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1. FOREWORD

In 2014, the Center of Excellence in Planning (CEP) in
Bucharest undertook the development of an idea and
an initiative advanced by Dr. Mircea Enache, the CEP
Director, after participating in the BUCHAREST FORUM
2013 Conference, a high-level and high-visibility event
organized by the Aspen Institute Romania at the
Parliament House in Bucharest. The main theme of the
conference was "“the new silk road” linking Asia to
Europe through Turkey, which was perceived as an
opportunity for Romania and for Bucharest as "gate-
ways" to Europe on a road of high economic, commer-
cial, infrastructure, political and geostrategic signifi-
cance.

The Center of Excellence in Planning (CEP) developed a
coherent, and integrated business plan/white paper in
order to present to the central and local administration,
to EU, to the international organizations, to the initial
investors/venture capitalists and the key stakeholders
in Romania a vision for the Bucharest Central Station
as a flagship project for Romania. By consulting a large
number of Romanian and international experts, and by
working closely with the specialists in railways design,
with members of the Urban Mobility Group of the
Bucharest City Hall, and with our major partner, the real
estate firm CBRE Romania, the Center of Excellence
demonstrated in the white paper not only the need and
urgency of the Bucharest Central Station flagship proj-
ect, but also its feasibility over a period of 15-20 years
(link to 2014 brochure). With political will, the human,
managerial, and financial resources are there for
implementing such a complex project in Romania.

The 2014 Opportunity Study had a significant impact
on the general audience and the potential stakeholders
of such a complex and important project for Bucharest
and Romania. The study reached the desk of the
government (several ministers, counselors and the
prime-minister), the Mayor of Bucharest and several
departments in the Bucharest City Hall. Dr. Mircea
Enache presented the project in the BUCHAREST
FORUM 2014 Conference, the international strategic
event organized by the Aspen Institute Romania.
Investment funds and local land owners, such as IDM
— the company owning the bus terminal near the Cen-
tral Railway Station - showed interest in the project.

1. CUVANT INAINTE

In 2014, Centrul de Excelenta in Urbanism (CEP) din
Bucuresti a elaborat un studiu de oportunitate bazat pe
o idee si o initiativa a Directorului CEP, Dr. arh. Mircea
Enache, in urma participarii sale la conferinta BUCHA-
REST FORUM 2013, eveniment de Tnalt nivel si mare
vizibilitate organizat de Aspen Institute Romania in
cladirea Parlamentului din Bucuresti. Tema principala a
conferintei a fost “noul drum al matasii" care va lega
Asia de Europa prin Turcia si care este perceput ca o
oportunitate deosebita pentru Romania si pentru
Bucuresti de a deveni o "poarta de acces” catre Europa
pe un traseu de mare importanta economica, comer-
ciala, de infrastructura, politica si geostrategica.

Scopul initiativei Centrului de Excelenta in Urbanism
(CEP) a fost acela de a elabora un plan de business si un
concept integrat care sa prezinte administratiei centrale
si locale, organismelor EU, organizatiilor internationale,
investitorilor potentiali si tuturor beneficiarilor din tara o
viziune pentru Gara de Nord din Bucuresti, ca proiect
fanion pentru Romania. Printr-o consultare ampla a
unui humar mare de experti romani si internationali si
lucrand strans cu specialistii din domeniul infrastructu-
rii feroviare, cu membrii Grupului de Mobilitate Urbana
din cadrul Primariei Municipiului Bucuresti si cu part-
enerul nostru, firma internationala de imobiliare CBRE,
Centrul de Excelenta a demonstrat in acest con-
cept—manifest nu numai necesitatea si urgenta proiect-
ului fanion Gara de Nord Bucuresti, dar si fezabilitatea
implementarii sale intr-un orizont de 10-15 ani (link
catre studiul din 2014). In prezenta vointei politice, se
pot mobiliza resursele de specialitate, de management
si financiare necesare realizarii unui asemenea proiect
complex, in Romania.

Studiul de oportunitate realizat in 2014 a avut un impact
semnificativ atat asupra audientei generale, cat si
asupra potentialelor parti interesate de un astfel de
proiect complex si important pentru Bucuresti si
Romania. Studiul a fost prezentat guvernului (mai
multor ministri, consilieri si primului-ministru), primaru-
lui capitalei si mai multor departamente din cadrul
Primariei Bucuresti. Dr. Mircea Enache a prezentat
proiectul in cadrul conferintei BUCHAREST FORUM
2014, eveniment strategic international organizat de
Institutul Aspen Romania.



Companies like SKANSKA, IKEA, ALLTROM,
BOUYGUES, VEOLIA and others asked for information
about the project. The VEOLIA Country Manager in
Romania offered to develop a sketchy solution for
heating the CEP proposed eco-district with bio-fuel.

The French Embassy in Bucharest asked Dr. Enache
and his colleagues to give a one-hour presentation of
the Central Railway Station project and scale model to
the delegation of the French Ministry of Development
which was visiting Bucharest in 2015 for talks with its
Romanian counterpart, the Ministry of Regional Devel-
opment and Public Administration (MDRAP). Dr. Kurt
Puchinger, the retired Planning Director of Vienna,
Austria, and author of the new main railway station in
Vienna (Hauptbahnhof) visited the Center of Excellence
in Planning (CEP) in Bucharest in 2015 to discuss the
bold proposal advanced by the Romanian planners.
The 2014 CEP Opportunity Study received praise from
numerous urban development, urban mobility and rail
specialists in Europe and the U.S., and from the inter-
national professors in the ASURED (Advanced Studies
in Urbanism and Real Estate Development) Program at
CEP in Bucharest ( http://cep-edu.eu/docs/GDN/Bu-
charest_Central_Station_White_Paper.pdf ).

However, the 2014 CEP Opportunity Study is exactly
what it claimed to be: an initial opportunity study,
demonstrating the need, the urgency and the general
feasibility of developing the Bucharest Central Railway
Station area in a large urban regeneration project
surrounding a new and modern Eurostation.

A lot more work was necessary just to test the 2014
proposal. An exciting solution was proposed in 2014 to
bury the railways tracks and develop a new railway
station adjacent to the existing one, with the possibility
of turning the station from a terminus station into a
transit one (like in Vienna) by continuing several tracks
underground towards the South of Bucharest and
eventually the Bucharest rail ring. From an urban plan-
ning point of view, the proposed solution freed
railway-owned land, which could, after decontamina-
tion, be built profitably in partnership with private
developers (under PPP and concession arrangements).
Moreover, the tough rail tracks barrier sectioning the
urban tissue would be removed on a 2 km tract, allow-
ing automobile and non-motorized crossings to link
the two sides of the former rail tracks.

Si-au aratat un deosebit interes pentru proiect atat
fonduri de investitii, cat si proprietari de teren locali,
cum ar fi IDM — compania care detine terminalul de
autocare din apropierea statiei Garii de Nord. Companii
precum SKANSKA, IKEA, ALLTROM, BOUYGUES, VEOLIA
si altele au cerut informatii suplimentare despre proiect.
Managerul pentru Romania al companiei VEOLIA a
oferit chiar posibilitatea de a dezvolta o solutie sche-
matica pentru incalzirea cu combustibili bio a eco-cart-
ierului propus de CEP. ( http://cep-edu.eu/docs/GDN/-
Bucharest_Central_Station_White_Paper.pdf)

Ambasada Frantei la Bucuresti i-a invitat pe Dr. Enache
si pe colegii acestuia sa ofere o prezentare de o ora
asupra proiectului Garii de Nord si a machetei acestuia
delegatiei Ministerului Francez al Dezvoltarii, aflata in
2015 intr-o vizita la Bucuresti in vederea purtarii unor
discutii cu institutia omoloaga romana, Ministerul Dez-
voltarii Regionale si Administratiei Publice (MDRAP). In
2015 Dr. Kurt Puchinger, fostul director al departamen-
tului de planificare urbana al orasului Viena, Austria, si
autorul noii gari principale din Viena (Hauptbahnhof), a
vizitat Centrul de Excelenta in Urbanism (CEP) pentru a
discuta indrazneata propunere elaborata de urbanistii
romani. Studiul de oportunitate realizat in 2014 de CEP
a primit laude de la numerosi specialisti din Europa si
SUA, atat din domeniul dezvoltarii si mobilitatii urbane,
cat si din cel al infrastructurii feroviare, precum si din
partea profesorilor care predau in cadrul Programului
Postuniversitar ASURED (Studii avansate in urbanism si
dezvoltare imobiliara — Advanced Studies in Urbanism
and Real Estate Development) desfasurat de CEP la
Bucuresti.

Trebuie mentionat insa ca Studiul de Oportunitate reali-
zat de CEP in 2014 nu isi aroga alta semnificatie fata de
cea pretinsa inca de la bun inceput si anume, cea de
studiu initial de oportunitate care demonstreaza nevoia,
urgenta si fezabilitatea dezvoltarii Garii de Nord si a
zonei adiacente acesteia intr-un mare proiect de regen-
erare urbana, incluzand o noua si moderna Eurogara.
Foarte mult efort a fost investit doar pentru simpla
testare a propunerii din 2014. S-a optat atunci pentru o
solutie captivanta care presupunea ingroparea caii
ferate si realizarea unei noi gari adiacente celei exis-
tente, cu posibilitatea transformarii acesteia dintr-o
gara terminus intr-una de tranzit (dupa modelul vienez)
prin continuarea mai multor linii catre sudul
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After almost two years from the publication of the CEP
Opportunity Study for the Bucharest Central Railway
Station Urban Regeneration Area, the government
showed interest in the CEP initiative. On March 31,
2016 Dr. Enache was asked by the Minister of Trans-
portation Dan Costescu to form a Task Force to inject
more technical detail into the 2014 proposal. The Min-
ister also expressed interest in burying the rail tracks
on a longer tract, starting from the Chibrit intersection
all the way to the existing station — a total length of
almost 3 km. The solution would be highly beneficial to
a much wider urban area, by allowing an East-West
street level crossing to connect to the Lacul Morii and
decongeting the heavy traffic in the Militari area. The
Task Force was supposed to test this idea by analyzing
in more detail the technical and financing challenges of
such a solution.

Based on the Minister's recommendation, the Task
Force of 50 specialists was reduced to a working group
of 20, but in the end the group which developed this
technical study was made of the four urban planners at
CEP (Enache, Coltos, Dordea and Canciovici), with
advise from a couple of rail and real estate specialists
listed in the Aknowledgements section of this report.
The authors studied several technical details about the
needed rail infrastructure, such as the number of lines
arriving in the railway station, rail track declivity issues,
underground obstacles, such as the Grivita-Crangasi
metro tunnel crossing the rail tracks, and the cost of
burying the tracks in an open trench covered with a
concrete slab or in a rail tunnel below the crossing
metro tunnel, and concluded that the 2014 proposal
must be changed significantly and that innovation and
creativity were needeed to solve the problem of this
very complex project. The remainder of this report
details the CEP findings and the proposed solution.

Center of Excellence
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Bucurestiului si conectarea cu centura feroviara a capi-
talei. Din punct de vedere urbanistic, prin solutia
propusa putea fi eliberata o su rafata mare de teren
care, dupa decontaminare, ar fi putut fi reconstruitd
intr-un mod mai profitabil in parteneriat cu dezvoltatori
privati (cu respectarea prevederilor Legii Parteneritului
Public Privat si a Concesiunii). Mai mult decat atat, prin
degajarea zonei de aproape 2 km de cale ferata, solutla
viza reconectarea tesutului urban, acum sectionat de
aceasta, la nivel rutier si pietonal.

Interesul concret al guvernului pentru acest proiect a
venit dupa aproape doi ani de la publicarea Studiului de
Oportunitate pentru regenerarea urbana a zonei Garii de
Nord din Bucuresti. La data de 31 martie 2016 Dr.
Enache a fost invitat de Ministrul Transporturilor, Dan
Costescu, pentru a forma echipa de proiect in scopul
precis de a detalia tehnic solutia din 2074. Ministrul si-a
exprimat interesul si acordul de a ingropa liniile de cale
feratd, mutand chiar punctul de intrare in subteran in
dreptul Pietei Chibrit, traseul urmand a masura o
lungime totald pana la gara existenta de aproximativ 3
km. Acesta solutie ar genera beneficii majore pentru o
zona urbana mult mai intins, facilitand o trecere caros-
abila est — vest, care ar permite conectarea cu Lacul
Morii si decongestlonarea traficului in zona Militari.
Echipel de proiect i-a fost atribuita responsabilitatea de
a testa aceasta idee, prin analizarea in detaliu a
pr<|)vocar|Ior tehnice si financiare ale unei astfel de
solutii

In baza recomandarii Ministrului echipa de proiect com-
pusa initial din 50 de specialisti a fost redusa la un grup
de lucru de 20 de persoane, pentru ca, in final, studiul
tehnic sa fie realizat de patru urbanisti (Enache Coltos,
Dordea si Canciovici) de la CEP sfatuiti de doi spemaﬁstl
din domeniul feroviar si imobiliar, mentlonatl in secti-
unea Contributii a acestui raport. Autorii au studiat mai
multe detalii tehnlce cu privire la infrastructura fero-
viara necesara, precum numarul de linii care intra in
gara, probleme de declivitate a caii ferate, obstacole
subterane precum tunelul de metrou Grivita — Crangasi
care subtraverseaza calea ferata, si aspecte legate de
costurile generate de ingroparea sinelor fie in transee
deschisa acoperitd cu o dald de beton, fie intr-un tunel
feroviar care |Fsubtraverseaza pe cel de metrou. in urma
aceastei cercetari autorii au conchis ca este imperativ
ca propunerea din 2014 sa fie modificata semnificativ
printr-o abordare care necesita inovatie si creativitate in
rezolvarea problemelor unui proiect atat de complex. In
continuarea acestui raport vor fi detaliate rezultatele
obtinute si noua solutie propusa.




2. THE 2014 CEP OPPORTUNITY STUDY

In the tough global competition, Romania has the stra-
tegic advantage of a gateway between East and West on
the « new silk road » which links the orient to Europe by
railway through Istanbul. Bucharest can become a key
node on this road and a multi-modal transportation hub
if railways are modernized as a freight and passenger
non-polluting and strategic transportation mode.

To achive this goal, the Central Station and the
surrounding urban regeneration area must become a
Eurostation with a high-speed train linking Bucharest to
the main Romanian cities and to capitals of neighboring
countries Istanbul, Belgrade, Budapest, Vienna,
Warsaw and Kiev.

Such an ambitious project ambitious will attract invest-
ments in the capital and the country and will transform
the area into a strong engine of economic and social
development of Bucharest and Romania. At the scale of
the railway corridor, the main benefits will be a coordi-
nated system of railway stations, while the the urban
regeneration area surrounding the Central Station will
benefit from a strong real estate market, a healthy envi-
ronment with nonmotorized urban mobility and a spirit
of community life.

Several previous attempts at revamping the Central
Railway Train Station have failed primarily because of
lack of funds, and the one-dimensional and unsustain-
able perception of the problem and the proposed solu-
tion. The Bucharest Central Railway Station flagship
project is an unprecedentedly complex project for the
capital and for the country, because it requires a close
coordination between a number of components: the
technological/railways component, the urban mobility
component, the urban development/zonal plan, the
business/ real estate component, the economic devel-
opment component, social and environmental compo-
nents, the IT component as well as the institutional
arrangements (partnerships and implementation plan).

The most important components are the technologi-
cal/railways component, which triggered the study, the
urban development component, the urban mobility
component, and the business/real estate component. In
the absence of any one of these four components, the

2. STUDIUL DE OPORTUNITATE CEP DIN 2014

In competitia mondiala intensa, Romania are avantajul
strategic de poarta intre est si vest, pe “noul drum al
matasii" care leaga orientul de Europa pe cale ferata
prin Istanbul. Bucuresti poate sa devina un nod cheie pe
acest parcurs si un centru de transport intermodal daca
se va moderniza calea ferata ca mijloc de transport de
marfuri si calatori nepoluant si strategic. Pentru realiza-
rea acestui deziderat, Gara de nord si intreaga zona de
regenerare urbana din jurul ei trebuie sa devina o Eurog-
ara cu tren de viteza care sa lege Bucurestiul de marile
orase ale Romaniei si de capitalele si marile orase ale
tarilor invecinate: Istanbul, Belgrad, Budapesta, Viena,
Varsovia si Kiev.

Un asemenea proiect ambitios ar atrage investitii in
capitala si in tara si ar transforma zona intr-un puternic
motor al dezvoltarii economice si sociale a Romaniei. La
scara coridorului de cale ferata, beneficiile ar fi un
sistem coordonat de statii feroviare, iar zona de regen-
erare urbana adiacenta Garii de nord ar beneficia de o
piata imobiliara puternica, un mediu sanatos cu mijlo-
ace nemotorizate de deplasare si un spirit de dezvoltare
comunitara.

Mai multe incercari recente de a moderniza Gara de
Nord au esuat, in principal din lipsa de resurse financia-
re, din cauza unei perceptii uni-dimensionale si nesus-
tenabile a problemei si a solutiei propuse. Proiectul
fanion Gara de Nord Bucuresti este un proiect de o com-
plexitate fara precedent pentru capital si pentru tara
pentru ca presupune atat o coordonare stransa a mai
multor componente: componenta tehnologica — infra-
structura feroviara, componenta de mobilitate urbana,
componenta de dezvoltare urbana — plan urbanistic
zonal, componenta de afaceri — imobiliare, componenta
de dezvoltare economica, componenta sociala si cea de
mediu, componenta IT, cat si un cadru institutional
(parteneriate si plan de implementare).

Cele mai importante componente sunt componenta
tehnologica — infrastructura feroviara, care a declansat
studiul, component de dezvoltare urbana si componen-
ta de afaceri — imobiliare. Daca una singura dintre
aceste componente lipseste, proiectul nu se poate reali-
za. Studiul de Oportunitate din 2014 afirma ca fara o
eurogara moderna, cu cele mai avansate dotari si insta-
latii, cu liniile de cale ferata

Center ofExcellence
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project cannot be implemented.

The 2014 Opportunity Study states that without a
modern railroad Euro-station, with state-of-the-art
facilities, buried tracks and a high-speed train, the study
area cannot attract end buyers (businesses, retail and
residents who can implement the project), investment
funds and developers. The Study proposed a Modern
Euro-Station, with buried tracks and an option for a
high-speed train tunnel penetration and link to the
Southern area of Bucharest (Progresu), accompanied by
the development of a large surrounding urban tract,
built very attractively at high density, with the right mix
of offices, retail, residential and public spaces, and sup-
ported by state-of-the-art features: smart city, green
buildings, solar panels, walkability, convenient park &
ride facilities, electric minibuses running free of charge,
and area-wide wireless internet provision.

The Urgency of the Central Station Project. The same
tough global and regional competition increases the
urgency of the Central Station urban regeneration proj-
ect. Belgrade, a major competitor for the position of
gateway between East and West, is developing a

megaproject in the Old Railway Station area, with an
esplanade on the Sava River, an affluent of the Danube
River, and is currently negotiating with major developing
and building companies the execution of the project.

Source: 2014 Opportunity Study http://cep-edu.eu/docs/GDN/Bucha-
rest_Central_Station_White_Paper.pdf
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ingropate sub o dala urbana si cu o linie de tren de mare
viteza, cartierul din vecinatatea Garii de Nord nu poate
sa atraga nici beneficiarii finali (birouri, comert si
rezidenti) si nici fondurile de investitii si dezvoltatorii
care 1l pot realiza. Eurogara moderna, cu liniile in subsol
si cu optiunea creerii unei legaturi cu sudul Bucuresti-
ului printr-un tunel de tren de mare viteza, trebuie sa fie
insotita de o operatie de regenerare urbana a unei vaste
zone din vecinatatea acesteia care presupune constru-
irea cu o densitate mare, cu un mix optim de functiuni
de birouri, comert, locuinte si spatii publice si atingerea
celor mairidicate standarde internationale — oras inteli-
gent, cladiri verzi, panouri solare, sistem de legaturi
pietonale pentru mersul pe jos si pentru biciclete,
puncte de park & ride, pendular de microbuze electrice
gratuite si asigurarea conexiunii wireless la internet
pentru intreaga zona.

Urgenta proiectului Garii de nord. Aceeasi competitie
mondiala si regionala intensa face ca proiectul de
regenerare urbana Gara de nord sa fie si foarte urgent.
Belgrad, un principal aspirant la pozitia de poarta intre
est si vest, pregateste un magaproiect in zona garii
vechi, cu o esplanada la raul Sava, afluent al Dunarii si
se afla in negocieri cu mari dezvoltatori si companii de
constructii pentru executia proiectului.

Source: 2014 Opportunity Study http://cep-edu.eu/docs/GDN/Bucha-
rest_Central_Station_White_Paper.pdf



A 3-BILLION EURO MEGAPROJECT IN BELGRADE

The Belgrade Waterfront master plan is a commercial
development, but first and foremost it is about creating
a new urban district - a fusion of the rich urban and
architectural heritage of the city with a vision and
promise of the future. Belgrade Waterfront converts a
segregated industrial site into a new part of Belgrade
where people will live, work, play, shop and go to school
in the same area and because of this it demands
large-scale development. With more than 6,000
residential units planned throughout the phases,
Belgrade Waterfront is expected to be home to over
14,000 people in addition to over 12,000 office-goers.
On a total construction area of 1.8 million sq m, the
project will have a site area of 1 million sq m. and will
become an important transportation node. The first
phase, which includes the first residential towers (BW
Residences, W Hotel, Kula Belgrade), a shopping centre
and the complete Sava Promenade is expected to be
finished in the next 3-4 years.

Belgrade Waterfront is developed to the highest stan-
dards of corporate governance, and as per all approved
governmental regulations. It is set to be a socio-eco-
nomic catalyst for the city, thus supported by the
Serbian Government and the City of Belgrade. It high-
lights the vision of creating a dynamic, smart, urban
development that will accelerate growth of Belgrade
and Serbia. While the financing of the project will be
provided by Eagle Hills, the Serbian government will
help in clearing the site for the development.

Source: http://www.property-forum.eu/

UN MEGAPROIECT DE 3 MILIARDE EURO LA BELGRAD

Proiectul Belgrade Waterfront este o dezvoltare comer-
ciala, dar accentual principal se pune pe crearea unui
nou cartier urban — o fuziune intre mostenirea urbana
si arhitecturala bogata a orasului si o viziune indraz-
neata a viitorului. Belgrade Waterfront propune trans-
formarea unui sit industrial intr-o zona urbana a
Belgradului unde locuitorii vor trai, vor lucra, se vor
distra, vor face cumparaturi si vor merge la scoala in
acelasi perimetru, ceea ce presupune o dezvoltare la
scara mare. In cele peste 6,000 unitati rezidentiale
construite etapizat, Belgrade Waterfront va gazdui
14,000 de locuitori, in afara celor 12,000 de functionari
din sectorul de birouri. Cu o suprafata totala construita
de 1,8 milioane metri patrati, proiectul se va desfasura
pe un teren de 1 milion metri patrati si va constitui un
important nod de transport. Prima faza, care include
primele turnuri rezidentiale (BW Residences, W Hotel,
Kula Belgrade), un centru commercial si o promenada
pe cheiul raului Sava va fi incheiata in urmatorii 3-4 ani.

Belgrade Waterfront se va construi la cele mai inalte
standarde de management corporatist si cu respectar-
ea tuturor regulamentelor administratiei locale.
Proiectul este conceput ca un catalizator socio-eco-
nomic al orasului si este sustinut de guvernul Serbiei si
de administratia orasului Belgrad. Este gandit pe baza
unei viziuni de dezvoltare urbana dinamica si inteligen-
ta (smart) care va accelera cresterea Belgradului si
Serbiei. Proiectul este finantat de Eagle Hills, iar guver-
nul Serbiei va contribui prin pregatirea sitului pentru
constructive.

Source: http://www.property-forum.eu/
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Project Success Factors

The conditions for the success of such a large, keystone
project for Bucharest and Romania, are:

+ Cooperation and synergies between government
agencies.

*Transparency - key to participation (the business com-
munity and the civic society).

+ A positive and entrepreneurial attitude of the public
stakeholders involved in the project.

Politically, the key to coordinated development, complex
project management and securing financing is an insti-
tutional arrangement — a project company or a develop-
ment agency set up by the main land owners, the Minis-
try of Transport and the Bucharest City Hall, in partner-
ship with utility companies, banks and the business
community. The Ministry of Regional Development has
a stake in resolving tough social problems in several
spots of the intervention area, and the Ministry of Euro-
pean Funds can facilitate the access to European
sources of funding.

Network of long - and short distance railways starting
from Bucharest

* 1. Bucharest-Giurgiu (Ruse-Bulgaria),part of Corridor

TEN-T CORE (the Rhine — the Danube) ;

« 2. Bucharest-Videle-Rosiori (Craiova-Timisoara), the
long-distance corridor with cross-border connections
Craiova-Calafat-Vidin (Bulgaria), as well as Timisoara
to Stamora-Moravita-Belgrad (Serbia) and Arad-Curti-
ci-Budapesta (Hungary), located on network TEN-T
CORE (the Rhine — the Danube);

* 3. Bucharest -Titu (Targoviste-Pietrosita) to-Pitesti
(Curtea de Arges), etc.;

* 4. Bucharest - Ploiesti , corridor with two important
connections to Brasov and to Moldova, both situated on
CORE network;

+ 5. Bucharest-Urziceni-Faurei (Braila- Galati) line;

+ 6. Bucharest-Constanta line, corridor TEN-T CORE;

* 7. Bucharest-Oltenita , secondary line.

Along all the seven radial lines there is a busy commuter
traffic. Amon? those commuters, some travel for 100
km distance, from their residences around the towns of
Rosiori, Pitesti and Buzau.

In order to reduce traffic congestion and pollution in
Bucharest, which actually amounts to reducing road
traffic, one must develop an attractive railways system,
similar to the international ,good practices".

Factorii de succes ai proiectului

Conditiile care asigura succesul unui asemenea proiect
fanion complex pentru Bucuresti si Romania sunt :

. (Ilooperarea si sinergiile dintre agentiile guvernamen-
tale.

» Transparenta — conditie a participarii comunitatii de
afaceri si a societatii civice.

+ O atitudine pozitiva si antreprenoriala a beneficiarilor
publici ai proiectului.

Din punct de vedere politic, cheia dezvoltarii coordo-
nate, a gestiunii acestui proiect complex si a asigurarii
finantarii o constituie un aranjament institutional — o
companie de proiect sau o agentie de dezvoltare infiin-
tata de principalii beneficiari, Ministerul Transporturilor
si Primaria Generala a Municipiului Bucuresti, in part-
eneriat cu companii de utilitati, banci si comunitatea de
afaceri. Ministerul Dezvoltarii Regionale si Administra-
tiei este interesat in abordarea si solutionarea proble-
melor sociale din zona de interventie, iar Ministerul
Fondurilor Europene poate sa faciliteze accesul la
surse europene de finantare.

Reteaua de linii feroviare, de lung si scurt parcurs, care
pleaca din Bucuresti

* 1. Bucuresti-Giurgiu (Ruse-Bulgaria), face parte din
Coridorul TEN-T CORE (Rin- Dunare) ;

+ 2. Bucuresti-Videle-Rosiori  (Craiova- Timisoara),
magistrala de lung parcurs cu legaturi transfrontaliere
de la Craiova-Calafat-Vidin (Bulgaria), de la Timisoara
spre Stamora-Moravita-Belgrad (Serbia) si Arad-Curti-
ci-Budapesta (Ungaria), aflata pe reteaua TEN-T CORE
(Rin-Dunare);

* 3. Bucuresti-Titu (Targoviste-Pietrosita)- Pitesti (Cur-
tea de Arges), etc.;

* 4. Bucuresti - Ploiesti , linie magistrala cu doua ramifi-
catil importante spre Brasov si spre Moldova, ambele
aflate pe reteaua CORE

+ 5. Linia Bucuresti-Urziceni-Faurei (Braila-Galati);

* 6. Linia Bucuresti-Constanta, magistrala TEN-T CORE;
* 7. Bucuresti-Oltenita , linie secundara.

Pe toate aceste sapte linii radiale exista un intens trafic
de calatori navetisti, dintre care unii se deplaseaza de la
o distanta de cca. 100 km, precum cei din jurul oraselor
Rosiori, Pitesti sau Buzau.

Pentru reducerea congestiei traficului si poluarii din
Bucuresti, respectiv pentru reducerea traficului rutier, se
impune realizarea unei alternative feroviare atractive,
similara cu "bunele practici” internationale.



THE CENTRAL RAILWAY STATION 2014 PROPOSAL

The Central Railway Station (,Gara de Nord") currently
has 14 arrival — departure tracks in group A

and four tracks in group B (Basarab Station for the
trains oncoming from the directions 2, 3, 4, 5 and 6
above. The trains coming from Giurgiu arrive also in the
Central Station, via Videle, on the bypass route, already
mentioned under point 2. The trains coming from Olten-
ita arrive and leave from Traian (a minor stop next to the
former FAUR factory).

The European solutions aim at enhancing the attrac-
tiveness of long and short distance rail passenger
transport, by making it more accessible and by facilitat-
ing intermodal transfers by totally or partially

turning the respective stations into transit stations. As
far as the Central Railway Station is concerned,

the 2014 Opportunity Study recommended its transfor-
mation from a terminus station into a transit station by
burying the tracks and covering them with a concrete
slab, and by having the city underpassed by a tunnel
with a minimum four tracks resurfacing in South
Bucharest for the directions Giurgiu — Ruse and Olteni-
ta, and in East Bucharest for the Constanta direction.

The Resulting Urban Development Solution Pro-
posed by the 2014 Opportunity Study for the
Railway Station Surrounding Area

The resulting urban development area is illustrated in
the pages that follow.

PROPUNEREA 2014 PENTRU GARA DE NORD

Astazi Gara de Nord dispune de 14 linii de primire-expe-
diere in grupa A si patru linii in grupa B (Gara Basarab)
pentru trenurile care sosesc din directiile descrise la
punctele 2, 3, 4, 5 si 6. Trenurile de la Giurgiu sosesc tot
in Gara de Nord, prin Videle, pe ruta ocolitoare, deja
amintita la punctul 2. Cele de la Oltenita sosesc si
pleaca din Halta Titan (din dreptul fostelor uzine FAUR).

Solutiile europene mai sus prezentate au avut ca obiec-
tiv cresterea atractivitatii transportului feroviar de
calatori de lung si scurt parcurs, respectiv a cresterii
accesibilitatii acestora si a facilitarii transferului inter-
modal, prin transformarea lor totala sau partiala in gari
de tranzit. Pentru Gara de Nord se recomanda de
asemenea, transformarea ei din gara terminus in gara
de tranzit, prin coborarea in subteran a liniilor si acoper-
irea cu o dala urbana si prin subtraversarea orasului
printr-un tunel, cu minim patru linii si iesire la suprafata,
spre sud (in directia Giurgiu-Ruse si Oltenita) si est (in
directia Constanta).

Solutia pentru dezvoltarea urbana din zona adia-
centa Garii de nord propusa de Studiul de opor-
tunitate din 2014

Solutia rezultata pentru dezvoltarea urbana este ilustra-
ta in paginile urmatoare.
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Areas (Chunks) of Development
The Central Station Masterplan has been divided into

seven areas of development (chunks), which can be
developed simultaneously or sequentially with maxi-
mum flexibility depending on the market conditions.

Zonele de dezvoltare ; .
Masterplan-ul este impartit in f§apte zone princi-
pale de dezvoltare care pot fi implementate in
acelasi timp sau secvential, in functie de

conditiile impuse de piata.
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3. TECHNICAL ARGUMENTS FOR A FEASIBLE
SOLUTION
GOALS OF THE PROBLEM SOLVING EXERCISE

- Building a modern Eurostation as a multi-modal
transportation hub with international, national and
regional (commuting) rail traffic, and a high speed train
connecting to Istanbul, Budapest, Vienna, Warsaw, Kiev
etc

- Repairing the urban tissue sectioned by the railway
tracks and the railway yards originating from the Cen-
tral Railway Station

- Creating East-West crossings to connect the two
areas of the capital separated by the railway tracks and
installations

- Insuring the connectivity with the city by metro, tram,
bus, trolleybus and taxi

- Attracting investments in the capital and the country
and transforming the area into a strong engine of
economic and social development

- Recouping and making the best and highest use of the
real estate assets currently occupied by railway tracks
and installations in partnership and concessions with
developers and investment funds for capital invest-
ments and operation of the railway system for the entire
Bucharest region

- Regenerating the Central Station area by applying the
smart city, creative city and green city approach and
concepts and creating user-friendly and attractive
pedestrian crossings in a green space designed as a
system

THE TECHNICAL CHALLENGE OF RESOLVING THE
INTERSECTION OF THE PROPOSED RAIL TRACKS
WITH EXISTING METRO TUNNELS AND UTILITY LINES

Burying the rail tracks under a concrete slab, or their
location in a deeper tunnel, poses several technical
challenges, caused by the intersection of the buried rail
tracks with the existing metro tunnels and utility lines.
The picture below shows in red the location of the M1

metro line (Basarab — Crangasi) crossing the rail tracks.

The information received from Metrorex indicates that
both of the following solutions are technically feasible
and their technical details are to be determined in a final
version through feasibility studies:

Center of Excellence
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intr-un  spatiu  verde

3. ARGUMENTE TEHNICE PENTRU O SOLUTIE
FEZABILA

OBIECTIVELE EXERCITIULUI DE REZOLVARE DE
PROBLEME

- Construirea unei eurogari moderne ca nod de trans-
port multi-modal cu trafic feroviar international,
national si regional (de naveta) si cu un tren de mare
viteza pentru conectarea cu Istanbul, Budapesta,
Viena, Varsovia, Kiev etc.

- Repararea tesutului urban sectionat de liniile de cale
ferata si triajele care pornesc din Gara de nord

- Realizarea unor traversari auto est-vest, care salege
cele doua zone ale capitalei despartite de calea ferata
- Asigurarea conectivitatii cu orasul prin metrou,
tramvai, autobuz, troleibuz si taxiuri

- Atragerea de investitii in capitala si in tara si trans-
formarea zonei intr-un motor al dezvoltarii economice
si sociale

- Recuperarea si utilizarea la valoare maxima imobi-
liara a spatiilor in prezent ocupate de linii si instalatii
feroviare, in parteneriat/concesiune cu dezvoltatori si
investitori pentru investii capitale si pentru operarea
traficului feroviar in intreaga regiune Bucuresti

- Regenerarea urbana a zonei Gara de Nord pe prin-
cipiile de smart city, creative city si green city si
realizarea unor traversari pietonale prietenoase,
proiectat in  sistem.

DIFICULTATILE TEHNICE LEGATE DE INTERSECTAREA
NOULUI TRASEU AL CAIl FERATE CU ALTE RETELE DIN
SUBTERAN

Coborarea liniilor de cale ferata si acoperirea lor cu o
dala urbana sau ingroparea lor intr-un tunel prezinta
probleme tehnice care trebuie rezolvate, din cauza
intersectiei cu tunelurile de metrou existente si cu
traseele utilitatilor edilitare. In ilustratia de mai jos se
vede marcat cu rosu traseul liniei de metrou M1
(Basarab — Crangasi) si zona de traversare a liniilor de
cale ferata.

Din informatiile primite de la Metrorex, ambele solutii
de mai jos sunt fezabile din punct de vedere tehnic,



solutiile urmand a se definitiva prin studiile de fezabili-

* Burying the rail tracks under a concrete slab on top of tate:

the M1 metro line crossing. * Coborarea liniilor de cale ferata deasupra tunelului de
* Burying the rail tracks in a tunnel crossing under the metrou M1 si acoperirea lor cu o dala urbana

M1 metro line. * Ingroparea liniilor de cale ferata intr-un tunel care sub-

traverseaza linia de metrou M1

1 metro line.

The M1 metro line (Basarab — Crangasi) crossing the rail tracks

Traseul liniei de metrou M1 (Basarab — Crangasi) si zona de traversare a
liniilor de cale ferata.
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The 2014 CEP Proposal assumed that the business
center could be constructed on the flat land available
outside the area of buried tracks. With the new require-
ments of the railway and metro specialist, that assump-
tion does not apply any more. The only solution left
would be to build the business center or any other con-
struction on top of the light concrete slab covering the
tracks. Such an attempt would be technically very chal-
lenging, and financially extremely expensive. In the case
of Union Station in Washington, DC, the proposal of
building a new district on top of the rail tracks covered
by a thick structural concrete slab has been dragging
for years because the cost of the 4 hectares concrete
slab alone was estimated at over 1 billion dollars.

Rail tracks crossing in a train tunnel under the metro
tunnel. As the logitudinal section shows, the depth of
the train tunnel would be prohibitive. At a diameter of
11.50 m of the train tunnel (see figure on page 18), the
upper elevation of the tunnel would be around -17.00 m
(2 metres under the lower elevation of the metro tunnel),
and the lower elevation would be around -28.50 m.

Since the rail tracks arriving in the station require a hori-
zontal plateau of minimum 500 metres, it means that
the Central Rail Station would have to receive its
passengers underground, at an approximate elevation
of -28.00 m. Each rail tunnel accommodates two rail
tracks, which means that at least 5-4 tunnels would
have to be executed under the M1 metro crossing,
which would then spread into a wide receiving area
under the existing or new station at the same elevation
of -28 m.

Another problem (both for the rail installations, and for
the urban regeneration area) posed by crossing under
the metro tunnel is the long distance needed at a decliv-
ity of 8/1000 for the rail tracks to reach the elevation of
-28 m. The total distance is about 3.5 km, of which
about 1.5 km of open trench.

As such, the descent of the rail tracks would have to
start some 4.5 km North of the Central Railway Station,
way beyond the Constanta fork, towards Chitila.

Propunerea CEP din 2014 a presupus ca centrul de
afaceri poate fi construit pe suprafata plata de teren
aflata in afara ariei sinelor ingropate. Luand in consider-
are noile cerinte ale specialistilor feroviari si de la
metrou, aceasta presupunere nu mai este valabila.
Singura solutie viabila ar fi ca atat centrul de afaceri, cat
si orice alta constructie sa fie ridicate pe dala usoara de
beton care ar urma sa acopere sinele. Aceasta tentativa
ar fi foarte provocatoare din punct de vedere tehnic si
extrem de costisitoare din punct de vedere financiar. In
cazul garii Union din Washington, DC, propunerea de a
construi un nou cartier deaspura sinelor de tren, pe o
dala groasa de beton, a fost amanata ani de zile din
cauza costurilor excesiv de mari, in conditiile in care
numai realizarea dalei de beton a fost estimata la peste
un miliard de dolari.

Asa cum se poate observa in sectiunea longitudinala,
adancimea la care ar trebui sa ajunga tunelul feroviar
este prohibitiva. Avand un diametru de 11,50 m (vezi
figura de la pag. 18), tunelul ar atinge cota sa superioara
la-17,00 m (cu 2 metri sub cota inferioara a tunelului de
metrou) si cota sa inferioara la -28,50 m.

Luand in considerare faptul ca sinele de tren care ajung
in gara necesita un platou orizontal de minim 500 m, ar
insemna ca Gara de Nord sa isi primeasca pasagerii in
subteran la o adancime de aprox. -28,50 m. Fiecare
tunel feroviar este dimensionat pentru a include doua
sine, ceea ce duce la necesitatea de a executa 5 — 4
astfel de tuneluri sub linia de metrou M1, care apoi s-ar
evaza intr-o zona de sosiri / plecari sub gara existenta
sau in cea nou3, la aceeasi cota de nivel de -28,50 m.

O alta problema (atat pentru instalatiile feroviare, cat si
pentru zona de regenerare urbana) generata de subtra-
versarea tunelului de metrou o reprezinta distanta
foarte lunga necesara, la o declivitate de 8/1000, pentru
ca sinele sa ajunga la cota inferioara de -2850 m.
Distanta totala ar fi de 3,5 km din care 1,5 km ar fi numai
in transee deschisa. In consecinta, coborarea sinelor de
tren ar trebui sa porneasca de la aprox. 4,5 km la Nord
fata de Gara de Nord, mult mai departe decat ramificar-
ea liniei catre Constanta, spre Chitila.
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STATUS QUO « SOLUTION »

There is a saying: « If it's not broken, don't fix it ». Why
go through the herculean effort and expense of burying
the tracks, building on top of a concrete stab, etc
instead of renovating and modernizing the Central Rail-
way Station « asis» ?

The answer is simple: because it does not solve the
problem. It does not repair the urban tissue sectioned
by the railway tracks, it does not create East-West
crossings to connect the two areas of the capital sepa-
rated by the railway tracks, it does not free extremely
valuable potential land assets (all owned by the
railways) to be developed in partnership and conces-
sions with developers and investment funds for capital
investments and for the operation of the railway system
for the entire Bucharest region, and it does not allow the
regeneration of the Central Station area by applying the
smart city, creative city and green city approach.

SOLUTIE STATUS-QUO

Exista o vorba: ,Nu repara ce nu e stricat!". De ce sa
trecem prin efortul si costurile herculeene de a ingropa
sinele, a construi deasupra unei dale de beton, etc.,
cand am putea doar sa renovam si sa modernizam Gara
de Nord ,asa cum este ea"?

Raspunsul este simplu: pentru ca nu rezolva problema.
Nu repara tesutul urban sectionat de sinele de tren, nu
creeaza legaturi rutiere si pietonale intre cele doua zone
ale capitalei separate de calea ferata, nu elibereaza
suprafete extrem de valoroase de teren (detinute toate
de CFR) care ar putea fi exploatate si dezvoltate in regim
de parteneriat si concesiune cu dezvoltatori si fonduri
de investitii, in vederea realizarii unor investitii capitale
si a acoperirii cheltuielilor de operare a intregului sistem
feroviar care deserveste regiunea Bucurestiului. De
asemenea, nu permite regenerarea zonei Garii de Nord
dupa principiile orasului inteligent, orasului creativ si
orasului verde.



4. PROPOSED SOLUTION FOR THE URBAN
REGENERATION AREA

Based on all of the above studies and analysis, the
proposed solution is a bold and modern eurostation
with two terminals, a solution similar to many airports.
The main station (Terminal A) is proposed to be built in
an area about 1.3 km North of the existing station, just
North of the Grant Bridge. It is an area with multiple
existing rail tracks, in close proximity to public trans-
portation on Grivita Street.

The new station (Terminal A) is proposed to be built
simultaneously with an adjacent mall while the entire
railway operation of the Central Station would be unin-
terrupted through the construction of a light temporary
facility on the rail tracks existing in the area.

Terminal A and the adjacent mall would be linked to the
current rail station (Terminal B) through a high-density
urban spine, with a business center, international con-
ference center, administrative buildings, an eco-district,
as well as commercial, cultural, entertainment and
restaurant facilities.

The solution proposes a fast link between the two
terminals, for example a monorail (an approach widely
spread in airports). The fast double monorail connec-
tion would have a stop under the Basarab Bridge with
immediate access to the Basarab metro station and the
metro stations which are available in the existing
railway station area.

The current railway station (Gara de nord - Terminal B)
would become operational at a later stage, if two railway
tracks are built in a tunnel under the Dinicu Golescu
Boulevard (starting 4 km North, toward Chitila) and are
accessed from Terminal B. If financial resources are
available in the future, the two tracks could be contin-
ued towards Gara Progresu’ and the Bucharest rail ring,
or towards Militari and the rail ring, at a cost of 40-50
million euro per km for the tunnel-buried sections.

It is important to note that the Central railway Station
can function without underground train access to
Terminal B, in case such a solution is not technically
and financially feasible or politically acceptable. In that
case, Terminal B would function as an administrative,
commercial and cultural area, with strong connectivity
to the city.

4. SOLUTIA PROPUSA PENTRU ZONA DE REGEN-
ERARE URBANA

Bazat pe aceste studii si analize, solutia propusa este o
eurogara cu doua terminale, solutie similara unor rezol-
vari de aeroporturi. Gara principala (Terminalul A) se
propune a fi mutata la o distanta de circa 1.3 km, la nord
de Podul Grant. Este o zona cu multiple linii de cale
ferata, in proximitatea mijloacelor de transport in
comun de pe Calea Grivitei.

Gara noua (terminalul A) s-ar construi simultan cu un
mall adiacent si ar permite functionarea neintrerupta a
Garii de nord prin constructia unei structuri usoare pe
liniile de cale ferata existente in zona propusa pentru
Terminalul A.

Terminalul A si mall-ul adiacent ar fi legate de Gara de
nord actuala (Terminalul B) printr-o spina urbana de
mare densitate, cu cladiri de birouri, centru de afaceri,
cladiri administrative si sali de conferinte, un eco-carti-
er si dotari comerciale, culturale, de agrement si alimen-
tatie publica.

Solutia propune o legatura rapida de tip monorail (o
abordare larg intalnita in aeroporturi) intre cele doua
terminale. Acesta ar avea o statie sub podul Basarab se
inlocuieste cu: cu acces imediat la statia de metrou
Basarab si la celelalte statii de metrou din zona actualei
gari.

Gara de nord existenta (Terminalul B) ar deveni oper-
ationala intr-o etapa urmatoare, cand doua linii din zona
de vest a pachetului de linii ar fi ingropate din nord,
dinspre Chitila si ar intra in tunel feroviar de-a lungul
bulevardului Dinicu Golescu. Ele ar fi accesate din zona
subterana a Garii de Nord. Cele doua linii s-ar continua
in tunel catre sudul capitalei, spre Gara Progresu’ sau
spre Militari daca finantarea acestei operatii ample va fi
fezabila (la un cost de 40-50 milioane euro pe km de
tunel feroviar).

Este important de remarcat faptul ca Eurogara poate
functiona fara a avea acces in subteran cu trenul la
Terminalul B, in cazul in care o astfel de solutie nu este
tehnic si financiar fezabila sau acceptabila politic. In
acest caz, Terminalul B ar functiona ca spatiu adminis-
trativ, comercial si cultural, cu conectivitate puternica in
oras.
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BIRD-EYE VIEW OF THE URBAN REGENERATION AREA

VEDERE DE ANSAMBLU A ZONEI DE REGENERARE URBANA
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MONORAIL (2 LINES) LINKING THE TWO PROPOSED TERMINALS (ILLUSTRATIVE)

MONORAIL (2 LINIl) CARE CONECTEAZA CELE DOUA TERMINALE PROPUSE (ILUSTRATIV)




Urban Mobility - Insuring the connectivity with
the city

The connectivity with the city by metro, tram, bus,
trolleybus and taxi is realized on the two main boule-
vards boarding the regeneration area: Calea Grivitei and
Bd. Dinicu Golescu.

The location of Terminal A allows a regional public tran-
sit solution which is becoming more and more popular
internationally, because of its convenience: the
tram-train. Since the width of the tram tracks and the
train tracks are identical in Bucharest, the region-
al/commuters’ trains arriving in the Central Railway
Station could continue to run on the tram tracks on Bd.
Calea Grivitei and take their passengers inside the capi-
tal on the regular tram lines. Incidentally, a similar solu-
tion can be envisaged for the Eastern Railway Station
(Obor).

The connectivity with the city could also be improved by
opening a new metro station for terminal A on Calea
Grivitei.

The Greening Plan for the Central Railway Station
Urban Regeneration Area

A greening plan was developed at the Center of Excel-
lence in Planning (CEP) in a systemic way for the Central
Railway Station Regeneration Area, with a green contin-
uum reaching the Dambovita river, Lacul Morii and the
parks located in the neighboring area. This intervention
will be implemented through a coherent green system,
which represents an important demand from a func-
tional, ecological and aesthetic point of view, an essen-
tial factor that will improve life quality and also will
increase the surface of green space, in conformity with
the European Standards.

The main green system of the proposed solution
includes the wide green esplanade along Calea Grivitei,
which incorporates the tram-train track, the green areas
in the administrative area, and the green subsystem of
the two eco-districts.

Mobilitate urbana - asigurarea connectivitatii cu
orasul

Conectivitatea cu orasul prin metrou, tramvaie, auto-
buze, troleibuze si taxiuri este realizata de-a lungul a
doua cai adiacente zonei de regenerare urbana : Calea
Grivitei si Bd. Dinicu Golescu.

Amplasarea Terminalului A permite o rezolvare a trans-
portului public regional care devine din ce in ce mai
populara pe plan international, asa-numitul tram-tren.
Deoarece ecartamentul liniilor de tramvai este identic in
Bucuresti cu ecartamentul liniilor de tren, trenurile
regionale (TER) care aduc navetisti in Gara de Nord/Ter-
minalul A pot sa continue sa ruleze pe liniile de tramvai
din capitala si saii duca pe pasageri direct la destinatia
dorita. De altfel, o solutie similara ar trebui studiata
pentru Gara de Est (Obor).

Conectivitatea cu orasul s-ar imbunatati prin deschi-
derea unei noi statii de metrou pentru Terminalul A, pe
Calea Grivitei.

Planul de inverzire (« greening ») a zonei de
regenerare urbana Gara de Nord

Autorii au studiat un plan de inverzire (greening) a zonei
de regenerare urbana Gara de Nord intr-o abordare
sistemica, cu un continuu verde care sa ajunga la Dam-
bovita, Lacul Morii si parcurile din vecinatatea zonei de
interventie. Implementarea planului va crea un sistem
verde coerent, cerinta importanta functionala, ecologica
si estetica, drept factor esential in cresterea calitatii
vietii si asigurarea unor parametri de spatii verziin con-
formitate cu normele europene.

Sistemul verde principal al solutiei propuse include
esplanada verde larga pe Calea Grivitei, care include
pista de tramvai - tren, spatiile verzi din zona adminis-
trativa si subsistemul verde din cele doua cartiere
ecologice.



URBAN MOBILITY FACILIES IN THE AREA

FACILITATI DE MOBILITATE URBANA

Source Base Map RATB
Sursa harta suport RATB
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THE GREENING PLAN FOR THE CENTRAL STATION URBAN REGENERATION AREA

PLANUL DE INVERZIRE (GREENING) A ZONEI DE REGENERARE URBANA GARA DE NORD
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5. PROJECT FINANCING AND IMPLEMENTATION

Financially, the main arguments supporting the feasibili-
ty of the project are:

* The project complexity, which allows for multi-funds
use, as from ESF, ERDF or Cohesion Funds, and co-fi-
nancing.

* Under the Partnership Agreement proposed by Roma-
nia for the programming cycle 2014-2020, the country
will have access to the European Fund for Regional
Development, the European Fund for Investments, the
European Structural and Investment Funds, the Cohesion
Funds, and the Operational Funds, such as the Opera-
tional Fund for Competitiveness and the Operational
Regional Fund.

* There are European funding sources for targeted activi-
ties under the project, such as urban mobility, soil decon-
tamination, green buildings, renewable energies, solar
energy, etc.

« Calls for projects on various European Programs, such
as: Connecting Europe Facillity, Horizont 2020 and Ten-T.
* A major financing source will be private funding, from
international investment funds, large private construc-
tion companies, venture capitalists, etc, which can be
tapped under PPPs and concession arrangements, to
develop the urban area surrounding the Central Station.

The First Stage of the Project

* Resolving and modernizing the rail tracks and installa-
tions by relocating the railway yards to the North while
optimizing the passenger rail operations for the new
station (Terminal A).

* Building simultaneously the new station (Terminal A)
and the adjacent mall.

« Strengthening structurally the existing station and
turning it into Terminal B.

* Building the rapid connection (monorail) berween the
new station (Terminal A) and the existing station (Termi-
nal B), with direct access to the four metro stations
located in the project area.

* Building the high-density « urban spine » between the
two terminals in order of operation profitability: the busi-
ness center in the vicinity of the new station (Terminal A),
the international conference center, administrative build-
ings, the eco-district, as well as commercial, cultural,
entertainment and restaurant facilities.

* Building administrative offices and other buildings and
functions for the railways in the vicinity of the existing
station (Terminal B).

5. FINANTAREA S| IMPLEMENTAREA PROIECTULUI

Argumentele financiare majore care sustin fezabilitatea
proiectului sunt:

+ Complexitatea proiectului care permite atragerea mai
multor surse de finantare precum ESF, ERDF, Fonduri de
coeziune si cofinantari.

* Prin Acordul de Parteneriat propus de Romania pentru
ciclul de programare 2014 - 2020, tara are acces la
Fondul pentru Dezvoltare Regionala, la Fondul European
de Investitii, la Fonduri Europene Structurale si de
In\1esti'gii, la Fonduri de Coeziune si la Fonduri Operatio-
nale.

* Exista de asemenea surse europene de finantare pentru
activitati specifice din proiect, precum: mobilitate
urbana, decontaminarea solului, cladiri verzi, energii
alternative etc.

+ Apeluri pentru diverse programe europene, precum:
Connecting Europe Facility, Horizon 2020 si Ten-T.

+ O sursa importanta de finantare va fi finantarea privata,
din fonduri de investii internationale, companii mari de
constructii, capital de risc, etc, care pot fI captati prin
intermediul Parteneriatelor Public - Private (PPP) si prin
concesionari care sa dezvolte zona de interventie din
jurul Garii de Nord.

Prima faza a proiectului

* Rezolvarea si modernizarea liniilor si instalatiilor ferov-
iare prin mutarea triajelor inspre nord si optimizarea
operatiilor CF calatori din gara noua (Terminalul A).

« Construirea simultana a garii noi (Terminalul A) si a
mall-ului adiacent.

+ Consolidarea structurala a garii existente si transfor-
marea ei in Terminalul B.

* Construirea legaturii rapide de tip monorail intre gara
noua (Terminalul A) si gara existenta (Terminalul B), cu
acces direct la cele patru statii de metrou din zona de
interventie.

* Construirea spinei urbane de mare densitate dintre cele
doua terminale in ordinea profitabilitatii operatiilor:
centrul de afaceri din imediata vecinatate a garii noi (Ter-
minalul A), sala polivalenta, centrul international de
conferinte, centrul cultural, cladiri administrative si
eco-cartiere cu locuinte si dotari comerciale, de agre-
ment si alimentatie publica.

+ Constructia adiacent garii existente a unor sedii admin-
istrative CFR si a altor functiuni legate de calea ferata.
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The Pro%osed Financial/Institutional Model for the
ailway Station Urban Regeneration Area

Central

The rail transport implies a major investment in infra-
structure, usually initiated and subsidied by the central
and local administrations. The reasons for developing a
strong rail infrastructure for passengers and freight are
multiple, as mentioned before: reliability, comfort and
convenience, time saving, safety and a non-polluting
transport mode. In most cases the decision is political,
based on strategic and defense reasons.

Rail ticket selling does not cover the operational costs of
rail transport in any country in the world, but the opera-
tional/financial model is different in different parts of the
world. In Western Europe, railways are usually govern-
ment property and their operation is heavily subsidized
by the government. The railway companies have real
estate departments but their operations are limited in
scale and entreprneurship.

The Asian Financial/Institutional Model

The asian financial/institutional model, as applied in
cities like Hong Kong and Tokyo is a lot more entrepre-
neurial than the west-european model and is described
below. The railways companies in Honk Kong in Tokyo
not only receive no subsidies from the government, they
are profitable in their operations.

The asian financial/institutional model is based on a
mixed ownership (public-private) company which has a
very powerful and very active real estate department and
which manages vast and complex real estate operations.
The companies tipically buy cheap land from the local
government and develops it in partnership with large
developers. The big revenues realized from the real
estate operations cover the cost of rail operations and
yield a profit, too. The private investors in the public-pri-
vate company are very interested in the company profit
making while the public segment of the company
assures the public good and service. A careful planning
and operation of the real estate developments along the
rail corridor insures a large number of passengers in
both ways (by building mixed functional developments)
so trains are never empty (see the Tama Garden City
model).

Modelul financiar/institutional propus pentru
zona de regenerare urbana Gara de Nord

Transportul pe calea ferata presupune o investitie
majora in infrastructura, de regula initiata si subvention-
ata de administratiile centrale si locale. Argumentele
pentru decizia de a construi o infrastructura puternica
feroviara pentru transportul de calatori si marfuri sunt
multiple, asa cum s-a mai mentionat inainte: fiabilitate,
confort, economie de timp, siguranta si mijloace de
transport nepoluante. In majoritatea cazurilor decizia
este politica, motivata si de ratiuni strategice si de
aparare.

Veniturile din vanzarea biletelor de calatorie nu acopera
costurile de operare ale transportului feroviar in nicio
tara din lume, dar modelul aplicat este diferit in functie
zona geografica. In Europa de vest, calea ferata este de
regula in proprietatea statului si operarea transportului
feroviar este masiv subventionata de stat. by the govern-
ment and their operation is subsidized by the govern-
ment. Chiar daca companiile de cale ferata au departa-
mente de imobiliare, operatiunile lor sunt reduse ca
scara.

Modelul financiar/institutional asiatic

Modelul financiar/institutional asiatic din orase ca Hong
Kong si Tokyo este mult mai antreprenorial decat mod-
elul vest-european si va fi descris in continuare. Com-
paniile de cale ferata din Honk Kong si Tokyo nu numai
ca nu primesc subventii de la stat, ci realizeaza chiar o
profitabilitate in operare.

Modelul financiar/institutional asiatic are la baza o com-
panie cu proprietate mixta (public-privata) care are un
departament foarte puternic si foarte activ de real estate
(imobiliare), care desfasoara vaste si complexe operatii
imobiliare. Aceste companii cumpara terenuri de la
administratia locala la preturi convenabile si le construi-
esc in parteneriat cu dezvoltatori. Veniturile foarte mari
reaizate din operatii de real estate acopera costul opera-
tiunilor feroviare si realizeaza si profit. Investitorii privati
din compania mixta sunt foarte interesati in realizarea
acestui profit, in timp ce segmentul public al ei asigura
servirea interesului public. Printr-o planificare si imple-
mentare atenta a dezvoltarilor mobiliare de-a lungul
coridorului de cale ferata, companiile feroviare asigura
un numar mare de calatori pe calea ferata in ambele
directii (prin dezvoltari urbane mixte), in asa fel incat
trenurile nu circula niciodata fara calatori (vezi modelul
Tama Garden City).



The Asian Model: Tama Garden City Development

The Tama Garden City Development Project is widely
viewed as a model of integrated land-use and transport
development. The project, promoted by the Tokyu Rail-
way Company, was planned to transform a vast, hilly, and
sparsely inhabited area into a community of some 5,000
hectares with 0.5 million residents, as well as to
construct a railway of 22 kilometers (the Den-en Toshi
Line) passing through the newly developed area and
linking it to central Tokyo. The first phase of the railway
construction (14.2 kilometers) was completed in 1966,
followed by a second phase (5.9 kilometers), which
started in 1967 and was completed in 1984.

The total construction cost was 22 billion yen ($200
million), 50 percent of which was financed by commer-
cial loans and the rest from the Japan Development
Bank. No direct government subsidy was provided. On
completion of the railway, bus routes, largely operated by
Tokyu, were rearranged to provide feeder services for rail
users. Between 1959 and 1989, nearly 3,000 hectares
were developed for a population of 440,000, and the
Den-en Toshi Line carried about 729,000 riders per day in
1994,

Among the key features of this project was the use of
“land readjustment” to assemble the land needed to
accommodate the railway and to develop real estate.
Rather than acquiring all of the land, Tokyu organized
landowners to form a cooperative that consolidates
properties, redevelops them without transferring owner-
ship, and returns smaller but fully serviced parcels to
landowners.

A unique aspect of this project was that Tokyu undertook
the whole construction without charging the coopera-
tives for the redevelopment works; in return, Tokyu
acquired the reserved housing sites after completion of
the redevelopment. The success of the first readjustment
phase accelerated the formation of cooperatives, thereby
leading to large-scale area development within a
relatively short time.

Tokyu and its affiliated companies actively promoted the
area's development in a variety of ways in order to
increase population and rail ridership, including selling
land, constructing housing, developing and attracting
shopping centers, and inviting schools to locate them-
selves within the development (Source: PADECO 2000).

Modelul asiatic: Tama Garden City Development

Dezvoltarea urbana Tama Garden City este considerata
un model de dezvoltare integrata urbana si de transport.
Proiectul, promovat de Tokyu Railway Company, a presu-
pus transformarea unei zone vaste, deluroase si slab
populate intr-o comunitate de aproximativ 5.000 hectare
cu o jumatate de milion de locuitori si construrea unei cai
ferate de 22 kilometri (Den-en Toshi Line) care leaga
zona de centrul metropolei Tokyo. Prima faza a
constructiei de cale ferata (14.2 kilometri) s-a incheiat iin
1966 si a fost urmata de o a doua faza (5.9 kilometers),
care a inceput in 1967 si s-a incheiat in 1984.

Costul total al constructiei a fost de 22 miliarde yen (200
milioane de dolari), din care 50% a fost finantat prin
imprumuturi de la banci comerciale, iar restul de la Japan
Development Bank. Nu a existat nici o subventie directa
de la stat. Cand s-a incheiat constructia caii ferate,
traseele de autobuze, in principal operate Tokyu, au fost
restructurate pentru a furniza servicii de conectare
pentru utilizatorii caii ferate. Intre1959 si 1989, au fost
construite aproape 3.000 de hectare pentru o populatie
de 440.000 locuitori, iar linia Den-en Toshi Line transpor-
ta aproximativ 729.000 de calatori pe zi in 1994.

O trasatura cheie a proiectului a fost utilizarea unui
sistem de "ajustare teritoriala" pentru a asambla intregul
teren necesar constructiei cail ferate si a dezvoltarilor
imobiliare. In loc sa cumpere toate terenurile necesare,
Tokyu i-a organizat pe proprietarii de terenuri intr-o
cooperativa care sa asambleze proprietatile funciare, sa
le redezvolte fara a transfera dreptul de proprietate si
care apoi sa ofere proprietarilor terenuri mai mici, dar
complet dotate cu servicii si utilitati.

O trasatura specifica a proiectului a fost aceea ca Tokyu

a realizat intreaga operatie fara a cere cooperativelor sa
pIateasca pentru lucrarile de redezvoltare. in schimb,
Tokyu a obtinut amplasamentele rezervate dezvoltarilor
imobiliare [a incheierea redezvoltarii. Succesul primei
faze de "ajustare teritoriala” a accelerat formarea de
cooperative ceea ce a permis o dezvoltare pe scara mare

intr-un interval de timp relativ scurt.

Tokyu si companiile afiliate ei au promovat in mod activ
dezvoltarea zonei in diverse feluri, pentru a creste
numarul populatiei si numarul de calatori pe calea ferata,
prin vanzarea de terenuri, constructia de locuinte,
atragerea si realizarea de centre comerciale si prin
atragerea scolilor sa se amplaseze in zona de dezvoltare
respectiva (Sursa: Compania PADECO 2000).
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THE HONG KONG EXAMPLE

(a) Policy:Favorable government policy support in terms
of its exclusive land grant to the MTRC and its commit-
ment in mass transit railway as an essential mode of
public transport.

(b) Process:Superb planning, management and control
procedures and effective development processes that
seek to maximize the synergy between railway and
property from the stages of project inception to comple-
tion.

(c) Project:Development of high-quality real estate proj-
ects that contain high development density, appropriate
land use diversity and attractive layout design and
integrate well with the railway facilities at the appropri-
ate locations and at the right timing.

(d)Organization:A well-experienced and efficiently man-
aged company that is committed to providing world
class railway services and developing top quality prop-
erty development projects in order to enhance the quali-
ty of life in Hong Kong.

Integrated Railway and Property Development Model

Model integrat de dezvoltare imobiliara si feroviara

POLICY
POLITICI

*BRC - BUCHAREST RAILWAY COMPANY
*CFB - COMPANIA FEROVIARA BUCURESTI

ORGANIZATION
ORGANIZATIE

PROJECT
PROIECT

PROCESS
PROCES

EXEMPLUL HONG KONG

(a) Politica: Sustinere din partea guvernului prin donatii
de teren exclusive companiei MTRC si prin adoptarea
caii ferate ca mijloc de transport public esential.

(b) Proces: Proceduri impecabile de planificare, gesti-
une

si control si procese de dezvoltare eficace, care maxi-
mizeaza sinergia dintre calea ferata si dezvoltarea imo-

biliara de la inceptia pana la completarea proiectului.
(c) Proiect: Dezvoltarea unor proiecte imobiliare de
inalta clasa, cu densitate foarte ridicata, diversitate de
utilizari ale terenului, si design atragator, precum si inte-
grarea cu sistemul feroviar in punctele si la timpul
potrivit.

(d) Organizare: O companie cu experienta si gestionata
excelent care isi propune sa ofere servicii de transport
feroviar de clasa mondiala si sa dezvolte proiecte imo-
biliare de varf pentru a imbunatati calitatea vietii in
Hong Kong.

Synergy of Integrated Railway and Property Development Model
Sinergiile modelului de dezvoltare imobiliara si feroviara integrat

GOVERNMENT
GUVERN

Financial benefits
Beneficii Financiare
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g Finance construction & improve ridership
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Sustainable urban living & growth generation
Generator de dezvoltare si locuire durabila

SOCIETY & ECONOMY
SOCIETATE SI ECONOMIE

Source: Study of the Integrated Rail-Property Development Model in Hong Kong - Research Centre for Construction & Real Estate Economics, The Hong Kong Polytechnic

University

Sursa: Studiul Modelului integrat de dezvoltare Cale ferata+Imobiliare in Hong Kong - Centrul de Cercetare pentru Economia Constructiilor si a Imobiliarelor, Universitatea

Politehnica din Hong Kong




“BUCHAREST RAILWAY COMPANY"

The ‘integrated rail-property development model’
should be implemented in Bucharest by a single entity
like the MTRC — a “Bucharest Railway Company" with
mixed ownership. New institutional economics
provides the most appropriate theoretical framework in
addressing this question. It recognizes that market
transactions between the contracting parties are not
cost-free. High transaction costs exist in land develop-
ment activities and reduce efficiency.

THE MARKET VALUE OF THE PROPOSED DEVELOP-
MENT (TENTATIVE)

A = 48 hectares

The market value of the development is about euro
2.38 bhillion.

“COMPANIA DE CALE FERATA BUCURESTI"

Modelul de dezvoltare integrata cale ferata — dezvoltari
imobiliare ar trebui implementat la Bucuresti de catre
singura entitate asemanatoare companiei MTRC - o
“Compania de cale ferata Bucuresti” autonoma, cu
proprietate mixta, public-privata. In teoria economica
actuala se recunoaste faptul ca tranzactiile de piata
dintre partile contractuale au un cost. Activitatile de
dezvoltare a terenurilor au costuri ridicate de tran-
zactie care reduc eficienta.

VALOAREA DE PIATA A INVESTITIILOR DIN SOLUTIA
PROPUSA

S=48ha

Valoarea de piata a investitiilor — aprox 2.38 miliarde
de euro.

FUNCTIONAL AREAS AREA (hectares)| FAR | TOTAL FLOOR AREA | AVERAGE UNIT COST | MARKET VALUE
ZONE FUNCTIONALE SUPRAFATA CUT | (sq-m.) (euro/sq.m.) (euro)

ZONA (ha) SUPRAFATA PRET UNITAR MEDIU |VALOARE DE PIATA

DESFASURARA (mp)| (euro/mp) (euro)

1. EURO S TATION 3.00 25 75,000 1,300 97,500,000
EURO GARA
2. MALL - commercial center | 3.10 p 62,000 3,000 186,000,000
MALL-centru comercial
3. BUSINESS CENTER 15 4.5 675,000 1,800 1,215,000,000
CENTRU DE AFACERI
4. HOTEL COMPLEX 1.71 3 51,300 2,000 102,600,000
COMPLEX HOTELIER
5. ECO -DISTRICT 18 2.5 450,000 1,300 585,000,000
ECO -CARTIER
6. ADMINISTRATIVE 4.65 25 116,250 1,200 139,500,000
CENTER
CENTRU ADMINISTRATIV
7. SPORTS AND LEISURE 1.2 2 24,000 1,200 28,800,000
AREA
CENTRU SPORTIV SI
RECREATIONAL
8. CULTURAL CENTER 1.2 2 24,000 1,200 28,800,000
CENTRU CULTURAL
TOTAL 47.86 1,477,550 2,383,200,000
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COSTS OF RAIL INSTALLATIONS

Estimated cost of relocating the railway yards to the
North and modernizing the installations (TBD)
Estimated cost of building a double monorail track
between Terminals A and B of the Eurostation with a
length of 1.3 km and with two cars: 8 million euros.

Phased Financing and Implementation of Proposed
Solution

Preliminary Actions

- Project Adoption by the Government

- Pre-feasibility Study

- Setting up the public-private company (Bucharest
Railway Company) and transferring the land use rights
from the CF (48 hectares of land made available for real
estate operations in PPP format)

- Urban Zonal Plan for the intervention area

- Feasibility Study

PHASE 1 — Terminal A, mall, temporary station adja-
cent to Terminal A, monorail betweenTerminals A si B,
200,000 sq.m. of office space in the business center
adjacent to Terminal A.

PROJECT PROFITABILITY

The profits realized in each phase of the project can be
used to implement the development of the next phase.
The profits must be split between the government
(Ministry, Railways) which provided the land of the
project and the private investors who financed the
project.

COSTURILE INSTALATIILOR FEROVIARE

Cost estimativ al relocarii triajelor spre nord si modern-
izare instalatii ________ (nu este disponibil)

Cost estimativ al construirii unei linii duble de monorail
intre terminalul A si Terminalul B de lungime 1.3 km cu
doua rame: 8 milioane euro.

Finantare si implementare etapizata a solutiei propuse

Actiuni preliminare

- Adoptarea proiectului de catre guvern

- Studiul de prefezabilitate (SPF)

- Infiintarea companiei CFB public-privata si transfer-
area drepturilor de utilizare a activelor CF

(48 hectare teren disponibilizate pentru investitii imo-
biliare in regim PPP)

- PUZ zona de interventie

- Studiul de fezabilitate (SF)

ETAPA 1 — Gara Terminal A, mall, gara temporara la
nord de Terminalul A, monorail intre Terminalele A si B,
200,000 mp cladiri de birouri in centrul de afaceri adia-
cent Terminalului A.

PROFITABILITATEA PROIECTULUI

Profitul realizat in fiecare etapa a proiectului poate fi
utilizat pentru implementarea urmatoarei etape.
Profitul trebuie distribuit intre administratie (Minister,
Compania de Cale Ferata) care a oferit terenul pentru
proiect si investitorii privati care I-au finantat.

\y, | Center ofExcellence
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Profitability Phase 1

- building cost mall - 37,000,000 euro (62,000 mp x 600
euro/mp)

- building cost offices - 120,000,000 euro (200,00 mp x
600 euro/mp)

- cost double monorail dublu between Terminals A and
B - 6-8,000,000 euro

Total Costs Stage 1: 165,000,000 euro

- Annual revenues from the mall - 22,320,000 euro
(62,000 mp x 30 euro/mp x 12 luni)

- Annual revenues from offices - 36,000,000 euro
(200,000 mp x 15 euro/mp x 12 luni)

Total Annual Revenues Stage 1: 58,320,000 euro

Investment Amortization Phase 1: after 3 years of « full
» operation of the mall and offices

After amortization, the revenues produced by the mall
and offices will be 58 million euro annually minus oper-
ation expenses

NOTE: It is assumed that the relocation of the railway
yards and rail installations to the North (towards Chiti-
la) and the construction land decontamination will be
financed from grants (European funds)

PHASE 2 - another 200,000 sq.m. of office space in
the business center on the urban spine

Profitability Phase 2

- Building cost offices 120,000,000 euro
(200,000 mp x 600 euro/mp)
- Annual revenues from offices
(200,000 mp x 15 euro/mp x 12 luni)

36,000,000 euro

Investment Amortization Phase 2: after four years of «
full » operation of the offices

After amortization, the revenues produced by the offic-
es will be 36 million euro annually minus operation
expenses

NOTE: Stage 2 can start during Phase 1 construction

y | Centerof Excellence

Profitabilitate Etapa 1

- cost constructie mall - 37,000,000 euro (62,000 mp x
600 euro/mp)

- cost constructie birouri - 120,000,000 euro
(200,000 mp x 600 euro/mp)
- cost monorail dublu intre Terminalele A si B
8,000,000 euro
Costuri totale Etapa 1 : 165,000,000 euro

- venituri anuale din mall
mp x 30 euro/mp x 12 luni)
- venituri anuale din cladirile de birouri
36,000,000 euro (200,000 mp x 15 euro/mp x 12 luni)

22,320,000 euro (62,000

Venituri totale anuale Etapa 1 : 58,320,000 euro
Amortizare investitie Etapa 1 : dupa 3 ani de function-
are « full » mall si birouri

Dupa amortizare, veniturile din mall si birouri vor fi 58
milioane euro anual minus cheltuielile de operare

NOTA : Se presupune ca mutarea triajelor si instalatiilor
CF spre nord (spre Chitila) si decontaminarea terenu-
rilor de constructie se vor finanta din granturi (fonduri
europene)

ETAPA 2 — inca 200,000 mp cladiri de birouri in
centrul de afaceri de pe spina urbana

Profitabilitate Etapa 2

- Cost constructie birouri
mp x 600 euro/mp)

- Venituri anuale din cladirile de birouri

36,000,000 euro (200,000 mp x 15 euro/mp x 12 luni)

120,000,000 euro (200,000

Amortizare investitie Etapa 2: dupa patru ani de
functionare « full » a birourilor

Dupa amortizare, veniturile din birouri Etapa 2 vor fi 36
milioane euro anual minus cheltuielile de operare

NOTA : Etapa 2 poate sa inceapa in timpul desfasurarii
lucrarilor la Etapa 1
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6. THE NEXT STEPS
Institutional Arrangements

The first step in implementing the Central Railway
Station urban regeneration project is to open a
dialogue and achieve an understanding between the
national government (Ministry of Transport and Rail-
way Company) and the Bucharest City Hall.

The Ministry of Transport would have a major benefit
from the project by redeveloping the pollution-free,
EU-directed, strategic railway transport in Bucharest
and the country with minimum, almost no budgetary
expenses. It would benefit from the use of specific
European funds and from the participation of the
private sector in a major operation of leveraging its
most valuable land assets to build a modern Euro-sta-
tion with high-speed trains and a network of regional
express commuting trains (TER).

The Bucharest City Hall would benefit hugely from the
urban regeneration effort in the old railway station
area. Not only would the capital have a modern
Euro-station in the heart of the city — it would have a
centrally located economic and social engine, as well
as administrative and cultural areas, and green and
creative eco-districts surrounding the modernized
station. Moreover, the financial gains from the 2.4
billion euros development would yield in the end 25-35
million euros in property taxes per year, in addition to
25-35 million euro Iin revenues from building permits
and other fees. During the implementation of Stage 1
alone, the City Hall is expected to receive 6-8 million
euros from building permits and 6-8 million euros
yearly from property taxes.

A key legal condition for implementing the project is
the Romanian Parliament passing the expected Con-
cession Law, scheduled for 2016, which will include the
legal terms for public-private partnerships (PPP)
implementation.

Pre-feasibility Study

The Ministry of Transport must commission a Pre-fea-
sibility Study, which should integrate the urban regen-
eration effort and the technological/railway compo-
nent of the project into the broader regional and
national strategy of redeveloping the railway system in
the country.

6. PASII URMATORI
Aspecte institutionale

Primul pas in implementarea proiectului de regenerare
urbana Gara de nord il constituie deschiderea dialogu-
lui dintre administratia centrala (Ministerul Transpor-
turilor si Compania CFR) si Primaria Municipiului
Bucuresti.

Ministerul Transporturilor ar beneficia foarte mult din
redezvoltarea cu investitii si cheltuieli minime a trans-
portului pe cale ferata din Bucuresti si din tara, trans-
port care este nepoluant, este cuprins in directivele si
politicile Uniunii Europene si are virtuti strategice. Min-
isterul ar beneficia de fonduri europene si de participa-
rea masiva a sectorului privat la punerea in valoare a
activelor sale de teren in proprietate exclusiva in
scopul construirii unei eurogari moderne, cu tren de
mare viteza si cu o retea de trenuri expres regionale
(TER) de naveta.

Primaria Municipiului Bucuresti ar beneficia masiv de
pe urma efortului de regenerare urbana din zona Garii
de nord. Ea ar avea nu numai o eurogara moderna in
inima capitalei, ci si un motor de dezvoltare economica
si sociala si dezvoltari administrative, culturale si
eco-cartiere verzi si creative in zona noii si modernei
eurogari. Mai mult decat atat, Primaria Generala ar
putea sa aiba venituri anuale de 25-35 milioane euro
anual din taxele pe proprietate si 25-35 milioane euro
din permisele de construire si din alte taxe impuse
dezvoltarii de 2,5 miliarde euro a zonei de regenerare
urbana a Garii de nord. Numai in prima etapa a imple-
mentarii proiectului, Primaria ar realiza venituri de 6-8
milioane euro anual din taxele pe proprietate si 6-8
milioane euro din permisele de construire.

O conditie legala esentiala a implementarii proiectului
este aprobarea in Parlamentul Romaniei a Legii Conce-
siunilor, lege propusa pentru 2016, care urmeaza sa
includa conditiile implementarii parteneriatelor pub-
lic-private (PPP).

Studiul de pre-fezabilitate (SPF)

Ministerul Transporturilor trebuie sa lanseze Studiul de
pre-fezabilitate (SPF) care sa integreze efortul de
regenerare urbana si componenta tehnologica/ferovi-
ara in strategia mai larga, regionala si nationala, a
redezvoltarii sistemului de cale ferata din Romania.




The Terms of Reference for the Pre-feasibility Study for
the first stage of the project must include, among other
things :

* The Eurostation and the rail installations in the alter-
native chosen by the decision makers

+ Optimizing the rail operations for passengers and
freight

+ Specifications for a TER (tren expres regional)
network which would become de facto the skeleton of
the Bucharest mobility metropolitan area

+ Specifications for a high-speed train (200-250 km/h)
* Real estate market analysis and a plan to attract local
and foreign direct investment to the area

* Correlation with the Sustainable Urban Mobility Plan
(SUMP) for the Bucharest Region

« Connectivity with Laser Valley (Magurele Smart City),
Lacul Mihailesti and the Bucharest future port on the
Danube

* Local Economic Development (LED) Study

* Approaching and solving social problems in the urban
regeneration area

+ Developing a phased implementation plan for the
urban regeneration area

Urban Design Competition and the Urban Zonal Plan
(PUZ)

The Bucharest City Hall must launch an international
urban design competition for the urban regeneration
area of the Bucharest Central Railway Station. The
competition should be followed by the development of
an Urban Zonal Plan (PUZ) for the intervention area,
which should have the following prerequisites:

« Establishing the legal status of lands in the broader
area around the strict intervention area (owned exclu-
sively by the railway company)

*+ Opening a dialogue with the main stakeholders and
landowners in the broader area around the intervention
area

* Looking for a solution to the social problems existing
in the broader area around the intervention area

* Involving the civic society in the project

Caietul de sarcini pentru studiul de pre-fezabilitate
(SPF) al primei etape trebuie sa cuprinda (intre altele):

* Eurogara si instalatiile feroviare in VARIANTA aleasa
de factorii de decizie

* Imbunatatire/optimizarea operatiilor feroviare de
transport de calatori si marfa

« Specificatii pentru un TER (tren expres regional) care
va fi de fapt scheletul zonei metropolitane Bucuresti

* Specificatii pentru trenul de mare viteza (200-250
km/h)

« Analiza de piata imobiliara si planul de atragere a
investitorilor locali si straini

* Corelarea cu Planul de mobilitate urbana durabila
(PMUD) al capitalei

« Connectivitatea cu Laser Valley (Magurele), Lacul
Mihailesti si portul la Dunare

* Dezvoltarea economica locala (DEL)

+ Abordarea problemelor sociale majore din zona de
regenerare urbana

+ Dezvoltarea unui plan de implementare etapizata

Concurs de Urbanism si Planul Urbanistic Zonal (PUZ)

Primaria Municipiului Bucuresti trebuie sa lanseze un
concurs international de urbanism pentru zona de
regenerare urbana a garii de nord. Concursul trebuie sa
fie urmat de elaborarea unui Plan Urbanistic Zonal
(PUZ) al zonei, care ar trebui sa se bazeze pe urma-
toarele actiuni:

« Stabilirea riguroasa a regimului juridic al terenurilor
dintr-o zona mai larga decat zona stricta de interventie
(care este proprietatea exclusiva a companiei CFR)

+ Deschiderea unui dialog cu principalii beneficiari si
proprietari de terenuri din zona mai larga din jurul Garii
de nord

+ Cautarea unei solutii pentru rezolvarea problemelor
sociale acute din zona mai larga

* Implicarea societatii civile in proiect
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7. REFERENCES

The authors have used the following references in
developing this study, which were quoted also in the
2014 Central Railway Station Opportunity Study.

A. Romanian Legislation

B. Strategies, Studies

C. Regulations and Directives of the European Commi-
sion

D. European Documents

E. General Online Information

F. Publications

A large number of online documents were consulted to
develop and finalize this study, in an innovative and

creative way, organized by the following interest areas.

1. Competitiveness and Cohesion — Urban Economics
2. EU Development Case Studies / Dezvoltare urbana -
studii de caz din UE

3. Globalization and the Future of Cities

4. Green Cities and Healthy Communities

5. ICT and Smart Cities

6. Marketing the City & Branding and Culture

7. PPP (Public Private Partnership) Reports

8. Urban density

9. Urban Mobility

10. Rail Transportation

11. Urban Regeneration

12. Urban sharing

13. Zero Net Energy Communities

Sources:

- Bucharest Central Station - A Flagship Project for
Romania, CEP, 2014

- CEP Library Resources
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7. BIBLIOGRAFIE

Pentru finalizarea acestui proiect s-au folosit referin-
tele din studiul realizat sub egida C.E.P. (Center of
Excellence in Planning) in anul 2014, "Gara de Nord
Bucuresti — Proiect fanion pentru Romania”, avand
urmatoarea structura:

A. Legislatie romana

B. Strategii, Studii

C. Reglementari si Directive ale Comisiei Europene
D. Documente Europene

E. Informatii generale online

F. Publicatii

In completarea domeniilor de mai sus si in vederea
elaborarii unei solutii creative si actuale au mai fost
analizate cateva zeci de documente si studii obtinute
online reprezentand arii de interes de mai jos.

. Competitivitate si Coeziune — Economie urbana
. Dezvoltare urbana - studii de caz din UE

. Globalizare si viitorul oraselor

. Orase verzi si comunitati sanatoase

. CT si orase inteligente

. Promovarea orasului & Branding si cultura

. Parteneriate Public — Private

. Densitate urbana

. Mobilitate urbana

10. Transport feroviar

11. Regenerare urbana

12. Sharing urban

13. Comunitatile cu consum net de energie egal cu zero
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FINAL NOTE

The study reported here, very much like the previous
2014 opportunity study developed at the Center of
Excellence in Planning (CEP), is a work of passion and
dedication. It is an attempt to solve a very complex
technical, financial, and institutional problem and
allow Bucharest to use its assets and resources to turn
its Central Railway Station urban regeneration area
into an economic and social engine for the capital and
the country.

We trust that the solution we propose is viable and
feasible technically, financially, and politically. We are,
of course, totally open to proposed improvements and
other creative additions to our solution. As urban plan-
ners, we would welcome a public urban planning com-
petition to detail the urban regeneration area, and a
zonal urban plan (PUZ) initiated by the Bucharest City
Hall, which we believe yields huge functional, econom-
ic and tax benefits from such a project.

NOTA FINALA

Studiul prezentat aici, la fel ca studiul de oportunitate
dezvoltat in 2014 de Centrul de Excelenta in Urbanism
(Center of Excellence in Planning — CEP), este realizat
cu pasiune si dedicatie. Acesta reprezinta o incercare
de a rezolva o problema complexa d.p.d.v. tehnic,
financiar si institutional si de a permite Bucurestiului
sa isi foloseasca activele si resursele pentru a trans-
forma zona de regenerare urbana a Garii de Nord
intr-un motor economic si social atat pentru capitala
cat si pentru intreaga tara.

Suntem convinsi ca solutia pe care o propunem este
viabila si fezabila d.p.d.v. tehnic, financiar si politic.
Suntem desigur deschisi pentru propuneri de
imbunatatire si alte completari creative aduse solutiei
noastre. In calitate de urbanisti recomandam organiza-
rea unui concurs public de urbanism pentru zona de
regenerare urbana si realizarea unui Plan Urbanistic
Zonal (PUZ) initiat de Primaria Capitalei care, consid-
eram noi, ar trebui sa fie interesata de un asemenea
proiect care aduce importante beneficii functionale,
economice si financiare.
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