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Abstract. High Speed Rail (HSR) is a newmode of transport and has a significant
impact on the territory. The urban plan, in respect of the technical standards set
by the rules, does not provide any indication for the inclusion of an important
node in the territory, such as a station of an HSR line. Even the Sustainable
Urban Mobility Plans (SUMPs) designed for metropolitan areas, in their strategic
choices, often do not give indications on the HSR. It therefore happens that the
territories are distorted by the effects caused by the location of such an important
infrastructural node. Furthermore, the stations of the HSR are designed by “archi-
star” architects who give a significant formal and visual mark on the territory. The
paper underlines the importance of HSR through the analysis of two case studies,
the effects that HSR cause on the territory. The first case of theMediopadana High
Speed Rail station in Reggio Emilia analyses the impact caused on a moderately
anthropized territory. The second case of the High Speed Rail station of Naples
Afragola analyses the impact caused on a highly anthropized territory. The analysis
of these two projects concludes with considerations regarding the opportunity of
an integrated urban and transport planning.
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1 Introduction

The territory is the visible expression of the transformations that man has planned over
time; it tells the story of history. On it, the signs that have characterized the various socio-
economic periods remain, demonstrating the fact that the territory is a great re-gister of
economic dynamics, dictated by history [1].

It happens to observe buildings that remain on the territory, to testify the past reality
(what was). These, at present, have lost the functions for which they were built: they
are the disused areas. These abandoned areas, like the new infrastructural nodes, are the
objects of interest of modern urban planning. The new focal points of urban regeneration
plans [2].

In Italy, the territory is planned, mainly by means of legal instruments: urban plans
and urban plans for sustainable mobility (SUMPs) [3, 4]. These tools ensure the best
development, applying the law and indicating the project actions to be carried out. They
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are some of the main references for maximum integration between strategic choices and
actions.

In recent years, important infrastructures, with a strong transformative impact, not
only environmental, but also economic and social, have been realized after superior
decisions respect to the local decision-makers. Examples include: infrastructure nodes,
major urban projects, business center, service infrastructures, public services; sports
structures, etc. As a result, territories are forced to change suddenly and do not follow
the indications programmed by urban plans [5, 6].

These top-down choices, allowed by international and national directives; cause
irreversible transformations, not planned by local urban communities [7]. Decisions
to build huge infrastructures are generally made top-down. The territory is forced to
host them. It must accept impactful and overwhelming actions. Ordinary structures are
upset. The territory receives the infrastructure, without having time to metabolize the
insertion, in compliance with the several compatibilities. The impact would be different
if the infrastructure was decided by a regular strategic planning process [8]. Instead,
the project will cause unexpected transformations. The systems will be disturbed; the
reactions of urban development will be unpredictable; socioeconomic responses will be
variable.

Cities are the result of transdisciplinary interactive processes. They have evolved over
time: from the city of Ippodamo, the first model of urban structure, planned according
to the orthogonal scheme (Cardo: North-South and Decumanus: East-West); up to the
contemporary smart city, a system of interconnected systems [9]. The European Union
(EU) defines “Urban Transport and Mobility” as one of the three fundamental pillars for
the smart city [10]. The EU assigns a priority role to transport infrastructure to achieve
sustainable development and pursue the 2030 Agenda goals [11].

In the past, transport infrastructures were designed exclusively with numerical calcu-
lations and quantitative evaluations. Now, in order to make strategic choices and pursue
the goals of sustainable development, the quantitative evaluation is insufficient. The
quantitative data must be integrated, by the qualitative data [12]. The logical scientific
result will be linked to the markers on the quality of life for social well-being.

The various dimensions of urban life (environmental, economic, social and cultural)
are interlinked and success in urban development can only be achieved through an
integrated approach. TheEuropeanCommission (EC) has adopted a number of proposals
to improve quality of life. It is a newapproach that focuses on the impact of new indicators
for well-being. It captures real social progress by looking at the quality of life, social
development and the improvement of citizens well-being [13].

The High-Speed Rail (HSR) line, which connects cities with adjacent areas, and with
the rest of the country, is a substantial change, which has significant implications for
the evolution of cities [14]. The HSR has become a decisive connection tool, both for
innovation and development of the national territory and local systems. HSR is the indis-
pensable connection of areas to determine social development and increase economic
development [15]. Transport networks increase connectivity, stimulate economic growth
and reshape the geographical distribution of economic activity inside and outside the
cities. In Italy, at the moment, numerous HSR lines are being built and planned [16]. The
location of the HSR stations is important, and it makes a difference to the host territory.
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It can be said that the success or failure of investments on the HSR line depends on city-
region-nation integration and station-city dynamics [17]. A further important element is
the intermodal integration, in order to guarantee continuity solutions, between the HSR
mode-service, the other transport mode (air, car, bus), the territory and the citizens [18,
19]. The construction of the HSR station has important impacts on the cities to which it
is easily and quickly connected.

In the literature, the traditional urban plan does not have the elements for a global
vision, to manage at the same time, the physical and functional characteristics of large
infrastructures. The strategic planning for HSR fosters the interaction between local
planning and multi-level governance [20].

The HSR station should become an integral part of the development process, and
never be a ‘white elephant project’ or just a transit hub [21]. The significant elements that
generate the attractiveness of the HSR station are: internal and external accessibility on
a regional scale; intermodal interchange hub; functional interconnections with the terri-
tory system; connections with infrastructures services, facilities and urban equipment;
presence of urban regeneration projects and smartness projects of potential development;
the presence of a productive and proactive socio-economic background.

This paper will focus on the analysis of two cases of high-speed railway stations in
Italy: 1) the Mediopadana station of Reggio Emilia; 2) the Afragola station of Naples.

Fig. 1. Italy with the location of the HSR Station Mediopadana in Emilia Romagna and the HSR
Station Napoli-Afragola in Campania

These two case studies were chosen because they are two modern stations, both
designed by archistar, but located in socially and economically different territories. In
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fact, the first station is in northern Italy, in the region with the highest Gross Domestic
Product (GDP) per capita. The second station is in southern Italy, in the region with low
GDP per capita. Figure 1 illustrates the location of the two stations in Italy.

The paper, through the two case studies, aims to confirm the importance of integrating
urbanplanning choiceswith those of transport infrastructures, in a single integrated urban
plan.

The construction of a new HSR station, if planned, fosters local economic growth.
A comprehensive and integrated plan benefits innovation, the transformation of cities
into smart cities, and the sustainable development of territories [22].

The structure of the paper is as follows. Section 2 illustrates the importance of HSR
nodes. Section 3 illustrates the role of the HSR stationMediopadana for the national and
local territory. Section 4 illustrates the role of the HSR station Napoli-Afragola for the
national and local territory. Lastly, Sect. 5 shortly draws some conclusions.

2 HSR Stations: Architectural Design and Territorial
Attractiveness

2.1 History of Urban Planning and Railway Stations Design

The railway system has always played the role of activator of urban development.
The first railway lines were built close to the mines during the Industrial Revolution

of 1760, for the transport of coal. In 1801, the Surrey Iron Railwaywas launched, the first
freight rail. In 1830 the first railwaywas opened, connectingManchester to Birmingham.
The development of the railway was the cause of the transformation of the territories.
The new transport system was the beginning of the real change. The railway system,
with its railway network, designed new plots on the territories and caused the foundation
of new urban poles. The origins of urban planning are recognized in this period [23]. In
fact, there was a need for a new discipline, between technique and norm, to plan, and at
the same time, to control the dynamics of the territory. The quality of life and well-being
are linked to the integrated actions, between the transport system and urban planning.
The two disciplines, in order to perform at their best, must work together. Now, more
than ever, there is a clear need to plan territories with integrated process planning [24].

The railway network is an indicative system for the socio-economic developments
and transformations that characterize the sites. At the moment, HSR is an important
opportunity for the development of territorial dynamics; for issues related to transport;
for urban development and socio-economic growth of cities [25].

The location of the stations is the further input that the railway system inspires on
territorial dynamics. The territory will take on a newmeaning, both in form and function,
completely dependent on the choice to locate the station. The determining factors for
the success of station location are: high accessibility; implementation of an intermodal
node; ability to generate new functions; offer of services and activities, in the adjacent
urban systems if, of course, they are interconnected [26, 27].

NewYork’s GrandCentral Terminal is mentioned as a first example of part of railway
network,with a functiondedicated to daily commuting [28]. Theproject demonstrates the
merit of the integrated technical choice, betweenurban planning and transport. InEurope,
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HSR stations are mainly located as network hubs [29]. It is a multi-scale dimension,
which allows the integration of multiple transport scale [30]. The station, intended as
a hub, becomes a node of interest, especially for regional and national firms [31]. In
many cases, the station assumes the additional role of place of new urban functions. The
spaces of the station are used by citizens. Travelers’ experience the spaces of the station,
using services and functions, similar to those of the city. This new concept of station, as
urban function, supports the concept that the station must be designed with the function
of ‘node and site’ [32].

In Italy, the two new HSR stations, Mediopadana in Reggio Emilia, in the North,
and Naples Afragola, in the Center of Italy, were built outside the city. They have been
designed by international archistar. They are the implementation of valuable projects,
for which the government and decision-makers have allocated relevant funds.

The stations are strong signs on the territory; visible far away and immediately rec-
ognizable. This type of choice testifies to the importance that decision-makers wanted to
attribute to these places. These new ‘nodes and sites’ [32] are the physical and unequiv-
ocal demonstration of the superior and decisive role for the future development of the
territory.

In recent years, two exemplary railway stations have been built in Italy. These works,
designed by international architects, are the sign of a further historical moment that the
nation is going through. The HSR station is an opportunity to bring together aesthetic-
formal renewal with functional and technological innovation. Urban regeneration is
revealed through the spectacularity of a strong architectural project, which combines
technical function and formal symbol.

2.2 Attractiveness and Lacks

NewHSRstations are catalysts for urban, economic and social development; both region-
ally and locally. If the station is accessible and is interconnected with other modal net-
works, it will increase the attractiveness for new projects and urban development [2].
The attractiveness of the territory is not a technical parameter, easy to calculate [33]. Pre-
cisely because territories are complex, evolving systems, involved in the transformative
dynamics caused by historical-cultural, socio-economic and environmental phenomena,
the effects of the inclusion of an extensive project are not certain. “Territorial attractive-
ness is a complex andmultifaceted concept, which lend itself to several interpretations. It
can be first intended as ‘revealed attractiveness’, which is associated with actual incom-
ing flows (investments, workers, talented people, students, etc.) in a geographical area
[34]. The existence of these flows reveals its attractiveness” [35].

In China, in order to revive the local economy, it was decided to build the new
stations away from the urban center, to encourage the foundation of a new city around
the station. The location of the HSR station is part of an industrial political choice, to
attract new industries and population. The urban model of the new city, built near a mega
infrastructure, determines a new model of development; activates a new supply for the
territorial system [21, 24, 36].

In Italy, the economic trend and the urban development in recent years show that
the inclusion of a new mega infrastructure can give rise, a new territorial identity, not
always compatible, by the territorial systems that gravitate around it.
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Territorial dynamics are sets of interconnected processes, which generate new identi-
ties, historically drawn from the constitutive characteristics of sites, landscape, historical
and cultural resources and housing habits [37, 38]. Dropping an imposing infrastructure
by a top-down approach, without using qualitative evaluation techniques, can cause the
phenomenon of the ‘cathedral in the desert’. The authentic development of the territory
is achieved by following the objectives of sustainable development, based on the qual-
ity of life and well-being of citizens [39]. Indicators and targets need to be calculated,
applying social criteria, in order to combine economic, social and environmental dimen-
sions in a coactive way. The Operational Guidelines for the evaluation of public works
of 9 September 2022, assess Social Sustainability. For the first time, it is mandatory to
consider the social dimension of infrastructure [40].

The attractiveness of a railway station consists in its ability to attract users, services
and investments [41]. In the literature, there is no single definition to describe attrac-
tiveness. For example, for the economic sector, it is supply and demand; for urban and
regional studies, it is the ability of places to attract. It determines, on the same places,
positive or negative impacts. The attractiveness, therefore, can be positive or negative,
with respect to the effect that the node generates on sites; it is not a static datum [42].

The attractiveness is positive, if the station becomes a reference node for further
investments; if it becomes a place of infrastructural, but also social and receptive con-
nection; if it is a meaningful, vital and welcoming place. If it proposes urban functions
for leisure, culture, commercial activities; if it is autonomous in its management, and
increases the socio-economic development of the territorial context inwhich it is inserted.
If it is a catalyst for new functions and is able to attract flows of tourists, visitors and
inhabitants [43].

The presence of a mega-infrastructure can generate the urban process of territorial
regeneration. It is the new supply. The HSR station, if it triggers the factors of positive
attractiveness, generates the new model of global development; the influence of the
advantages extends to the entire area of gravitation [21].

When the infrastructure generates this kind of integral development, then, the true
theoretical concept of urban regeneration is fulfilled. Urban regeneration, in fact, inter-
sects multiple factors. It is not only made up of static or architectural recovery; it is
above all economic revival of the territory; it is the enhancement of the social frame-
work; it is the assignment of a new identity, which becomes a driving force for the
integral development of the global territorial system [44, 45].

The paper analyzes the cases of the two new stations: the Mediopadana in Emilia
Romagna; and the Napoli-Afragola in Campania. The focus on the design and function
of the stations pushes towards the goal of an integrated urban plan.

3 The HSR Station Mediopadana

3.1 Characteristics of the Architectural Design and Urban Transformations

The Mediopadana HSR station in Reggio Emilia is the only stop on the Milan-Bologna
HSR line, built in 2008. The new railway line, which runs parallel to the A1 motorway,
is one of the most popular contemporary architectural projects in Europe.
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The station construction starts in 2010 for a total cost of 79 million euros, financed
by Italian Ministry of Infrastructure and Transport and by the railway company Ferrovie
di Stato. The station was opened in 2013 [46]. Reggio Emilia is a medium-sized city,
with about 170,000 inhabitants. It is located along the historic infrastructural axis of the
Via Emilia, between Milan and Bologna.

The Mediopadana area is made up of an urban network, densely urbanized and
economically very important. The geographical area of the Mediopadana station has an
enormous potential for development, with about 2,100,000 inhabitants [47].

The main cities of Parma, Modena, Mantova, Cremona, are among the richest in
Italy. The province of Parma has a very strong industrial vocation. It is characterized by
a modern agri-food industry (about 35% of the employed people). It produces world-
famous excellences, such as Parmigiano and Zibello ham. Modena is considered the
world capital ofmotoring. In the province ofModena, there are: Ferrari,Maserati, Pagani,
Bugatti, and a few kilometers away, Lamborghini. Mantova is called the widespread
urban museum, also for Sabbioneta: a perfect example of an ideal city; A model of
urban planning of the Italian Renaissance. In 2008, UNESCO named the city a World
Heritage Site.

The Mediopadana station was designed by the Spanish archistar Santiago Calatrava.
It is an impressive architectural sign that testifies to its special function. The station is a
steel structure 480 m (m) long, about 20 m high. The structure has a futuristic design.
The roof is made up of repeated modules. The image is similar to a moving wave. In
fact, depending on the perspective, the optical illusion changes the visual effect of the
waves, alternating the static front with the dynamic front. This structure covers the tracks
of the HSR line. The building is organized on two levels: the street level, which can be
accessed from the outside, has services and commercial activities; the upper level, where
are present the tracks. The two levels are connected by two escalators and two panoramic
elevators. The Mediopadana HSR station is equipped with ancillary services both for
passengers in transit and for those going to the city. It has a direct connection with the
local railway lines and with urban and suburban bus lines; taxi; parking; car and bicycle
rental areas [46].

3.2 Attractiveness and Lacks Territorial of Mediopadana Station

The Mediopadana area, in particular the one that develops along the Via Emilia, directly
connected to the HS station, has experienced high and continuous development in recent
years. This demonstrates the positive attractiveness of the HSR station in the adjacent
area. The Mediopadana station has determined a strong, specific, attractiveness: it has
transformed the territory; has assigned a new regional identity.

The geographical area on which the station is located is a high productive reality,
with strong socio-economic relevance. It has accepted the mega infrastructure. The
intervention was conceived according a top-down approach, with a successive bottom-
up confirmation, and it has been integrated into the territory. Indeed it has become
an opportunity for the development of the area. The location of a mega infrastructure
in an economically advanced area has activated the process of integral development,
enhancing the territorial resources, as well as the typical potential of the territory [48].
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Integrated transport connection is considered to be the priority. The strategic location
gives the station considerable importance. Its central position, both in relation to the A1
motorway and in relation to the railway network, emphasizes its role as a core for
regional, national and international mobility.

The station is not directly connected to the regional railway lines (and this is a limit),
but allows to reach Bologna in 20 min (min), Milan in 40 min, Florence in 50 min, Rome
in 2 h (h)10 min and Naples in 3h 30min; as shown in Table 1.

TheMediopadana station is an important intermodal hub. The choice of location was
decided to allow access to the station from all over the region [49].

The Mediopadana station has increased the accessibility of Reggio Emilia and its
territory. The station has transformed theMediopadana area into a functional region. The
functional region is the perspective of the new urban plan. The political will of decision-
makers transforms the territory into a smart territory. The strategic plan connects local
resources and implements services and functions [50].

In recent years, the urban dynamics of the Emilia Romagna region have been more
relevant than in other parts of Italy. Industrial growth has been continuous and has
attracted national and international workforces, increasing urbanization. This had pos-
itive effects on economic growth, but at the same time has favored the phenomenon of
territorial sprawl [51, 52].

The case study above analyzed, demonstrates the essential need to make integrated
choices. The choices made with the integrated process planning do not contradict it.
They contemplate the sustainable development of territories, they operate by integrating
sectors, which of course cannot be ignored [53].

Table 1. The fastest lines connectingMediopadana station andNapoli-Afragolawith the principal
Italian HSR stations

HSR Station Milano Bologna Firenze Roma Napoli

Mediopadana-
Napoli-Afragola

40 m
4 h 03 m

20 m
3 h 10 m

50 m
2 h 27 m

2 h 10 m
54 m

3 h 30 m

4 The HSR Station Napoli Afragola

4.1 Characteristics of the Architectural Design and Urban Transformations

The station of Napoli Afragola, is located along the HSR Roma-Napoli line. The station
lies about 1 km from the historical center of Afragola and about 10 km from Naples
Central Station (NA). Its location covers the territory located eastern from NA, in which
medium and extensive urban settlements are widespread.

The station does not create an alternative pole with NA. It avoids having trains
entering and exiting the NA, speeding up the trips along the North-South direction.

The fastest lines allow to reach Rome in 54 min, Florence in 2 h 27 min, Bologna
in 3 h 10 min, Mediopadana area in 3 h 46 min, Milan in 4 h 3 min (to run a distance
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of 654km), and Reggio Calabria in 4 h 6 min (to run a distance of 334 km); as shown in
Table 1.

It is not directly connected with the regional railway lines, but it ensures the rail
connection to the Naples Central.

It is considered one of themost important realizations of the European, Scandinavian
Mediterranean TEN-T corridor. A first step for speeding up the connection between
Rome and the Southern Italy. It has been named the ‘gateway to the South’: an important
interchange node, for access to the Southern Italian regions [20, 54].

The station has a catchment area that includes the metropolitan city of Naples (about
2 million inhabitants), Caserta, Avellino, Benevento, Sannio and Irpinia. The potential
inhabitants are estimated in about 3 million.

The territory is densely populated, but the economic context frame is not rich. Italian
National Statistics consider the area as a low-income one. There are socio-environmental
problems mainly linked to unemployment.

Napoli Afragola station is a strong territorial landmark, like theMediopadana station.
The station was designed by the archistar, Zaha Hadid Mohammad, from Iran. It was
built by the Italian railway company Ferrovie di Stato for a total cost of about 60 million
euros. The Naples Afragola station was inaugurated in 2017 [55].

The central part of the station is characterized by a large sinuous bridge, about 400 m
long. This bridge crosses the railway tracks with an average height of about 9 m. It is
organized on 4 levels and it spreads over an area of 30,000 M2.

It is an exceptionalwork; it ismadewith largewindows.The roofwasmadeofCorion,
an innovative material never used before for the coverage of such a large infrastructure.
The curved surfaces are composed by 5,000 M2 of glass, 5,000 tons of steel, 20,000 M2

of Corion.
The infrastructure takes care of environmental sustainability: two solar roofs produce

200 megawatts per hour and a range of rainwater harvesting systems.
Services and commercial activities are present in the four levels of the station. The

users are mainly long-distance travelers.

4.2 Attractiveness and Lacks Territorial of Station Napoli Afragola

The Naples-Afragola HSR station is an architectural jewel, with a huge potential catch-
ment area, a gateway between Europe and the Southern Italian regions. The infrastruc-
ture, however, due to the state of urban decay of the surrounding area, appears to be in
conflict with the area [56]. The work has been inserted in an area sadly called ‘the land
of fires’, due to the past events, on the illegal disposal of waste. The station is surrounded
by an area with low economic income, with urban and social problems.

The geographical area in which it lies grew in a spontaneous way out of any
planned territorial development. The area lacks of urban services and infrastructures.
Built settlements have expanded, over time, without adequate strategic smart planning
[57].

The location was chosen to create a strategic intermodal node. The project has
given the station considerable importance. Unfortunately, at present, the connections
are insufficient; therefore, the node does not fully assume the role planned.
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At the moment, the station is served only by local public transport with seven bus
lines, waiting to complete the Cancello variant and the interconnection with the NA -
Baiano of the Circumvesuviana line, the metropolitan railway network.

The station is not integrated with the surrounding area; it has not become a func-
tional site. It remained a top-down, isolated decision, devoid of productive relations and
interconnections with the gravitational territory [58].

The allocation of the mega infrastructure, in an economically depressed territory, has
not been able to activate, on its own, the process of integrated development of the territory.
It has failed to drive the economy; nor to activate processes of urban regeneration. This
often happens in economically depressed areas, such as those in Southern Italy. Some
similar effects have been evaluated for the case of the intercontinental port of Gioia
Tauro and the SEZ [2, 21]. The lack of infrastructure and services does not allow the
project to exert a positive attractiveness on the gravitation area [35, 42].

The scarcity of economic activities and the social difficulties in the adjacent area;
the missing connections, with incomplete motorway junctions and insufficient public
transport are the main causes why the station is unable to give the expected boost to the
territory. A highly urbanized territory, with considerable potential for development due
to the satisfy the mobility needs of a high number of travelers, appears scarcely used
because, in reality, it is not adequately connected [59].

It was estimated to be a node of international trade; connection between the south,
Italy and Europe. Unfortunately, it lacks of important parts. The station alone cannot
activate the positive propulsion necessary for the increase of development.

5 Conclusions

From the comparison between the Mediopana high-speed rail stations of Reggio Emilia
andNaplesAfragola, it is possible to understandwhat are the elements that can determine
the positive attractiveness of a mega infrastructure.

Both stations are designed by two famous archistar, who have created a modern and
international image; they have combined aesthetic form, with function and technological
innovation. The two infrastructures, althoughhaving the sameobjectives, did not produce
the same effects. An important railway node, located in two territorial contexts with
different characteristics, has generated different effects.

The first station is located in the North of Italy; in one of the richest regions, with an
elitarian industrial and business system, appreciated in the world. The second station is
located in the South of Italy; in an economically depressed territorial context; densely
populated, lacking in services and infrastructure, unplanned.

A further consideration derives from the analysis of the typology of travelers [60].
In fact, travelers from the Mediopadana are mainly workers who have to reach the
richest cities of the country. This data is interesting, because it gives to Mediopadana an
important role on the regional scale; it offers a service to users on business trips. The
Naples Afragola station is mainly used by travelers who need to reach cities outside the
regional area.

Further factors implementing the positive attractiveness are the presence of land
available to increase the already active process of urban regeneration. The presence of
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parallel motorway junctions is also an attractive factor. In fact, the growth stimuli are
stronger, when the motorway connection is integrated with a high-speed rail station
[14]. The location of the HSR is a factor of activation of the true urban regeneration and
integrated development of the territory, if the characterizing systems are interconnected;
if there are functional connections to business centers, strategic centers, universities or
other gravitation nodes [61].

In summary, the elements that generate the positive attractiveness of the infrastructure
are: accessibility on a regional scale and interconnection with the territory; intermodal
interchange hub; connections with infrastructures; facility of services; the pre-sence of
urban regeneration projects; the presence of a productive and proactive socio-economic
background.

All the elements combined together generate the ideal characteristics tomakeHSRan
opportunity for innovation and sustainable development, an activating and implementing
node of the urban regeneration process [62, 63].

The HSR station, if included in a strategic and integrated urban plan, stimulates local
economic growth. The new conceptual approach integrates urban planning choices with
the transport infrastructure system; therefore, it pushes towards technological innovation
and transforms territories into smart.Urban regeneration interventions,with an integrated
vision of the future, apply the categories of the smart city and achieve the objectives of
sustainable development [11, 64]. Urban regeneration is essential to increase the quality
of life of citizens [13, 39]. Moreover, if implemented with the principles of integrated
urban planning, it will transform territories into smart and sustainable systems.

Territorial deficits can be solved with urban rebalancing actions. The integrated
balance between quantitative and qualitative data makes it possible to create newmodels
of urbandevelopment, for new territorial systems, such as those generatedby the presence
of a mega infrastructure.

The new supply of the high-speed station requires a new territorial model. Integrated
urban model, for the new territory that increases around an important infrastructural
node. The academic debate and project action are still divergent and fragmented, in
providing the right knowledge to apply an integrated urban model [24] although the
integration of spatial planning with transport planning is considered essential [19]. The
planners must decide in an integrated way and take action in a current time, to resolve
the needs that arise, against the predictions defined by the inactive sector plans.

The research supports this new conceptual approach, which is also coherent with
the EU guidelines on qualitative indicators of well-being and smartness. The research
focused on the integrating urban process planning with transport planning, but it cannot
propose a model to be replicated, in the same way everywhere. The two case studies
analyzed, and chosen for their contrasting location, support the conclusions.
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