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Abstract

This study focuses on the future changes to the urban form around the Salaya railway station,
which will be developed as a terminal station of the Bangkok metro service. The purpose is to
investigate stakeholder attitudes to the transit-oriented development (TOD) approach to the
station premises. The attitudes of local businesses and key stakeholders to joint programs on
infrastructure development and the surrounding area are identified as local businesses
encouraging the collaborative urban regeneration program. The approach uses scenarios as a
tool for participatory planning to help identify future applications, including a workshop in
two parts. The first part was conducted using group interviews with local entrepreneurs to
raise the idea of the collaborative urban regeneration program. The second part was an
evaluation of the program by the three key stakeholder groups: municipality, railway
operators, and real estate investors. The scenarios evaluated by the key stakeholders indicate
the different attitudes to the collaborative urban regeneration program depending on the role
of each stakeholder. The collaborative program developed by local entrepreneurs can be
classified by economic and physical factors. The findings suggest a common aspect for future
collaboration in marketing strategies, such as advertising representing localness, as both local
entrepreneurs and key stakeholders mostly agreed on the program. Disagreement on
collaborative urban regeneration depends more on the specific role of the company or
organization.
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Introduction

Railway development changes urban form, especially where a station is located. This study
focuses on the upcoming change to the area around the Salaya railway station, which will be
developed as a terminal station for Bangkok metro services. The new station includes a wide
range of railway services, such as metro, inter-city, and inter-regional trains. The Salaya sub-
district is on the outskirts of the Bangkok metropolitan area. It is currently being developed
and has experienced rapid growth of visitors and daytime population from work-related and
commercial activities. The development of a new metro service is expected to increase
passenger numbers to as many as 21,000 per day. This number is three times higher than the
population of the Salaya sub-district and double the current daytime population.

Economic uplifts and urban regeneration are associated with the area of transit station
premises (Lawless, 1999; Lawless & Dabinett, 1995; Mejia-Dorantes & Lucas, 2014; Topalovic
et al., 2008). This feature refers to the concept of transit-oriented development (TOD)
introduced by Calthorpe (1993) that encourages a high-density urban form around the transit
station that improves the social and economic benefits and the city environment. To apply a
TOD approach to station premises that have previously been developed often needs an urban
regeneration process that requires collaboration between public and private sectors (Cervero,
1994; Global Platform for Sustainable Cities & World Bank, 2018; Harata, 2009; Thomas et al.,
2018)

Urban regeneration is a development concept that aims to improve an area’s physical
structure, social structure, and economics to solve economic and social decline problems and
end environmental degradation (Moore-Cherry & Vinci, 2012). Urban regeneration is
associated with renewable urban policies that address the multiple dimensions of locality
issues (de Magalhaes, 2015). In line with Amirtahmasebi et al. (2016), the urban regeneration
processes include scope, planning, financing, and implementation. These processes require
local participation to deliver a project effectively. Several urban regeneration projects have
emphasized community-led regeneration practices due to the positive impacts on
conservation policies, raising community awareness and strengthening social skills and
capital, and empowering the local stakeholders, who are the key drivers of the regeneration
implementation (Bailey, 2010; Pourzakarya & Bahramjerdi, 2021).

This study investigates the willingness of key stakeholder groups to collaborate. These
include municipalities, railway operators, and real estate investors in transit-oriented
development (TOD) through joint development with local businesses. We used scenarios as a
tool for participatory planning to help identify future applications (Bertella et al., 2021;
Nygrén, 2019). To investigate this matter, research questions were formulated such as “What
kind of TOD joint development program is perceived by the local businesses in railway station
premises?” and “What tend to be agreements of urban regeneration collaborations between
local businesses and the key stakeholders?” Collaboration aspects for manipulating the
impact of the new metro station development and the change in urban form and local
socioeconomics were developed by local entrepreneurs and expressed through collaboration
scenarios. Key stakeholders were asked to evaluate each collaboration program. The objective
was to identify the attitudes of local businesses and key stakeholders on joint programs
affecting infrastructure development and support local businesses in planning urban
regeneration in the Salaya sub-district.
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Literature review

Transit-oriented development (TOD) is an urban development concept that encourages
development within the service area of a transit station. As seen, TOD promotes a compact
urban form, mixed-use, non-motorized friendly environment within the transit station
premises to avoid urban sprawl. This would cause overuse of energy consumption and
overcontrol of urban management (Suzuki et al., 2013). To implement a TOD in an already
developed area, urban regeneration is commonly applied to provide a TOD-like land use
planning and to solve existing urban space problems such as housing and infrastructure
degradation (Thomas et al., 2018).

Collaboration on urban regeneration is a fundamental factor in achieving development
participation which could result in overall satisfaction and reduced conflict in any part of the
urban development. The community plays a vital role in the public sphere improvement to
make it more efficient, effective, and economic (Etzioni, 1993; Ribeiro, 2008). Foley and Martin
(2000) stated that there is a common expectation about the partnership between the societal
and individual sides, and they both are willing to support community-led regeneration
partnerships. Both sides need an appropriate synergy of resources and policy for the
collaboration agreement (Hastings, 1996). The methodology outlined by Murtagh (1998), who
proposed a collaboration on urban regeneration methods, was set out in three hierarchical
levels. First, the macro level is to investigate the areas primarily concerned with establishing
a baseline of conditions in the city. Second, the policy level that analyzes the objective of
policies and makes an assessment in terms of effectiveness and efficiency. Third, the delivery
level includes a baseline survey of partnerships and examines their perspectives on local
problems, their expectations from policies, and the identification of the problems and success
factors. The delivery level will be achieved by producing the outcome and evaluating the
community impacts.

There are two spatial plans: strategic and project plans (Faludi, 2000). Ambiguity is a threat to
urban regeneration projects. It has often caused failure in achieving public policy goals (Evans
& Jones, 2008) since such policies cannot trigger processes with weak engagement among
partnerships, especially residents, landlords, and investors (Bonneville, 2005). The ambiguity
problem also extends to the process of partnership in urban regeneration, which causes
conflict and renegotiation (Hastings, 1996). To avoid ambiguities in implementation, the
methods should follow the project plan, which should be considered a blueprint (Brody &
Highfield, 2005; Brown et al., 2022).

An undesirable consequence of an urban regeneration program is urban gentrification
(Amirtahmasebi et al., 2022). The negative effects of gentrification are indicated as a change
in population migration, local business displacement, and unaffordable rent (Ferm, 2016). A
case study of a gentrification problem that occurred due to an urban regeneration program
was demonstrated by Lim et al. (2013). The significant impacts were that new businesses had
displaced existing industries, and the rent increased considerably due to the change in the
land price.

Japan is well known for collaboration on urban regeneration because it is a common method
for urban redevelopment around the transit station. A special organization, the Urban
Renaissance Agency (UR), is responsible for facilitating collaboration with all the stakeholders
in a planned area, such as local government, residents, and investors. Successful urban
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regenerations related to TOD delivered by UR were Futako-Tamagawa station in Tokyo
metropolis, Kashiwanoha-Campus station in Chiba prefecture, and the MM21 waterfront
development project in Yokohama city (Suzuki et al., 2015).

Within the dimension of urban regeneration perspectives research, Chin (2021), Foley and
Martin (2010), Rhodes and Murray (2007), and Metaxas (2010) identified the collaborative
decision-making process in urban regeneration. They found differences in the perceptions of
decisions to collaborate on urban regeneration programs depending on the participant’s role.
The participants from the societal side, such as the government, emphasized political, social,
and reputational factors. In contrast, those on the individual side, such as private firms,
focused on economic, organizational capacity, and reputational factors. Romero Bogoya
(2017) examined the possibilities and limitations of collaborative approaches in urban
regeneration. Following Rhodes and Murray (2007), the findings provide solutions for the
societal side as integrating public participation in urban regeneration offers an opportunity
for intervention at the area level through partial plans by which government can flexibly
modify the procedure, increasing the legal framework, to empower participation.

Individuals provide contributions of knowledge and capital to achieve the goals of
development. Both studies stated that there is a need for non-profit involvement in the urban
regeneration process to connect the societal and individual sides, using trust and neutrality to
facilitate the projects. Oafia (2009) suggested that a project should have “civic entrepreneurs”
to connect people and institutions to build economic and community relationships. Kim et al.
(2021) also found that more participation in the governance of urban regeneration could lead
to a more inclusive and sustainable urban regeneration program in South Korea. In addition,
such empowering of local communities is widely implemented in sustainable urban
regeneration in Singapore (Cho & Kriznik, 2017).

Apostolakis (2004) examined the collaboration on policy initiatives for urban regeneration by
identifying collaborative advantages in the selection of partners, partnership vision,
partnership organizational structure, and delivery of a partnership plan. Results suggested
that a multi-organizational partnership can proceed through the collaborative advantages to
achieve significant policy outcomes. This is also stated by Teng (2003), who showed that
collaborative advantage is vital for understanding strategic alliances due to stakeholder value
creation.

Carley et al. (2000) studied nine urban regions in England, Scotland, and Wales. They found
a key influence on the effectiveness of partnerships associated with broadening the
partnership base. Still, the challenges of community participation are also indicated as
achieving meaningful community involvement and drawing businesses into partnership. The
studies of Corrigan and Joyce (1997), Richardson and Hills (2000), and Lawless and Pearson
(2012) can be added to this to clarify the challenges of the societal side. They noticed that a
lack of public input caused poor public management. The quality movement of interaction
between government and society to ensure continuity of needs by working across boundaries
between organizations, and managing the relationship between both sides, could be a solution
to overcome poor public management and provide benefits to collaboration on urban
regeneration.
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Methodology

The research methodology was guided by Teng (2003) and Farinosi et al. (2019), who
emphasized the aspects of collaborative advantage and the characteristics of the alliance and
the partners. They then investigated the perceptions of the collaboration program raised by
local entrepreneurs.

Our methodology applied this public-private collaborative format in the framework of this
research by emphasizing stakeholders” roles and territorial decisions of the redevelopment
program. The methodology was divided into a two-step workshop to investigate common
interests in collaboration in an urban regeneration program. The first part of the methodology
was guided by Farinosi et al. (2019) using the flexible focus group technique, which combined
the one-on-one interview to extract awareness and foresight, and the classical focus group.
This method clarified the context of local entrepreneurship and the willingness to collaborate
to set up the baseline of TOD policy implications. The second part was the spatial decision
maker’s evaluation of the policies raised by the local entrepreneurs guided by Teng (2003).

The research methods of each part are explained as follows. The first part of the workshop
was conducted by a group interview with 20 local entrepreneurs within 1 kilometer of the
Salaya train station. This is considered the business district of the Salaya sub-district and is
the initial area for the transit-oriented development program, as shown on the map and
commercial information in Figure 1.

Figure 1: Salaya Business District and Initial TOD Area
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The first part of the workshop investigated local entrepreneurs’ attitudes towards urban
regeneration through collaboration with key stakeholders, such as real estate investors,
railway companies, and local government. Local businesses were asked to complete a SWOT
analysis of their businesses relevant to the change in the future urban form that would be
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affected by the development of a new railway station, then select the three most significant
factors from Strengths, Weaknesses, Opportunities, and Threats to discuss the future picture
of urban development. The local entrepreneurs were next asked to identify the collaborative
programs for each key stakeholder. Those programs were summarized into six topics of urban
regeneration collaboration as retail space sharing, collaboration on increasing accessibility to
the train station, collaboration on parking management, collaboration on co-developing local
products, collaboration on contributing social benefits, and collaboration on advertising local
businesses.

The second part of the workshop, conducted by individual interviews, included four real
estate developers, two railway companies, and officials from two local organizations. This
evaluation included community and non-community participants to compare the perceptions
of collaborations in the urban regeneration project according to the methods of Ball (2004). For
the railway companies and local organizations, we chose one from each category that was a
key stakeholder in the Salaya sub-district: The State Railway of Thailand (SRT) and the Salaya
Municipality. We included one other evaluator from each category with experience in urban
regeneration around the transit station: The Mass Rapid Transit Authority of Thailand
(MRTA) for the railway company and the Bangkok Metropolitan Administration (BMA) to
represent the local professional organization. We asked each key stakeholder to evaluate the
collaboration program scenarios raised by the local entrepreneurs on four levels, including

e More possible: company or organization could implement under current conditions
and would like to do so due to an opportunity for synergy profit.

e Possible: company or organization could implement under current conditions if
subsidized, but does not make any synergy profit.

e Less possible: company or organization could not implement under current
conditions due to a conflict with company or organization policy, but possible if
subsidized.

¢ Impossible: company or organization was unwilling to collaborate due to a strong
conflict with company or organization benefits.

Note that zero value was indicated if there was no decision against each evaluation aspect.

Results

The TOD joint development programs perceived by the local businesses in railway station
premises were retrieved from the brainstorming of 20 participants in the first part of the
workshop. The collaborative programs raised and scored by the participants were classified
into six aspects. The issue in each element was different depending on the role of the real
estate developer, railway company, or local municipality.

The summary of collaborative elements can be defined as follows. For the first aspect, retail
space sharing, the local businesses aimed for the privilege of renting from the real estate
developers and the railway company. The privilege was limited to department stores or new
large-scale retail facilities to synergize the retail development by representing the localness in
the commercial node within the TOD area. The retail space collaboration with the
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municipality was defined as a facilitation of the commercial zoning code in a comprehensive
urban plan for encouraging the development of the commercial center of the Salaya sub-
district.

The second aspect was the collaboration on increasing accessibility to the train station. The
local businesses aimed for every key stakeholder in the TOD area to continue the development
of the walkway facility between the station and attractions, including commercial activities
within the TOD area to help increase walkability in the TOD area. The feeder transport
provision was also a proposal for the urban regeneration program regarding new local transit
services and the adequate provision of transit stops.

The third aspect was the collaboration on parking management. The local businesses asked
the key stakeholders to initiate a parking building in the TOD area to help manage the traffic.
The provincial government was asked to be stricter about roadside parking which causes
significant traffic congestion in the Salaya sub-district commercial area.

The fourth aspect was collaboration on co-developing the local products. All key stakeholders
were asked to co-invest and develop new local products with local businesses to present the
area’s uniqueness.

The fifth aspect was the collaboration in contributing to social benefits. In this aspect, the local
businesses asked the real estate developers to collaborate on reducing inequality in trade to
prevent business gentrification. The railway company and municipality were asked to
collaborate on contributing a green and open space within the TOD area. The municipality
was also expected to prioritize the local businesses in the urban redevelopment plan.

The last aspect was the collaboration in advertising local businesses. The key stakeholders
were asked to collaborate on helping advertise the local businesses using their advertising
media and channels.

Key stakeholder willingness to collaborative programs was given in three evaluations
regarding the role of the stakeholder. Each collaborative program contained a slightly
different context depending on the role of the stakeholder involved in the topic of the
collaboration on TOD urban regeneration raised by local entrepreneurs. The evaluation was
based on four levels of possibility that revealed different attitudes on collaboration,
considering both positive and negative impacts of the program.

Real estate developers’ evaluation

The real estate developers’ evaluation results are shown in Figure 2, and the explanation of
the collaborative program is shown in Table 1. The aspect with a positive attitude from the
developers was advertising for local businesses. All developers positively encouraged this
program and stated that the company had a policy to help promote the local businesses near
the property to make the district attractive. Next was the collaboration on increased
accessibility to the train station, especially improving and continuing sidewalks and investing
in a pedestrian bridge. These are required for commercial property development to ensure
customers have convenient access to the property. Developers were willing to collaborate
with local entrepreneurs and other stakeholders to help improve the accessibility around the
district and for good connections to the train station, which was also considered a potential
mode of access.
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Real estate developers had a positive attitude toward sharing retail space with strong negative
opinions on rental discounts due to the conflict with the company’s leading source of income.
However, they were positive about offering the privilege of renting from a local business. All
real estate developers interviewed in this study stated that the local businesses could benefit
from project development outside the capital city. The niche products from local
entrepreneurs in each area were attractive to retail visitors and were often used in marketing
plans in several locations outside Bangkok. Co-development of the local products and
contributing social benefits depends on each company’s policy and the corporate social
responsibility (CSR) program the company was running. The attitude on these aspects was
divided into strongly agree and strongly disagree. Although parking management was one
of the concerns of real estate developers interested in improvement, two factors affected the
opinion. One was that the company thought they would take care of parking only within their
property because it was hard to collaborate with other stakeholders and the limitation on
parking requirement regulations related to retail space development.

Figure 2: Real Estate Developers’ Evaluations
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Table 1: Aspect and Program of Real Estate Developers” Evaluation

Aspect Aspect Code Program
1 Rental discount
Retail space sharing ’ Privilege of renting from local
businesses
1 Feeder transport
Accessibility to train station 2 Improve and continue sidewalk
3 Investing in pedestrian bridge
Parking management 1 Investing in parking
Co-develop the local products 1 1C o-investing and  developing new
ocal products
Contributing social benefits 1 Reduce inequality in trade
Advertise the local businesses 1 Advertise the local businesses
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Railway companies’ evaluation

The railway companies’ evaluation results are shown in Figure 3, and the explanation of the
collaborative program is indicated in Table 2. The evaluation of railway companies stayed on
the positive side. The railway companies were willing to collaborate with local entrepreneurs
to carry out urban regeneration, which would benefit the railway business as public
transportation. The railway companies” evaluations indicated only a minor concern which
could make it possible to proceed by subsidizing from the government in terms of monetary
subsidies and regulation support. For retail space sharing, the concerns were indicated
differently. The State Railway of Thailand does not operate the station itself and will have a
concessionaire run it. Therefore, marketing decisions will be with the concessionaire. The
MRTA operates the retail space in the stations within the capital city, so the local businesses
are the usual tenant. Therefore, there is no need to grant any privileges to local businesses.

The concerns for collaborating on improving the accessibility to the train station were also
stated in the different perspectives between the SRT and the MRTA. By law, the SRT must
provide a pedestrian bridge (if needed) and continued sidewalks that connect to the station.
Still, their willingness to contribute was low as the maintenance costs of public access facilities
affect the company budget. The MRTA, on the other hand, was willing to provide accessible
facilities. Still, there was a possibility that those facilities could conflict with local businesses
around the station because passengers prefer to walk on an elevated walkway and would not
visit a local business. Both companies have current programs for collaboration on parking
management and co-development of local products and are willing to work with local
entrepreneurs.

In addition, only the SRT had a conflict with contributing social benefits and advertising the
local businesses. The SRT only complies with open space requirements stated by law due to
the portion of open space affected by investors’” decisions during the concession period. To
help advertise local businesses, the SRT needs to consider the volume of passengers at a
particular station before deciding on this collaboration program.

Figure 3: Railway Companies’ Evaluation
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Table 2: Aspect and Program of Railway Companies” Evaluation

Aspect Aspect Code Program
Retail space sharing 1 Eri\fﬂege of renting from local
usinesses
1 Investing in pedestrian bridge and
continuing sidewalk
Accessibility to train station 2 Investing in transit stop in proximity
3 Investing in  wayfinding in
proximity
Parking management 1 Investing in parking
Co-develop the local products 1 Co-investing and developing a new

local product

Provide adequate green and open
space

Provide space in the station for
advertising the local businesses

Contributing social benefits 1

Advertise the local businesses 1

Municipality evaluation

Municipalities interviewed in this study were willing to collaborate on retail space sharing,
co-developing local products, contributing social benefits, and help with advertising the local
businesses according to the obligations of local government as well as the city plan and vision
to empower local businesses as the evaluation results are shown in Figure 4. The explanation
of the collaborative program is indicated in Table 3. There were concerns and conflicts over
the collaboration on physical infrastructure improvements due to the jurisdiction of the
infrastructure. For example, some parts of roads or streets are maintained by the Department
of Highways and some by the Department of Rural Roads.

The Bangkok government has not authorized any decisions on the routes of feeder transport.
Still, a sub-contractor belonging to the Bangkok government can invest in public transport
and public infrastructure in the role of a private company. Nevertheless, making a co-
investment with a private company is prohibited for the sub-contractor, which causes an
impossible situation for collaboration on the parking management option. Another conflict
associated with the budget allocation is that the funds will not provide enough for
maintenance if new infrastructure is built. The budget concerns can be solved more efficiently
using subsidies or SCR projects supported by private companies.
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Figure 4: Municipalities” Evaluation
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Table 3: Aspect and Program of Municipalities” Evaluation

Aspect Aspect Code Program

Zoning use of commercial promotion
around the train station

Investing in feeder transport

Improve and continue sidewalk
Keeping the area clean and providing
garbage disposal points

Provide adequate lighting

Investing in parking near commercial
zone

Stricter roadside parking control
Co-invest and develop new local
products

Promote  and  prioritize  local
businesses

Provide adequate green and open
space

Adpvertise the local businesses 1 Adpvertise local businesses

Retail space sharing 1

Accessibility to train station

Parking management

m N R R W N R

Co-develop the local products

Contributing social benefits

Conclusions and discussions

The collaboration scenarios evaluated by the key stakeholders indicate the different attitudes
on collaborative urban regeneration programs according to the role of each stakeholder. Local
entrepreneurs are seeking opportunities to adapt their core businesses to the future changes
in the area’s visitor density and the change in visitor type. This association would be more
varied and tend to show an increase in tourist groups. Results from the first part of the
workshop divided the collaborative programs into economic and physical factors, which are
associated with the findings of Murtagh (1998). Economic factors are associated with
adaptation in business and marketing plans, such as the collaboration on developing new
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local products and increasing visibility of the local businesses to attract more visitors and
improve the quality of local products. Physical factors are associated with infrastructure
development that extends from the new railway station redevelopment and potentially helps
improve mobility in the area and the efficiency improvements of existing public
infrastructure.

There are differences in the collaboration details that local entrepreneurs raised for each key
stakeholder within the same program. In sharing retail spaces, local entrepreneurs expected
real estate developers to offer them a retail space with a discount while expecting just a
privilege in the rental area from railway companies and municipalities. In accessibility
improvement, local entrepreneurs did not expect the railway company to invest in feeder
transport, unlike in other countries such as Japan (Shoji, 2001). A railway company in Japan
also operated feeder transport to connect the railway station with other places in the city as
part of the diversification of business. Furthermore, local entrepreneurs also expected the
municipality to improve cleaning and lighting, which is already a compulsory task for a
municipality. Surprisingly, the lighting matter did not receive a positive attitude on
improvement or even collaboration to improve.

In parking management, local entrepreneurs requested the municipality to be stricter on
roadside parking to help improve traffic in the area. In social benefit contributions, local
entrepreneurs expected real estate developers to collaborate with local businesses to avoid
inequity in trade in the area. Evaluation results indicated that half of the evaluators gave a
strongly negative opinion of this program. In addition, local entrepreneurs expect the railway
company and municipality to help contribute public and green spaces for the social
contribution, which is quite favorable for the implementation.

According to the evaluation results, there is a common aspect for future collaboration in
marketing strategies such as advertising and representing localness. Local entrepreneurs and
key stakeholders mostly agreed on this program. Disagreement on collaborative urban
regeneration depends more on the role of the company or organization. We found that real
estate investors have more diverse attitudes toward collaboration with local entrepreneurs
depending on the focal point of the company’s CSR program. Some companies have a
mandate on the topic of their CSR program and are not flexible to change, which affects
decisions for collaboration in urban regeneration even though they saw opportunities from
the collaboration. At the same time, the railway companies and municipalities have a
homogenous attitude on cooperation with local entrepreneurs in urban regeneration
programs due to the similar nature of their organizations that are mainly not involved in the
investment part. That made it easier for them to join the program by providing in-kind
encouragement.

The real estate developer’s mandate also extended to the contribution of physical
infrastructure. They are willing to contribute within the boundaries of the company’s land.
Companies will comply with the building laws and regulations, which already include an
accessibility encouragement for the surrounding area. The contribution is limited to the
minimum requirement as an investment cost and expected returns are the focus of their
investment. For these reasons, companies are willing to collaborate by contributing within the
boundaries of their land. Still, they are unwilling to co-create with other stakeholders to avoid
conflicts and uncontrollable factors that might occur from the regeneration programs.

For the urban regeneration program around the transit station, the experienced railway
company indicated less concern and more willingness to collaborate with local entrepreneurs
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to physically redevelop the area to be ready for the new railway service. However, the less
experienced railway company has some concerns about collaborating, especially in sharing
retail space, social contribution, and advertising the local businesses, due to an unclear
comprehensive project plan for railway business development that did not integrate with the
non-rail business.

The different attitude between the two municipalities in this study concerns the aspects of
retail sharing, feeder system investment, and parking management. The experienced
municipality, BMA, identified more negative impacts caused by these collaboration
programs. Most of the concerns are about the legal limitations preventing the local
municipality from co-investing with private companies even though public infrastructure is
needed for the regeneration program. Another concern is the jurisdiction over the public
infrastructure, as some parts are maintained by organizations such as the Department of
Highways and the Department of Rural Roads. The owner of public infrastructure holds
absolute control over the design and function of the infrastructure; therefore, the local
municipality does not have the right to change it to fulfill local demands based on the urban
regeneration program.

IRB Approval

This research protocol was approved by the Mahidol University Central Institutional Review
Board (COE No. MU-CIRB 2020/ 087.1607).

Acknowledgments

This work was supported by the Program Management Unit on Area Based Development
(PMU A) [grant number A13F630055].

References

Amirtahmasebi, R., Orloff, M., & Wahba, S. (2022). Managing the potential undesirable impacts of urban
regeneration: Gentrification and loss of social capital. The World Bank. https://urban-
regeneration.worldbank.org/node/45

Amirtahmasebi, R., Orloff, M., Wahba, S., & Altman, A. (2016). Regenerating urban land: A Practitioner's
guide to leveraging private investment. The World Bank.
https:/ / openknowledge.worldbank.org/handle/10986 /24377

Apostolakis, C. (2004). Citywide and local strategic partnerships in urban regeneration: Can
collaboration take things forward? Politics, 24(2), 103-112. https:/ /doi.org/10.1111/j.1467-
9256.2004.00211.x

Bailey, N. (2010). Understanding community empowerment in urban regeneration and planning in
England: Putting policy and practice in context. Planning Practice & Research, 25(3), 317-332.
https://doi.org/10.1080/02697459.2010.503425

Ball, M. (2004). Co-operation with the community in property-led urban regeneration. Journal of
Property Research, 21(2), 119-142. https:/ / doi.org/10.1080/0959991042000328810

Bertella, G., Lupini, S., Rossi Romanelli, C., & Font, X. (2021). Workshop methodology design:
Innovation-oriented participatory processes for sustainability. Annals of Tourism Research, 89,
Article 103251. https:/ /doi.org/10.1016/j.annals.2021.103251

107



Collaboration on Urban Regeneration: Perspectives Towards Transit-Oriented Development Between
Local Entrepreneurs and Key Stakeholders in Salaya Sub-District, Thailand

Bonneville, M. (2005). The ambiguity of urban renewal in France: Between continuity and rupture.
Journal of Housing and the Built Environment, 20(3), 229-242. https:/ /doi.org/10.1007/s10901-
005-9012-7

Brody, S. D., & Highfield, W. E. (2005). Does planning work?: Testing the implementation of local
environmental planning in Florida. Journal of the American Planning Association, 71(2), 159-175.
https:/ /doi.org/10.1080/01944360508976690

Brown, G., Kyttd, M., & Reed, P. (2022). Using community surveys with participatory mapping to
monitor comprehensive plan implementation. Landscape and Urban Planning, 218, Article
104306. https:/ /doi.org/10.1016/j.landurbplan.2021.104306

Calthorpe, P. (1993). The next American metropolis: Ecology, community, and the American dream (1t ed.).
Princeton Architectural Press.

Carley, M., Chapman, M., Hastings, A., Kirk, K., & Young, R. (2000). Urban regeneration through
partnership: A study in nine urban regions in England, Scotland and Wales. The Policy Press.

Cervero, R. (1994). Rail transit and joint development: Land market impacts in Washington, D.C. and
Atlanta.  Journal ~ of  the  American  Planning  Association, 60(1),  83-94.
https:/ /doi.org/10.1080/01944369408975554

Chin, J. T. (2021). The shifting role of public-private partnerships in vacant property redevelopment.
Land Use Policy, 105, Article 105430. https://doi.org/10.1016/j.landusepol.2021.105430

Cho, L. S., & Kriznik, B. (2017). Community-based urban development: Evolving urban paradigms in Singapore
and Seoul. Springer.

Corrigan, P., & Joyce, P. (1997). Reconstructing public management. International Journal of Public Sector
Management, 10(6), 417-432. https:/ /doi.org/10.1108/09513559710190799

de Magalhdes, C. (2015). Urban Regeneration. InJ. D. Wright (Ed.), International Encyclopedia of the Social
& Behavioral Sciences (2" ed., pp. 919-925). https:/ /doi.org/10.1016/b978-0-08-097086-8.74031-
1

Etzioni, A. (1993). The spirit of community: Rights, responsibilities, and the communitarian agenda. Crown.

Evans, ]., & Jones, P. (2008). Rethinking sustainable urban regeneration: Ambiguity, creativity, and the
shared territory. Environment and Planning A: Economy and Space, 40(6), 1416-1434.
https://doi.org/10.1068/a39293

Faludi, A. (2000). The performance of spatial planning. Planning Practice and Research, 15(4), 299-318.
https://doi.org/10.1080/713691907

Farinosi, M., Fortunati, L., O’Sullivan, J., & Pagani, L. (2019). Enhancing classical methodological tools
to foster participatory dimensions in local urban planning. Cities, 88, 235-242.
https:/ /doi.org/10.1016/j.cities.2018.11.003

Ferm, J. (2016). Preventing the displacement of small businesses through commercial gentrification: are
affordable workspace policies the solution? Planning Practice & Research, 31(4), 402-419.
https:/ /doi.org/10.1080/02697459.2016.1198546

Foley, P., & Martin, S. (2000). Perceptions of community led regeneration: Community and central
government viewpoints. Regional Studies, 34(8), 783-787.
https://doi.org/10.1080/00343400050192874

Global Platform for Sustainable Cities, & World Bank. (2018). Transit-oriented development implementation
resources and tools (1st ed.). The World Bank.
https:/ / openknowledge.worldbank.org/handle/10986 /31121

Harata, N. (2009). Fundamentals of “Transportation-Oriented Urban Planning.” In M. Horita, & H.
Koizumi (Eds.), Innovations in collaborative urban regeneration (pp. 31-40). Springer.
https:/ /doi.org/10.1007 /978-4-431-99264-6_3

Hastings, A. (1996). Unravelling the process of “partnership” in urban regeneration policy. Urban
Studies, 33(2), 253-268. https:/ /doi.org/10.1080/00420989650011997

Kim, K., Kriznik, B., & Kamvasinou, K. (2021). Between the state and citizens: Changing governance of
intermediary organisations for inclusive and sustainable urban regeneration in Seoul. Land Use
Policy, 105, Article 105433. https://doi.org/10.1016/j.landusepol.2021.105433

Lawless, P. (1999). Transport investment and urban regeneration in a provincial city: Sheffield, 1992-
96. Environment and  Planning C: Government and  Policy, 17(2), 211-226.
https:/ /doi.org/10.1068/c170211

108



S. Siewwuttanagul et al.

Lawless, P., & Dabinett, G. (1995). Urban regeneration and transport investment: A research agenda.
Environment  and  Planning ~ A:  Economy  and  Space,  27(7),  1029-1048.
https:/ /doi.org/10.1068/a271029

Lawless, P., & Pearson, S. (2012). Outcomes from community engagement in urban regeneration:
Evidence from England’s New Deal for Communities Programme. Planning Theory & Practice,
13(4), 509-527. https:/ / doi.org/10.1080/14649357.2012.728003

Lim, H., Kim, J., Potter, C., & Bae, W. (2013). Urban regeneration and gentrification: Land use impacts
of the Cheonggye Stream Restoration Project on the Seoul’s central business district. Habitat
International, 39, 192-200. https:/ /doi.org/10.1016/j.habitatint.2012.12.004

Mejia-Dorantes, L., & Lucas, K. (2014). Public transport investment and local regeneration: A
comparison of London’s Jubilee Line Extension and the Madrid Metrosur. Transport Policy, 35,
241-252. https:/ /doi.org/10.1016/j.tranpol.2014.05.020

Metaxas, T. (2010). Local economic development and public-private partnerships in Greece: Some
empirical evidence from enterprises of the city of Larissa, Thessaly region. New Medit, 9(4), 48-
58. https:/ /newmedit.iamb.it/share/img_new_medit_articoli/322_48metaxas.pdf

Moore-Cherry, N., & Vinci, L. (2012). Urban regeneration and the economic crisis: Past development
and future challenges in Dublin, Ireland. Planum - The Journal of Urbanism, 25(2), 1-16.
http:/ /www.planum.net/ download/planum-no-25-vol-2-2012-moore-cherry-vinci-urban-
regeneration-and-the-economic-crisis

Murtagh, B. (1998). Evaluating the community impacts of urban policy. Planning Practice & Research,
13(2), 129-138. https:/ / doi.org/10.1080/02697459816148

Nygrén, N. A. (2019). Scenario workshops as a tool for participatory planning in a case of lake
management. Futures, 107, 29-44. https:/ /doi.org/10.1016/j.futures.2018.10.004

Oafia, ]. R. (2009). The planned unit development approach in the new land use plan of Manila:
Facilitating community-based governance in sustainable urban regeneration. In M. Horita, &
H. Koizumi (Eds.), Innovations in collaborative urban regeneration (pp. 85-109). Springer.
https:/ /doi.org/10.1007 /978-4-431-99264-6_7

Pourzakarya, M., & Bahramjerdi, S. F. N. (2021). Community-led regeneration practice in Ghalam
Gudeh District, Bandar Anzali, Iran: A participatory action research (PAR) Project. Land Use
Policy, 105, Article 105416. https:/ /doi.org/10.1016/j.landusepol.2021.105416

Rhodes, M. L., & Murray, J. (2007). Collaborative decision making in urban regeneration: A complex
adaptive systems perspective. International Public Management Journal, 10(1), 79-101.
https:/ /doi.org/10.1080/10967490601185740

Ribeiro, F. L. (2008). Urban regeneration economics: The case of Lisbon’s old downtown. International
Journal of Strategic Property Management, 12(3), 203-213. https://doi.org/10.3846/1648-
715x.2008.12.203-213

Richardson, L., & Hills, J. (Eds.). (2000, December). View of the National Strategy for Neighbourhood
Renewal (CASE Report 11). ESRC Research Centre for Analysis of Social Exclusion (CASE).
http:/ /eprints.Ise.ac.uk/5573/1/View_of_the_national_strategy.pdf

Romero Bogoya, ]J. (2017). Towards collaborative approaches in urban regeneration: A case study in the Latin
American context [Published master’s thesis, Delft University of Technology]. TU Delft
Repository. http:/ /resolver.tudelft.nl/uuid:6b93754c-d28a-486a-8411-cfedcd0d212c

Shoji, K. (2001). Lessons from Japanese experiences of roles of public and private sectors in urban
transport. Japan Railway & Transport Review 29, 12-18.
https:/ /www.ejrcf.or.jp/jrtr/jrtr29/pdf/£12_sho.pdf

Suzuki, H., Cervero, R., & Iuchi, K. (2013). Transforming cities with transit: Transit and land-use integration
for sustainable urban development. The World Bank. https://doi.org/10.1596/978-0-8213-9745-9

Suzuki, H., Murakami, ]., Hong, Y. H., & Tamayose, B. (2015). Financing transit-oriented development with
land values: Adapting land wvalue capture in developing countries. The World Bank.
https:/ / openknowledge.worldbank.org/handle/10986/21286

Teng, B. S. (2003). Collaborative advantage of strategic alliances: Value creation in the value net. Journal
of General Management, 29(2), 1-22. https:/ /doi.org/10.1177/030630700302900201

Thomas, R., Pojani, D., Lenferink, S., Bertolini, L., Stead, D., & van der Krabben, E. (2018). Is transit-
oriented development (TOD) an internationally transferable policy concept? Regional Studies,
52(9), 1201-1213. https:/ /doi.org/10.1080/00343404.2018.1428740

109



Collaboration on Urban Regeneration: Perspectives Towards Transit-Oriented Development Between
Local Entrepreneurs and Key Stakeholders in Salaya Sub-District, Thailand

Topalovic, P., Tobey, D., & Lotimer, L. (2008, December). Community Impact & Economic Analysis of Light
Rail Transit. Rapid Transit Office, City of Hamilton.

110



