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ABSTRACT 

The objective of the present communication is to analyze the extension of the 

area of influence of certain urban areas that receive a new station of high 

speed rail. Regional reorganization of bus and train lines contributes to the 

diffusion of accessibility to the HST network, but also helps to consolidate the 

nucleus where station is located and its role as regional pole. The new 

regional model of transports contributes to formalize a new territorial 

structure which has been misshapen with the arrival of the railway high speed. 

 

The work presented here analyzes, first of all, models of penetration of the 

flows in low density territories and, in a second term, measures that contribute 

to increase the capacity of the high speed railway to spread the accessibility 

on its territory. Existence of new activities of little dense territories has been 

considered, such as the second residence, the uses related to the benefit of the 

nature or the small population centres that are located of dispersed form, and 

whose accessibility to constitutes an opportunity.  

 

The paper analyzes the territorial processes derived from the AVF after the 

arrival of high speed rail to French territories of low densities: The cases of 

Vendôme, Rhône-Alps and Bretagne region exemplify three models of 

reorganization of the transports. Aspects such as coordination between the 

institutions, the participation of different private and public agents integrated 

in great areas and the use of nonconventional systems integration (such as 

systems of transport to the demand) are some of the main keys for successful 

processes of consolidating urban regions within the arrival of a new high 

speed network. 
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1. INTRODUCTION  

 

This work is set within investigations about expectancy for growth and 

dynamism generated by the high-speed railway. The studies about the effects 

of the H-S R have lead to a greater scientific understanding of models of 

localization, territorial changes, economic processes and urban dynamics
1. 

Within this context, an attempt is made to tackle the transformations produced 

by the H-S R in rural environments and the models of penetration of the 

traffic flow in low-density territories, given that it is especially interesting to 

analyze the measures contributing to the increase of capacity to publicise H-S 

R accessibility on the regional scale. The starting point is to consider that 

there are very relevant activities such as second homes, uses related to 

enjoying nature or the small nuclei of disperse population, whose accessibility 

to the benefits of the H-S R constitute an opportunity.  

 

In contrast to the improved accessibility to cities with H-S R, there are greater 

problems to connect the stations with the rural areas, which make other 

experiences of connecting the high-speed networks with regional transport 

services very interesting. 

 

To achieve this connectivity, several objectives can be established. Firstly, to 

get to know the experiences in reorganizing regional transport on the arrival 

of the H-S R to low density areas, through studying the French cases of 

Bretagne, Rhône-Alpes  and Vendôme.  Secondly, to define the working 

guidelines for planning transport complementary to the H-S R in these areas 

of low population density. 

 

As a starting hypothesis, we will focus on demonstrating that the best way of 

taking advantage of the infrastructure depends on the characteristics of the 

transport system itself and, especially, on the actions and strategies developed 

around the H-S R, that is, on the existence of a project to re-structure the 

regional transport model, within which the steps to be taken must be 

coordinated among the distinct bodies. 

 

 

 

 

                                                 
1 See  Ingeniería y Territorio 2005, nº 70 and works by BELLET,(2000); FARIÑA, LAMIQUIZ Y 

POZUETA (2000), MENENDEZ, CORO, (2006)NADO AND RIVAS (2002), RIBALAYGUA ET AL 

(2004), UREÑA (2005) 

 



 

2. MODELS OF PENETRATION OF THE HIGH -SPEED RAILWAY 

IN SPARSELY POPULATED AREAS 

 

 

The arrival of the la H-S R to a region entails a review of the transport model, 

with the aim of achieving the maximum publicity of its benefits, enabling the 

access to the entire regional population and not just to the urban nuclei
2
. 

Different systems have been started to achieve this aim, some based on the 

railway system and others based on the creation of new management and 

organization methods of the different types of transport, with the aim of 

coordinating the H-S R with the other transport networks. In this sense inter-

modality appears to be the best alternative for connecting the H-S R with the 

low population density areas through connection with conventional rail 

services, the public bus network and on-demand transport. 

  

In the French region of Nord-Pays-de-Calais to counteract the changes 

provoked by the TGV, three modalities were proposed. Firstly, compensation 

based on offering TER (Transport Express Regional) trains to substitute the 

inter-regional services that had disappeared, a model which did not contribute 

to maintaining a good service.3 Secondly irrigation was proposed, that is, the 

use of the classic lines for circulation of the high-speed trains, a system that 

according to MENERAULT (2005) becomes more efficient as the length of 

the stage on classic tracks gets shorter. Finally, articulation offers services 

based on combining the TGV and the TER, a system that becomes less 

efficient when users prefer to use their cars to get to the TGV station
4
.  

 

The models of penetration of the high-speed railway have been studied 

through the French cases of Bretagne, Rhône-Alpes and Vendôme. The first is 

the process of transport organization in Bretagne, specifically in the Rennes 

                                                 
2
 La forma de extender los beneficios de la alta velocidad más allá de la red de ciudades que articula, es 

mediante el diseño de una red de transportes complementaria de calidad, a escala regional. Dicha red, cuyos 

nudos se sit¼an a una menor distancia, posibilita una mayor accesibilidad.òRODRIGUEZ BUGARIN,M; 

NOVALES ORDAX,M; ORRO ARCAY,A. ñAlta velocidad y territorio. Algunas experiencias 

internacionalesò. Ingeniería y Territorio,Nº 70, 2005, nº 70, pp 9. 
3
 ñEste mecanismo, sin embargo, ten²a sus l²mites cuando las conexiones inter-regionales de proximidad 

estaban en juego: la comparación de los servicios ferroviarios entre Arras y Amiens, por ejemplo, que 

pertenecen a dos regiones diferentes (Nord-Pas-de Calais y Picardie) muestra una degradación sensible en 

cuanto a frecuencia y duraci·n de los trayectos.ò MENERAULT,P; BARR£,A. ñ El TGV y la reorganizaci·n 

de los transportes ferroviarios en la región de Nord-Pas-de-Calais. Ingeniería y Territorio2005, nº 70, pp 30 
4
  ñLos servicios regionales y la SNCF analizaron esta posibilidad para cada conexi·n regional: se 

coordinaron los horarios y crearon nuevos TER con vistas a mejorar la accesibilidad global: No obstante, esta 

fórmula tiene sus limitaciones, ya que los usuarios, sensibles  a la diferencia de nivel de confort entre el TGV 

y el TER, a menudo prefieren utilizar su vehículo particular para desplazarse hasta una estación servida 

directamente por el TGV, donde las frecuencias de servicio son superioresò MENERAULT,P; BARR£,A., 

2005, op cit, pp 31 



 

area and the town land of Saint Brieuc
5
.  In fact, from the city of Rennes, the 

TGV goes round the coast (Lamballe, St. Brieuc, St Malo, Lannion, Brest, 

Quimper Lorient, Vannes and Redon). The penetration is completed with the 

regional railways (TER) towards the interior and a TER bus network that 

links the different routes. There are also two regional bus routes (Rennes-

Loudéac, Rennes-Pontivy). This system permits a good communication and 

coordination of timetables between the regional train and bus stations and the 

stations with TGV services. Therefore, the TGV only reaches certain points, 

and the penetration is achieved using regional trains and buses (TER and 

regional services), that use combined tickets handled by SNCF in the TER 

line case. Private cars are also used above all in the central rural areas. This 

experience follows the strategy of ñgetting a TGV Network service in one of 

the most important cities, and then improving the regional transport service to 

communicate the other cities in the region with this TGV node in less than an 

hourò.
6
  

 

 

 
Figure 1: Conections between TGV and TER network in Bretagne. Source: Ville de 

Rennes. Direction de lôA,emegement, Urbanisme service des Estudes Urbaines 

 

                                                 
5
 The town land of Saint Brieuc is made up of the urban area around the city, which is the centre of this zone 

of north Bretagne, while the land around Lamballe is more specialized in agricultural activities. 
6
 RODRIGUEZ BUGARIN, M et al ñAlta velocidad y territorio. Algunas experiencias territorialesò. 

Ingeniería y Territorio, nº 70, 2005, pp 9. 



 

 

In the case of the coastal town land of Saint-Brieuc, there is communication 

with Paris via two stations (Lamballe and Saint Brieuc) with a sufficient 

number of TGV services linking to Paris and Rennes, which facilitates in the 

case of Saint Brieuc the transport of about 2,800 persons per day, increasing 

the penetración of the TGV in this part of Bretagne based on a strong use of 

the regional trains. Moreover, the SCOT (Schéma de Cohérence Territoriale) 

Project proposes relating the stations with TER services and car parks, to 

promote its use as a communication means among the different population 

nuclei. 

 

TABLE 1. DAILY SERVICES IN THE RAILWAY NETWORK WITHIN 

THE TOWN LAND OF SAINT-BRIEUC  

 

 Saint Brieuc Lamballe 

Towards Paris 9 TGV  3 TGV 

Return from Paris 8 TGV 3 TGV 

Towards Rennes 19 TER 14 TER 

Return from Rennes 17 TER 15 TER 

Morlaix Route (return) 24 TER  

Lannion Route (return)  ( 8 TER)  

Vannes Route (return) (8 TER)  

Source: SCOT du Pays de Saint Brieuc. 2007 

 

All the above must be completed with another type of offer, given that this is 

a rural area with a very disperse territorial model, with many displacements 

outside the areas of influence of the large infrastructures, where there are 

populations that do not have a car or are too old to drive and where it is 

necessary to provide other forms of transport that enable these populations to 

remain within this rural environment. The solutions to this problem are 

focused on developing the most economical transport systems possible in 

terms of energy, through the promotion of on-demand transport. The 

management of these initiatives is carried out by the municipal areas, by 

delegation of the Regional Councils, which are usually developed through 

formulas of cooperation among town halls (Communautés de communes)
7
. 

 

The second example studied in France was the Vendôme town land in the 

central region where, in the city of the same name (an active centre with more 

than 10.000 workers), the TGV arrived in 1990. The communication with 

                                                 
7
 This is the case of the CABRI (communauté d´agglomération Briochine, agglomération de Saint-Brieuc) 

constituted in 2000, when 14 municipal areas united in a project for sustainable development through three 

actions: the project of agglomeration, the multi-annual investment plan and the agglomeration contract. 



 

Paris in 43 minutes has promoted three industrial activities specialized in the 

sectors: aeronautic (Thalès Avionics, Secan Honeywell), automobile (ZF 

Systèmes de direction Nacam, Rollet Productique, Thyssen Krupp Sofedit 

Vendôme), and robotic and measurement apparatus (Bourdon Haeni, Trescal 

and la Calhène), as well as in the domestic appliance sector (Elco Brandt). 

Around these firms, but above all Thalès Avionics, Elco Brandt and Nacam 

France (525, 350 and 750 jobs) a metallurgic sector has developed (Dargaisse, 

Aréméca, Sonopol, Poject and Lajoine). The first of these companies 

transferred its R&D department from Paris with 600 jobs. Furthermore, the 

installation of the TGV to Vendôme has encouraged a number of people to 

sell their dwellings in Paris to move their home to this small city. All the 

above factors have contributed to change the profile of this urban nucleus, 

where new jobs have been created in the civil and commercial service sector 

(4,470 out of the total of 10,000). Meanwhile, in contrast to what was 

anticipated, the communication with the tourist zone of the Loire castles has 

not functioned as well as was expected.  

 

The year 1990 was extremely significant in this town land, given that at that 

time 11 municipal areas decided to unite within La Communauté du Pays de 

Vendôme to become the driving force in the zone made up of two urban 

nuclei and peri-urban and rural areas. Within this territorial project there was 

a necessity to increase the TGV service, so the representatives of the 

municipal areas started negotiations with the SNCF which lead to the increase 

from 40 to 70 in the number of trains between Vendôme and Paris. 

 

The arrival of the TGV in Vendôme has not been accompanied by a 

reorganization of the TER network or by the development of inter-modality 

systems to penetrate more in the region. In fact, the TGV passes through one 

extremity of the region from the north-east to the south-west and the TER 

network exists in parallel, leaving areas without train communication and 

with hardly any TGV/TER network links or even TER or regional buses. 

Additionally, there is no system of unique ticketing for both types of service. 

All these factors limit the penetration of the TGV in the centre of the region. 

Organization of the regional transport and the introduction of combined 

systems would be necessary to increase the mobility of the population in these 

rural areas. 



 

 
Figure 2: Rail network at the center Region of France. 

Source: SNCF, 2008 

 

 

In the Rhône-Alpes region, where Lyon is the most important urban nucleus, 

there is a strong relation between the TGV and the TER network, with a 

suitable density of lines toward the west, which is less dense toward the east, 

especially from Grenoble. In the same way, the coach communications are 

mostly in the north, south and centre of the region.   



 

 

Figure 3. Rail netwok at  the Rhône-Alpes region. 

Source: SNCF, 2008. 

 

 

In summary, the penetration of the TGV into zones with low population 

densities within France, has taken place where there has been suitable 

planning of the TER networks (Trains, buses), reorganization of regional 

transport and where inter-modality has been introduced.  

 

 

 

3.  THE PROCESSES OF REORGANIZATION OF THE TRANSPORT 

SYSTEMS IN FRANCE 

 

The changes introduced by the H-S R in France have provoked the necessity 

to reorganize the regional transport system. In the urban nuclei of Saint-

Brieuc in Bretagne, diverse actions have been taken such as for example ñThe 

Urban Displacement Plan 2006-2016ò which proposes specific actuations to 

organize the mobility from the perspective of sustainable development and to 

put into practice a new model of transport based on greater equilibrium 

among: 

 



 

-  The different displacement modes as an alternative to the use 

of private cars. 

-  The generations, with the aim of favouring mobility of all 

inhabitants, bearing in mind that private cars cannot be used 

without compromising the quality of life of future generations. 

-  The different areas, given that the mobility of the inhabitants 

does not stop at the different administrative limits and it is 

necessary to facilitate access to the whole of the transport 

network. 

 

The model of mobility denominated ñsharedò is based on cooperation among 

the whole set of institutions: State, Regional Council, General Council and 

SNCF, as well as the different associations that participate in the project and 

the adhesion of the inhabitants to a ñprojet de partage de la mobilit®ò
8
. This 

promotes inter-modality, the combination of several transport modes 

throughout a trip, such as for example bicycle plus public transport, train plus 

tram or metro with the aim of supporting public transport, as well as 

developing the complementary nature and inter-modality of the railway 

system, urban and school buses. 

 

In this part of Bretagne, the planning of transport services is considered to be 

part of the coordination among the state, regional authorities, local collectives 

and the SNCF. All of them coincide in proposing a model based on inter-

modality and organization of services, given that this strategy contributes to 

territorial cohesion and sustainable development and to communication with 

other regions and countries
9
.  

 

On the other hand, the Urban Displacement Plan 2007-2017 of Rennes places 

special importance on the development of the regional train lines (TER), 

given that this is heavily used by the inhabitants of the urban agglomeration. 

It attempts to improve the service by coordination with the bus and metro, 

utilizing a system of payment with the KorriGo card, which facilitates the use 

of the service
10

.   

                                                 
8
 Plan de déplacements urbains 2006-2016. CABRI agglomération de Saint Brieuc. 

9
 Charte du Pays de Saint Brieuc, 2001, pp 47. 

10
 The information about this system states that you can travel on bus or metro with discounts of between 

50% and  75% 



 

 
Figure 4: Transport system and areas affected in Rennes. 

 

Moreover, the urban projects such as the construction of the metro have been 

used to propose the creation of a public transport pole for the whole of the 

urban area Rennes. The bus stops, the bus station, the metro and the taxis are 

situated around the SNCF station, where an inter-modal zone has been created 

to facilitate the coordination among the different forms of displacement
11

.  In 
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 DIRECTION DES INFRAESTRUCTURES. Quand le métro embellit la ville. Ville de Rennes, 2002. 


