centre for agricultural, agrobusiness and 
logistics. 

 
b. Provincial strategy: 

 
-Reinforcement of capital role and  challenge to increase accessibility to 
mountainous area  

 
In Lérida the railway authority recommended a peripheral station (the line has been 
designed to allow for a future peripheral station), but local authorities strongly 
backed and obtained to maintain and ameliorate the central station, with the believe 
that the capacity of the city to be the provincial capital will be reinforced, more that 
only help to facilitate external relations. 
 
Lérida is a double station in a double sense. In one sense it a a traditional and high 
speed train station, trying to interconnect long distance travel to provincial distance 
one. In the other hand its accessibility at both sides of the tracks is envisaged to 
facilitate an urban station at one side (south) and a more territorial station at the 
other side (north). 
 
The greatest challenge on which local authorities are working on this new high speed 
service is how make useful for the northern mountainous part of the province, both 
for its population traditionally mal connected to transport means, and to increase its 
tourist value making its easier for the Madrid and Barcelona (and other regions) 
skiers to arrive rapidly. Combined high speed train and other type of transport (i.e. 
car rental, long term parking for skiers and mountain residents) 

 
c. Urban Strategy: 
 

-Central Station to consolidate a weak urban centre 
 

Lérida’s small administration and commercial centre is recently suffering the same 
general declining processes derived from pheripheral location of new commercial 
malls. This processes are even more important at Lérida due to the recent location of 
the university outside the traditional urban centre (the other side of the river) and the 
difficult topography of the historic centre. The strategy to maintain a central location 
for the station is done with the hope to ameliorate the traditional Lérida’s centre 
image, to rehabilitate and reuse some of the under used railway station space and to 
ameliorate the permeability along and across the railway barrier. It also facilitates an 
urban station at one side (south) with pedestrian and public transport accessibility as 
well as a lesser car accessibility and a more territorial station at the other side (north) 
with easier car access and an important parking. 
 

 



3.3. Big cities: Córdoba, Valladolid and Zaragoza: 
 
3.3.1. General description of the three cities: 
 
The three selected cities have different sizes and characteristics even though they have been 
classified in the same group. They are all cities located in an intermediate situation in each high 
speed line (although the line from Valladolid towards the north will have a smaller high speed –200 
or 250 km/h instead of 300 km). Meanwhile Zaragoza is the sixth largest Spanish city with over 
600.000 inhabitants, Valladolid with 400.000 is the biggest one of the north-west, and Córdoba with 
only 300.000 is only the third or forth one of southern spain, nevertheless an important tertiary city, 
traditionally considered as the “Gate of Andalucía” from the north, but well behind the main 
southern city of Sevilla.  
 
The role of Valladolid is important as capital of the second more extended Spanish autonomous 
region, a quite dispersed region not too well structured on its communications, while Zaragoza is the 
capital of a much smaller autonomous region of which it concentrates 50% of its population and with 
a great contrast between the development of the city and a certain underdevelopment and under-
population of the Aragón region. Nearby Zaragoza and Valladolid there are two important car 
production factories. Córdoba is a provincial capital of a very large province in which although it 
also concentrates 50% of the population, the province is more structured. 
 
The urban context of Córdoba and Valladolid 
are similar with a central station and a need to 
put the rail tracks underground (already done 
at Córdoba). Railway and station surfaces at 
Córdoba have already been used for an 
important urban renewal development, similar 
to what is envisaged at Valladolid. 
 
At Zaragoza the new station is located by the 
urban edge (where the dense urban area 
finishes), about 2 kilometres from its previous 
location, which was by the edge of the urban 
centre. In parallel the rails have been put 
underground. 
 
The station location at Zaragoza makes it more difficult to locate central type activities around the 
station. 
 
In the three cases the stations are both of high speed and traditional railway.   
 
 
 Yea

r  
Inhabitant
s 

Predomin
ant 
economy 

Territorial 
framework 

Urban 
framework 

Relevant aspects 

Córdoba 1992 308.072 Tertiary 
and 
tourism 

 Clear capital 
with about 50% 
population 

Central station Important urban renewal 
with redundant railway 
land 

Zaragoza 2003 614.905 Tertiary 
and 
industrial 

Strong 
polarization and 
small rest of 
region density   

Station at the 
edge of 
continuous 
urban area 

Challenge to create new 
urban area and urban 
centre around station. 
 

Valladoli
d 

2006 316.580 Tertiary 
and 
industrial 

Regional 
capital of 
extended region 

Central station Opportunity to 
consolidate city using 
redundant railway land 

 

 
Fig. 2. Situación ciudades grandes 
Fuente:Ribalaygua, 2003. 



 
 
 
 
 
3.3.2. Main strategies: 
 

a. Territorial: 
 

-The relation Córdoba-Sevilla has not changed much. 
 

They are two cities of not very different size and prices, at 140 km distance by road 
and previously to the high speed train there were already good means of 
communication between them (main road which is now a motorway, main train and 
regional trains). Over and above the absence of new activities, the mobility increase 
is reduced  by several facts in comparison to the Ciudad Real Puertollano Madrid 
relations: absence of monthly passes, lack of appropriate time tables more thought 
for the Madrid relations, and higher prices. 
 
Nevertheless, when the Málaga-Cordoba high speed line portion is added to the 
existing Madrid-Cordoba-Sevilla line the territorial role of Cordoba may become 
more strategic. 
 

-Zaragoza may consolidate a double territorial role. 
 

The city tries to reinforce a double role. A strategic and logistics city between 
Madrid and Barcelona (and Bilbao connected by motorway and Valencia connected 
by motorway under construction) in an area that concentrates 5 of the six biggest  
spanish urban settlements all of them at 300 km of Zaragoza.  A central city also for 
six secondary provincial capitals, around 100.000 inhabitants located around 150 km 
distance (Huesca, Teruel, Soria, Pamplona, Logroño, Lérida). For this second role is 
facilitated by the fact that Zaragoza will be a dividing point for and connecting point 
between high speed and traditional railway. 
 
This city tries to organize some international events (Olympics, Expositions, etc.) in 
order to consolidate its project. 
  

-Valladolid reinforces its relation with Madrid and its role of regional capital. 
 

Valladolid tries to become the railway gate for all the north of spain (from the 
Basque country to Galicia) and reinforce its location at the main corridors between 
Madrid and the North (i.e. the main motorway to Galicia passes at 40 km west of 
Valladolid). It will also increase its connection with Madrid, reducing considerably 
the distance, by a more direct path than the traditional railway one (which made an 
important westward detour to cross the mountain chain and passed through the city 
of Avila). 
 
It may also play a more important regional role (as Zaragoza). 
 

b. Sub-regional strategy: 
 

- Fear: Zaragoza may increase polarization 
 

The multi-modal station (interurban buses, regional trains and high speed ones) tries 
to spread the effect and use of high speed train to a wider spatial area by making it 



easier to arrive and leave for all the province or the agglomeration. But the previous 
experience is that Zaragoza concentrates 90 % of the population of its urban 
agglomeration, and the high speed train may not reduce this concentration but on the 
contrary increase it, even though the location of the station may not facilitate the 
attraction on new activities. 
 

-Córdoba and Valladolid increase their role of agglomeration and provincial 
centres 
 

Also in the case of Córdoba the role of connecting transportation means (high speed 
trains, regional trains, urban and interurban buses) at regional, sub-regional and 
urban scales has been facilitated by the location of the road transport station besides 
the train station. Nevertheless, this transport node has not been accompanied by the 
location of new interurban activities. 
 
In the case of Valladolid the strategy has still to be decided, but even though it looks 
as if the objectives will be more urban than sub-regional due to its very central 
location, the proposed urban central redevelopment operation will increase the 
polarization capacity of Valladolid both in the province and in the agglomeration. 
 

b. Urban Strategy: 
 

-Córdoba urban redevelopment and street project 
 
From the  middle XIX century Cordoba has grown between the river (south) and the 
railway (north). By the 1940’s the city began to overpass towards the north the 
railway barrier and since 1960’s the city started to explore possible ways to reduce 
the railway barrier. The high speed train was an opportunity to implement this old 
project and a way to convey the image of modernity at Cordoba. The project was 
based on transforming a problem (the railway barrier) into an opportunity (usage of 
surplus railway land). 
 
The result is as important public initiative urban redevelopment over more than 50 
hectares, that designed in the same project the new station and the urban 
development, at the northern edge of the historic and tertiary core of the city, with 
the following characteristics: 

-5 km of underground rail tracks, important reduction of urban barrier effect 
and completion of ring road. 
-The local authority has obtained an economic benefit by selling in public 
auction the refurbished urban land 
-Traditional urban morphology and railway and bus station buildings adapted 
to urban blocks under the same project. 
-New station very close to previous one not requiring important changes in the 
urban structure 
-The multi-modal transportation station (urban, provincial and national levels) 
is organized in two buildings and the intermediate streets being adapted to a 
traditional urban morphology but being able to service 5 million passenger per 
year. 
-Important urban open space which completes a semicircle park and two big 
public car parking to serve the transportation, the local and the adjacent 
historic centre car parking needs. 
-Some functional requirements of high speed train have slightly conditioned 
de surface urban layout. 

 
-Valladolid proposes an important urban centre densification  



 
The central station location maintaining the previous station location bu using the 
large quantity of existing central railway land and industrial railway related land for 
other urban uses, by transforming the rails underground and by eliminating the urban 
barriers established by the railway. The proposal consists in the creation of an 
important number of dwellings and office space at the centre of the city, in the 
reorganization of the urban immediate surroundings of the central railway land and 
in the creation of new urban links bridging the previous railway barrier. 
 

-The Zaragoza station, the need for a new urban project  
 

At the edge of the city, the new station is not integrated with the city as in the other 
two cases, on the other hand it is located in a border towards the outskirts of the city, 
an area with neither offices nor high level residential uses. A good location for 
transport (end of a motorway and by a future urban ring road) and not so good for 
attracting office business activities). A location with a big land surface of railway 
property. 
 
This location was finally decided after debating three possible locations: maintaining 
the old location at the edge of the urban business centre, a peripheral location about 
5 km from the urban edge and the present intermediate location at the edge of the 
urban area. Just after the new very big station has been built and is in operation 
(about three years after the station was designed) a public urban development around 
the station using the above mentioned railway land is being debated, with an urban 
morphology very heavily conditioned by the new station and by the connection to 
the motorway. 
 
This location will not help to attract new office business activities, since as it has 
mentioned it has an interurban orientation. Nevertheless, it may resemble the case of 
Lille in France and the availability of land might allow for the creation of a new 
urban area with new characteristics and dimensions (in any case conditioned by the 
station size) that may be able to attract national or international events, such as the 
International Water Exhibition or the Sylicon Mile nowadays two projects that are 
being proposed by the Ebro river near by the station location. 
 

2. CONCLUSIONS 
 

a. The city size is related to the station location 
 
b. The station location in relation to the city will have great importance. Depending on its 
location different opportunities may take place: 

-Central stations allow for the consolidation of central tertiary activities (Córdoba, Valladolid, 
Lérida, etc.) 
-Peripheral stations allow new peripheral urban developments  
-It is not clear if central or peripheral station favour more intercity relations in the sub-region 
or province. 

 
b. The station size and form, not only its location, allow for an easy or difficult urban 
development. This has been shown in the cases of: 

-Cordoba and Lérida allow a better urban structure due to their size and design together with 
the urban project 
-Zaragoza shows a previously designed and over dimensioned station that will increase 
difficulties for a good the surrounding urban structure and an urban integration 

 
c. The territorial role doesn’t depend only on the station location but mostly on other factors: 



-Local economic, urban and social dynamics (more positive in tertiary based cities) 
-The real amount of accessibility change facilitated by high speed train 
-The strategies to accompany the arrival of high speed train services 

 
d. In most cases, private housing developments are an immediate consequence in the 
surrounding of high speed stations 

-In general quite an amount of railway land gets redundant in the surroundings of stations 
maintained or located nearby old stations. Benefits obtained by developments is normally used 
to partially finance the new station or other aspects (underground tracks). 
-If stations have new locations housing urban developments are also frequent (Guadalajara, 
Ciudad Real, Tarragona, etc.), although in these cases economic benefits are only for private 
developers. 

 
e. Different strategies depending on city size 

-Small cities 
-Only half of the really have a strategy  
-Only half of them are over new transportation corridors 
-Strongly conditioned by railway decisions 

-Medium size cities 
-Strongly concentrated on reinforcing the city centre 

-Big cities  
-Different track width may increase polarization towards these cities 
-They seek more an urban than an interurban strategy 
-If interurban strategy is important the station is oversized and urban development is 
difficult 

 
 
 
 


