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Foreword

The Spatial Vision Group NWE has launched a serfdbree studies aiming at revising the
Spatial Vision of NWE and at proposing cooperatativities within NWE for the post-2006
programme period in the context of the Objectivad the new structural policies.

The Study N°2 “Parity of access to infrastructural &knowledge” was asked to provide
answers to the following questions:

1. What are the key transnational issatestake under the theme considered?

2. What is the degree of knowledge of these isbydsey players in the field (local, regional
and national authorities, EU, relevant sector adbtrations, civil society, private sector)?
What are their views on the future of transnatiossilies at stake?

3. What is the degree of coverage of these issyeexisting planning documents and
strategies developed by the above key players?

4. To what extent have these issues been apprelgreddressed to date by various forms of
co-operation (cross-border and transnational ptejeend programmes)? How do the
positioning and thematic overlaps of different INNREG areas affect the process? If co-
operation schemes failed to tackle these issuasfaaorily, by what factors can this be

explained?

5. What related strategic objectives should beumetl in a future NWE territorial co
operation programme, taking into account the netyess accommodate the EU Lisbon and
Goteborg agendas?

6. Which cross-border and transnational projeatsybich part of NWE (cities, sub-areas) or
possibly outside the NWE area, are the most likelgontribute to these strategic objectives?
Which cooperating partners should be involved?

7. What could be the social, economic and envirartedémpacts of such projects?

8. What related baseline information, indicatorsl dargets can be used to monitor the
achievements of a future NWE territorial co-openagprogramme?

The working process comprised the delivery ofst interim report in December 2004. After
complementary information was requested by the i&p¥ision Group at its meeting of
January 1% in London, a complement to the Interim report wavered in February 2005.
A series of national workshops were organised (@mis? Dublin, London, The Hague,
Brussels and Bonn; several bilateral interviews ewarganised in Switzerland and
Luxemburg) to meet key stakeholders and investigatie them the key transnational issues
and possible cooperation projects to be launchethéncontext of the next transnational
programme for NWE. A division of tasks had to bedmaetween Study 2 and Study 1
(Polycentricity) regarding the issue of the knowjedsociety. It was agreed that Study 2
would concentrate on telecommunication networks@tudly 1 on the applications. The Draft
Final Report was presented in Bonn to the Spatialod Group on the 23 of May and
discussed.



The present Final Report is based on the anabfsa extensive list of scientific analyses
and forecasts and of policy documents as well atheroutcome of the various workshops
and interviews. It takes account of the observatiand proposals formulated by the Spatial
Vision Group at the Bonn meeting.

The present Study N°2 was prepared by J. Robersyhg Strasbourg; coordination), Dr. T.
Stumm (Eureconsult; Luxemburg) and Prof. R. VickennfCERTE University of Kent).



Executive summary, conclusions and recommendations
1. Future cooperation in NWE will take place in a banging context

A context of relative continuity has been prevajlisince 1997, when the Interreg IIC
Programme NWMA started. The basic assumptions djdctives of the Interreg IlIB
Programme NWE did not fundamentally depart fronséhof the previous programme.

A number of signs indicate that the present conéd even more the context which will
prevail during the coming decade will quite sigrafintly differ from that of the present
decade. The Conference of Ministers responsibletdottorial development which met in
November 2004 in Rotterdam took notice of thatsTdoes not necessarily mean that a series
of strategic factors are abruptly changing ovehni¢f may however imply that a number of
progressive changes will have stronger territargllications in the years to come than they
had in the past. It is also quite likely that trergeption that planners, decision-makers and
stakeholders have of these changes will have a stoagegic character and will therefore
influence more strongly their behaviours and deoisi

While it has been well known for a long time thatr&ean demography is moving towards
population ageing, this issue has now become aatemte in the socio-economic as well as
in the political debate and this will necessamiyensify in future. In this respect, the coming
decade will be characterised by the retirement fpofessional activities of the so-called
“baby-boomers” who were born in the years followWWyVII. In addition to the well-known
debate on pensions and social security, other itapaitl be significant in terms of territorial
evolution such as the increasing competition betwEeropean regions to attract young and
gualified manpower. A number of factors will plag anportant part in this respect, among
which the quality of life, the accessibility andetrendowment with various types of
infrastructures and services, including HST, br@amtbnetworks etc. Another aspect will be
increased migration of retired people from citiewards attractive rural areas. The mobility
of retired people is not insignificant, both inrtex of short and long-distance trips, but has
quite specific characteristics. Ensuring mobiliyrural areas, for instance, will require rather
innovative solutions.

In the economic sphere, the globalisation procesaking new dimensions and a new speed
with the emergence of several large-scale economidbe world context (China, India,
Brazil etc.), capable of strong industrial and teslbgical development. Pressure on NWE for
strengthening global European competitiveness atvazale will be more intense. The need
to move more rapidly towards a knowledge-based @ognwill become more pressing and
this will have numerous implications in terms ofopog and networking more resources
together (innovation capacity, R&D, high-level edtion, cultural productions etc.). High-
level accessibility is an essential factor in tteéspect. Less competitive regions in NWE, in
turn, may significantly suffer from growing econaninterdependence and this is likely to
generate greater regional disparities. It is tloreefessential to promote and develop the
territorial potential of these regions. As a numb&them are rural and/or peripheral, their
accessibility remains an important issue, both lisodute and relative terms. The move
towards a more knowledge-based economy will alsseroate changes in the nature of
transport flows. The share of heavy bulk commosliia@d heavy industrial products should
continue to decrease and be replaced by a largee sl lighter products with greater added
value and technological content. The transport asgtsy of NWE will not, however, be
significantly de-congested through this evolutibacause of significant transit functions and



the presence of main ports in NWE. The recent Bdrgeament and the forthcoming ones are
adding pressure on transport systems within NWE.

As far as the transport function itself is concelre strategic exogenous factor is involved in
a process of significant change: the price of endrgore specifically of oil products) is
growing strongly and the process is likely to bagdasting in a context of increasing
imbalance between supply and demand at world skabeddition to this increasing disparity,
a process of oil production peaking at world scalirecast by experts to happen after 2010,
so that road and air transport could be signifigaaifected.

2. Continuity and changes in NWE transport issues

Transport functions are very significant in the mmmy and territorial organisation of NWE
and this will remain also in the future. NWE hasvery dense motorway network, an
impressive concentration of major seaports, thetrdeseloped HST network in the world,
the largest airport hubs in Europe and a strongtiposin logistics. The more peripheral
regions of NWE are however in a different positieith a much lower level of accessibility
and of infrastructure endowment.

The present situation of transport systems in NW& their evolution during the past decade
show steady increase of transport flows with grgwiraffic congestion, especially in the
central part of NWE. The most rapidly increasirgngport modes are air and road transport,
precisely those which are the least sustainableuAexpected situation has developed with
the emergence of low-cost companies which enall@éramsport to compete successfully
against railway and road transport of passengersntia-European connections. Policy
measures advocated since the early 1990s in fawfumodal shift towards more
environmentally-friendly transport modes cannotcbesidered as really successful, even if
rail transport has progressed in specific segm&nth as HST for passenger transport and a
limited development of container shuttles on specdorridors, in the case of freight
transport. The least successful part of policiethésdevelopment of the “motorways of the
sea” which have not effectively emerged with a fexeeptions. The strong and continuous
growth of container traffic in ports results fronroging intercontinental exchanges
(globalisation) and not from intra-European exclemgThe orientation of major flows is
presently more diversified than it was 10 years, agth the growing importance of East-
West flows in addition to the traditional North-Sownes.

Available transport forecasts carried out at EUlesgdEN-STAC Study; October 2004)
indicate significant growth of traffic flows on neajcorridors of NWE for the period up to
2020, in particular in the field of road transpdrhis would add to present congestion in the
most sensitive areas (hinterland connections ofomajports, metropolitan regions and
corridors connecting them, major corridors conmectlWE to other European areas such as
southern Europe and central and Eastern Europegr@ade very difficult situations, both in
terms of transport efficiency and of deterioratairthe environment and quality of life. The
above-mentioned forecasts do not integrate, howeher probable significant increase in
energy price (mainly oil products) which could havsetrongly limiting impact on the growth
of traffic flows, in particular in the field of rak motorway and short-distance air traffic. In
any case, both growing transport demand and inicrg@ad price call for strengthened modal
shift from the road and short-distance air transpowards railways, waterways, maritime
transport and various forms of public transporte Timplementation of the Kyoto Agreement
will act in the same direction.



Changes are also affecting the transport policgreparticular at national level. While a few
years ago the general priority was put on enviramalesustainability and the role of
transportation for economic development was mestlospecially in relation with the
development problems of the more peripheral regiohsNWE, the issue of economic
development in relation to transportation has newome a general priority, even in the most
developed parts of NWE, with the same significaaseenvironmental sustainability. This
reflects the fact that globalisation of the econdmg general challenge for all countries and
regions in Europe. Another emerging issue is tHabmimisation of the use of existing
networks and of maintenance of these networks.@nohe hand, the capacity of existing
networks is not fully and rationally exploited. Waus measures, such as pricing policies or
better traffic management could lead to higher fitrakfficiency without significant
investments. On the other hand, maintenance ofiegisetworks had often been neglected in
the past years and even decades, while finandiatt®fwere mainly concentrated on the
development of new infrastructures (motorways, Hif&s etc.). The maintenance of existing
networks is now becoming a priority in practicadly countries of NWE and will absorb in
the coming decade a substantial amount of finamegdurces which will not be available — in
the present context of scarce public resourceg th®realisation of new investments. This
means that new investments will increasingly hawebe financed through alternative
procedures such as public-private partnerships.

Safety and security in transportation have alsootyec an increasing priority in public
policies. They comprise safety against all kinda@fidents and casualties as well as security
against criminality in public transportation andaamgt terrorism. Another important problem
in this context is the transportation of hazardgesds, the control of which has to be
strengthened. Increasing security and safety imdlsnhas also become an important topic
after a number of tragic casualties took placesaent years.

At EU level, the re-launching of the Lisbon Strateg March 2005 has also various impacts
for transportation. The Lisbon Action Plan prepabgdhe Commission (2005) insists on the
completion of TENs and the achievement of crossiuointerconnections.

In accordance with the provisions of the EU Tramsgdeolicy, road pricing is being
progressively introduced or seriously envisagedorting to countries. The impact of the
German road pricing system, introduced in Janu&®@52on neighbouring border regions
shows that road pricing measures require effidi@mtsnational coordination.

Public policies have also been promoting the deuraknt of Intelligent Transport Systems.
The objectives are manifold: better regulationraffic and reduction of congestion, increase
of transport security, more efficient use of thésemg capacity of infrastructures, facilitation
of public transportation etc. The number of appiaas has been substantially increasing, but
most of them have a local/regional character aadstrational activities in this field are still
modest. The Lisbon Action Plan insists on the dgwelent of ITS, in particular in relation to
transport security.



3. High-capacity telecommunication infrastructure & driven by strongly growing
demand

Just one decade after the emergence of Internet msjor event in the development of
communication, demand for advanced and high-spedetammunication services has
generalised throughout Europe.

ICT infrastructure is the real backbone of the klenlge based economy and is therefore of
strategic importance for economic growth and coitipehess. Considering that the
implementation of the Lisbon Strategy since 2006 mat been as successful as expected and
that significant growth rate differentials existWween Europe and other large countries in the
world (USA, China), additional efforts should be deao enable the access of all European
regions to high-standard ICT infrastructure.

The development of telecommunication infrastructigelargely privatised and therefore
market-driven. Available investigations (ESPON keicdicate that significant disparities still
exist among European regions, in particular asafibroadband networks are concerned.
However, it is often difficult to monitor this effévely as the situation is changing so rapidly
and many regions which appeared to be badly séwedo three years ago are now amongst
the leading regions. Nevertheless, the risk of dewing digital divide with significant
territorial, economic and social implications iglrealso in NWE. This results from the fact
that market-driven infrastructure deployment ndtyriends to focus on areas with sufficient
demand potentials and thus good perspectives &bitjpnaking. Especially in those territories
that are sparsely populated or where the distartoa the nodal points of networks to the
final users is too wide, the risk of under-suppiytérms of infrastructure is therefore high.
Pro-active demand stimulation may contribute to phegress of ICT infrastructure in less-
favoured areas.

The digital divide among a number of EU regionsNBVE contrasts with the situation
prevailing in Switzerland, the UK, Ireland, Belgiutand the Netherlands which occupy in this
respect a leading position. While in most countradsNWE the development of ICT
infrastructure is left to the market, a public imitlve has recently been taken in France to
allow regional and local authorities to engage iptlic-private partnerships aiming at
ensuring minimum standards of broadband and molpleone infrastructures in
rural/peripheral areas.

4. Diversified, bottom-up oriented, but weakly straegic transnational cooperation

Transnational cooperation in spatial developmemiWE started in 1997 with the Interreg

[IC NWMA Programme. During the past 8 years, nurmsroooperation projects were carried
out. The transport sector was in general less fa@ebthan others and practically no project
addressed ICT infrastructure (in contrast with nroue projects focussing on ICT

applications). A large number of projects were digyed on urban, heritage and
environmental issues.

On the basis of the programme priorities definete(reg IIC and 11IB), cooperation projects
in transportation tackled a variety of issues, udaig HST, freight corridors, light rail
systems, green mobility, airports’ environment,iomas ICT applications (tele-working, e-
Health, e-Business etc.) and some ITS applicatighsaumber of these projects have



innovative character and most are very much botipnin nature. The strategic dimension
remained however up to now rather weak. This isvshioy a number of facts:

- strategic stakeholders were not systematicallolired in the cooperation process. As
assessment studies already observed, there hasipgemow no meeting of the responsible
(national and/or regional) ministers (spatial depebent, transport) or general directors of the
cooperation area. Consequently, no politically detied inventory of strategic issues or
orientations have so far been worked out and pilteatlisposal of project developers;

- a number of projects correspond to strategiceisqfreight transport, HST etc.), but they
have been largely worked out by bodies and patiyessvhich do not really have decision-
making powers.

Although various Interreg IIC projects have fountbbow-up under Interreg IIIB (HST, rail
freight, OPTIMUM, LIRA etc.), others had no folloup inside or outside Interreg. It seems
necessary to set up procedures aiming at a fuettpgoitation of completed projects.

5. ldentification of key transnational issues

The analysis of strategic documents and studiesianghrticular the various workshops
conducted, pointed out a number of key challengethe medium-term perspective of NWE.
The most strategic ones are listed hereafter acgprib the three categories: transport,
Intelligent Transport Systems and ICT infrastruetuviore details can be found in the report
itself.

Transport

Need of clarification of the prospective framewdok the transport sector in NWE as
a condition for efficient and fruitful cooperatiotrongly contradictory information is
presently available on the future long-term evolutbf the transport sector. On the
one hand, transport forecasts at EU level indit@atéNWE a very significant growth
of transport flows, in particular in the road and sectors. On the other hand, the
energy sector is characterised by substantial as@isable increase of energy prices
(in particular oil products), together with a pddsienergy scarcity in the long-range
which could severely affect the whole transport@eand in particular the road and
air sectors. More knowledge is necessary about#meework conditions under which
efficient and fruitful cooperation can be developedier the next programme.

Need to increase the performance and profitabitify long-distance intermodal
systems and services beyond NWE, in particular ast-BVest corridors. Trends show
that long-distance intermodal services to and fNMWiE have only weakly progressed
in recent years. In some areas, they have evemddclA number of obstacles remain
to be overcome. The most important ones are prableimteroperability of national
railway systems, the insufficient effective libesation in the railway transport sector
and the attitude of various national railway companincluding competition between
them and related protectionist attitudes, the awistail freight transport.

Need for better transnational coordination of rgaiting systems. The experience

shows that uncoordinated measures of road priceagl Ito cross-border traffic
diversion with negative impacts on neighbouringrtaes. The introduction of road
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pricing may also have negative impacts on the emgnaf the more peripheral regions
of NWE.

Need to improve the transport efficiency and sustaility of the corridors Ireland-

UK-continent. This issue is a complex one. It addes problems of

capacity/congestion on motorways and in portsntaroperability of railway systems,
of promotion of alternative ports (Ireland), of miane operators etc. It requires the
mobilisation at transnational level of a wide ranfstakeholders.

Need to reconsider the issues of the “motorwayth@fsea” and of coordinated ports’
expansion. The situation of maritime transport dather contradictory. On the one
hand, intercontinental container transport growttriven by the globalisation process
and leads to significant expansion programmes ofspan the northern range. This
may lead to overcapacity problems, considering thet that the progressive
introduction of mega container ships (>7500 TEUN waduce the number of calls
(2or 3 at maximum on the range), thus eliminatinghamber of ports from
intercontinental container traffic, at least on tast-West maritime routes. At the
same time, Intra-European maritime traffic is noigvessing (with the exception of
container feeder services (which are part of imtetioental transport chains). The
programme of “motorways of the sea” which was sggpoto reduce inland traffic
flows throughout the European continent has nontseecessful up to now. The issue
is therefore to promote intra-European maritimagport in such a way that it takes
advantage of the restructuring of intercontinertahsport. Port development will
remain an area of intense competition and weak exadipn. It could however be
conceived in terms of better coherence and compltarigy between intra-European
and intercontinental flows.

Issues related to the development of regional espanainly driven by low-cost
companies. The emergence of low-cost companiesiencontext of air transport
liberalisation has made possible the rapid devetypnof a number of regional
airports throughout NWE, largely in regions whicddHow air transport access. It has
therefore contributed to significantly increase thecessibility of the regions
concerned. It must however be considered thatypes of transport is not necessarily
sustainable. In regions where the related airpams not connected to public
transportation networks, significant flows of moetar traffic are generated (in a
number of cases also of cross-border and transit@ture). Secondly, a number of
air connections compete successfully against rgiltra@nsport, including HST, a fact
which makes the amortisation of heavy investmemtsiodern railway infrastructure
more difficult. Thirdly, the promotion of airportsy the airlines may not always
conform to the marketing desired by the airportsrtkelves, especially where these
could develop clear cross-border markets. Findliype perspective of steady increase
of oil products is verified, both low-cost air tiiafand the access of airports by private
cars could be affected. In this respect, a numbémv@stments being carried out in
and around the airport concerned should be cayefalsidered.

Issues related to public transport. In the contésustainable transport policies and of
the objective of increased accessibility, publ@&nsport is required to play a more
important part in future. In this respect, varioissues are important in the
transnational context of NWE. First, the progredstlee HST network, which
significantly increases the accessibility of citiafirectly serviced, is often
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accompanied by the reduction of services on ti@usdi railways, which negatively
affects the accessibilities of a number of othevnt®, sometimes in border areas.
Solutions have to be elaborated for counteracting riegative evolution, which may
partly consist in increasing the regional accebsilof the HST stations. It is worth
mentioning that this arises in part because the gress-border services are often run
by dedicated companies such as Thalys, Eurostarwvere themselves in competition
with the existing national rail companies.

Secondly, outside the HST network, a number ofcitefstill exist in transnational and

cross-border public transport connections. Obssactee of various nature:

infrastructure, interoperability and technical stards, national regulations,

insufficient transnationality of operators, absewnédransnational access to specific
national tariff rebates etc. A third category afues concerns public transport in rural
areas. With the increasing share of aged peopthese regions, demand for public
transport will increase but will also require inative solutions for reasons of
profitability. Because of the increasing importardehis issue in all NWE countries

and of the fact that a number of rural regions temasnational, this should also be
considered as a key transnational issue.

Intelligent Transport Systems

The involvement of Intelligent Transport System®wd contribute to the solution of a
number of important issues in NWE:

Increasing transport security in various fields:

- Maritime transport in the heavily trafficked marie areas of NWE;
- Road transport on the motorway networks;

- Public transport at various scales

- Air transport, the density of which is rapidlycheasing.

More efficient and inter-linked freight transpogtsgems and logistic chains with a
view to alleviate congestion and facilitate inteogal solutions.

Sustainable urban mobility in metropolitan aread aties of NWE, with a view to
improve traffic fluidity by a use of traffic managent systems and to strengthen the
efficiency and complementarity of various typegpublic transport systems.

Advanced telecommunication infrastructure

NWE is confronted with two major issues in the diedf advanced telecommunication
infrastructure which are the backbone of the infation society:

Better using of NWE's position as a global and Eldevgrowth centre for making a
substantial contribution to implement the Lisboragtgy. Concrete issues are those of
further stimulating the deployment/take up of IG®rder to promote larger volumes
of knowledge-based activities.
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Overcoming the already existing digital divide inatare ICT technologies and
leading-edge technologies and preventing an engrdigital divide in the field of
new high-speed connectivity. The objective showddtd enable the development of
knowledge-based activities also in the less-favdyrarts of the cooperation area, a
number of them having also a transnational characte

6. Degree of coverage of the key transnational isssi by existing planning documents and
strategies developed by key players

The degree of coverage of the above-mentionedriegational issues by existing planning
documents varies widely among issues and also angongtries. A number of general
statements can however be formulated which doxmude the existence of exceptions:

In the field of transportation, the existence ahsnational interdependence and interactions is
widely perceived and reflected in the planning doeats with three specific focuses which
do not exclude each others: dependence upon trigosalalinks to overcome peripherality
(mainly Ireland and parts of UK), transnationalfiitaas an essential element of economic
strategies (mainly the Netherlands and Belgiumandit traffic as a possible constraint
(mainly Germany, Switzerland, France). Transnatigmaorities in the planning documents
are generally more explicitly related to transpaoftastructure (missing links etc.) than to
transport services and to the concrete functiomhdransport systems. The strategies of
operators and the transnational problems which masyit are seldom mentioned.

A number of relatively recent transport issues,hsas the potential impacts of increasing
energy prices, the need for transnational cooriinah road pricing policies, the potential
side-effects of strongly developing regional aitpogtc. are not yet really integrated in the
national and regional transport strategies.

Complex issues such as those of coherent port @@vent and the need to strengthen intra-
European maritime transport are generally not ately analysed and often strongly reflect
national interests. The need for a better trangnaticoherence of port development strategy
is not mentioned at all and this reflects the ctenaf strong competition which prevails
between ports, including inside individual courgrie

Issues in relation with Intelligent Transport Sysseare frequently mentioned in the national
and regional transport strategies because theyohmgreat significance in the countries
themselves (prevention of accidents, better traffianagement etc.). The transnational
dimension of such strategies and solutions is hewswch less frequent.

Due to the fact that the telecommunication sectw been largely privatised, there are not
explicit and binding national and regional planghe field of advanced telecommunication
infrastructure, although some documents exist withilar titles, but with only orientation
character. At national level, regulatory authositlgave been set up to provide a framework
for the activities of private operators and goveents have encouraged groups of users such
as the Broadband Stakeholder Group in the UK. isselated to telecommunications and to
the information society are however widely presenthe public debate of each country,
being considered as strategic factors for econanit social development. In some cases
(France in particular), specific public measuresdanteract the territorial digital divide have
been taken. Transnational issues in this fielcharelly mentioned.
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7. Existing barriers to cooperation

In the context of the programmes Interreg IIC aii] transnational cooperation in NWE in
the field of transport, accessibility and telecommioation infrastructures remained more
limited than expected. There are a number of reaswthis. A particularly important factor is
the fact that the most relevant stakeholders irfitié of transportation are those of national
significance (national administrations, nationalngport companies and operators etc.). Due
to the fact that precisely this category of stakeééws was weakly involved in the activities of
the programme (insufficient strategic dimensiorcabperation), this was the most important
barrier to cooperation. In addition to this, trassonal competition, for instance between
national railway companies, also play an imporgzant in limiting cooperation. The private
sector ensures an increasing part of transportcasryair, maritime, waterway, road and rail
freight transport) as well as the main part ofdelamunication infrastructures and services.
Private stakeholders obey to their own logic. Trati®nal cooperation under public
programmes is of interest to them only if it addsfteir profits. So far, the Interreg IIC and
[1IB programmes have not brought the demonstratiia transnational cooperation is likely
to be profitable to the private sector. On the mmt the provisions regulating the
programmes are rather counteracting profit making.

8. Addressing key transnational issues in the conteof cooperation activities

The analysis of cooperation projects under Inteti€gand IIIB in NWE reveals a quite
contrasted picture as far as key transnationaégave properly addressed.

There is no doubt about the fact that the oppaditsiprovided by the cooperation
programmes have created added value in addresaimgntitional issues. This has happened
in two ways: first, in providing a transnationalpapach to issues which were already tackled
in the respective national contexts and, seconduysimg the transnational dimension to
address issues of transnational and also natidrahcter which were so far rather absent
from the public debate and policies. Examples éfitst category are rather numerous (issues
related to HST, to rail freight, to green mobilityo better traffic management etc.).
Cooperation activities belonging to the second gmte are less frequent (integrated design
and planning of corridors, promotion of freight rtsport on rail ferries, integrated
management of congested airport regions).

There are however a number of key transnationakessvhich have not yet been properly
tackled by cooperation activities, either becalmsse are complex and possibly conflicting
ones (for instance coherent port development), usscaissues are of recent nature
(transnational coordination of road pricing, imgaof increasing energy prices, side-effects
of regional airports driven by low-cost companiespecause the appropriate stakeholders are
not sufficiently involved in the cooperation prosgsailway companies, shipping and inland
shipping companies, telecommunication operatorsows sectoral administrations etc.).

In addition, it is important to mention that a nuenlof key transnational issues should in first
instance be debated upon by the respective natathtegional authorities in the context of
regular and well-established “concertation” stroetu(a kind of activity which has not yet
taken place at the scale of the NWE cooperation)ateefore they become the object of
concrete cooperation projects. Starting immediatgtih cooperation projects under Interreg,
as the unique possibility of transnational exchangéminates de facto the most complex and
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often strategic issues from the cooperation prockdsetter balance between bottom-up and
top-down cooperation should be looked for.

The strengthening of top-down strategic cooperationld also make possible to better tackle
the thematic overlaps of different Interreg priestas well as programmes. More strategic
analyses and decisions are necessary to this end.

9. Possible strategic objectives to be included mta future NWE territorial programme
with particular consideration of the Lisbon/Géteborg agendas

The Lisbon/Goéteborg agendas are widely conceived,do not include explicit territorial
dimensions. This does not mean, however, thattdemi strategies cannot positively
contribute to their implementation. On the contrahe mobilisation of regional and local
potentials through transnational cooperation camghlizi contribute to increasing
competitiveness and promoting more sustainabledahievelopment.

In the field of parity of access to infrastructamed knowledge, possible strategic objectives to
be included into a future NWE territorial programsfeuld be related to:

the need to take seriously into account the changontext of NWE (demography,
energy, increasing European integration and glsatdin, climate change) in order to
define more appropriate cooperation priorities amdprovide a better knowledge
framework for territorial development strategiegeneral;

the need to set up, in addition to the Monitoringn@nittee, responsible for the
administrative and financial management of the @ogne, a high-level strategic
committee responsible for defining and validatingategic cooperation issues of
territorial development. This committee should alsasure that results and
recommendations of cooperation projects are apjatepy considered by public
policies of various levels for implementation. lhosild involve (regularly or

occasionally) high-level representatives of relésattoral administrations.

on a more concrete level, the new cooperation ifigershould address the issues of
regional airports driven by low-cost companiestrahsport security, of transnational
aspects of rail freight and public transport, damd waterway transport, of coherent
ports’ development, of territorial digital dividef transnational cooperation in road
pricing policies.

10. Potentialities of cooperation projects relatedo transnational key issue$

The various workshops have led to the emergencae wHther large number of potential
cooperation activities. These can however, atgtage, only be considered as project ideas
and not as formalised cooperation projects. Ondyrtiost strategic ones are listed hereafter.
More details are available in the main report.

! More elaborated potentialities of cooperation @ct§ are presented in Annex 3
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Transport

Elaboration of a joint knowledge base on the dgwalent programmes of the
respective ports in order to provide more transpareand rationality in investment
decisions;

Measures generally stimulating more integrated efitient freight transport on
transnational corridors (e.g. development of speciireight services for the
transportation of fruits and vegetables from thedMégranean regions to large cities
of new or increased networking of cargo handlingteas) and strengthening of ralil
freight shuttle services on East-West corridorsp@nticular through France, but also
in the hinterland of the ARA ports);

Measures contributing at increasing the interogétalof railway systems, both for
freight and passengers;

Establishment of coherent and needs-adapted seiwitastructures for inland
waterway transport along the main inland navigatmutes.

Elaboration of pilot-projects aiming at re-balangiaccessibility conditions in areas
where the introduction of HST leads to the redurctmf services on traditional
railways, in particular in transnational/cross-terdreas;

Development of joint norms for light rail systentsa(n-trains) in order to prevent
problems of interoperability at national borders;

Innovation in public transportation services in ldensity rural areas, possibly
combined with ITS technologies;

Cooperation on side-effects generated by the dpuedat of regional airports driven
by low-cost companies, and a more coherent appré@adhe development of the
network of such airports;

Joint prospective investigation of the potentiapauts of increasing energy price on
transportation systems;

Comparison and networking of existing regional obsmries of passenger and
freight transport as well as of logistic activities

Joint analysis of criteria related to regional astructural endowment considered by
private companies in their decisions on location;

Joint investigation of the transnational side-efeaf national measures related to road
pricing and elaboration of measures to increaseiraional coherence and efficiency
of road pricing.

Intelligent Transport Systems
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Comparison of existing good practices/experiennd3$ applications and support to
the emergence of specific tools for measuring Werall performance and impact of
existing ITS equipments;

Development of joint activities promoting a wideppdication of ITS and the
introduction of ITS applications in the urban contef NWE;

Development of activities promoting a wider apgiica of ITS and the introduction
of new ITS applications in the context of TEN cdaiis (rail and road), including the
reduction/elimination of bottlenecks for internai#b freight transport;

Development of transnational applications aimingimproving security in freight
transport within NWE: transnational monitoring bettransport of dangerous goods,
control and monitoring of the actual compliancehwaiisting security regulations for
lorries, increased security in the maritime arddsWE.

Advanced telecommunication infrastructures

Transnational monitoring of the potential risksgobwing territorial digital divide in

the field of broadband networks and similar higipaEty telecommunication
infrastructure; development of improved systems regional data collection and
benchmarking in relation to ICT and Information Bby;

Comparison of experiences and models on innovaiivelic funding measures at
national, regional and local level that stimulate axtension of broadband
infrastructure in areas characterised by markéatrigi

Joint investigation of possible solutions for thensnational Ardennes-Eifel-Hunsriick
area, covering parts of Belgium, France, Luxembamg Germany, threatened by
digital divide in relation to broadband,;

Activities related to the contribution of broadbanétworks for improving and
networking centres of excellence, growth poles aadhnology clusters in a
transnational context.

11. Territorial, social, economic and environmentalmpacts of potential projects

In the context of the new programming period, ibild be ensured that transnational

cooperation projects benefit primarily to terrisdrcohesion. Cooperation projects should also
be beneficial to economic and social cohesion dsagdo the protection and improvement of

the environment.

In the transport sector, numerous projects areavour of railways, both for freight and
passenger transport. The increase of the sharailefay transport in NWE is likely to
contribute simultaneously to various objectives. fist, it should contribute to reducing
traffic congestion and therefore at increasing fizafefficiency and environmental
sustainability. It should also make the transpgstems of NWE less dependent upon oil
energy sources, the price of which is likely tongigantly increase. The availability of an
efficient transnational railway network in NWE, whihas overcome existing constraints of
interoperability, of incompatible national regutats, of non-cooperation between operators
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from different countries etc. would ensure a highel of accessibility throughout NWE and
also strengthen its territorial cohesion. Howeesen a significant increase in the use of rail
will not change the overall modal split of traftiy more than a small amount and measures
will still be needed to deal directly with congestion other modes, especially road.

Cooperation aiming at promoting maritime and inlamdterway transport would highly
contribute to improving the environment, becauseythre the most sustainable transport
modes. Economic efficiency would also be significéi@cause, under present conditions, the
cost of a ton x km is lowest, in particular in tharitime transport.

Other projects would have at the same time poséingronmental and social impacts. These
concern mainly the promotion of public transportparticularly densely populated areas of
NWE as well as in low-density rural areas with halffares of aged population.

Increasing the security in transportation and redutche number of accidents, especially
through a strengthened involvement of ITS technekgwould generate primarily social
benefits, but also economic and environmental ones.

Reducing the risk of digital divide in relation booadband networks is of crucial importance
for ensuring territorial cohesion. It is howevert mutral in terms of economic and social
benefits. Rapid access to Internet is essentiakterlocation of enterprises. It is also of
significant importance for preventing social anttunal marginalisation of population groups.

At the present stage, it is however difficult tatrate further in detail the possible territorial,
social, economic and environmental impacts of pakprojects, because of their limited

level of maturity. This exercise would be more fiuli at a later stage, when project ideas
have reached a more operational stage.

12. Baseline information, indicators and targets fo monitoring the achievements of a
future NWE territorial programme

As for the impacts of potential projects, instrunseto be used for the monitoring of the
achievements of the future transnational cooparapfcogramme for NWE can only be
outlined at the present stage.

Ex-ante assessment of the programme

The ex-ante assessment of the programme shouldrbedcout on the background of an in-
depth analysis of processes and changes going dmexpected in the NWE area and in its
relationships with other European and world region®rder to avoid the usual shortcomings
of ex-ante evaluations, which often anticipate itTachanist way (SWOT) the possible
impacts of envisaged policy measures on a ratlaic serritorial context, it seems quite

important, in the context of increased resourckxaled to transnational cooperation and of
the need for more strategic approaches, to inastithe possible impact of cooperation
measures on the background of present and expebtatjes and dynamics related to the
cooperation area. In terms of transnational knogdedases necessary to carry out this
exercise, the situation has significantly changetesthe elaboration of the Interreg 111B

Programme, because most results of the ESPON raroge will be available at the time of

starting the ex-ante assessment of the future catpe programme. A prerequisite for a

substantial ex-ante evaluation is that sufficiesources be allocated to it.

18



Monitoring instruments
Objectives and targets
a) Strategic cooperation

Under the next programme, cooperation should beeaived in a wider sense and should not
be limited only to conventional cooperation proge@trategic cooperation should play a more
important part and specific objectives, targetsd(amen indicators) should be elaborated for
this type of cooperation. In this respect, impardimensions could be:

The involvement of high-level national and regionathorities (spatial development
policies, relevant sectoral policies) on a welbefished basis for the whole duration
of the programme;

The identification and political validation of tremational issues and related
cooperation activities with strategic character;

The political accompaniment of these cooperaticividies with the aim to smooth
potential difficulties and to optimise the benefits

The identification of structural changes in a numifepolicies and planning strategies
related to the outcome of cooperation activities;

Stronger measures related to the operational ingidstion of proposals and
recommendations stemming from the cooperationitietv

b) Conventional cooperation projects

As far as targets are concerned, the orientati@uldhbe less towards quantitative
elements (for instance: number of activities whigve tackled following priority..)
and more towards in-depth qualitative changes actpres and attitudes (for instance:
substantial changes in the involvement, behaviowd attitude of operators and
stakeholders which contribute to eliminate obstaeled to facilitate the achievement
of the objectives pursued). This should howevepriogen by tangible elements.

Greater attention should also be paid to the ireolent of strategic stakeholders
(those with decisional powers) in cooperation digs. It is the only way to ensure
that the issues are properly tackled and, abovettat concrete actions will result
from cooperation activities. The involvement ofastigic stakeholders should be an
important element also in the selection of projects

More specifically, as far as transport issues areerned, targets should be related to
the development of new services in sustainablespram modes (railway, waterway,
maritime transport), to the solution/elimination e¥ell-identified technical or
procedural obstacles (interoperability, regulatjprt® the elaboration of specific
knowledge bases (freight availability on specifmrredors, networking of transport
observatories), to the achievement of transnatipnaarmonised solutions (road

pricing).
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In the field of ITS, targets should be related e types, quality and amount of
applications developed or expanded which have aifgignt transnational impact,
either directly for “transnational” transport usemsindirectly through transnational
transfer of know-how and information.

As far as advanced telecommunication networks areerned, targets should be
focussed on tangible criteria related to the radofrevention of digital divide (for
instance progress of accessibility to broadbanavars in specific areas) or to the
networking of specific clusters/centres of excaikehaving transnational character.

Indicators

Programme monitoring involves various types of d¢adldrs: generally output, results and
impact indicators. The elaboration of output intlica is only possible when the very nature
and characteristics of each measure/project areviknahile impact measurement on the
territory generally requires a certain time aftee tompletion of projects. Results indicators
are in-between and have a more strategic signifealVe shall therefore develop some
considerations about this type of indicators, insgs on the added value generated by
transnational cooperation.

In the transport sector, the measurement of reswdisrelate to:

The adaptation and change of planning strategidspaticy measures, so that they
better correspond to the jointly defined objectiged also to the new jointly identified
challenges. This may concern the inclusion of asinational dimension into national
and regional programmes and strategies, when thesebeing revised or newly
elaborated, the formalisation of bi- or multilatedlacisions related to the development
of transnational infrastructure as well as théeilation of transnational surveys and
forecasts before programmes and strategies areeatleft.;

The development of more integrated approacheseanptanning and conception of
transport systems with transnational significanoeluding better balance between
transport, environment and settlements, in padicoh the TEN corridors;

The number, quality and relative significance ofvrgervices generated in terms of
transnational connections ensured by sustainadhsport modes. This may relate to
rail, maritime and waterway as well as to inter-mlogervices. Transnational services
developed on a provisional and experimental basfisrb their profitability is ensured,
should also be taken into account.

The stronger involvement in cooperation activitiésstrategic stakeholders from the
private and public sectors. This should refer nyaialnational and regional authorities
in the field of transport, to railway companies after private and public operators
(maritime sector, port authorities, large logistimnpanies etc.);

Progress in the rationality and coherence of dgrebnts in sectors with intense
competition (for instance ports’ expansion, railwagmpanies etc.). Particularly
important aspects are the rationalisation of inmesits, the creation of win-win
situations, the prevention against unprofitablatetyies;

20



In the field of Intelligent Transport Systems,uks may be measured against:

The number and quality of applications developed iamplemented and the level of
their transnational significance. An important adpe the transnational extension of
applications which have been developed and appliedly one country, as far as this
may improve the traffic situation in transnatiormieas and along transnational
corridors;

The increase of safety in transport in the area®revhsuch applications are
implemented. This can be measured by the reduatithe number of accidents and
casualties;

Increased traffic fluidity and transport efficiencwhich result of a reduction of
congestion through better traffic management imsipplied with new ITS systems.
Various types of measurement can be carried oah) 88 the evolution of average
speed on specific sections at traffic peak houng, ¢volution of traffic flows
(vehicles/hour) at specific points of the netwoidk e

The progress of the share of sustainable transpodes which may result from the
use of ITS technologies (intermodal chains, puttéasport).

As far as advanced telecommunication infrastrustaee concerned, the measurement of
results could be based on:

The reduction of the size of areas not servicedimadband networks and similar
high-capacity infrastructure;

The development of innovative solutions, in ternisfinancing and operators, to
realise high-speed telecommunication infrastructarareas with market failure, in
particular in those of transnational character;

Progress in the networking of clusters/growth pelestres of excellence through
advanced telecommunication infrastructure in ave#tstransnational character.

13. Interactions with the two other strands of theSpatial Vision

Transport systems and telecommunication infragirectare not independent from issues
related to the evolution of settlements, to the liguaof the environment and to the
enhancement of heritage. On the contrary, intemastare numerous.

The development of polycentricity, for example,highly dependent upon the presence of
significant transport hubs. International acceéigjtis strategic for the competitiveness of the
economy and the attractiveness of areas. The atifigi of transport hubs is more and more
dependent upon the profitability of transport seegi The development of efficient transport
hubs in more peripheral areas (where the objeativgolycentricity has to be applied)

requires an integrated approach of all transpatesys with the objective of making frequent
high-quality and long-distance transport servicestable. On the other hand a more

polycentric development with specialised hubs e lto an increasing demand for transport
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which will need careful monitoring. There shoulceitefore be a close interaction between
cooperation activities promoting polycentricity athdse developed in the transport sector.

Similar interactions exist between the developnwdntities and the implementation of HST
networks. Accessibility conditions change drashcalith some cities gaining a high level of
accessibility and others being affected by dedjrancessibility. The objective of maintaining
a balanced settlement structure requires compensaéasures in the transport sector.

Transport systems also have strong impacts on nkigoement. Present evolutions in the
transport sector in NWE, with strongest increadefiosvs in the air and road sectors, are
particularly harmful for the environment. While niaoperation activities in the transport
sector advocated and proposed in the report devour of more sustainable transport modes
and systems, the consideration of environmentr@itis essential to stimulate this type of
cooperation, because there are powerful forcesgutithe opposite direction. The use of ITS
may also have significant impacts on the improveneéthe environment.

Broadband telecommunication infrastructures andlairfecilities have an important impact
on maintaining balanced settlement systems, inicodait in areas with lower population
density.

It is therefore important to increase interactidretween the various strands of the next
programme for NWE. This may be facilitated by tlieation of a more strategic approach at
programme level itself, which is likely to provide broader overview of functional
interdependences.
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1. Changes in the context of new and evolution ofansport issues and priorities
1. 1. A changing context for NWE

Numerous factors in the spatial situation and odntéd NWE have long-lasting character.

These are for instance the strongest concentratfopopulation, of advanced economic

activities, of transport infrastructure and fa@kt within the EU, the strong contrast between
its central part (largest European metropolitamsraigh level of accessibility generated by a
dense network of transport infrastructure and itéesl, strong transnational interactions) and
the more peripheral areas (more rural charactéarustructure relying more on medium-
sized and small towns, less developed transpontastrficture, weaker transnational

interactions).

A number of factors in the situation and contexNOYE are however changing and may have
in future significant impacts in the field of mabjl transportation, education, demand for
ICT services etc. These are in particular:

- the new dimensions of globalisationWith the emergence of several large economies at
world scale (China, India, Brazil etc.), capable sifong industrial and technological
development, globalisation will take new dimensionise challenge of external competition
will be stronger for the whole of Europe. Specdiwallenges will however result from this for
NWE. Pressure on NWE for strengthening global Eeaopcompetitiveness will be more
intense. This may result in the need for poolingrencesources together in terms of
innovation capacity, R&D, high level education etmd for strengthening transnational
cooperation in these fields. On the other hand @esnpetitive regions in NWE may suffer
more than in the past from this increasing econanterdependence likely to generate greater
regional disparities. This also calls for stronged more efficient networking within NWE in
order to avoid increasing imbalances and the risknarginalisation of a number or more
peripheral and less productive areas.

- the move towards the knowledge-based economiy relation with the above-mentioned
evolution, NWE’s economy will move further towardanore immaterial one at the expense
of more traditional productive activities, in padlar in the industrial sector. So far, the
success of the Lisbon Strategy, which aims at pagstturope to the forefront of the
knowledge economy at world scale, has remainede gmiodest. While EU and national
policies will certainly provide more substantiapport to the Lisbon Strategy in the years to
come, it has also been recognised by the Minigesponsible for territorial development
policies at their conference in Rotterdam (NovemP@d4) that the success of the Lisbon
Strategy depends upon the consideration of thevichadl endogenous potentialities of
regions. These have so far been insufficiently nak&o account as far as innovation
possibilities are concerned. The move towards aernmmaterial knowledge-based economy
is particularly challenging for NWE which has leaglinnovative functions in the European
context. These should be further developed andrelqzhtowards the less central parts of
NWE. A counterpart of this structural evolution sltbbe some decrease in the exchanges of
industrial products, in particular bulk commoditid$e transport networks of NWE will not,
however, be significantly de-congested through &vslution, because of significant transit
functions and the presence of main ports in NWEe Técent EU enlargement and the
forthcoming ones will also have impacts on transpflows in NWE through the
intensification of traffic on East-West corridofBhe sustainable character of transportation
will continue to be an important challenge in tleass to come.
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- the ageing process of NWE'’s populatianThe demographic structure of NWE has entered
into an ageing process which will reinforce itself the coming decades. Population of
working age is likely to begin falling earlier thahe total while a large and continuous
increase in the proportion of the population agéaid over will occur. This change creates
challenges for territorial development related,if@mtance, to the emergence of specific needs
and locational choices of retired people. Entirgiores, mostly with rural character, are
specialising in the settling of retired people. Thebility of retired people, which is far from
being low, has specific patterns which are diffefeam the mobility of people in working
age. This is also true for the nature of ICT sawidVietropolitan areas and highly urbanised
regions, on the other hand, are likely to experehgher population growth due to the
impact of immigration and to higher shares of yodailies. Sustainable mobility in and
between urban areas will remain an important is3be. trend towards smaller households
also affects transport demand.

- the increase in energy priceThe probability of high energy price in future, particular
due to the growing imbalance between supply andadenof oil and oil products at world
scale (increasing demand from emerging economiessilple oil depletion) must be
considered as a potentially significant issue. Thay have important consequences in the
field of passenger and freight transportation, at®ewhich is very sensitive to price
variations. Particular impacts could be felt in the aviatiorctee which has shown the
strongest rate of growth. This will call for the vééopment and promotion of less oil-
dependent transport modes and systems. Strongen#a@onal cooperation in this field will
be required.

1.2. Changes in the context and shortcomings of tnaportation policies in NWE

Transport infrastructure and functions in NWE haveomparatively strong position in the
global European context. The density of motorwaythe highest in Europe, in particular in
the central part of NWE. Rail passenger transpag & significant importance (with the
exception of Ireland). The HST-Network is substalhtiexpanding, as is the development of
dedicated rail freight lines. There is an impressioncentration in the area of major seaports
(12 of the 20 largest EU seaports), of importatanrd ports as well as of transport nodes and
hubs. NWE has a strong position in logistics. Gitiee well connected by short-distance links
and the HST-Network significantly improves the netanection of the numerous
metropolitan areas. The counterparts are growinggestion, not only on the road and
motorway networks, but also — in particular on lirgerland corridors of main ports — on the
railway and waterway networks and in the major eeapand airports. Major transport
corridors generate significant pressure on opercespaas well as pollution and noise.
Consumption of space through infrastructure devalant is high.

ESPON 2.1.1 has identified that there are sigmtigaps between the strategic outline of the
CTP at EU level and its implementation at the matipregional and local levels. Hence,
although there is a designation of the transpoftl§ Bnd, through the 2001 White Paper on
Transport, a framework for determining appropriptecing and redressing the imbalance
between modes in order to produce a sustainabispoat system, transport policy at other
levels is largely governed by local or nationalopties. To some extent the lack of a
commensurate financial capacity in the EU poligieduces its significance. EU policy is
more important where national spillovers are sigaiit, for example in the case of
Switzerland, or where there are important crossiuoissues. However, the inconsistency in
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the adoption of various railway directives, thefefiént approaches taken towards to policies
on road charging and the general failure of EUgyadlo provide a coherent framework within
which unambiguous local policies can be set altlléa problems of coherence between
member states.

This affects the development of transit traffigarticular. Thus, for example, decisions taken
on the road network in the UK have an impact oshitransit traffic, but this traffic has no
voice in the decisions. French railways have actlimpact on the ability of UK shippers to
use rail for international traffic through the ChahTunnel, but there is little or no pressure
which can be brought to bear through the marksetmure improvements to service levels.

The enforcement of the Kyoto Agreement on Febrd#&ith 2005 is likely to have substantial
impacts in the transport sector, both directly @ittbn of emissions through traffic in terms
of less polluting engines, modal shift, pricing ipgletc.) and indirectly (changes in the
location patterns of enterprises to reduce themaelof transport that they generate).

1.3. Evolution in transport issues and priorities

Although the elaboration of the CIP Interreg IIIBA\NE took place only a few years ago, a
number of issues and priorities in the transpatsehave emerged or have been accentuated
or modified. These reflect changes in the globakext and in the perception of functions and
problems related to transportation.

While a few years ago the general priority was gruénvironmental sustainability and the
role of transportation for economic development wesntioned specially in relation with the
development problems of the more peripheral regiohdNWE, the issue of economic
development in relation to transportation has now become a general priority, even in the
most developed parts of NWE, with the same sigaifc® as environmental sustainability.
This reflects the fact that globalisation of th@mamy is a general challenge for all countries
and regions in Europe.

A second issue is to be found in the fieldrapacts of liberalisation of air and rail freight
transport. Liberalisation of air transport has led to thpidaand strong development of low
cost companies. A positive aspect is the improventgnaccessibility of a number of
peripheral and less developed regions endowed n@glonal airports. A more problematic
aspect is the increasing competition of airlineshwailways (in particular HST) on high
traffic density corridors and the related enviromtaé problems. The progressive
liberalisation of rail freight transport brings Wwiit a number of potentialities for modal shift
in favour of rail transport which are not yet fullxploited.

An emerging issue is that afptimisation of the use of existing networks and of
maintenance of these networksOn the one hand, the capacity of existing net&asknot
fully and rationally exploited. Various measurescts as pricing policies or better traffic
management could lead to higher traffic efficiemaghout significant investments. On the
other hand, maintenance of existing networks haghdbeen neglected in the past years and
even decades, while financial efforts were mairdpaentrated on the development of new
infrastructures (motorways, HST-lines etc.). Theintemance of existing networks is now
becoming a priority in practically all countries N¥WE and will absorb in the coming decade
a substantial amount of financial resources whighnet be available — in the present context
of scarce public resources — for the realisatiomefv investments. This means that new
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investments will increasingly have to be financédough alternative procedures such as
public-private partnerships.

Another emerging issue is thatsdfety and security in transportation This is an issue with
numerous aspects, which comprises security agarsinality in public transportation as
well as safety against all kinds of accidents aaslialties. The intensity of maritime traffic in
the Channel area (500 to 600 ships per day inaudiBO ferries) and in particular the
crossing of two major traffic axes (Atlantic-NortBea and UK-continent) represents an
increasing source of potential accidents with gmgsignificant damages to the environment
and to human security. A new dimension of this éssuthe emergence of fast ships (speed
above 30 knots) in maritime traffic. Another imm@ort problem in this context is the
transportation of hazardous goods, the control bickv has to be strengthened. Increasing
security and safety in tunnels has also becomemgoriant topic after a number of tragic
casualties took place in recent years.

The development of ICTs has already found a langmber of applications in the field of

transportation. There is still a large potentialieder and more diversified applications in the
field of route and travel information, of improvente in the management of traffic and
incidents, in the increase of traffic safety etc.

The Lisbon European Council of March 2000has set out an ambitious strategic E;diat

the next decade and a related policy agenda, whigmong other aspects - allocates an
important role to transport policy and the inforroat society in the realization of this
strategic objective.

Issues related tdransport policy were addressed in various chapters of the presyden
conclusions (i.e. economic reforms for a complatd &ully operational internal market; a

strategy for sustainable development). In ordeadisieve the complete and fully operational
internal market, the presidency conclusions askedspeeding up transport liberalisation

(railways, ports and Trans-European networks) anessed that the necessary efforts are
made for achieving a fully operational internal keregarding airspace management.

In the context of the Lisbon Agenda, the developnoém more efficient transport system in
the EU is one of the key areas of development.eBétansport at international level can
secure greater competitiveness through lower barteetrade and more integrated markets.
Similarly the reduction of barriers between andhimtregions can improve the efficiency of
labour markets. The NWE space contains many ofntlost developed and industrially

advanced regions in Europe. These have a vital oéelficiency improvements in both

factor and product markets. The improvements regoath access to inputs and competition
between regions which is not hampered by artifitiatriers. Inconsistencies in network
development, investment appraisal policies or pgcstrategies constitute such barriers.
These lead to problems of interoperability arisingm both technical factors (rail gauge

2 strategic goal formulated by the Lisbon presideceyclusions (para 5): “The Union has today seffita new strategic
goal for the next decade: to become the most cativeeand dynamic knowledge based economy in thddweapable of
sustainable economic growth with more and betties nd greater social cohesion. Achieving thid geguires an overall
strategy aimed at:

- preparing the transition to knowledge based econanaysociety by better policies for the informatsmtiety and
R&D, as well as by stepping up the process of airat reform for competitiveness and innovation dnd
completing the internal market;
modernising the European social model, investingeiople and combating social exclusion;
sustaining the healthy economic outlook and favolerayrowth prospects by applying an appropriate roxac
economic policy mix.”
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differences, differences in signalling and safetgtems, maximum truck weights etc.) and
pricing and fiscal factors (implementation of ropdcing, vehicle taxation especially for
heavy goods vehicles, fuel taxes and especiallyelagive prices of petrol and diesel, subsidy
induced variations in public transport prices etdlist as transport is a vital component of the
Lisbon Agenda so it can be argued that implemeatatif the measures envisaged in the
Lisbon Agenda are relevant to the improved efficief the transport sector for which
labour costs account for a significant share dadltobsts. This implies that there is scope for
considerable reform, both in the efficiency of spart markets and the ways in which the
transport sector and transport policy are governed.

At the Goteborg European Council meeting in June 2001transport policy issues were
further elaborated and also included in the prolsogar a "strategy for sustainable
development". The presidency conclusions stredsatla (...)"sustainable transport policy
should tackle rising volumes of traffic and leveis congestion, noise and pollution and
encourage the use of environment friendly modestrahsport as well as the full
internalisation of social and environmental cost#ction is needed to bring about a
significant decoupling of transport growth and G@®wth, in particular by a shift from road
to rail, water and public passenger transport.adtieve this, the European Council:

invited the European Parliament and the Councéddopt by 2003 revised guidelines
for trans-European transport networks on the bakia forthcoming Commission

proposal, with a view to giving priority, were appriate, to infrastructure investment
for public transport and for railways, inland watays, shortly shipping, intermodal
operations and effective interconnection;

noted that the Commission would propose a frameworknsure that by 2004 the
price of using different modes of transport betédlects cost to society.

The re-launching of the Lisbon Strategy at the @p&Summit of March 2005 insisted again
on the importance of transport and telecommunioaiidrastructure for promoting global
European competitiveness. The Presidency conclsigmlicated:

“The single market must in addition be based onhgsigal internal market free of
interoperability and logistical constraints. Deptognt of high-speed networks in poorly
served regions is a prerequisite for the developneéra knowledge-based economy. In
general, infrastructure investment will boost grovaind bring greater economic, social and
environmental convergence. Under the growth imtgatand quick-start programmes, the
European Council emphasises the importance of iogrgut the priority projects in the field
of transport and energy networks and calls on thmtJand the Member States to keep up
their investment efforts and to encourage publiggbe partnerships”.

and:

“In order to promote growth and employment andtterggthen competitiveness, the internal
market of services has to be fully operational eipreserving the European social model.
....The European Council notes that effective sesvisegeneral economic interest have an
important role to play in a competitive and dynaeconomy”.

In the context of the preparation of the Summi, @ommission observéd

® Commission Staff Working Document in support af teport from the Commission to the Spring Europ@anncil on the
Lisbon Strategy of economic, social and environmler@newal. SEC(2005)160
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“ Concerning market opening in the rail sector, finst railway package has not yet been
transposed by all Member States. Infringement moes have been opened against eight
Member States (Germany, Greece, Sweden, the Uiitegdom, Ireland, Luxembourg,
Belgium and the Netherlands). The second and tafdvay packages were respectively
adopted and proposed in 2004. The recent Rail alisation Index 2004oncluded that the
degree of market opening is most advanced in theediKingdom, Sweden and Germany,
whereas it is least advanced in Estonia, Lithudredéand, Luxembourg, Greece and Spain.

In 2004, an amendment was adopted to the Decisiol€Cammunity guidelines for the
development of the trans-European transport nesvpFEN-T), including a list of 30 major
transport axes and projects covering the territrihe enlarged EU25 as well as Bulgaria and
Romania.

In 2003, the Council endorsed the Growth Initiatiee kick-start investment in network
infrastructures and knowledge, research and infmvalt includes a Quick-start programme
(QSP) of 56 projects. A number of sections of tBEeNTT priority axes have been included. A
specific European Union guarantee instrument faotage post-construction risks in trans-
European transport network projects has been deedlin co-operation with the European
Investment Bank. In parallel, the revision of tHeNI'Financial Regulation was adopted.”

The Lisbon Action Plan prepared by the Commissinsists on:

- the completion of TENSs, including Quick Start mmmes: completing the TENs
(including the motorways of the sea) provides dasnable infrastructure taking into account
the economic and social attractiveness of locatias well as improving social and
geographical cohesion and protection of the enwiremt, which is a competitiveness factor in
many enterprise decisions.

- the achievement of cross-border interconnecti®hs. EU’s involvement is concentrated on
cross-border projects as these are the projectsewtiere is less enthusiasm from the
Member States (resulting in greater funding prolsletrut which can contribute the most to
creating a real internal market.

- priority projects for high-speed and mobile conmeations networks, R&D and innovation.
The e-Europe Action Plan is part of the Lisbon g to build a knowledge-based economy
in Europe. By end 2005, Europe should have modelinepublic services (e-government, e-
learning, e-health) and a dynamic e-business emviemt, based on a widespread availability
of broadband access at competitive prices andwes@dormation infrastructure.

- intelligent Transport systems, Logistics andrimedality. Estimates for the increase in road
safety suggest that a combination of ITS measuaescontribute to the target to halve the
number of fatalities by 2010. Reduced congestionld/grovide additional capacity from
existing infrastructure and would reduce bottlesaskth resulting environmental benefits.

A more detailed analysis of national and regioregport policies in NWE is made in Annex
2.

4 Lisbon Action Plan incorporating EU Lisbon Programand Recommendations for actions to Member Statésclusion
in their national Lisbon Programmes. SEC(2005)192
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2. The development of / access to the NWE transporsystem and “operational
perspectives” for future transnational co-operation

2.1. The NWE transport system and its future develament perspectives
2.1.1. Current situation of the NWE transport systen

There have been major developments in all of taesport networks in NWE in the past 10-
15 years. Particular improvements have been inddnelopment of the high-speed ralil
network with connections between Brussels and Paoadon (via the Channel Tunnel),
Kdln and Frankfurt, and eventually to Amsterdam.n@aed development of the road
network has slowed during this time as the majdional networks and their international
linkages have been completed. There remain probdessciated with links to Ireland and the
pressure of transit traffic is serious in some orgi A third area of major development, but
also one facing major problems of excess demandcandestion is in the region’s airport
network and the associated airspace for movemetatsand between the major airports.

a) Road network

The major motorway networks of the NWE countries aubstantially complete, with the

exception of a network within Ireland. The majoolplem facing the development of these
networks is one of managing excess demand in t@fmngestion and determining the
potential need for additional investment to overedmttlenecks within the network. Much of
the motorway standard network is free at the pointse in NWE, with the exception of

France. For heavy goods vehicles a number of otloeintries (Belgium, Netherlands,

Germany) belong to the Euro-vignette system, anan@ny is in the process of introducing a
direct toll system, Toll Collect, for the use of toavays by HGVs. Germany and the UK
have introduced some privately financed tolled dinkn networks which provide an

alternative to untolled links. There are also saveases of major estuarial crossings with
tolled bridges or tunnels.

In Belgium, Netherlands, Germany and the southarhgf the UK, the motorway network is

both dense and congested. Increasingly the phereowfeall day congestion on inter-urban
routes is problematic. This has particular impact®re there is a significant proportion of
transit traffic. The impact is two-way: transit ffla can have a negative impact on
local/regional traffic by imposing additional cosis local business and commuting; local
traffic on major highways can have a negative impachigher value traffic in transit through
a region. Although in most regions internationainsit traffic is a small percentage of total
HGV movements, such movements may be of greatenoasic significance. Failure to

recognise the importance of this traffic has a rgrmegative effect on the process of
integration. It is notable that the most stressadspof the UK road network (highest traffic
flow/design capacity ratios) are on routes to thejom ports: Dover, Harwich/Felixstowe,

Southampton, but with the most stressed sectiandlfp at some distance from the port.

Apart from the increasingly stressed inter-urbatwoek, road networks in and around the
major urban areas continue to suffer from congestiespite the investment in urban rail,
light rail and bus priority measures and paralieffic management and restriction policies.
Within the NWE region only London has so far intnodd a congestion charge, with
considerable success in reducing the volume ofageicar traffic. A number of other UK
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cities have plans at various stages of developnaeat,the London scheme is being watched
with considerable interest by other major cities.

Relatively few parts of the NWE region suffer fraanmajor lack of road infrastructure,
especially when adjusted for area and/or populadiemsity. The exception to this is Ireland
where the development of infrastructure has ladpefind during the rapid economic growth
of the past 15 years and is now beginning to aa @sssible constraint on future growth
potential. Although there is a clear associatiolwken infrastructure, and especially road
infrastructure, and economic growth and developirierg not a simple causal relationship in
which the density of the road network in any setsirmines economic growth. Care must
be taken therefore in using measures of road iméretsire density as a indicator of the extent
to which a region is lagging in the provision ofrastructure to achieve a particular level of
growth. The general association which can be olksebetween infrastructure indicators and
economic performance indicators also reflects ttterg to which better performing regions
both need, and can afford to provide, a better lelvmfrastructure. The critical question is of
identifying where the absence of a particular linka network is acting as a constraint on
further development.

However, even this ignores the question of indutatfic. Additional road infrastructure,
through changing potential accessibility to a raofdestinations, can change both the origin-
destination patterns of traffic and the overallwoé of trip making. This induced traffic
implies a systematic under-forecasting of traffaws on a particular link such that achieved
benefits may be much smaller than originally estedaThis is not a justification for boosting
traffic forecasts to meet such induced demandalretognition that enhancing capacity may
be counter-productive. Whilst this manifests itsalifthe level of the individual link, at an
aggregate level this is part of the generally recsed tendency towards an increasing traffic
intensity of the economy: the volume of traffic g§panger- or tonne-km) generated by, or
needed to support one unit of output. Increasefficrantensity at the aggregate level is
largely associated not with increased levels pfgeneration but by an increasing trip lengths
or length of haul. For passenger traffic trip ldrsgtfor most purposes have increased,
particularly for leisure but also in recent yeas fommuting. For freight traffic both
individual lengths of haul and numbers of sepaatedlings of consignments have increased.
This is a reflection both of increased average dgpéend technical progress in transport more
generally), which enable more distant destinatimaskets to be served in the same time
(generally for passenger transport total time spentravelling has remained remarkably
constant), and satisfying the demand for increade@rsity in consumption. This is
particularly the case in the relatively rich reggasf NWE.

b) Rail Network

The development of the high speed network has pdsg more slowly than had originally
been planned, but it is now expected that by 26@7key links in the system connecting the
major cities of NWE will be in place. This initiaktwork is centred on Brussels and provides
connections to Amsterdam, Koln and Frankfurt, Pamnid London. A further important link in
the network is the direct link between Paris anahkfurt via the TGV-Est which is due for
completion in 2007. The major advantage of thisvoet is that trains are inter-operable
between the national networks (and in the caseuwbdtar and Thalys trains are operated
separately from local services) and can thus peowdich more rapid travel for passengers.
Since the completion of the network brings headtimengs such as 2h15 for London-Paris
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and 3h45 for Paris-Frankfurt, this involves a majeduction in the effective space within
which business operates in NWE.

However, the reduction of timings on these servimetsveen the major metropolitan areas of
NWE, accentuates the worsening relative accedsibiliboth the more peripheral parts of the
region, Northern Scotland and Ireland being theiamiss examples, but also of some more
geographically central areas which do not have eaxess to the NWE network. The
problems of access to high speed rail networksah@ady been the subject of study in an
INTERREG NWE project. This is a question of prowigliappropriate intermediate stops for
high-speed trains, of easy connectional facilibgsconventional rail to major centres where
services do stop, and an appropriate level of senvi terms of frequency for such services.
This point has already been considered in details ieference to a number of case studies as
part of the HST-Network Study. The development ofhkspeed rail as an effective
alternative to air has depended on services makiedastest possible journeys between the
major traffic generation centres; frequent stops telatively small volumes of traffic
undermine its competitiveness. The consequencéiisfi$ that high-speed rail results in
further fragmenting territorial space rather thategrating it.

The development of high-speed rail has in somescaégen achieved at the expense of
conventional rail services, both through the alimeaof capacity where the two types of
service share the same track and due to finanoraiderations including the abstraction of
traffic from the old network to the new. We thug se@ry little development of conventional
rail networks except around the major metropol@antres for commuter traffic.

More serious is the potential impact on the devalept of rail freight services. The emphasis
on passenger rail development has frequently be#reaexpense of services for rail freight.
International rail freight has continued to suffeom inter-operability problems with the
continuing requirement in many cases for freigaing to be handed over between operating
companies at national borders, including the failtw approve the through operation of
locomotives, even where these are designed to theetarying technical parameters of
neighbouring systems. Relatively few open accessatprs have been approved by national
track authorities and hence the desire expressEdriopean legislation for well over a decade
to enable seamless through operation has beerylaggered in practice.

Thus, for example, in the case of cross-Channdliaraetween the UK and continental
Europe where road traffic faces the need for imedal operations, either by ferry or rail
shuttle through the Channel Tunnel, initial foreéadésmands for 6 million tonnes of through
rail freight annually only reached approximately?5®f that figure after some 5 years of
operation before falling. In the meantime roaddg¢icontinued to rise. Apart from problems
caused by security breaches, much of the difficuls in the inability of rail operators to
guarantee reliable delivery times. Moreover, irdperability faces the added cost of the need
to cope with the more restricted loading gaugenen WK which prevents the use of standard
continental freight wagons and places restrictionshrough piggy-back operation and the
carriage of standard containers on standard wagbhss. increases the relative cost of
international operations with the UK, added to vihilse congested conventional rail network
to and though London restricts the daytime uséefietwork for freight.

Freight traffic to Ireland faces the problem ofrthéeing no rail ferry service given the lack

of inter-operability caused by the different traguge. Rail access to the UK ports for Irish
traffic, with the exception of Liverpool which hadonger crossing time, is also poor.
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c) Sea, seaport and inland waterway networks

The NWE region includes some of the most importalaind waterways of Europe (Figure 5
in Annex |) and a dense network of major seapddsspite this waterborne modes of
transport are generally underutilised relative he potential capacity. In the NWE region
there is considerable scope for development of ‘thetorways of the sea’ concept. A
significant network of ferry routes has been depetblinking ports around Great Britain and
Ireland with each other and with the continent.

Seaports include the major ports of Rotterdam, AnpyLe Havre and London as well as a
large number of smaller ports. Rotterdam and Antvierparticular serve a hinterland which
is far larger than the NWE region requiring a digant multi-modal network of feeder
routes. These include new or enhanced rail routelse Betuwe line and the ‘lron Rhine’ as
well as road and inland waterway networks. Thes#spare continuing to invest heavily in
new facilitiesbut continue to face problems of congestion whiitacés the transhipment of
goods for short sea shipping and has an impachercompetitiveness of European trade
which is wider than just the NWE area. The largewoek of smaller ports provides
considerable scope for the further developmenthi®fiotorways of the sea’ concept strongly
advocated in the European Commission’s 2001 WrapePon Transport.

Ferry routes within the region have been going ubloba considerable period of change.
Rather like the low-cost airline market, the bagi¢o entry and exit are low and thus
operators and routes come and go. This causesepteldor some of the smaller ferry ports
which may find themselves losing an operator aretlimg) to find a replacement. At the same
time conventional ferries have been challengediwithe sector by new types of fast ferry
and catamaran which aim to cream off the more o time sensitive car traffic. UK-
continent ferries have faced competition from thea@hel Tunnel which offers ferry type
services through its shuttle operations. Passeieggr services have also faced both direct
and indirect competition from low-cost airlines whihave provided faster services over
similar routes and alternative destinations.

In Germany, the basic routes for internal navigatjovers and channels) have been fully
elaborated and modernised over the past 30 ygandy a very few bottlenecks do exist on
the major route for internal navigation, the rivdtine (e.g. Loreley). On the river Rhine, no
major obstacles do exist for inland waterway comgaitransport (e.g. bridges that are too
low). In the context of internal navigation, onendaowever observe that in Germany the
volume of mass-cargo is constantly reducing, wreremntainer traffic increases.

Furthermore, low wages competition and substituéfiacts are more and more visible due to
the increased presence of Eastern European shippers

One of the major challenges is to provide bettegraonnections between inland waterways,
ferry and coastal shipping routes and ocean seaspoat. Increasing unreliability of
alternative modes, especially congested roadss gideantage to waterborne modes, despite
their inherently slower speeds, but only if trapshént can be made more efficient. Inland
waterways are only significant competitors in pafrthe NWE region, but there are similar
problems to the railways in terms of different dm®ns which make international traffic
difficult. Plans to upgrade important links in thetwork could have considerable added value
to the network as a whole. The Blue-Links projeas previously looked at some of the issues
in improving inter-connectedness between inlandevwedys.
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Sea and ferry transport is of particular signifisamo Ireland, the one part of the region which
has no alternative land based mode. This makesodamg investment in both ports and ships
a vital part of ensuring the development of acdgld#si. Similar considerations apply, if not
quite so acutely to the more peripheral parts adaGBritain where longer distance ferry
routes through ports such as Hull and Rosyth haméirued to develop despite the increasing
concentration of activity on the short-sea routeshsas Dover-Calais or the Channel Tunnel.
These routes show the major advantage of develagmeérich can avoid the need for using
congested roads.

d) Air network

The air network consists of the network of airpotte air traffic control network linking
them and the route networks of competing airlifde remarkable development of the past
10-15 years has been the impact of de-regulatioaiririraffic. Before this period strict
regulation meant that all international scheduledtes had to meet the double approval of
both countries. Such routes were typically restddb the flag carrying airlines (mostly state-
owned) which operated a strictly controlled timégaht strictly controlled fares. Such fares
were normally relatively high and thus air travelsastill beyond the means of most travellers
except in the form of charter flights, mainly toliday destinations, and usually sold as part of
an integrated tour package. Cabotage and fifthdtmee carryings (i.e. movements totally
within a country other than the operator's homentguor the carriage of passengers between
a second and third country) were not usually altbw&s a result there was relatively little
competition between airports.

Deregulation has had a significant impact on gleass of air travel, not least in the explosion
in air traffic all over Europe. The movement aweyni double-approval to a presumption of
need enabled the growth of competition, first b txploitation of fifth freedom and
cabotage rights by existing operators and compatitn established routes by the established
operators; then by the growth in secondary, low-a@sriers who began to compete on
profitable sectors and followed this by the develept of large networks of new routes
serving mainly secondary airports; and thirdly bg emerging competition between airports,
often aided by regional authorities as airport own@ho recognised the potential both in
newly generated direct traffic into their areas alsio of the general development potential
associated with a growing airport.

The pattern of development has been one first ablamy direct links between regional
centres (secondary airports) and the major airgartsther countries, rather than requiring
inter-connections in the main airports. Secondéreéhhas been the development of region-to-
region direct flights, avoiding the congested majoports. Such developments have often
been assisted by generous setting of airport fgesirport owners (the extreme version of
which practice has been ruled against by the Eamg@ommission in a case which is still
being discussed).

Whilst the development of an increasingly denséraffic network in NWE has improved the
accessibility of non-metropolitan regions with arpart, and the level of service at relatively
low prices has supported a general improvementdessibility, this is not without problems.
The growth in air traffic movements has led to @ayaproblems both at airports and in the
fragmented European air traffic control systemausTacross NWE there are plans both for
new major airports or additional runways and teatfsrat existing airports. These also run the
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risk of generating induced traffic, but also wid\e to be paid for, often out of rising airport
fees. The development of a dense network of secypragorts, potentially nearer to people’
ultimate origins and destination, may be seen w@sg@ithe potential to reduce the costs of
airport access, but given that such airports a® ligely to be able to be served by effective
public transport alternatives (unlike the majopaits) this may actually increase the amount
of car usage in air journeys. Only the major aitpgtondon, Paris, Frankfurt, Disseldorf,
Amsterdam, Brussels, Kéln-Bonn, Zurich) have goad finks. Of these most, except
London, will eventually have high-speed rail cortimats providing high levels of inter-
modality and enabling rail to be used as a feegletice to air.

e) Advanced Transport Telematics Technologies telhigent Transport Systems

Since around a decade, the use of advanced transpematics technologies (ATT)or
Intelligent Transport Systems (ITS3cross the different modes of transport (road, waiter
and air) is generally considered a means that tawviate traffic congestion or bottlenecks
and contribute to safer, cleaner and more efficieamisport. An application of information,
communication and control technologies enablesipuhlithorities or private operators and
individual travellers to make better informed and-czdinated decisions, offers new
opportunities for stronger integrating differenartsport modes and helps providing more
efficient door-to-door transport services (see l@tow). More detailed information on
transport telematics technologies is provided iménl.

General advantages resulting from an application oATT/ITS

Provision of travellers and operators with convahazcess to real-time information.
Provision of help to passengers, drivers, freighstrithutors and transport operators for
avoiding delays, congestion and unnecessary trips.
Successful linking of control and information cestrand use of standard formats for data
exchange / common practices that improve co-omeratif all operators and authorities
involved.
Development of advanced strategies for controliguig, congestion or incident management.
Development of short and medium-term traffic fostzey and diversion of traffic from
overcrowded roads to alternative routes.
Transfer of road freight transport to other moddsemv possible including rail, coastline
maritime transport and inland waterways.

Support to integrate multimodal passenger transport
Reduction of accidents, fatalities and injuries.

Increasing productivity.

Gain of extra capacity from existing transport @sfructures.
Reduction of energy use and environmental pollution

® It must be taken into account that definitionsrafsport telematics vary widely, as do assumptidrmut the likely costs of
both infrastructure and in-car equipment. The {ikedsts of provision of information services vialig infra red, microwave
or satellite communications systems also varieghidHowever, the general trend in the market & sly upwards.

® Intelligent Transport Systems: Results from ttesport research programme (European Commissi@i,)2Mtelligent
Transport Systems: Intelligence at the serviceafgport networks (European Commission, 2003).
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An early Community-level “kick-off support” to pracal ATT/ITS-applications has been
provided under the 4th Framework Programme for &eseand Technological Development
(1994-1998) through a specific “Telematics Applicas Programme” (TAP) The TAP-
projectd were implemented alongside different themes ancerenl the entire telematics
chain, from data capture and processing to trarssomisand reception, giving particular
attention to the needs of users (transport opeyatod travellers) and emphasising research
into telematics tools common to several transpades.

The early experience gained with the TAP-prograthregealed that ITS-applications could
realise very promising results especially in theldi of urban mobilit} and road
network/demand management, an aspect in which s¢seral NWE-cities have been
directly involved in. This positive experience waetly recognised under thd' Framework
Programme for Research and Technological Developrfi€99-2002), asupport for ITS
was to some extent continued in the context of &egjon no. 4 entitled “The City of
Tomorrow and Cultural Heritage” (especially undére tsection on sustainable urban
transport).

Within cities, modern technologies and ITS-systearsapplications can ...

improve service efficiency via traveller informatide.g. travellers information about park-
and-ride sites; public transport information ontesy schedules, prices)
further enhance congestion control and demand neamexgt to improve traffic flow (e.g.
guiding systems allowing route-modification duringh hours, information panels that allpw
journey modification while in progress),

enhance safety via incident and emergency manadeystiems and driver assistance,
promote traveller intermodality and collective sport via real-time, pre- and on-trip traveller
technologies,
ensure the interoperability of operations via omgstems architectures and standardised
initiatives,

protect the environment via integrated pollutionnitaring and traffic gating strategies,
promote other means of transport, for example plingicycle path information

help developing more citizen-oriented value adaéorimation services.

Nowadays, a wide range of different ITS/ATT appiicas are in use for further optimising
and improving existing transport systems in metlitggo and urban areas of North-West
Europe (see overview table below). The differer8/ATT options available can either be

" The 5th and 8 Framework Programme for Research and Technolo§ieaklopment did not contain a specific priority-
programme focussing on transport telematics apydics.

8 Altogether 113 projects with a total budget of @h200 million EURO have been realized.

® Mobile information Society: ITS for Cities (Eurcge Commission, 2000). Mobile information Societyeight Transport
(European Commission, 2000). Mobile information i8yc Waterborne Transport (European Commissioi®020Mobile
information Society: Collective Transport (Europgaommission, 2000). Mobile information Society:afonetwork and
demand management (European Commission, 2000).IéMotformation Society: Air Transport (European Guoission,
2000).

10 E.g. urban traffic control, travellers informati@md guidance strategies, incident and emergencyageanent, public
transport.

1 Actors from North-West-Europe involved in thesejpcts were mainly the capital cities and metrdpalregions, but also
other medium-sized cities.
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implemented individually or in a combined approathe actual solution adopted is however
depending on size, mobility culture and the type asfanisation within the Public
Administration of the respective urban/metropoligaaa. In the major metropolitan regions of
the German NWE-area, for example, quite extenskmeiences have been made with ITS
applications and various approaches for traffizvflnanagement, traffic information and real-
time information for public transport users areplace. Relatively wide-ranging application
can also be observed in Belgium and — at a conipakaiower level - in the UK (see case
study boxes IN Annex 1).

Beyond the urban contexi, S/ATT applications are also used on the dense @ans-
European Road Network.Already back in 1996, the European Commissiortesiaio

support a number of large-scale co-operative ITi@atives- in the context of its TEN-T
Multiannual Programme, which was partly a reactimthe highly fragmented patchwork of
regional and national ITS services in the fieldasdd traffic management that frequently lack
of appropriate interconnections, interoperabilitgl @ontinuity on long-distance routes
especially in metropolitan areas or across borddrese "Euroregional” TEN-T initiatives
(see map belowjocus on specific ITS issues, including the imgnment of traffic
management systems that provide traveller infownatiefore and during trips, as well as
road safety and emergency handling. In at lea$tBese Euroregional TEN-T initiatives,
which cover the largest part of the transnationABNco-operation area, different actors have
gained substantial “co-operative experience”:

. The CENTRICO-initiative ** provides traveller information services to custasner
crossing the English Channel with the intentiorcémtribute to more efficient long-
distance travel through cross-border data exchanddraffic management.

The STREETWISE-initiative ** aims at supporting a more synchronised approach
with regard to freight and fleet management.

Another TEN-T initiative covering the territory dfie NWE-partner Switzerland is
CORVETTE, which aims at ensuring the continuity and quaditgervices offered in
the Eastern Alpine.

12 ARTS, SERTI, CORVETTE, CENTRICO, STREETWISE, VIK&\

13 CENTRICO (Central European Region Transport Tet@samplementation Coordination) aims at improviogss-
channel information services especially by (1) mgkbest use of existing infrastructure to providelyeservices, (2) by
providing the data needed for emerging informasiervices, (3) by developing long-term solutionsi)gsNWE technologies
and (4) by evaluating traveller reception, the &ffn service expectations and future requiremientimtegrated services.

14 STREETWISE (Seamless Travel Environment for EéfitiTransport in the Western Isles of Europe) cotiee following
operational objectives for ITS-applications: (1jemmodal transfer of freight, (2) pre-trip plannio§ ferry crossing and
routeing to avoid congestion, (3) monitoring jouyrrieme reliability across networks and (4) re-rangeof vehicles in case
of poor weather conditions to improve safety.
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Beyond their role as “tools” for optimising the oal transport systemsATT/ ITS-

applications also constitute a steadily growing wdd-wide market with enormous
economic potentials®. By illustrating some “facts” and “figures” regangj the EU’s
positioning in the world-wide market for advanceahsport telematics technoloffypne can
easily see the important economic role of thisipaldr aspect.

The USA programme on ATT was the first to be launched iahds quickly emerged
as a leader in several aspects, most notably jpuitdic funding for development. A
key point in the technological innovation processhie United States was the creation
in 1991 of the Intermodal Surface Transportationt ASTEA), which changed
investment policy in the transport sector. The Wat8gic Plan for Intelligent Vehicle
Highway System (IVHS), which is now more frequentdferred to as Intelligent
Transport System (ITS), has public investment ajuad 40 billion dollars over
twenty years, along with a 170 billion from privat@estment. The programme adopts
the use of Advanced Traffic Management Systems (&8)JMAdvanced Vehicle
Control Systems (AVCS), Commercial Vehicle OpenagiqCVO) and Advanced
Public Transportation Systems (APTS). Annual masdié of transport telematics
technologies is currently estimated as being 1llibbiin the USA and estimates for
annual market size in 2010 foresee to reach 2G#@nbEuro.

The Asia-Pacific Regionis the world leader in innovations for ATT. Notlp@dapan,
but the whole Asia Pacific Region is making largeveistments in ATT and
introducing high technology systems for managing alteviating traffic in growing
cities. Applications of traffic management and pricin Singapore and Hong Kong
are the most notable. The successful Singapore lAcemse Scheme has operated for

15 1t must be taken into account that definitiongrahsport telematics vary widely, as do assumptaimut the likely costs
of both infrastructure and in-car equipment. THeellf costs of provision of information services viadio, infra red,
microwave or satellite communications systems atsoes widely. However, the general trend in therketiis sharply
upwards.

¢ Source: europa.eu.int/comm./energy_transport/atiatu/ttechdintro.html
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20 years using low technology pre-purchased licerssed manual enforcement.
Estimates for annual market size in 2010 predluitlbn Euro alone for Japan.

Within the EU, the ATT-sector is lagging behind USA and Japanmedestry as with
most information technologies. This situation idlwe@own and is being addressed at
national and EU level by the Information Societytiftive. Annual market size of
transport telematics technologies is currentlynested as being 455 million Euro for
Europe and estimates for annual market size in 20&@round 18 billion Euro for the
EU. At EU level, France and Germany host the legadoompanies currently
developing ATT applications. Rapid growth of thdustry has caused great confusion
in the market. This is mainly due to integratiofffidulties of the new technologies
within the existing operational procedures of pobtransport companies and
municipal traffic management departments. As alteadot of initiatives have failed
and there is some reluctance among decision-maepgoeriment further.

2.1.2. Impact of the current network development sttus on the accessibility of NWE
a) General aspects of accessibility in NWE

Accessibility is a critical issue in the NWE regisimce the region generally has relatively
good accessibility as measured by many of the atanicidicators, but also exhibits some of
the major problems concerning accessibility whien de encountered in Europe today.
Accessibility relates to the ease of reaching thraad®ities/locations which are relevant to the
range of welfare enhancing choices available torésedents and business within a region.
Accessibility thus requires us to examine access t@twork, the ease of movement along
that network and/or of interchange with other nekspthe range of locations which can be
accessed along the network and the activities @deailat those locations. It is not therefore
sufficient simply to measure the distance alonguaiqular link of a network, or the sum of

distances to all possible locations. Each of thesiite destination locations has to be
weighted to reflect its importance, recognisingtttf@at importance may vary between
different origins and between different people withAny one origin.

Since the main resource constraint on transporhas of time, it is usual to measure
accessibility in terms of times taken to reachdbstinations. This can be measured either in
terms of some aggregate of time taken to reacimgeraf destinations, or conversely as the
number of destinations, or more typically populatisvhich can be reached within a given
time period — for example the population accessibthin 2 hours could be a useful measure
of the extent of a labour market, the populaticachable within 4 hours may illustrate the
market which can be served within a day returndtp

Once expressed in terms of time some of the pasé#utors which influence accessibility
can be identified:

Physical barriers: the NWE region has two major gitgl barriers in the sea
channels which separate Great Britain from the ge@o continent and Ireland from
Great Britain. There are smaller barriers provitdgdmajor rivers and a number of
small islands.

Borders: the incidence of regional and nationaldbos continues to have a major
impact on accessibility. Although, for road traffimovement within that part of

NWE which is in the Schengen area can move relgtifreely, historical borders
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can still be seen in breaks in the high-level nelwéor rail the situation is less
satisfactory. With the exception of new high-spsedvices, principally those using
new infrastructure such as Eurostar or Thalysrioperability remains limited. The
situation for freight is much worse imposing lorgjays on international movements
with the consequent failure of rail to reverse lthreg term decline in the share of rail
in international freight. This is particularly cleim the inability of the rail operators
to achieve the predicted freight flows through @tennel Tunnel. The incidence of
multiple borders in NWE makes this a particularipbeon for this region.

Incomplete networks: The incompleteness of netwaskpartly accounted for by
physical barriers and national borders, but thee @her examples of network
incompleteness which disrupt the efficient operatid the transport system. The key
breaks in networks concern the failure of differerdtworks to provide inter-
modality. This is not just associated with the peofs of interface between land
modes and sea/air modes, but also between diffleretitmodes (especially road and
rail) and also within those modes, for example whprivatised operators do not
exploit all possible network economies.

Congestion: The level of service provided on a oekwis just as important a
determinant of accessibility as the physical exis¢e of the network. Both the
efficiency of management of the network and theeleof demand will affect
congestion levels. Congestion is endemic to all @sad large parts of NWE: road,
rail and air all display patterns of regular sesia@elays, not just in and around the
major metropolitan areas at peak periods, but asingly on many inter-urban links
during most of the working day and on others atkeed and holiday periods.

The main drivers of change in accessibility in N\Wé&e been the construction of new links
and nodes in the main networks and the growth affie¢r on those networks which has
affected their performance. In the past decadeethas been a general move away from the
‘predict and provide’ philosophy for the provisiohinfrastructure with the recognition of the
importance of induced traffic. Furthermore, theas bbeen increased concern expressed over
the environmental impacts of increased traffic attempts to plan and manage the
intermodality and interoperability of networks meféectively.

b) Measurement of potential accessibility

An aggregate measure is provided by potential aduwiéty. This has been developed in a
number of studies and indicators have recently lwadculated as part of ESPON1.2.1. This
discussion draws heavily on the ESPON 1.21. RepPdtential accessibility measures have
to be treated with care as they are based on aemofibestrictive assumptions and should be
taken only as one of a range of indicators rathan ta complete description (see Vickerman
et al, 1999; Quinet and Vickerman, 2004, for aiqui¢). Potential accessibility measures
assume that the attraction of a destination ineeagth size, and declines with distance,
travel time or cost. Destination size is usuallpresented by population or economic
indicators such as GDP or income which can bepné¢ed as indicators of market size.

Potential accessibility combines two functions,aativity functionrepresenting the activities

or opportunities to be reached and iampedance functiomepresenting the effort, time,
distance or cost needed to reach them:
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A is the accessibility of areia W is the activityW to be reached in arga andc; is the
generalised cost of reaching ajefnom areai. A is the total of the activities reachablej at
weighted by the ease of getting froro j. The interpretation is that the greater is the Ipeim
of attractive destinations in argaand the more accessible are ajefi®m area, the greater
is the accessibility of araa

The accessibility model used in ESPON 1.2.1 usesdntroids of NUTS 3 regions as origins

and destinations and calculates the minimum pattisifhum travel times) between these

centroids. For each NUTS 3 region the populatiomised as the weight as a measure of
market size.

For individual modes this presents no great difficaince distances along the network can be
weighted by average speeds for the appropriatedf/pead, rail line etc. to give the times as
a measure of perceived access cost. To get angaggreneasure of multimodal potential
accessibility the same rationale can be followedt the impedance function has to be
aggregated over the different modes, by repladieggeneralised cosj by the ‘composite’
generalised cost

wherecin, is the generalised cost of travel by maddetweeni andj and is a parameter
indicating the sensitivity to travel cost. Compeditavel cost is used rather than just a simple
average of travel cost because it makes surelibaemoval of a mode with higher cost (i.e.
closure of a rail line) does not result in a spusi@pparent reduction in aggregate travel cost.

However, there are some problems with such a measgpecially the need to specify the
parameter which is dependent on observed behavioural infitomaFor regions which do
not have access to a mode, which is then introd(mech as the development of high-speed
rail or of a low-cost airline at a local airportghmavioural parameters may change, but not
necessarily to reflect the same preferences as mbeons which already have such modes.
Furthermore such measures cannot easily incorparatéhe basis of easily calculable data,
variations in frequency which may be the definin@mcteristics of poor accessibility for
many remote regions on both rail and air networks.

ESPON 1.2.1 presents the multimodal potential adlo#isy indicator for all NUTS 3 regions
of the ESPON space standardised to the averagssiuitiey of the ESPON space (see Map
below).

Much of the NWE space has regions with clearly @baverage accessibility. The core of
high accessibility in Europe is located in an aretshing from Liverpool and London via
Paris, Lyon, and the Benelux regions, along then®hin Germany to Northern Italy.
Accessibility declines fairly rapidly as one mowsgay from this core. Regions in the centre-
west of France, the western fringes of England ®aes and much of Ireland have
accessibility levels well below the ESPON averafee Highlands and Islands of Scotland
have very low levels of multimodal accessibilityulidin and the central belt of Scotland are
good examples of the way agglomerations in moreoterareas have much higher levels of
accessibility than surrounding regions becauser thgernational airports improve their
accessibility. The penetration of more remote negiby low-cost airlines may provide (at
least a temporary) improvement in the accessilolitgome of the intermediate regions to the
west and north of the NWE space.
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Note that because of deficiencies in land infrastme and the lack of development of air

services, especially outside the principal citibg, enlargement of the European Union has
led to a decrease in average accessibility, bumeease in the relative accessibility of some
of the NWE regions. This again illustrates the aahéch needs to be taken with interpreting

these measures, both as an indicator of the aptrakived accessibility of regions in the

NWE space and the way such measures may appdaariges without any perceptible change

in the region itself.

Moreover, the index presented in the map is baskdyson road-rail-air accessibility. Ferry
services are represented as extra impedances orrotte network. However, inland
waterways and short sea shipping services areapresented at all and this constitutes a
significant distortion in the perceived accessotigh the range of modes available, to areas
such as the Rhine basin or the coastal regions.

Accessibility — a particular focus on the NWE coopmtion area

Within North-West Europe, multimodal accessibility shows a clear pattern of East-West disparities
on the continental part of the co-operation ared @rcombined pattern of North-South / East-West
disparities with respect to the UK and Ireland (seg below):

Regions characterised by a high level of multimodahccessibility that is clearly above the
European averagecan mainly be found in the eastern part of thasmational co-operation area.
Significantly high levels of accessibility (120%damore) can mostly be observed in areas located in
a wider arc starting at Liverpool/ London / SoutisEof England, continuing in a wider band covelting
Belgium and the South of the Netherlands, Luxemfotive Rhine-Ruhr region / the upper Rhjne
Valley and the Stuttgart metropolitan region in @any down to the northern part of Switzerland.
Within France, only the lle-de-France region anel tiorthern part of the Alsace region fall undes thi
category of high access level regions.

Comparatively poor levels of access in European ters can mostly be found in the central and
western regions of France (with the exception @fdié-France region), in the North of the Nethersand
(Friesland, Groningen), the northern and westerh gdfahe UK (West of England: Cornwall, Devon
Dorset & Somerset, Wales, Scotland, Northern lidlamd the whole of the Republic of Ireland. The
lowest levels of accessibility in NWE (60% and b@lecan be found in the Highlands and Islands, in
South-Western Scotland, Northern Ireland and Colinf#), in the South-East and the Midlands |of
the Republic of Ireland as well as in western Feafparts of Brittany, Pays-de-la-Loire).
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2.1.3. Recently introduced transport pricing regims and their impact on traffic patterns
in NWE

The development of new pricing regimes in transpalitlead to significant changes in the

pattern of traffic and revealed potential accesgibiSince the NWE space contains the main
areas where various forms of road charging areetmtsoduced this could have a significant
impact on both aggregate accessibility and theepegtof relative accessibility.

The main examples falready existing road pricing regimes in the EU-ara of NWE to
date are the German toll for heavy goods vehictemotorways and the London Congestion
Charge for all vehicles entering a relatively snaakta of Central London. Since these are
essentially partial charging systems the main goress the extent to which they divert traffic
and economic activity. Although the initial impacis traffic and congestion from the London
Congestion Charge are very encouraging in terntiseoimpact of a direct pricing measure on
patterns of demand, the impact of these on widen@mic performance is so far less clear
and will take much longer to have a full effecteTBerman law of April 2002, introducing a
“lorry toll on motorways" (Autobahnmautgesetz, AB)@Gas come into force on the 1st of
January 2005. It defines the basic framework caotht for the new regime such as the
amount and structure of the tariff,the charging procedure or the monitoring/control

17 All vehicles with a total weight above 12t thag aot driving for purposes of public interest (s)guilitary, police, rescue
services) will have to pay a fee for using Germantarways. The toll is only introduced on Germartoneays, but by way
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mechanisms. Although the law is generally considi¢oebe a first important step for creating

fairer conditions for competition in road transpand for charging cost to the actual user, no
generalised assessment of the wider impact forrda@d pricing regime does exist so far as
the system has just commenced operation. Seveusates indicate however a number of

shortcomings that tend to emerge from this measae box below).

Effects of the recently introduced “lorry toll on motorways” in Germany

Expected positive environmental effectsFrom an environmental policy point of view, it wdlhave
made sense to also include "light lorries" witheight below 12t in order to stimulate owners ofsthe
vehicles to bundling / shortening transport andutél requirements for lower emissions. Such |an
extension was however not possible due to the muBEd law in force'? Originally intended shifts in
freight transport from road towards more environtaky friendly transport modes (railway, inland
waterway transport) will also not fully take placa.first aspect is that the toll amount/km is too low
in order to initiate such modal shift in freighamisport and that the planned use of the toll rezéau
not supportive to such an objectRfe Another aspect is more specific to highly urbedisegions with
a relatively dense economic structure and theitiqudar freight transport situation. If one takés;

example, the Lower Rhine Ardawhich disposes of an optimal rail and inland wass/ connection
one can quickly see that significant shifts willt nake place. In fact, around two-thirds of alirjo
transports are in intra-regional freight transpeith a transport distance up to 50 km, for which
railway or inland waterway transport are not coritjpet alternatives.

Area-specific side effectsAlthough two precise motorways segments in Gerbandler areas havie
been excluded from the toll obligation (due to oees of environmental protection and of the
inadequacy of secondary border crossing pointsnicneased freight transport), the Federal Agehcy
for Environment estimates that "displacement e$feetill also occur in other than that the two
explicitly excluded border areas. As a consequetheeAgency recommends a general exclusion of
motorways segments in (cross) border regions ttrouigGermany?

Displacement effects of freight transport on secoraty roads: A specific analysis examining the
motorway-based limitation of the toll has estimateat a fee of 12 Eurocents/km will produce a 4.5%
of traffic increase on secondary federal roadss Haiditional lorry traffic will mostly concentrate
roads parallel to motorway or shortcuts, where don@s a very considerable increase of traffic can
be expecte® An estimate realised for the Lower Rhine Afeshows, for example, that of 45.0p0
lorries using daily the motorways of Duisburg, ardul.800 tend to use the secondary federal|and
regional road network in the area. This will notyohave negative impacts on the fluidity of traff|c
but also increase transport insecurity and enviemtai pollution.

of a specific regulatory directive (Rechtsverordgutie toll can be extended to clearly defined sagsiof the secondary
federal road network (Bundesstraf3en).

18 Federal Agency for Environment (Umweltbundesan8jellungnahme des Umweltbundesamtes zum Gesetz zur
Einfihrung von streckenbezogenen Geblhren fir diauBung von Bundesautobahnen mit schweren Nutaaben
(www.umweltbundesamt.de/verkehr/verkehrstraeg/guetkehr/texte/mautgesetz.html).

19 Kiesewetter, Rudolf: Eine fahrleistungsabhangidieviMaut zur Verlagerung des Giiterverkehrs von deaf® auf die
Schiene und die Wasserstral3e. Berlin, 2003.

20 The toll revenue will actually be used for impmogyithe road infrastructure. In order to be morepsuive for modal shift

in freight transport, the toll revenue should hde=n used for improving the attractiveness of aaid inland waterway
transport.

21 Niederrheinische IHK Duisburg-Wesel-Kleve: Lkw-MailHK warnt vor Schwéchung des Logistikstandorigdérrhein
(www.ihkduisburg.de).

22 Federal Agency for Environment (Umweltbundesan8jellungnahme des Umweltbundesamtes zum Gesetz zur
Einfihrung von streckenbezogenen Geblhren fir diauBung von Bundesautobahnen mit schweren Nutzaben
(www.umweltbundesamt.de/verkehr/verkehrstraeg/guetkehr/texte/mautgesetz.html).

2 Federal Agency for Environment (Umweltbundesan8}ellungnahme des Umweltbundesamtes zum Gesetz zur
Einfihrung von streckenbezogenen Geblhren fir diauBung von Bundesautobahnen mit schweren Nutaaben
(www.umweltbundesamt.de/verkehr/verkehrstraeg/guetkehr/texte/mautgesetz.html).

24 Niederrheinische IHK Duisburg-Wesel-Kleve: Lkw-MalHK warnt vor Schwéchung des Logistikstandoriedérrhein
(www.ihkduisburg.de).
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Displacement effects of freight transport on the mimrways of neighbouring foreign regions
Since the beginning of January 2005, a signifigantease of trucks traffic could be observed|on
motorways of the regions Alsace and Lorraine (whach partly toll-free), of eastern Belgium, |of
Luxemburg and of eastern Netherlands. On someesktimotorways, congestion has increased.|The
regional and national authorities of the countriemcerned are envisaging specific measures to
counteract this trend. Possible measures couldhédéntroduction of similar level of tolls for trahs
traffic of trucks. Technical aspects of such meastnave first to be worked out and to be approyed b
the national and EU authorities. This shows cledhigt road pricing measures requires efficient
transnational coordination to be efficient andvoid drawbacks.

Outside the EU, in Switzerland,a distance-related “Heavy Vehicle Fee” (HVF) isoeced
since 1st of January 2001 and replaces the preVlatisate heavy vehicle fee. The HVF,
which is calculated according to three crit€tiaapplies to heavy goods vehicles with an
admissible laden weight of more than 3.5t. The ddithe fee was defined at 1,68 Swiss cents
per ton and kilometre and will be increased in 2602.44 cents/tkm). At Federal level, the
revenue share of the fee is mainly used for finagndarge-scale transport projects that pro-
actively support sustainable mobility within Swittzexd (i.e. Rail 2000; New Transalpine
Rail Corridor; Swiss links to the European highegpdrain network; noise remediation of
rail). After the first three years of operation,ckear change of the trend in kilometres
travelled by heavy goods traffic on Swiss roads lmambserved (decrease of 4% in 2001 and
of 3% in 2002). Three years after the introductsbthe HVF in Switzerland (1st of January
2001), also Austria has successfully introducedeathat is - similar as in Switzerland - due
for heavy goods vehicles with a total admissiblégiveof more than 3.5 tons (1st of January
2004), however only for a use of highways and shigk-quality trunk roads. More recently,
the introduction of similar fees for heavy goodsieées has become reality in Germany (1st
of January 2005, see case study below) and ispddsmed in Sweden, the Czech Republic
and the UK.

An additional proposal which may have more wideagreonsequences is that to impose tax
on aviation fuel which is currently tax exempt imetEU. This would have a generally
negative impact on air travel relative to other emdout would have particular consequences
for those regions which are more dependent onrairsport to maintain their accessibility.
This would affect most of the UK, especially outsidondon and the South East and even
more so Ireland.

ESPON 2.1.1 did attempt an initial comparison &f ittnpact of moving to a situation where
each main transport mode charged its full margioaial cost rather than just relying on the
provision of new infrastructure. Since this obvigusnposed transport costs which were
higher (in some cases significantly higher) thaoaséh currently in operation, whereas the
effect of new construction was essentially to redtransport costs, the result was to have a
negative impact on levels of economic activity. SThiad a particularly negative impact on
those regions which rely more on transport, eithezause they produce transport intensive
goods or have a higher share of trade in outpug. ré€Bults of putting the two sets of policies
(completion of TENs and optimal pricing) togethemncbe seen in the map below. NWE
regions appear in the main to be negatively aftedte such a policy scenario, since they
benefit least in terms of improved accessibilityhd¥ is however clear is that significant

25 Calculation basis: number of kilometres coveredSariss territory, admissible laden weight of théicke, emissions of
the vehicle.
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changes in accessibility (up to 30%) have very tiohiimpacts (1.5% or less on regional
GDP/capita).

However, we have to be cautious in interpretingrémilts from the ESPON 2.1.1 study for
two reasons. First, the modelling in ESPON 2.1dLrdit allow for the dynamic effects which
new charging regimes and accessibility patterngitrigve. Secondly, the evidence from the
London Congestion Charge shows very clearly thatrésponse to a step change in policy
can be much more significant than the modellinghef Charge had suggested. Traffic levels
fell much more than expected, private car usaddyelvell over 30% whereas a figure of 18-
20% had been expected, and the impact on congestiomeasured by average speeds or the
time penalty was much greater, thus making the estaalternative, bus, much more
attractive. If the charge has a significant impaat behaviour then it may also have a
significant impact on the economy, but measuring #s a simple direct impact may be
inadequate to reflect the long-term changes indt& economy.

2.1.4. Traffic Growth in NWE and its spatial implications

There are two aspects to the growth of trafficstFig the overall growth in traffic as part of
the increasing transport intensity of the econo8scond is the changing modal split of that
traffic. Traffic growth is associated both with tbeerall growth of the economy and with the
changing spatial nature of economic activity aslwsl with the changing relative cost of
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transport. The long term increasing trend in transmtensity experienced in NWE is due to
all three of these factors.

Traffic trends

The long-term downward trend in the real perceiwasts of transport (i.e. excluding

congestion and environmental externalities) hasearfrom the tendency of real fuel prices to
remain fairly static over the longer term and theréasing efficiency of fuel use to counter
the increasing nominal cost of fuel and has hadgmnimpact on both total traffic and modal

split. Increasing incomes are associated with aneasing demand for variety: this affects
both the range of goods purchased and the rangetisfties undertaken (including the range
of destinations found attractive). Thus consumadsfams seek to source goods from a wider
range of suppliers. Consumers seek a wider ranggestinations for leisure and holiday

activities. These are examples of the way that gésrin both demand and supply have
occurred simultaneously leading to large increasesiantities and falling prices.

This is compounded in freight transport by the ifigll average volume or weight of
consignments resulting from the changing compasitibindustrial output and trade, thus the
average transport content of traded goods hasifailbstantially. The process of globalisation
in the world trade system, reinforced by increasiriggration and regional specialisation in
the European Union’s single market, provides aredddimension. Until the mid-1990s the
traffic generation impact of this trend outweightte® falling transport content aspect to
increase overall transport intensity leading toosons for decoupling the growth of transport
from the growth of the economy. In recent years thdency has begun to show some signs
of reversal as the tonnes element in tonne-km fasier than distances are rising. The impact
on traffic is of course more directly measured leiele-km than tonne-km and increasing
efficiency in the transport logistics sector, asgidy deregulation and competition, leads to a
changing relationship between goods flows and Vehftows through higher vehicle
utilisation and load factors. Notwithstanding thtee increasing fragmentation of flows
(including the increasing incidence of direct homheivery from telephone and internet
purchasing) has shown a much faster increase in B@&Y¥ van traffic compared with HGV
traffic. This is a significant contributor to in@®sed congestion in many areas.

Changing spatial patterns of individual activityvhaalso led to an increasingly transport
dependent society. Whilst to some extent increaisidiyidual mobility is simply a reflection

of the preference for variety, and shorter workiveeks and increasing affluence have led to
those in employment taking more (often shorter)dayls, with a larger transport content — a
trend supported by supply side changes such asdsivairlines, this is not the whole story.
Within households the growth of multiple car owrgpshas also led to greater freedom on
the part of all members of the household througiatgr car accessibility. In many areas, the
UK being a particular example, one of the greatestributors to urban congestion is the use
of cars to take children to school. Although clslfety is usually stated as the main reason
for this, it is the availability and convenience tbe car which is the primary generator. A
further factor is the growth of multiple workers households. With these workers often
working in different locations, the optimisation dsidence-workplace pairs becomes more
difficult and average journey lengths increase.

46



Modal split

The dominant feature of traffic growth has beenghmnth in road traffic. Even where other
modes have shown an increase, the overwhelming trafv road traffic has led to a
substantial shift in the modal balance. The neetbfe with this shift to road has dominated
policy discussions; even with a significant growthrail travel, the impact on modal shares
would be limited. Road dominates each sector ofspart: passenger and freight, urban and
inter-urban (Tables 1 and 2 in Annex |). It is thaad where many of the problems are most
acute, especially congestion.

The fastest growing mode and thus the one withdla@merging problems, is air travel.
Contrary to the case of road, which has become mlmhin part because of its ability to offer
seamless travel with no interchanges, the growthirofransport places additional strains on
other modes of transport which are needed to peoa@tess to airports. It is notable that more
peripheral regions have a much higher propensitetterate air travel than the more central
regions, despite lower overall mobility rates. Hrisesidents, for example, generate 1432
passenger-km a year on average compared with i@ fa@jut48 for German residents.

Spatial implications of transport trends

It is clear that there is a large degree of endeierin the links between transport and the
spatial development of the economy. Whilst the deein transport are clearly a partial
determinant of changes in spatial organisation bgnging relative prices, the changing
structure and spatial organisation of the econaag to changes in the demand for transport
through the conventional derived demand relatignshi is simplest to classify these
implications as relating to agglomeration effectd aentralisation effects.

Agglomeration effectsrelate to the tendency which falling transportts@sn have in
enabling firms to achieve scale economies and befnem agglomeration without
suffering competitive penalties from the barriefs hagh transport costs. Within
agglomerations backward and forward linkages canpound the cumulative effects.
Agglomeration leads to larger transport flows thegucing further the average cost of
transport, up to the point where congestion sets in

Centralisation effectsare those which determine whether activity willvedowards
the already developed areas of the region or dexdieset towards more peripheral
locations. They may be associated with agglomearataale economy effects.

The European Spatial Development Perspective lgmped golycentric structure

as a desirable objective of spatial development poy in the EU. This implies
trying to achieve a limit on tendencies towardslaggration and centralisation. A
polycentric structure for the EU as a whole shobkl matched by polycentric
structures at each level: macro-regions such as NWfvidual member states and
individual regions. An appropriate transport netwisr needed at each level of such a
structure. The allowance for these network develmshas a generally small impact
on economic welfare for the majority of NWE regiofi$he improvement of links
across some border regions in smaller countriesofufidks to the periphery is likely
to be more significant however.
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2.1.5. Long-term traffic forecasts for NWE

A major issue for the territorial development of BWh the coming decades will be the
growth of traffic flows. These result from the cuative effects of a series of factors such as:
further European integration, globalisation of #m®onomy, EU enlargements, progressing
motorisation rate, decentralised organisation oflugtrial production and just-in-time
approaches, increase of leisure time, qualitativelution of transport systems (HST),
decrease of air transport prices (low cost commare&e. Only few counteracting factors can
be identified. The emergence of the information ietyc bringing with it numerous
applications (e-learning, e-services, home worlétg) does not create a real substitute to
physical mobility, on the contrary. Access to mor®rmation may generate a stronger need
to move.

Most recent Europe-wide traffic forecasts up to @@2ovide impressive results as far as
NWE is concerned. Starting from a base year in 2669 TEN-STAC Study has produced
various scenarios which all incorporate the samengon socio-economic assumptions,
meaning a “normal” economic development in all does. We shall consider here only the
outcomes of two scenarios, which are the extrenes anterms of transportation policies: the
Trend+ and the European+ scenarios:

- in the Trend+ scenario, basic policy actionswsed to ensure the realisation of the White
Paper aimed at the continuing liberalisation angoaisation of EU transport for 2020. The

infrastructure projects globally included in the HIRD+ scenario mainly consist of the

projects to be finalised in the year 2007.

- the European+ scenario includes a number of gstsoms in addition to those of the Trend+
scenario: the White Paper measures are appliedfisptg on the Trans-European Network
and on specific infrastructure projects; substhr@@ompanying measures are dedicated to
the selected infrastructure projects in order tgpsut the intermodal transport. All
infrastructure projects are included that are ptahto be finalised in the year 2020.

Only the main transport axes are considered (TENfIHuding rail, road, waterways, sea
motorways/short sea shipping. Results of simulati&imow the following resufts

In the field of road passenger flows, the Trendgnseio shows increases above 80% between
2000 and 2020 on a number of motorway sectionst (@adsondon, West-Midlands, Ireland,
Benelux, South of Paris). Sections with an incregase between 40% and 80% are even more
numerous, in particular in France, Ireland, westsris of the German area. Sections with a
rate of increase between 0 and 20% are also nuséncail countries. Sections where road
passenger flows are likely to decrease are ratkegpdional. The European+ scenario does
not provide a very different picture. A number etsons are even more overloaded than in
the Trend+ scenario (south-east of the Paris regvestern part of the German area etc.): the
more the road infrastructure is developed, the nmaemse are the road passenger flows.

The rates of increase of road freight flows willibéhe average twice as high as those of road
passenger flows in the Trend+ scenario. Motorwasti@es with a rate of increase above
150% between 2000 and 2020 are far from exceptionall countries concerned, as it is the

26 TEN-STAC « Scenarios, traffic forecasts and arislgs$ corridors on the Trans-European Network”. @mation: NEA
(NL). European Commission. 2004.
2" Maps are contained in Annex 2.
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case with sections showing an increase rate bet@@#nand 150%. Much less numerous are
the sections with an increase rate below 80%. Tlsehowever more numerous in the
German part and in Switzerland than in the othewnt@es. There are no significant
differences with the outcomes of the European+ atgenEfficient transport policies do not
apparently have major impacts on the reductiorr@fvth of road freight transport.

Strong increase in the volume of road traffic hgsificant impacts on the evolution of road

congestion. In the Trend+ scenario, time costs edusy road congestion will increase

between 2000 and 2020 in all regions of NWE (witle @xception in the North of England).

In most regions of NWE, increase of congestion c@gtl be high, even in less urbanised
areas. Low values are to be found mainly in mouotas areas (North of Scotland, Ardennes)
and in a modest number of other regions (East MalaNorthern Ireland, Normandy).

CO2 emissions caused by road traffic are alsoylikelincrease significantly between 2000
and 2020 (Trend+ scenario), in particular in Fraand Ireland. In the case of particulates,
emissions caused by road traffic are in the coptiikely to decrease (in the range of 40%-
60%) between 2000 and 2020 (Trend+ scenario), ptphimecause of technological progress
in engines.

In the case of rail passenger flows, high increates (above 80% between 2000 and 2020 in
the Trend+ scenario) are to be found on railwayticses which are recent or strongly
modernised (Frankfurt and Cologne regions, westerth-south railway from Scotland to the
Midlands). Railway sections with an increase ratveen 40% and 80% are also numerous
(Central Ireland, Midlands-London, Lille-Paris-Lyosome sections south of Brussels). The
European+ scenario shows a pattern which is naddomentally different from that of the
Trend+ scenario, although some significant charages be observed: a number of railway
sections are more intensely used (Upper Rhine megégion East of Frankfurt, south-west of
Paris), while traffic declines on a number of otlseictions (towards south-west France,
western parts of the German area). These changegymesult from the extension of the
HST network which concentrates flows on the newdiat the expense of the more traditional
railways.

As in the case of the road sector, the average ddtmcrease of rail freight are roughly twice
as high as those of rail passenger transport. dsereates above 150% between 2000 and
2020 (Trend+ scenario) are to be found mainly igl&nd and in the Benelux. They are much
more numerous in the European+ scenario (notabRramce and Germany). This pattern is
also true for the railway sections with an increeege between 80% and 150%. This shows
that an efficient policy aiming at promoting raieight and intermodal transport may have
significant impacts on the volume of rail freight.

Looking more specifically at international flowbkeir share in the year 2000 was high (above
20% of total flows) in the whole of NWE with threxceptions (Ireland, the UK except the
London region, West France, except the corridothéndirection of Spain). In the central part
of NWE, an area can be identified with a partidyldrigh share of international traffic,
including short-distance one (both passengers ranght). It stretches from the southern parts
of the Randstad to the Basel region and covergya |aart of Belgium, Luxembourg, northern
France as well as the western border regions dstrenan part.

Comparing the situation in the year 2000 with tbee¢asts for 2020 in international road
traffic (respectively Trend+ and European+ scersyiih can be observed that the pictures are
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quite similar with very few exceptions (the shafenternational road traffic will increase on
the corridor north of London, on the corridor seutkst of Paris, on the corridor Brussels-
North Sea coast, on some sections of the Germaitc).

In the field of international rail traffic, the mmicorridor with the highest share of

international traffic in the year 2000 (more tH#0%6 of passenger and freight flows) was the
corridor linking London-Brussels-Luxemburg-StrastipBasel-Milan, with some other

shorter corridors (Paris-Brussels, Randstad-Germmagsel-Frankfurt). The pattern is

however likely to change significantly between 208@d 2020, with a number of other

corridors having in 2020 a share of internatiorrafffic above 50% (Brussels-Randstad,
Brussels-Cologne-Frankfurt; corridors of the Stattgregion), or between 20% and 50%
(corridors around Paris, central England). There also some differences between the
Trend+ and the European+ scenarios: efficient parigolicies tend to increase the share of
international traffic on certain corridors (indwtieffects).

Efficient transport policies also have significaetritorial impacts. In terms of European
centrality (passenger transport), the Europeanfiat® shows an increase rate above 25%
from 2000 to 2020 in the UK, Ireland, lle de FranBargundy and Alsace, while increase
rates between 10% and 25% are quite general indhenental part of NWE. In the field of
freight centrality, increase rates are highest yab@0%) in Scotland, Cornwall, East-
Switzerland, while the other parts of NWE will harederate increase rates (below 10%)
between 2000 and 2020.

Potential costs savings between 2000 and 2020 aduket improvement of travel times
(passenger transport; European+ scenario) wiligréfecant in the large metropolitan regions
(London, Paris, Randstad, Rhein-Ruhr, FrankfurysBels), but quite low in the remaining
parts of NWE, with some exceptions (Western Scdtlasouthern Ireland, parts of the
Benelux). This confirms that main beneficiariesH8T are the large metropolitan regions.

Efficient transport policies also contribute to weohg the time costs caused by road
congestion. When comparing the Trend+ and the Eanop scenarios, wide areas of NWE
experience a significant reduction of time costaseal by road congestion if an efficient
transport policy is applied. This impact is strongethe peripheral and/or rural regions of
NWE than in the more central and urbanised ones. dgplication of an efficient transport
policy also has a positive impact on the reductibemissions caused by road traffic (CO2,
NOX, particulates), in particular in France andrGany.

Waterways play an important part in freight tramsmiion in the continental part of NWE, in
particular in the Netherlands and Germany. The maiterway system is that of Rhein-Main.
The Trend+ scenario shows a significant increadeeajht traffic on a number of waterways
(Lower Seine, Neckar, northern Netherlands). Theeligpment of sea motorways/short sea
shipping has important potential for carrying figig The Trend+ scenario shows that
maritime traffic (excluding crude oil) could be rtiplied by 2 to 3 on the connection North
Sea/Baltic Sea and by 1.5 to 2 in the Atlantic/Gtenarea. The total traffic volume
(excluding crude oil) would exceed 300 million toms the sea motorway from the Western
Channel to the Baltic Sea.
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TEN-STAC Study: Relative change in road passengetdws (total) 2000-
2020 (Trend Scenario)
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TEN-STAC Study: Relative change in road freight flavs 2000-2020 (Trend Scenario)

2.1.6. Transport and energy price

Relationships between transport and energy areregly strong. Main energy sources used

in transportation are primarily oil products and®adly electricity (which is itself produced
from various primary sources).
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While in the past decades the main issues regatimgelationships between transport and
energy concentrated mainly on energy savings inspartation (through technological
developments) and on environmentally-friendly tgorgation (through modal shift and
higher efficiency in the limitation of emissionshain issues fro the coming decades may
become slightly different.

The price of enerdy will certainly be one of the most sensitive fastavlain reason is the
growing imbalance between supply and demand dadradl gas products at world scale. Large
emerging industrial countries such as China, InBiazil and a number of smaller ones are
strongly driving energy demand upwards. The sugglyacity of oil products is by far not
growing at the same speed for a number of reasmssifficient investments and oil
discoveries in past decades, progressive depletioail resources in a number of world
regions). The result is a significant increaserafie oil prices which jumped from $10/barrel
in 1999 to $24/barrel in early 2003 to reach $5i@#ain early 2005. There is no sign
showing that this trend is likely to be significgnturbed down in future. On the contrary, the
imbalance between oil supply and demand is likelgrow and oil price reaching the level of
$100/barrel in a few years is already anticipatgdimerous experts and professionals.

There is however another less well-known but memoss aspect of oil supply: that of oil
production peaking. Oil production peaking meanslideg production at a certain stage of
exploitation of oil fields, whatsoever the leveliofestments may be. Main constraints in the
peaking process are of geological nature. The gsoo€oil peaking can easily be understood
if one considers a single oil field. The exploibatiprocess is composed of various phases. At
the beginning of oil production, the natural presss generally sufficient to let the crude oil
come up by itself (primary recovery). With increasproduction, the pressure of the oil field
diminishes and the water levels rise. After sometthe production rate begins to decline.

The world's largest oilfields were all discoveregfdre 1950. Since the 1960s, annual oil
discoveries have decreased regularly. Since 1980yah consumption has exceeded annual
discoveries. By 2005, 70% of daily oil supply cafrem oilfields already in production for
30 years or more; 20% of global supply came frongibht oilfields whose average age of
exploitation was over 50 years. Oil production pegKollows — with a few decades delay —
the peaking of oil discovery. Global discovery pedlat world scale already in 1964. Since
then, annual oil discoveries regularly decreaseddgregating the production processes of
the various oil producing regions, a world-wide lped oil production is generated, from
which point production decline at world level iguitable.

In the various oil producing regions, big oil fislhave been developed first and only
afterwards the smaller ones. When the first bitdéihave passed their production peak, an
increasing number of new and generally smallerdéiehave been developed. It became
however increasingly difficult to sustain the ratke production growth. The smaller fields
reached their peak much faster.

By 2005, numerous oil fields in the world had athe@eaked. Oil production peaking in the
USA has occurred in the early 1970s. In the grdupoantries outside OPEC and the Former
Soviet Union taken together, oil production peakivag occurred in the late 1990s. Critical
for the stagnation of oil production in this groaop countries has been the peaking of olil
production in the North Sea which has occurrecha year 2000 (in 1999 in the UK and in

28 ESPON Project 3.2. Second Interim Report. ChahgerEnergy. 2005
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2000 in Norway). After the year 2000, only a vdrgited number of countries in this group —
in particular Brazil and Angola — have been in &ifjon to continue to expand their
production. . In China, oil production has peakad2003, so that a sharp increase in oil
imports can be observed. The case of the FormereStinion is a particular one. Oil
production peaked a first time at the end of th&0%at a level of 12 million barrel/day. In the
following five years, production collapsed by alm&8%. After the liberalisation of the oil
market, production levels in Russia increased agamy strongly. Experts foresee however
new oil peaking within a few years earlier howewveRussia than in the rest of the FSU.

In the Middle East — the core of OPEC — the sitratin Saudi Arabia — the biggest oil
producer — turns to be far less favourable thaiciaff declarations have ascertained for
decades. The largest oil field in the world -Ghawatiscovered in 1948, has been exploited
for more than 50 years. In the early 2000s, mortemia already pumped into the field to
increase pressure than oil is extracted. SaudiiAra#s not been able to compensate for the
decline of oil production in other world's regio@man’s oil production, which has been one
of the great success stories of the 1980s and 19@@&ed at the dawn of the*2dentury
from 840 000 barrel/day to 703 000 barrel/day wittwo years. Already in the year 2000,
Iran was facing an uphill battle to compensatetiier decline in its major south-western oll
fields by ways of gas and water injection and mioféshore developments on buy-back basis.
By doing this, Iran only succeeded in slowing tleelthe. Even the big hope generated by the
super-giant oil field of Azadegan has been gragiudyling down as its potential has been
constantly down-rated. In Iraq, the extra-low prcithn rate of the early 1990s allowed for a
further “plateauing” in known fields. Production irew fields ready for development (West
Qurna2, Majnoon and Nahr Umar) as well as in refatb recent discoveries in the Western
Desert, cannot progress as much as expected, leecdusar, long-lasting troubles and
terrorism which do not make the necessary investsnarssible.

A number of significant experts of oil geology ascbnomy (Campbell, Lahérerre, Bakhtiari,
Simmons etc.) agree on the fact that oil peakingatd scale is likely to occur rather soon,
most probably between 2010 and 2020, after whitproduction will regularly decrease. In
a context of growing demand, oil prices are likielyreach very high levels and oil shortage is
even not excluded in the long range.

The question is therefore raised if alternativergnesources can be substituted to oil in the
transport sector. Presently, two possible alteveatsolutions can be mentioned: the
development of biofuels and that of fuel cells (fmgen). The production of a significant

amount of biofuel will require very large agricutali areas which may create competition
with food production. Fuel-cell driven vehicles \dbnsume large quantities of hydrogen, the
production of which requires significant amounts exfergy (natural gas or electricity).

Hydrogen is an energy vector, not an energy source.

It results from this that energy supply will beaisus issue in future and the situation will be
more severe in the transport sector than in otbetoss because substitution possibilities are
much more limited. Only modal shift from roads #lways could alleviate significantly the
use of oil products, because electricity can beyered from various primary energy sources.

The impact of energy supply constraints on theepattransport will be significant and the
guestion can therefore be raised in how far thg lamge transport forecasts presented above
(TEN-STAC Study in particular) are realistic in antext of strongly increasing energy
prices.
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Source : University of Uppsala (Sweden). 2004

An important aspect of the increase of energy padhe evolution of settlements resulting
from growing transport costs. As long as the inseeaf oil price does not generate a serious
economic recession, it is likely that growing tramd costs will favour the development of
compact cities and counteract suburbanisation. Derfa public transportation will increase
and settlements will expand at proximity of theistas of public transport networks. As
demand for housing in cities will grow, prices wilcrease accordingly. Small settlements in
rural areas, which are usually more dependent upaah transport, will be disfavoured by
higher energy prices, in particular of oil produdtss also likely that recreation areas will be
developed in the surroundings of cities, in ordereduce the distance between homes and
recreation facilities (week end recreation in antr)
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2.2. Emerging “key challenges” in a medium-term pespective for the future
development of the NWE transport system

2.2.1. Maintaining a high level of external access and from NWE as well as a high
level of internal access within the NWE

a) Improving the external access of NWE to the resif Europe/the world through
increasing the efficiency of land-based transportmaritime transport and air
transport: corridors linking NWE to the rest of Eur ope:

- Consideration of the development of major land-bdseansport corridors (i.e. TEN-T)
and their potential impact on the external accessitlp of NWE, in particular in relation
with the EU enlargement;

It is obvious that EU enlargement generates areas® of exchanges between the EU-15
countries and the new member countries. Therewsether presently no precise analysis and
visualisation of the impact of EU enlargement aaffic flows in Europe. It is nonetheless
interesting (as an approximation) to visualise platern of traffic flows which have their
origin or destination in the new member countried which affect the EU-15 countries. Such
an exercise was made for France by Ph. Mathiseatejuest of DATAR in the case of road
transport.

The first map shows transit flows through Franas@aning that France does not generate and
receive any traffic), while the second map showes plattern of traffic generated or with
destination in France and related to the new merstaes (method of minimal path). The
superposition of both maps would provide the coteppattern of flows between EU-15 and
the new member states.

As far as NWE is concerned, both maps suggest eeotration of flows on major East-West
corridors through Germany, southern Benelux andheon France. Impacts on the UK are
also significant. It is likely to assume that theensification of flows resulting from the
enlargement in the years to come will follow thensgpattern, or at least a very similar one.
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- Need to increase the performance and profitatyilof long-distance intermodal systems
and services beyond NWE and need for stronger mérig

Long-distance intermodal systems are essentiah femstainable organisation of transport in
NWE, because of the presence of large transpors lara of large agglomerations. In
particular, the hinterland connections of the poftshe northern range call for an increased
development of long-distance intermodal systemgh ban North-South and East-West
corridors. Several obstacles have to be overcorttasrespect:

- on East-West corridors, deficits in intermoddlusions are particularly important in France
where railway services are badly developed and e declined in recent years. The
French railway company is politically obliged talofor profits and withdraws from services
which are not sufficiently profitable. So far, teehas not been a single train between Le
Havre and Sopron in Hungary, while Antwerp and &olim are well linked to Sopron. A
frequently mentioned constraint is the insufficiénetight volume necessary to make services
profitable. This depends however upon the typere@fht. For certain categories of freight,
volumes are sufficient to justify services. It ssemecessary to motivate and mobilise
transnational operators. The lack of appropriateices in the French part results in a
diversion of rail freight along the Rhine valleyrgiced by non-French operators. Another
aspect of this issue is that the situation of raylmetworks is paradoxical: while there is free
capacity, there are also local bottlenecks (attiteance and exit of agglomerations).

- on North-South corridors, the freight volume igffieient to make intermodal services
profitable and rail freight is progressing bették. specific issue where potential for
intermodal/combined transport exists is the trartgpion of fruits and vegetables from
Mediterranean regions to the large cities of NWEesEntly, this type of transport is almost
exclusively ensured by trucks, causing severe fpoflluand congestion, not only on the
motorways, but also in the large cities. Rail tgors would considerably improve the
situation.

In both Ireland and the Netherlands there is aralieav of the need to recognise the differing
infrastructure needs of different types of traffidifferent types of flow, freight, passenger
and information have different characteristics angose different pressures on the networks.
The accessibility measures used were often inapjtepfor these purposes even if they
combine different modes. Furthermore, the sectorgin of Irish growth implies very
specific transport demands and knowledge flows.

This is even more significant within the Netherlanehere there are many competing uses for
infrastructure, implying the need to classify isfraicture according to its primary purpose:
international, national, regional, local. One viéwthat it was only by providing such a
classification that a meaningful discussion of astructure needs could take place. On the
other hand it has to be recognised that the sarfnasiructure can serve many different
purposes and at different times of the day/week/yka balance of these purposes could
change. The main problem is in determining the mt@k conflicts between, for example,
through traffic and more local traffic and assignappropriate values to their different needs.
The example was given of Antwerp where there isopgsal to develop the infrastructure so
as to segregate local traffic from long-distanedfitt with the latter confined to through lanes
with no access/egress.
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- Need to overcome the incompatibility of nation@chnical standards (inter-operability)
in railway systems;

The problems of interoperability of infrastructwed rolling stock are well documented. The
UK faces particular difficulties because of the meoestricted rail loading gauge, particularly

on routes to and from the Channel Tunnel, whiclo dé&e capacity constraints. The rail

network as a whole faces serious capacity consdrginen the increase in passenger traffic
which has limited the available capacity for th@axsion of rail freight, despite a generally
good performance from this sector. The lack of gaodaccess to potential customers limits
the competitive potential of rail.

But also in the case of Germany’s second most itappmetropolitan region, the area around
Stuttgart, incompatibility between the differens®ms in the countries is considered a major
obstacle that tends to restrict the location’s wigkdernal access. Problems of interoperability
also exist at the borders between Belgium and Eranc

For Switzerland's external accessibility, rail sport is of strategic importance. National
policy aims at qualitatively upgrading this trangpmode with a view of promoting stronger
modal shifts in passenger and freight transpornfroad to raif® In the context of HST, the
issue of interoperability is not an immediate mapoblem, as foreign high-speed trains
(TGV, ICE) can actually access their final desimag in Switzerland. In the medium term,
however, there will be some problems if Switzerlanahajor high-speed rail corridors is
equipped with a new transport telematic system dgean standard ICTS for electronic
signals), while the neighbouring countries haveysdtmade the necessary investments.

- Exploration and use of potentialities offered llye present policy on initiating “highways
of the sea” on the external access of NWE; Bettategration of long-distance maritime
transport (going beyond the boundaries of the NWEea) into the intermodal and logistic
chains of the NWE with the aim to shifting cargodm road to sea;

Shipping and port congestion are of major directceon to Ireland. The main problem was
perceived as congestion in (and immediate accgsports. This affected both Irish ports,

especially Dublin, and the main hub ports of Roken, Antwerp and Hamburg. There is a
potential need for the development of alternatieewater hubs: Shannon in Ireland and
Milford Haven in Wales were cited as potential adtgives. Access to Dublin port would be

improved by the completion of the port access tunfeere are strong views in IRL that the

development of ports and shipping should not ben 4ee exclusively as an internal EU

matter but the wider global links, especially wilorth America, are critical to continued

economic success.

Ports for ferry services to the UK (and Franceyptent to compete with the main ports but
serve dedicated routes.

- Promoting better co-ordination and co-operaticemong existing ports (including the
medium-sized ones) for developing sustainable exaértrade and including the

potentialities resulting from the EU enlargement ddelopment of maritime connections
between NWE and the Baltic States, Poland, SloveMalta, Cyprus);

2% |n terms of passenger transport by rail, thegladre is at about 20% compared to 80% for the rddhe field of freight
transport, the share of the rail is relatively hight it is characterised by constant decrease.
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Port developments and port policies are a veryegjia element in the transport systems of
NWE, in particular as far as external accessibitgoncerned. The ambiguity of European
policies (liberalisation/competition versus coopienad creates a context in which the
development of cooperation activities is sometindéd§icult. It is illusory to expect the
abandonment of strong competition between the Nd@#wa/Channel ports, both at
transnational and national level. In such a conteonpetition exists not only in the field of
investments in ports (which may lead to overcagachut also in the field of hinterland
connections (infrastructure and services). Sustagrewth of container transport generates
strong pressure on the development of all porthe@fnorthern range. A number of ports are
however facing constraints for their developmenginty in relation with environmental
problems and more specifically with pressure orumstareas (Rotterdam, Antwerp, Le
Havre etc.). There is a clear tension betweenggransion and nature protection. Significant
structural changes in the field of maritime transgdgeneralisation of large size container
ships > 7500 TEU, resulting in the reduction of thember of calls on the range — 2 or 3 at
maximum - and in access problems for estuary postd) give a new dimension to
ports’competition, with the risk of a number of peat investments becoming obsolete in
coming yeatrs.

In the Netherlands, although a key issue had beenern over the dominance of the main
ports, there is also a continuing concern aboutcirapetitive position of the main ports
themselves. Concern is expressed over the potgntiahecessary duplication of expensive
infrastructure serving the ports of Rotterdam amtw®rp (such as the Betuwe Line and the
‘Iron Rhine’) leading to wasteful competition whefeom a wider NWE or EU perspective,
coordinated development might have been preferdiiis. could lead to greater difficulty in
competing with emerging competition, for examplenirthe Baltic Ports in the new member
states, which would be able to serve growing markebre easily than Rotterdam/Schiphol
from which traffic has to negotiate the congesteglas of western Germany. A relevant
example of this type of competition (however in fiedd of air transport) is that of DHL
which has moved its major European operation fronusBels to Leipzig because of
constraints on development at Zaventem. Feargx@peessed that similar problems could
face the Dutch main ports. Maintaining an appradprizlance would be a key issue.

Similarly, there are a number of secondary Dutchispcsuch as Amsterdam, Dordrecht,
which, although far from being minor ports, alsoddeing overshadowed by the dominance
of Rotterdam (and Antwerp). Access to these maybeoas well developed as access to the
main ports and thus they face problems in devetppmeffective hinterland. Instead of being
developed as alternatives to the main ports theydcbecome by-passed and fail to make a
contribution equal to their potential.

- Improving external access through better expiog potentialities offered by air
transport.

Air transport has been of particular significancedhie economic development experienced in
Ireland. The evidence on multimodal accessibillipwgs the particular significance of air in

raising accessibility in Ireland compared with soatker peripheral parts of the NWE area
such as the Highlands and Islands of Scotland. Meweaccessibility measures do not
capture all the dimensions of access since theyatotypically included information On

frequency (which may be particularly relevant farsimess traffic) and prices. Ireland has
benefited from being at the centre of the low-aigine revolution. Similar issues arise for
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airfreight as for ports: this is critical to muchtbe high technology sector in Ireland for both
inputs and finished products.

Western Ireland in particular has benefited from ¢ombination of the development of low-
cost airlines and regional airports (e.g. Kerry ftgu Knock) with a close link to the local
business community. These have compensated faoibredevelopment of land infrastructure
and have encouraged investment by transnationapaoi®s. This development may be at
risk if there was a major re-positioning of air to@ith the rise in fuel prices and particularly
through the imposition of additional taxes on awviaffuel or air tickets.

In the Netherlands, the dominance of the two glafseway main ports of Schiphol and
Rotterdam is seen to present certain difficult@sttie development of secondary nodes in the
Dutch system. Regional airports, other than tlmdeindhoven and Maastricht, have found it
difficult to become established although the laiteparticular has thrived on its proximity to
the German market and had now been renamed Mdashachen Airport with 4 flights a
day to Schiphol and two flights a day to Berlin 8céfeld as well as a wide range of holiday
flights. Similarly the airport at Weeze in Germggjose to Arnhem and Nijmegen) has been
rebranded Flughafen-Niederrhein and has becomeefbaRyanair (although Ryanair refers
to it as Dusseldorf (Weeze)) with flights to Bam®, Glasgow, London, Rome, Stockholm
(using secondary airports) and Shannon. Eindholsnsrves as a Ryanair base with flights
to Barcelona, Dublin, London, Milan and Rome.

The development of regional airports plays alsongportant part in the improvement of the
external accessibility of Belgium (Oostende, Chaile_iege) and the French (Beauvais) and
German (Hahn, Kéln-Bonn) parts of NWE. Deficitsexrternal accessibility by air still exist
however in some regions. In Normandy, there isablem with the international connections
of the airports: the five airports are too smalll @amternational regular lines have more or less
disappeared. The improvement of the railway conoestof the region with the Paris airports
is therefore urgently necessary. The freight atrpbiVatry (Champagne-Ardenne) has so far
not been successful, while air freight is develgpin airports of neighbouring regions:
Oostende, Liege, Luxembourg, Hahn.

In the UK the low cost carriers have developed isessthrough a number of regional

airports, providing direct links to both other NWHtibs and region to region links. Good

examples of this is the growth of Edinburgh, Livawpand Bristol airports. However, large

parts of England remain under the shadow createthé\sheer size of the London airports
system where range of destinations and frequemgiremuch superior despite more serious
problems of congestion.

Switzerland’s external accessibility is serioustieeted by the recently concluded interstate-
agreement on air traffic between Switzerland andr@eay (regulating time limits for landing
and take-off hours, defining capacity limits) arfte ttakeover of SWISS by Lufthansa.
Especially the latter aspect will, in the mediumge, certainly lead to displacement effects
with regard to international and transcontinentakraffic, from which mainly the airport of
Munich will be benefiting.

The merging of Air France and KLM may have impaots the respective roles of the

Amsterdam and Paris airports. This could conceeir tlespective specialisation, more than
issues of external accessibility.
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b) Improving internal accessibility within NWE:
- Need to consider existing missing links/bottlelkec

The links across the UK and the associated probleinsongestion are well established.
These constitute problems both for Irish traffiddor traffic between the more peripheral
parts of the UK and continental Europe. To someréxthis is accepted in IRL as a fact of
life. There is some debate about the relative mefithe development of the (Cork)-Dublin-
Belfast corridor (for international as opposedrtei-Irish traffic) and that through Dublin to
Liverpool-Hull (Northern Way). Although there habeen improvements to Dublin-Belfast,
Dublin-Cork is still below standard and there remsathe problem of the interconnection
between the two rail routes in Dublin which useasate termini.

Alternative routes avoiding congested regions #&sdure strongly in plans within the UK
Although there is no overall national spatial pfan the UK, the English regions and the
devolved administrations (Scotland, Wales and Nwrthireland) are developing regional
spatial plans. Although formally these are devetbpelependently, and the indicative plans
tend to demonstrate a degree of spatial isolatigy, are not developed in complete isolation
as there is considerable cross-regional discussitimindividual regional bodies taking the
lead on specific issues (such as transport) fahealregions.

This is tending to the emergence of three key dors in the North, Midlands and South-east.
The South-east is the major existing route for botarnal and international traffic since it
links the Channel Ports with the rest of the couaimd the Greater London and South-East
England regions as the most dynamic economicalth e rest of the UK. The Northern
Way is the most developed alternative route, pliagidoth a transport route and a vision of
polycentric development in northern England. Tiikd the major west and east coast ports
such as Liverpool and Hull (and thus provides aerahtive link for Irish traffic) and offers a
development strategy for the towns and cities tmben. Discussion has started on a putative
‘Midlands Way’ which would address the problems aafngestion in the Midlands and
provide a link to the east coast ports such ax$telve and Harwich as well as develop an
important route for Irish traffic (part of the prity Ireland-Benelux TEN). The major
problem here is of capacity at the ports which wofa@vour development of the Northern
Way route where there is significant spare capanitthe Humber Ports such as Hull. The
problem is more of possible congestion this roubella face at the continental end where it is
not clear whether the primary route would be via ¢ixisting ferry connections to Rotterdam
or Zeebrugge or lead to the development of newslieither to other near continent NWE
ports or to more distant ports such as Bremen, Hagnbr Baltic ports. Rail would continue
to face the loading gauge problem for movementhkiwithe UK. This is a clear example of
where transnational cooperation is vital at anyestdge of a project.

Strong emphasis is placed in both Ireland and UKhenneed to maintain and develop links
other than those within the NWE space. This inciudes to Scandinavia (with which region
there is much in common for Ireland and parts efthK in terms of spatial structure and the
high tech/research-based economic base); new mestdies (which are seen as potential
alternative sources of supply to the Far Eastifigport costs continue to rise) and most of all
links to North America (which is the source of m&®l, provides a major market and is
often perceived as being closer than much of NWE).
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There is a strong view in Ireland that the develepmof internal (particularly road)
infrastructure has been allowed to lag behind dyitie period of strong growth, although it is
difficult to identify cases where this has so feeb a serious constraint on development. It is
more seen as a requirement to provide levels eésiucture which match those in other
regions at a similar stage of development. The ldpwneent of soft infrastructure is often as
important as that of hard infrastructure.

Missing links and traffic bottlenecks also existthie continental part of NWE (for instance
the Iron Rhine or the road connection Charleroit{@ville). The construction/enlargement of
new road infrastructure (mainly motorways) in thetierlands, Belgium, France and
Switzerland) corresponds more to the objectivellefveating congestion on major corridors
than to that of reducing the problems of landlocke#as. Congestion is particularly
significant in and around large agglomerations é8als, Paris etc.).

- Need for more efficient development of transratal hinterland connections of hubs and
gateways of NWE;

There are problems in most of port hinterlandsarsdibn of traffic, lack of infrastructure and
of transport capacity.

As noted above concern is expressed in the Netidsl over the potentially unnecessary
duplication of expensive infrastructure serving fluets of Rotterdam and Antwerp (such as
the Betuwe Line and the ‘Iron Rhine’) leading tostedul competition where, from a wider
NWE or EU perspective, coordinated development migltve been preferable. Coordinated
development could provide a better basis for dgakith emerging competition, for example
from the Baltic Ports in the new member states,ctvhivould be able to serve growing
markets more easily than Rotterdam/Schiphol fromiciwhtraffic has to negotiate the
congested areas of western Germany. Similarly,sémondary ports may not receive the
development of their hinterland connections antkas of being developed as alternatives to
the main ports they could become by-passed anddaiake a contribution equal to their
potential.

Another topic that helps improving more efficieninterland connections for the
Dutch/Belgium seaports in the field of freight tsaort is the conception of alternative
transport links towards the Rhine-Ruhr area in Gawyn(i.e. via internal waterways).
Especially for the Land North-Rhine Westphaliastbption is an important aspect and would
allow avoiding a further increase of truck-basedgoatransports on the already congested
road network. Within this wider context, especidlye Land’s harbours along the internal
waterways should become tri-modal interfaces thaiaale to act efficiently in newly created
integrated logistics chains.

The Seine-Nord project calls for harmonisation leswthe French and the Belgian strategy.
The French Seine-Nord project is a large capacitjept, while on the Belgian side
infrastructure investments are made, but with aenmoodest capacity impact. When the final
decision will be taken by the French authoritiebudd Seine-Nord (the project is in financial
competition with the Lyon-Turin railway), an agreemh with the Belgian authorities will
have to be concluded to harmonise the technicahctexistics and schedule of realisation of
respective projects.
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As far as the promotion of intermodality is con@nit is relatively difficult to develop
multimodal platforms in the hinterland of ports kit NWE, because rail transport is only
profitable on long distances (more than 500 kmgidht platforms favour therefore road
transport.

- Need for better connections of second-rank airfgto public transportation networks;

Ten years ago, the introduction of HST was considiers a major tool to compete against the
development of regional airports. In fact, this Inas taken place: traffic of both HST lines
and regional airports has been significantly insieg The development of regional airports
(as well as related investments in the economitogebas however to be considered with
some caution. First, it generates significant matar traffic, because most regional airports
are not connected to railway networks. Secondintiease of energy price (higher price and
stronger taxation of fuel) could jeopardise in gears to come the expansion of regional
airports which strongly rely upon low cost companieSome examples show however the
existence of potentialities in inter-modal freigransport involving rail and air transport. A
study will be soon carried out about the feasipitif a HST freight line between Paris, Liege
and Cologne, initiated by the airports of Paris higdje.

Important cross-border interactions take place betw the French regions and the
neighbouring regions of Belgium, Luxembourg andr@my. While in northern France, only
the Beauvais regional airport is successful in geahlow cost services, the regional airports
of Charleroi, Hahn and Baden-Baden-Karlsruhe dtireare and more French travellers. The
airport of Luxembourg is the main internationapait for the Lorraine region.

The growth of regional airports not connected tbljgutransportation takes place in a context
of externalisation of social and environmental sokt addition to the fact that they generate
significant motor-car traffic, the low-cost compesi which pay low airport charges, compete
successfully against HST and conventional railweysch are more sustainable forms of
transport. Better public transport connectionshafse airports would not only improve the
environment, they could also contribute to thestaunability. If fuel prices continue going
up, airports without public transport connectiondl e disfavoured. There will also be an
impact on the cost of air transport itself whichymass easily compete against railway
transport.

- Need to consider appropriate solutions for pronmgt an improved access to the HST (e.g.
larger number of stations; improvement of links ST stations e.g. through innovative
public transport solutions);

In the field of passenger transportation, the dgwelent of HST has significantly favoured
large cities. Access to the emerging HST netwodsents a number of problems for regions
lying between the major metropolitan areas (ands tpatentially by-passed by the new
network) as well as those outside the new netwttris therefore necessary to strengthen
efforts aiming at spreading the benefits of HSToals the direction of medium-sized and
small towns. The difficulty of serving all pointqy@ally has already been identified in
locations such as Ashford, Calais and Mons. Altloaghumber of cooperation projects are
being carried out under Interreg (Il A and B) abdhis issue, further efforts will be
necessary in the years to come in the same direcionumber of constraints have to be
considered in promoting regional public transportreections to the HST stations, such as the
reluctance of a number of local operators (busspart) and competition among them. In
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Belgium, there are also problems of coherence l@ivtke national level (national railway
company) and the regional/local levels which pursiten rather different objectives.

The creation of the new high level infrastructuess lbeen identified as a concern to border
regions particularly in the Belgian-Dutch bordegioms. Fears are expressed about the future
level of service in areas such as Roosendaal aedaBiOn the other hand, good examples
exist of how a combination of pro-active policy s attracting new service industries and
improvements to transport had benefited the Madtregion which now had better rail links
to Brussels via Liege than to the Randstad. Theshieeen the subject of one of the case studies
within the HST Links project. The developments lstregion have also served to create
significant cross-border labour markets which wexeloiting price differentials in different
markets such as housing and employment.

- Improvement of the regional/local access to thEN-T within parts of NWE;

Services on conventional railways are reduced e dbntext of the development of HST
lines, with a number of areas becoming more isdléfer instance, in France, the towns of
Bar-le-Duc, Chéalons/Champagne and Epernay in oglati the development of TGV Est).

This is also true for cross-border railway lines §econdary railways, the border effect is
still very important.

In the Netherlands concern is expressed at theeotinity of more local networks to the
emerging high level networks with some clear fetlvat some areas, border regions in
particular, would face a loss of accessibility asresult of the development of new
infrastructure such as the Betuwe line and the IDHST lines.

- Improvement of the accessibility of NWE-areas oemtly displaying a below-average
degree of accessibility in the EU-wide context, peripheral and rural areas and islands in
the NWE (especially in France, Ireland and for themote parts of the UK);

In UK the connectivity of underperforming areas ttee main networks is a matter of
continuing concernThere is recognition of two potentially conflictipgiorities for peripheral
regions. On the one hand membership of regions sschNWE enabled peripheral areas
within the region to voice their needs for accesthe core. On the other hand links with other
peripheral regions, e.g. in Scandinavia or othentspaf the Atlantic Region enabled a
common voice to be expressed about accessibilitheacore and the potential to learn from
different approaches to common problems.

Concern is expressed for the need to address divityeto networks within regions. Three
types of area were specifically referred to:

peripheral areas within regions, typically ruralhigh have poor links to main
centres;

poorly performing urban areas within regions: theselve small to medium sized
towns with a declining manufacturing base, areaseied of regeneration within
larger cities and metropolitan areas and some alostns which have lost their
traditional leisure markets and have high propodiof elderly residents;

areas adjusting to the loss of a staple industci sis former coalfield areas where
poor accessibility has limited regeneration invesimand/or the widening of
labour market opportunities.
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There is some discussion of the limits of currersures of accessibility which, it is felt, do
not adequately represent access to networks dititeci The problem is frequently one of
access rather than accessibility as measured nmstef theoretical time along a network.
Hence disadvantaged residents do not have accassaig public transport is poor in terms of
frequency and price and there is often a poor l@fethoice resulting from a lack of
competition. Furthermore, the lack of capacityhe toad network can lead to unpredictable
congestion effects; poor areas have more limitaduees and thus less investment in the
management and performance of the networks. Ibist@d out that the lack of transport
access is often compounded by low levels of prowisof a range of utilities which
exacerbates the perceived problem of remotendsslation.

In Ireland we have noted above that the developrokttie internal transport infrastructure
has lagged behind the rate of economic growth.

The transnational rural region of Eifel-Ardennesgoises parts with reduced accessibility, in
particular as far as t railway and air transpoet @ncerned. The realisation of TGV-Est will
contribute to improve the accessibility of sometgaf this region, but significant disparities
of access will however remain.

- Need to consider the role of innovative publi@tsport solutions / services that improve
the accessibility of rural areas;

Innovation in public transport solutions is partaly important in rural areas because
conventional solutions are progressively loosingjrtprofitability, a fact which is leading to
the reduction and even suppression of services. utber of techniques are being
experimented in low density rural areas with aggingulation, for instance demand-driven
(telecommunication) public transport with small fess.

Ireland has a very rural character; providing paoit access may not be as important given
the clear preferences of the population and mueh in€ustry. These new activities have
often located despite, rather than because ofeped accessibility and often because they
use ICT as much as physical transport. Irish ecan@uccess is based on this flexibility.
However, there are increasing issues, as notedealvelating to local access rather than to
concerns about high level access. Teleworking etaird is often a rural phenomenon. It is
perceived that there is a high level of accesslezommunications and internet infrastructure
(including broadband) and this is as critical te ttevelopment of traditional businesses in
rural Ireland (including tourism) as it is to nemward investment sectors. There is already a
high level of delivery of services by electronicans.

- Need to consider the potential impacts of roadcmg policy on the accessibility and
economy of peripheral regions in NWE as well as onmoss-border interactions.

In most of NWE, road pricing would be perceivedhasing beneficial effects because of its
impact on congestion which currently imposes exeessosts on all modes of transport, but
especially on road. Actual transport costs of masgrs could be reduced. This may be less
true of more peripheral areas where direct transpasts form a higher proportion of total
costs of many activities. The Irish economy is highnergy dependent (including much
imported energy). Road pricing in the UK (and ihe@tNWE member states) is viewed with a
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degree of concern, but the main plea was for ipenability of charging systems to avoid
unnecessary additional expense.

The Dutch transport stratedyota Mobiliteitidentifies congestion as a serious issue and sets
objective norms for the excess times of peak joggnie urban and inter-urban settings over
off-peak times. These norms are expected to béneekloy a combination of ‘carrot and stick’
policies which aim to improve key bottlenecks ohtlaé major networks whilst also looking
towards various forms of traffic management. Thexeagreement on the key need for
interoperability on any systems implemented foeclirpricing. Effective parking controls
with significant price barriers may continue to hemore directly effective method of
reducing urban traffic levels and congestion, as lbeen implemented in Amsterdam. This
depends critically on the availability of alternats modes of transport.

In the view of Luxembourg, the instrument of roattipg can certainly help to achieve more
sustainable and secure forms of transport.

The introduction of road pricing in Germany hasselisignificant diversion of trucks traffic
towards the neighbouring regions of France (Alsaoeraine), Luxemburg, Belgium and the
Netherlands, where motorways are not subject td mécing. This requires imperatively
more intensive interregional and international domation in order to avoid displacement
effects or additional congestion on transport reutet covered by existing transport charging
regimes.

2.2.2. Ensuring sustainable mobility, intermodalityand more efficient transport within
the NWE through more integrated and better co-ordirated transport policies

a) Achieving sustainable mobility within NWE in a perspective of long-term
traffic growth:

- ldentification of the most important capacity andongestion problems likely to result
from an increase of transport flows as well as tepatial implications linked to further
traffic growth;

For the UK and Ireland the critical links acrosg tiK and the associated problems of
congestion are well established as noted abovdirfgrsolutions to these problems constitute
a major objective requiring transnational cooperatinot just between UK and Ireland, but
also involving possible continental destinationtpol he appropriate route(s) to be developed
in the UK also have an impact on the developmembofidors within Ireland, whether traffic
will be focused more on the port of Dublin or oe {{€ork)-Dublin-Belfast corridor.

Within the UK, congestion on the South-easternaswtill continue to cause problems for all

modes, and will require continuing attention, depehent and management. The heavily
trafficked Midlands route to the Haven ports wik@continue to pose difficulties. Although

the development of the Northern Way route will pdeva useful alternative for northern

English regions and Scotland it cannot be a cora@abstitute for the more southerly routes
given the spatial distribution of economic activity

The Dutch Nota Mobiliteit has identified some kdgreents of road infrastructure requiring

capacity improvements included in the MIT programthe ‘triple A links’ A2, A4 and Al12;
as well as capacity enhancements at RotterdamapdrSchiphol.
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In Belgium, France, Germany and Switzerland, comgegroblems are important on major
corridors. The maps of the TEN-STAC Study (see apawicate the location of the sections
with the most increasing traffic flows.

- Need to consider the insufficient and inadequateblic and publicly- supported transport
facilities and services with transnational characte/ithin NWE;

The questions of sustainability and accessibilaise a number of issues relevant to the
development of public transport and publicly supgaiinfrastructure and services.

In Ireland, institutional issues, especially ingofas they affect competition and
competitiveness, have begun to emerge and areasebaing of critical importance. Ireland
has benefited from flexible structures which han#eced the Lisbon Strategy although in a
context in which significant state aid has beeregiboth directly and indirectly through
implicit subsidy to ports, airports and carrierfieffe is a concern about the degree to which
other member states in NWE also support nationaiieca in a discriminatory manner.
Ireland can point to the benefits which have bedmnexed in the short term from deregulation
in the airline (and shipping) markets — particylddr peripheral regions.

A number of problems still exist in the field oatrsnational and cross-border public transport
services on the continental part of NWE. As indidaabove, some of these problems result
from the introduction of HST services which neglsatall and medium-sized towns, but

numerous other deficits exist also related to maficregulations and companies, lack of

infrastructure etc.

- Need to alleviate the environmental pressure cadisby more intense traffic in
metropolitan areas of the NWE as well as by incredslong-distance traffic in rural
regions;

On environmental sustainability questions ariseualbloe local impacts of infrastructure and
the impacts of direct road user charging, to therxfor example that it leads to significant
diversion of traffic from major tolled routes tocemdary routes. A fundamental question is
how carbon emissions targets to meet Kyoto arelylike be reached without resort to
rationing as for example through individual carbmndgets and the implications of these
being tradable.

- Prevention of environmental pressure relatedan increase of air transportation (better
protection of settled areas against air traffic rem);

Minimum environment protection norms should beedeped for airport areas, not only to
better protect the population living in the surrding of airports, but also in order to avoid
that competition between airports takes placesutiirahe reduction of environmental norms.

- Strengthening of transport security in relatioil® an increase of transport flows
Potential risks are related to the expansion gfifsipeed in the railway and maritime sectors,
to maritime transport in areas with intense trafihannel, southern North Sea, Irish Sea), to

road and railway tunnels and to other possible eau®atural hazards, terrorism etc.).
Increased security in transport systems is beapm@imajor priority.
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b) Promoting modal shift and intermodality within NWE:

- Perspectives for intermodal freight transport arfdlly integrated logistic chains within
NWE, particular role of waterborne transport in theontext of multimodal transport, i.e.
short sea shipping / inland waterway transport asda ports / inland ports.

As indicated above, intermodality is progressingen@pidly on North-South corridors than
on East-West corridors, in particular as far améeais concerned. The implementation of
liberalisation measures in the railway sector has equally progressed in NWE and this
creates problems.

In Germany, an aspect of major importance in thetecxd of inland waterway transpag
certainly the necessity to stabilise this mode rah$port and to create more attractive
framework conditions for operators active in intdrnavigation. A particular aspect is, for
example, the non-existence of coherent and neemstedl service infrastructures along the
main routes for internal navigation that would hitgproving the overall quality of life of the
shippers (i.e. common standards for landing emplacgs, attractive landing
emplacements/berths close to cities, emergencyttefees, ancillary services).

c) Ensuring a more efficient operation of the exishg NWE-transport system
through an increased application of Advanced Transprt Telematics
Technologies (ATT) / Intelligent Transport SystemgITS):

Derived from the current experiences made with gwlieation of ATT/ITS in North-West
Europe, a number of strategic issues can be itkxhtifat allow increasing the efficiency of
the existing transport system.

ATT/ITS-applications on the particularly dense Trans-European Road Network (major
transport corridors) of North-West Europe: This dimension is of strategic importance, if
one considers the most recent traffic forecastsshaw a clear trend in road traffic increase
during the next years to come (freight & passengdfic). Above all there is a very strong
view that the development of systems has to talieepin a transnational manner to ensure
inter-operabilty of the key elements of any systefritsere is a fear that ITS and road user
charging are being developed on a national basiehwill both discriminate against
international and transit traffic and impose addhiéil costs whilst reducing the effectiveness
of such systems. Since in many areas the bestrofiofuture enhancement of transport
infrastructure is through better management of ciypthis is a key priority.

ATT/ITS-applications for improving inner-urban / in ter-urban mobility and for
optimising existing metropolitan transport systems(see box below):The metropolitan
regions and a larger number of urban agglomeratmascities in North-West-Europe are the
centres of innovation, which are driven by a grayveervice sector and a knowledge-based
workforce and economy. They all heavily depend ugificient and sustainable transport, but
most of them do actually suffer from a plethoradifferent problem® that constrain inner-
urban and inter-urban mobility. If one considers targe number of ATT/ITS applications

3% The most serious mobility problems are relatethtogenerally growing congestion, to incident aoadr closure (due to
road works), to parking unavailability and insuiict use of collective transport, to transporttedapollution and a lacking
protection of vulnerable road users (e.g. childoerthe elderly) or to an insufficient provision tnsport information
services to citizens.
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that are available today, considerable potentialssill exist for resolving such mobility
problems and for further optimising and improvingséing transport systems in metropolitan
and urban areas of North-West Eurdp®©ther positive spin-offs associated to an inadas
use of ITS/ATT-applications in the urban contex #re realisation of energy saving effects
and of environmental benefits. Sometimes, howevéurther extension of ITS applications in
the field of passenger transport is considered lproatic, especially if there is no real
"business case" (i.e. a further expansion wouldefoee need to be realised mostly with
substantial and ongoing public support). A partickyl promising approach in the context of
local/regional transport policies consists in comtg an increased use of ATT/ITS with an
implementation of more conventional measures thae gnaximum priority to public
transport?

ATT/ITS-applications in the field of railway transport, waterborne transport and
freight Intermodality: All these themes aralso of major importance for ensuring
sustainable mobility in North-West Europe. Espdgialith regard to freight transport, an
increased application of ITS seems to be a verynming approach. All railway projects
supported under the “telematics applications progna” have shown that ITS-applications
can support railways to move towards a strongegiaited European netwotkprovide EU-
wide solutions that allow realising safe and eéfiti waterborne transp?ﬁtand help to make
intermodal freight transport more efficient esplgidy introducing new and innovative
services in the context of freight transhipmentadal points.

d) Promoting well co-ordinated and more integratedtransport policy in the
transnational context:

- Presentation of the concept of “integrated trarmp policy” versus separate and mode-
specific transport policy solutions;

The development of regional airports in border @agi provides an opportunity for

transnational cooperation in ensuring that thewese¢he whole of a transnational border
region through coordinated public transport accesamples include Maastricht-Aachen and
Niederrhein (Weeze)

- Consideration of the need to better coordinatansport policy with settlement policies,
with the protection of valuable natural assets andth regional economic policies;

Perhaps a more fundamental question is the imdagblgcentric development on mobility
and transport, whether a polycentric structure ceduthe need to travel by redistributing
functions away from core cities or increases iebgouraging specialisation through clusters

3LITSIATT are applied/implemented in order to desiigsuasive systems for private traffic, equilibchaind attractive tariff
model for citizens, intermodal optimisation, prt@ation of collective transport, adaptation of theblic transport fleet in a
dynamic way, ease modal transfer, ease tariff paymetc. ATT also offer important opportunities itoprove transport

conditions, public and private. Traffic regulatiand Information services may furnish essentialgdot use in the decision
making process, with high quality information stbie data bases with easy access.

%2 Traditional measures normally focus on networleesion, on improving speed and reliability of palitansport in order
to make it more reliable (e.g. construction of datéd tram rail tracks and separate bus tracks)cengro-actively

encouraging a use of public transport (i.e. throrggtrictively managing private motor vehicle trafh towns).

33 Via the creation of passenger information systemseservation services, a development of techsicare tools for

transport infrastructure and fleet operators (hamsed systems for train control and communicatamyanced systems for
train positioning, freight management tools) or tleployment of infrastructure for vehicle operatws-board applications,
on-board positioning).

34 Automatic collation and dissemination of inforneetifor ships ashore or within inland waterways ¢hgugh "Vessel

Traffic Management and Information Services" (VT through "River Information Services" (RIS).
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and increased interaction between a larger numbeerdres which could be less efficient if
not arranged in a ‘hub and spoke’ pattern. Differeilews are expressed. There is some
evidence that increased mobility is a short-terspomse as land-use and other patterns of
interaction need time to adjust: the example oftdvilKeynes is given where it is suggested
that the city has become increasingly self-conthianed more transport efficient through time.
Evidence from the POLYNET study however suggesis oth effects can be detected and it
is particularly important to distinguish the valokthe flows concerned. The development of
ICT and various forms of e-business do have thergiatl to reduce physical travel, but as the
value of the potential interaction increases, tbedifor face to face contact also increases.

In the context of Luxembourg and the immediate Imedagiring countries, a stronger support
to the emergence of "regional economic circles" idaertainly help improving sustainable
transport, as such a process tends to lower theumtmaf transit traffics and the related
negative environmental impact.

2.3. Potentials and operational perspectives for fure transnational cooperation in
North-West Europe

2.3.1. The current experience made in NWE with trasnational co-operation in the field
of transport

a) Cooperation in transportation

The main common aspect of projects carried oubénfield of transportation under Interreg
[IC and IlIB in the NWE area is the objective ofstinability, essentially in favour of
environmentally-friendly transport modes throughdaicshift.

As far as railway passenger transport is concemwetpus projects have been devoted to the
promotion and enhancement of the HST Network, whiclgertainly the most significant
investment in transport systems and infrastructareied out in NWE in recent years and in
the present period. The projects HST (IIC) and HEtform and HST Integration (IlIB) aim
at promoting the development of HST lines in NWHt &élso to develop supporting measures
to improve the quality of the new interrelationgvibeen cities, such as the corresponding
development of regional transport systems to aoch fHST-stations, effective and smooth
transfers to airports, development of added vale ldcal communities and support to
revitalisation of inner city areas and promotidrtaurism and culture. Cooperation aims at
improving the effectiveness of the high-speed maitwork in order to exploit its potential
both locally and internationally. The objective adso to encourage further modal shift
towards high-speed rail and foster greater integnabetween transport and other economic
sectors, focussing on more incremental aspectsasutine feedering of passenger traffic from
other modes to high-speed rail, integrated tickesgstems, the reduction of short-haul air
travel, the branding and marketing of the netw@&operation aims also at investigating and
demonstrating the means by which HST stations #aitbs area developments can serve the
internal cohesion as well as the external streagth competitiveness of this part of Europe
and serve the local needs and development pergpeaif the nodes in question. Concrete
actions include also improving the environmentalgy of the public transport hubs, train
and bus stations, providing better links with crbesder regional public transport; improving
and extending the existing feedering lines; creapuablic transport links with surrounding
communities and connecting international and doimesil stations. Some attention has also
been devoted to the promotion of public transpmmatn cities as a means of managing
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sustainable mobility of people. The LIRA projecahd Il study concepts for developing
regional light rail networks/links for enhancingettgualities of large metropolitan and
medium-sized urban and urbanised areas, with dpegiard to issues of the accessibility of
urban regions and their linkage with regional peliansport networks. The OPTIMUM

projects | and Il aim at supporting the reductidérin@ need to rely on private motor vehicle
transport by better including mobility managememtthe spatial planning process and by
focussing on sustainable transport modes througittipal methods, approaches and
techniques.

The organisation of mega-corridors in NWE has #ksen considered as an essential issue in
the context of cooperation efforts. The CORRIDESI@Mject (IIC) aimed at developing
policies on multi-nodal networks to promote economitality, ecological quality and
sustainable mobility in the mega-corridors of NWB&gussing on spatial developments in
these corridors, on the impacts of public policas the spatial organisation and on the
promotion of synergy between spatial, economic,jrenmental and infrastructure policies.
The project “Spatial planning and freight transpodrridors in the NWMA — Mobility
management and spatial planning” (IIC) developeddasts of freight flows on major freight
corridors in the area, carried out the analysisaminomic impacts and potentialities related to
freight transport (use of transport as a meansaidlldevelopment) and concentrated on the
search of ways of improving existing links and tire additional connections, as well as
promoting multi-modality. Continuation of this appich under Interreg 1lIB takes place
through the project LIIFT (Long Innovative, Inteodal and Interoperable Freight Trains)
related to the Paris-Amsterdam corridor and attergpto promote rail freight services by
investigating how to make goods transport by tramre competitive, notably by examining
the feasibility of running longer trains (up to 00Om) with the requisite technical
specifications to allow them to operate on a nedhth route. The NETA project (IIC)
attempted to develop the potential for an East-Waside axis connecting and
counterbalancing the existing predominant NorthtBoaorientation of EU flows and to
promote improved social and economic cohesionjrmpkeripheral areas to the EU core area,
while supporting more sustainable combined trartspor

Another initiative that deals with freight transpaand aspects of modal shift is the
INTERREG I1IB project InterPortsPromotioNet (IPPNhe objective is to both encourage a
shift from road to water transport and increaseu of rail in port hinterlands where inland
waterways cannot be used. The project, which isgoleid by the City of Mulheim in the Ruhr
(D), will promote multi-modal integrated transpottains designed to make better use of ship
transport and rail connections with port hinterlaardas. The 17 partnétswill analyse the
bottlenecks holding back enhanced short-sea, inlaaterways and port-hinterland rail
transport. The project will then identify and implent measures for their removal, working
with logistics partners to design improved interdabtransport arrangements. Knowledge
gathered on potential transport flows will be fatbian information network, available over
the internet both to partners and interested arparticularly logistics providers. Initially,
the network will contain information on transpordaavailable sites in harbours for the
location of new logistics and production companies.

35 port of Rotterdam (NL), Port of Antwerp (BE), MeayCouncil (GB), Gelsenkirchen Logistic, Port arehces
Company Ltd. (DE), Linen Port (DE), Minden Port L{BE), Hamm Port Ltd. (DE), Dorsten Utilities & Belopment Ltd.
(DE), Dortmund Port Ltd. (DE), Minster Urban Utéis Ltd. (DE), Wanne-Herne Railways and Port LRE),Port of
Amsterdam (NL), Ports of Neuss-Dusseldorf Ltd. (DE)
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A number of cooperation projects have been devitedlow and “green” mobility. The
REVER project (IIC) aimed at promoting specific wetks for non-motorised traffic,
meeting both tourism and utilitarian objectives.olprojects are related to waterways used
for tourism purposes. “Sustainable canal restanatfdC) aimed at developing a framework
for maximising economic, environmental, social arwltural benefits of historic inland
waterways through the restoration process. It conated on the development of cross-
sectoral policy links at national and EU levelsingscanal restoration as a catalyst and
involving the areas of spatial planning, culturaritage and agricultural, social and
environmental policies. The BLUE LINKS project aimusrestoring the French-Belgian cross-
border link across the rivers Deule and Escautnptong industrial and cultural renaissance
to the canal-side areas and providing benefits hoththe local population and the
environment. The NANTES-BUDAPEST project aims atanslardising the cycling
infrastructure along the Loire (and Rhine and Da)ufivers, in order to make the routes
consistent for both tourism and sustainable ma@bifitr both locals and tourists through the
implementation of uniform safety measures, the petidn of tourist information material,
the creation of local access to the sites usindipuiansportation and the setting up of a
transnational accommodation network.

Issues related to maritime transport have so fanbather neglected by cooperation efforts.
A single project, FINESSE (Freight IntermodalitydakExchange on Sea and Straits in
Europe), is so far being carried out, includingesesh and practical preparations for
sustainable, intermodal transport and logistic&rapons, in particular by way of transferring
freight onto rail-ferries between Dover and Calarsd shipping containers and trailers.

Similarly, airport and air transport issues were fap hardly tackled in the context of
cooperation programmes. The project COFAR (CommaguiioBs for Airport Regions)
supported cooperation between regional authoriésponsible for managing some of the
most congested airport regions in NWMA. It aimeddafining the most effective ways to
balance the desire to accommodate demand foraaispgort with the least possible negative
impact on the environment and land use, while eénghthe regions to reap the greatest
possible economic benefits of growth.

b) Cooperation in Intelligent Transport Systems

Although transport telematics applications are peration throughout the EU be it on land,
water and air routes or at passenger and at freagminals, NWE-actors have gained a wider
“co-operative ITS-experience” mostly due to theartipation in EU-projects funded by
Community support schen@®ther than INTERREG.

Only some isolated transnational co-operation pisjeinder the programmes INTERREG
[IC and INTERREG IlIB have addressed the issuentglligent Transport Systems and their
contribution to sustainable / more efficient mdpiin North-West Europe:

Some projects realised under tERREG 1IC programme have mostly focussed
on a better integration of mobility managementia field of regional spatial planning
(OPTIMUM), on a joint development of a multi-modgdproach for transport / traffic
flows within North-West Europe as well as towartle wider international context
(FREIGHT CORRIDORS) and on exploring alternativensport corridors with the

% 4th Framework Programme for Research and Techivalbd@evelopment (1994-1998), “Telematics Applicat
Programme” (TAP). TEN-T Multiannual Programme, soiifio a number of large-scale ITC-initiatives (699
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aim to relieve congested NWE-corridors (NETA).

In the context of the currently implement®TERREG IIIB programme, the issue
of ITS plays to some extent a role in one singlejgmt focusing on mobility
management (see box below).

Based upon a previous INTERREG IIC experiettice,INTERREG IIIB project OPTIMUM? aims
to substantially increase the effects of mobilitprmagement by focusing upon specific factors that
until now have been insufficiently addressed in ititgbmanagement programmes. Under the overall
lead of the Provincie Noord-Holland, the 9 projpattners from the Netherlands and the*UKave
set their objectives around these five key facfhrs OPTIMUM? pillars):
Firstly they want to generate solutions that argengser-oriented approach through clgser
analysis of user needs and travel patterns.
Secondly the partners want to make sure that ntpliienagement is taken into account at
early stages of the planning process.
Thirdly they want to provide better information enstainable mobility alternatives through
Real-Time passenger information systems.
Fourthly they want to develop new marketing appheacto promote sustainable mobility|to
the consumer.
The partners’ fifth and last objective is to stiatel sustainable mobility in future development
schemes through a system of rewards and penditieotal authorities could resort to.
Ten pilot projects in metropolitan areas acrossUKeand the Netherlands, will implement and test
different sustainable mobility schemes around majallic facilities such as hospitals or busingss
parks.

2.3.2. Operational perspectives for future transnabnal co-operation in the NWE-area
a) Cooperation potentialities in the field of trangortation

An important pre-requisite for meeting the challenghat are linked to a realisation of
sustainable mobility and an efficient use of ergtiransport infrastructures in North-West
Europe is certainly a more intensive transnatimwabrdination of transport-related policies
and plans, which are formulated at various levelsgovernment (regional, national,
Community level). In this respect, the consideratiaf changing framework conditions
(population ageing, increase of energy price, ingpat EU enlargement etc.) is an important
aspect which should be examined jointly by theomai and regional authorities concerned
in order to reach an harmonised adaptation of sgrart policies in NWE. In addition to his,
various concrete potentialities of transnationap=ration exist in a number of fields:

Freight transport:

Various cooperation potentialities exist in relatio ports’ development and their hinterland
corridors:

37 The Netherlands: Provincie Noord-Holland, Prownéelderland, Provincie Zuid-Holland, Novem (thett¢elands
Agency for Energy and the Environment. United Kiogd Essex County Council, Lancashire County Courahdon
Borough Council of Southwark, City of Edinburgh @ail, Royal Devon & Exeter Healthcare NHS Trust.
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Taking into account the fact that competition begweorts will remain an important
factor, cooperation could nevertheless be useftiiarfollowing fields:

- elaboration of a joint knowledge-base on the tgeent programmes of the
respective ports in order to provide more transpeyeand more rationality in the
investment decisions of the respective ports;

- development of joint efforts in fields where castifion is less significant. An
example is for instance the organisation of thengpart of dangerous goods
(increase of security on transnational transpaaind);

The involvement of maritime conferences and sinliaanisations as stakeholders in
transnational cooperation projects could prove wlsir promoting modal shift on
hinterland corridors, because their role in thepsig of hinterland connections and
services is essential.

Future transnational action should explore poss#sl for further deepening existing
container shuttle transport from the Dutch/Belgiseaports (Amsterdam-Rotterdam-
Antwerpen) towards the Ruhr area (Germdhygnd for establishing an extended
integrated and intermodal freight transport chaihjch starts at the Dutch/Belgium
ARA-seaports, covers the internal navigation waggisvin North West Europe and
involves rail-based freight transport for crossthg Alps towards the Mediterranean
seaports.

On North-South corridors, transnational cooperattwould lead to modal shift in
relation to the transport of fruits and vegetalftesn Mediterranean regions to large
cities of NWE. The replacement of trucks by railwagnsport over these long-
distance connections would significantly alleviatengestion and environmental
problems in urban areas as well as on motorwayop€mation should aim at
identifying the economic operators concerned (thesking and buying fruits and
vegetables and those proposing rail freight sesyi@nd at elaborating solutions
together with them to group sufficient quantitidfspooducts to make rail transport
profitable and reliable.

Another issue for future transnational co-operatiothis context could be to create a
more solid information basis for seaports and idleaterway harbours on road-based
hinterland freight transport flows in order to stillte modal shift in overall freight
transport. This is of particular interest for thevdlopment of rail freight on East-West
corridors, especially in France where transnatioailservices on such routes do not
exist so far.

The promotion of rail freight transport requirestfier joint efforts:

Future transnational co-operation could explore emhpare best practice examples
demonstrating actual advantages stemming from ereased EU-wide liberalisation

of rail traffic. This could be useful to promotél fiaeight transport in countries where

liberalisation has not much progressed becausbeofdaluctance of national railway

companies.

38 See above INTERREG IlIB project "InterPortsPromiet".
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The lack of interoperability remains a major issuethe development of transnational
rail freight services. Pilot projects should be eleped to identify the real technical
constraints and propose feasible solutions.

North-West Europe is the transnational cooperatiea where inland waterways play the

most significant part in national and transnatidnaight transport. The sustainable character
of waterway transport calls for additional effottsmaintain and even increase the share of
this transport mode:

The issue of establishing coherent and needs-atiapteice infrastructures for inland
waterway transport along the main inland navigatimutes (rivers & other
waterways) could be potential field for transnatibactivities, as internal navigation
is generally of a country crossing nature and imeslactors (users) from different
countries in the North West European co-operatiea.a

In the field of inland waterway transportation, ghge in manpower is expected in the
years to come. It is therefore necessary to amtieiphis constraint and to jointly
develop training and promotion programmes to ditracre young people into this
profession.

Inland waterway transport operators from Centratl d&fastern Europe generate
increasing competition to western operators. lughde jointly investigated in how

far this new competition remains fair and which @déons should be implemented
there where problems exist.

The transnational side-effects of national roactipg measures should be jointly
investigated and measures should be elaboratedivéthim to increase transnational
coherence and efficiency of road pricing.

Passenger transport:

The reduction of services on conventional railwaythe context of the development
of the HST strengthens the “dualisation” (terriéabmlivide) of territorial accessibility.
Cooperation should address this issue, with sormasahaving strongly increasing
accessibility through HST and others, includingssrborder ones, being confronted to
increasing comparative disadvantage in this fi€doperation could include pilot
projects aiming at re-balancing accessibility ctinds.

In order to further promote public transportatian, example of possible cooperation
could be the development of joint norms for thecatled tram-trains, in order to avoid
problems of interoperability at national bordereo@eration should also address the
suppression of barriers of technical, legal, comuiaéand informational nature which
still exist along national (and sometimes regionadyrders. In the same spirit,
cooperation should address the development of rated public transportation
systems (combining trains, tramways, busses, subwty within a single tariff and
payment system) at large scales (Swiss model),rttaivating people not to use their
own car, both for short-distance and long-distanips.

The issue of innovation in public transportatiorveees in low-density rural areas will
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become more and more relevant because of increasgrgtion of retired people into
rural areas in the context of European populatigpeiray. Cooperation should address
this issue in investigating and comparing best timas and developing appropriate
pilot projects.

Cooperation should also investigate issues rel&dethe development of regional
airports driven by low-cost companies. Issues tgob@ly addressed should concern
the increase of motor-car traffic generated by dh&isports and the need to develop
public transport connections to related airpoittg, tompetition generated to railway
transport, the transnational and cross-border aotems. Main objective of such
cooperation efforts should be to ensured maximustagability.

Transversal cooperation issues

Various cooperation issues are not related to aifépetransport mode and also not
necessarily to intermodality. They have a widerpscand are often related to territorial
development. Examples of such cooperation potéigmhare:

The issue of increasing energy prices. Long-terospmective investigations suggest
that the price of oil products could drasticallcn@ase in the coming decade. This
would generate significant challenges for the ranigation of transport systems in
order to reduce dependence on oil products (pramati public transportation and
rail freight transport in particular). Impacts wdwlso be significant on the evolution
of settlement systems (more compact cities, lessirbanisation and urban sprawl
etc.) and even on the territorial organisation adremic activities. The globalisation
process is only possible because of cheap transfioftansport costs drastically
increase, new paradigms of economic organisatiariddcemerge. In addition, the
development of renewable energy sources for trah¢piofuels, hydrogen) will have
important impacts on the territory. Transnationabomeration is particularly
appropriate to investigate such issues in ordeintoease synergy and gain wider
insights.

A strategic aspect of Eurocorridors for both terrél development and increased
intermodality is their nodality (intersections ofajor corridors). Intersections are
particularly adapted for the location of specifatiaties with high logistic content as

well as for the access to various transport mo@esperation should lead to stronger
exchanges of experiences of best practices in fiald and, possibly, to more

coherence of developments in border areas.

A number of regions in NWE have set up regionaleobstories of passenger and
freight transport as well as of logistic activitie& transnational comparison and
possible networking between such observatoriesidoeilfruitful, both for exchanging
best practices and for promoting the generalisatiosuch approaches which would
contribute to more in-depth knowledge of the tramsgituation in NWE and of its
evolution.

A number of criteria related to regional infrasttue endowment are considered by
private companies in their decisions related tcegmise or plant location. These
criteria are not well known from public authoritieBossible cooperation could
concern the realisation of a transnational comparisf such criteria in NWE
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(together with a positioning of the various regi@tsording to these criteria) and the
dissemination of the results among public authesitiresponsible for spatial
development and for transport infrastructure amdises.

A new issue is the relocation in the countries ehttal and Eastern Europe of western
road transport companies. A transnational investgashould be carried out about the
possible impacts of such transfers on regional @waes and on the organisation of
transport flows in NWE.

Cooperation should lead to the elaboration of mimmenvironment protection norms
for airport areas, not only to better protect tiopudation living in the surrounding of
airports, but also in order to avoid that compatitibetween airports takes places
through the reduction of environmental norms.

b) Cooperation potentialities in the field of Inteligent Transport Systems

Future transnational co-operation in the field r@insport should alstocus on (1) further
extending information and know-how on practical ITSuse inNorth-West-Europe(2) on
creating specific tools supporting ITS-policy relaéd decision making and (3) on
supporting the actual deployment of new ITS-applicaons. These activities could
concentrate on a limited number of priorities the of particular transnational relevance:

Transnational co-operation shoultelp overcoming the information gap with
regard to the benefits generated by existing ITS-g@ications both at the level of
Trans-European networks and within the contexthef tensely populated urban
regions. Co-operation should also help eliminating the
inconsistency/incompatibility between existing ITSapplications and support the
elaboration of specific tools that help policymakes and private transport
operators to optimise their decision-making(i.e. traffic-flow data and reliable data
on transport supply/demand are essential for ptanew ITS-investments both at the
level of Trans-European networks and within theteghof the densely populated
urban regions and for optimising transnationalgineitransport).

Transnational co-operation enhances a sound sédwhkgt of existing ITS-
applications in urban areas in North-West Europerder to detect the actual level
of coverage and to assess their overall performamnogact. Consistent methods
should be developed that allow revealing to whaemixthese ITS-applications
help realising more efficient transport and susthi@e mobility and how this
contributes to improve their economic competiti@neand the environmental
qguality. As the introduction of ITS in urban aregsnerally requires a large
amount of information gathering on area-specifangport behavior and traffic
flows in order to make investments in this fieldfitable (or at least to justify
them), it would also be useful to assist the plagrof future ITS-installations by
supporting the emergence of coherent transnatidatd systems on transport
flows (i.e. NWE-based data structures and forecastlels on future transport
flows between metropolitan areas and between ne#jes).

A second option is the field of maritime security.this context, the collection of
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data and exchange of information still largely wkalace at national level.
Exchange of such information at transnational lesehecessary to strengthen
maritime security, in particular in maritime areagh dense traffic and strong
transnational interferences. Efforts are being tiger by the European Agency
for Maritime Security. It should be investigatedhaw far cooperation with this
Agency is possible in the context of transnatidaeaitorial cooperation.

Another option for improving transport-related infation levels through an
increased transnational application of ITS is fnéityansport. ITS techniques are
largely used by private companies (for instanceénénfield of road transport) or by
port authorities (for instance for the managementails). A large amount of
information is exchanged in this context, but isanfidential way. It should be
investigated if and in how far a part of this infation could be made available
for public interests, for instance to increase sgcw@and efficiency of transport
flows (reduction of congestion). Co-operation coddd example, help to establish
real-time transnational information systems fovate inland waterway transport
operators and/or rail freight transport operatarsegisting road cargo flows that
represent "modal shift/transfer potentials”. Anreased level of transnational
information that is widely accessible enhances rhskiiét in cargo transport, tends
to stimulate investment in new ITS—appIicati%?mnd supports the emergence of
more integrated logistics corridors in North Westdpe.

Transnational co-operation shoujgromote a wider application of ITS / an
introduction of new ITS-applications in the denselypopulated urban context of
North-West Europe as well as in rural areasAs highlighted above, ITS still bear
significant potentials for supporting cities in aglsking their most pressing transport
problems and - by this - help them in maintainingit overall competitive position in
Europe. Another field of application are sparsebpylated rural areas, which will
increasingly become under pressure in the yeacsrite to create new service offers
targeted towards an increasingly ageing populatog. development of semi-public
transport systems). Innovative ITS-solutions irs tbontext can help reducing social
inequalitied® and stimulate the capacity of all citizens to isipate in the
local/regional economy, access public servicescobé active members in their
community.

ITS applications can also be further developedttierintegrated management of
transport flows in urban agglomerations, both foods and passenger transport.
Exchange of experiences could be organised in thegt of transnational
cooperation.

As far as public transport is concerned, numeroa®vations in accompanying
services are underway in different NWE-cities (&ttkg, multimodal information
of travellers etc.), which could find wider applice through cooperation. Co-
operative ITS-applications could be developed iasstborder or transnational
public transport lines or networks. In the fieldpafssenger transport, for example,
there is a need to improve the exchange of infdonaind the ticketing systems

3% |n Belgium, for example, insufficient containeansport flows on inland waterways explain why neaeing and tracking
systems are not developed in this context.

4% |TS-applications have potentials to increase treessibility, usability and affordability of trarmp services for particular
disadvantaged person groups (unemployed, youndeyemger people, people with special needs).
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for transnational railway connections throughout EVThe application of specific
tariffs (specific price reductions) is still not ggible in a transnational context.
Tickets have to be bought in the country where spdee reductions are
applicable, which creates difficulties in the ca$éransnational connections.

Transnational co-operation shoujgromote a wider application of ITS / an
introduction of new ITS-applications in the context of Trans-European corridors
(rail and road). ITS-applications can help facing the expected cstigee problems in
the field of passenger and freight transport onomarans-European corridors, but
also on important alternative corridors (with deyghent potentials) and important
inter-regional or inter-urban links in North-WesirBpe.

Based upon experience made with the Euroregior@ititiatives supported by

the TEN-T programme, transnational co-operatioriccbelp to further integrate /
develop these approaches and to promote an extersfiovaluable ITS-

applications / services to particularly sensitiegraents of the TERN in North-
West Europe. An example could be to develop infdionasystems for users on
transnational motorways, taking into account thdtucal diversity of users

(information provided in different languages etc.).

Improvements to information are also necessary @kiegre are several different
infrastructure operators involved in internatiot@ffic along a particular route.
An example is the London - Channel Tunnel — FranBelgium corridor, where
both road and rail involve Eurotunnel (the privaeetor operator of the Channel
Tunnel) and national public road or rail infrastire authorities. Delays on any
one of these networks affect the others and adyameact on the overall level of
service. Better advance information could lead d¢erauting or re-timing of
journeys.

Another example for a more regionalised need is ftl@eater Region”

(Grof3region), which covers Luxembourg and partsGarmany, France and
Belgium. Despite a partly existing ITS infrastruegttand already launched co-
operative initiatives (Radio for the Greater Regionmore intense

international/transnational co-operation in thddfief traffic information and the

use of traffic management systems is still considerecessary.

Transnational co-operation in the field of ITshould help eliminating existing
bottlenecks for intermodal freight transport and simulate a site-specific or
corridor-related efficiency-improvement of intermodal freight transport services.
ITS-application® for freight transhipment at nodal points (e.g.igh¢ terminals,
seaports, inland waterway ports) can help reducisg / transport time in the door-to-
door movement of goods and offer novel solutions better co-ordinating /
integrating the numerous parties involved in thelexiintermodal freight transport
chain (i.e. throughout specific freight corridorsyVithin this wider context,
transnational co-operation should pay particulaterdton to Dbetter integrate
waterborne transport and rail freight transporthi& wider intermodal transport chain.
In the field of waterborne transport (maritime spart, inland waterway transport),

“ICENTRICO, STREETWISE, CORVETTE.
“2Use of advanced telematics applications for eledirdata interchange, transhipment, storage amgpatation in order to
facilitate all of the related operations.
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ITS applications can enhance more optimal planoingontainer transport including
co-operative management of resources, automatmtifigation, tracking, tracing and
monitoring of equipment, vehicles, drivers and ocarpt only at the port area but also
throughout the intermodal water/land logistics ohaWith regard to rail freight
transport, a use of modern information technologees help improving the
attractiveness of railways and stimulate the emergef NWE value added services.
The following concrete suggestions for transnati@waoperation projects have been
made:

New technologies are important for the trackinggobds in the context of the
implementation of new EU regulations. There areiowe national systems of
tracking, each with its own characteristics, arer¢his a need to develop tracking
systems which work smoothly on transnational rautes

One practical example is an increased ITS/ATT apgihn in the port — hinterland
transport relationships in both mainports (e.g.t&®dam, Antwerp) and ports
liking to them (e.g. Dublin, Felixstowe, Hull). Impved information could advise
of congestion and delays in ports or on routeshtamt and enable shippers to
redirect traffic through alternative ports.

With regard to inland waterway transport, an inseghlTS-application seems to
be necessary in various parts of NWE (Germany,deaBelgium), especially for

further increasing the efficiency of transport fown rivers and channels by
improved management tools. Along the Mosel watgntao systems have been
introduced on the French side: a system of positgpand tracking of ships (GPS)
and the automation of locks. Similar technology wtiobe introduced on the

German side (it is probably already envisaged)oAis Belgium a management
system for inland waterway traffic does exist,dfgeration however requires the
collection of descriptive data on the waterway mekvin a transnational

perspective. Based upon this, it seems that amestiag and useful cooperation
project could be developed in relation to ITS tesbgies for better managing the
traffic flows of inland waterways and in particular optimising the waiting time

at locks.

In the field of rail freight transport, the levef metworking between existing cargo
tracking and tracing systems and the establishmenew transnational systems
could be realised in order to stimulate modal saiftl more integrated logistics
corridors in North West Europe.

An increased application of ITS could also be usadnetworking and better
linking existing freight traffic centres in North &8t Europe along major transport
corridors.

A final perspective for transnational co-operatioitiative in the field of ITS isan

improvement of security in freight transport within the NWE. Firstly, ITS-

applications could be used to improve the tranenati monitoring of dangerous
goods transport, be it on road, rail or water {trgcand tracking on longer
transnational  journeys).  Another issue for  which  anincreased
international/transnational co-operation in thedfief ITS could be very useful is the
control and monitoring of the actual compliancehwekisting security regulations for
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lorries.

3. The development of / access to information sotyetechnologies in NWE and
“operational perspectives” for future transnational co-operation

3.1. Economic relevance of knowledge
The economic relevance of knowledge is manffbld

- according to the new economic growth theories, ¢heation of knowledge is the main
source of wealth creation and economic growth;

- the creation of knowledge is based on the capahif individuals, firms and research
institutions to collect, store, select and proctss existing knowledge in an appropriate
manner which in turn, requires a sound educatiostesy and modern R&D and
telecommunication infrastructure;

- a number of sectors are of particularly greatartgmce as producers of new knowledge, e.qg.
the sectors of bio-, nano-, material- and infororatnd communication technologies (ICT).
These technologies have in common a cross-sedioaghcter. Among these technologies, the
ICT is of particular great importance because iinsiediately associated with the distribution
and processing of information and knowledge. Thagipular importance of ICT might be a
reason for the prominent role of this technologyaasubject of economic analyses about
economic growth, productivity and competitiveness.

ICT are considered as very important for economievth because they shape a core element
of the information economy and knowledge societye European Competitiveness Report
2003 highlighted, that ICT capital contributed inSUmore to thegrowth of labour
productivity (measured as productivity per hour) than in Europerthermore, the
productivity impact of ICT grew faster in the USathin Europe in the second half of the
1990s. The 2004 Review on the EU Economy (Commissiothe European Communities
2004) emphasizes the main aspects why the EU @inggbehind in terms of impacts
resulting from ICT:

- first, a strong focus of the European economynolustries the technological level of which
is low or medium.

- second, in contrast to the US economy the ICTpeton sector (which is regarded as a
crucial engine for productivity growth) in Euroeaf relatively small importance.

- third, the benefits from ICT use fell back behthdse, gained in the US economy.

The report comes to the conclusion, that the USaidges regarding the production and
absorption of knowledge primarily have to do witke tcircumstance “... that the USA’s
overall innovation system is superior to that of #8U, both in terms of the quality and
funding of its knowledge sector and the more fablmdramework conditions prevailing.”.
The report comes to the conclusion, that in thertmeigg of the 1990s a successful turnaround
took place in the US towards an innovation systadharegulatory frame which supports the

43 M. Rosenfeld; G. Heimpold “Scenario base for thente “ Impacts of the information economy and krealge society”.
First draft. ESPON Project 3.2. 2004.
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most advanced knowledge based sectors, but noh 96uiope. To explain the US-EU

differences in productivity growth, the lower pration share of ICT in Europe is not

sufficient. A number of other reasons are listedtliie 2004 Review, particularly the

inadequate “national champion” policy is regardedvary problematic. Instead, to belong to
the worlds leading players in the knowledge bassdoss requires at least an EU-wide or
even a global approach to attract the best braidgesources. Empirical data stemming from
the so-called e-business watch done by the Eurofeammission, show that industries with
higher qualified workers and with a higher intepsif information technology use e-business
application more frequently than other industriekwever, the adoption of e-business
solution is still low in small and medium-sized emirises (SME). As particularly low e-

business activities are regarded in branches wittskill intensity.

In order to become one of the most competitive Kedge-based economies at global scale,
Europe requires a high level of human capital ad-friendly skills. The report from the
high Level Group regarding the Lisbon Strategy dowwth and unemployment (Facing the
Challenge; 2004) highlights a number of weaknessgardinghuman capital too many
young researchers, who want to graduate, leavepEurespecially they move to US. In
addition, Europe shows too little attractivenessrésearches from outside Europe. A system
of mutual validation of national quality assurarared accreditation processes would reduce
the administrative obstacles to mobility within Bpe that European researchers continue to
face. However, the requirements regarding humartatago beyond the attractiveness of
Europe for top researches. The report, cited abexpects: “Up to 30% of the working
population are estimated in future to be workingeclly in the production and diffusion of
knowledge in the manufacturing, service, finan@ald creative industries alike. A large
proportion of the rest of the workforce will needite no less agile and knowledge-based if it
is to exploit the new trends.” The requirementsknbwledge society for a high qualified
workforce will, in fact, concern all sectors of teeonomy.

Among the factors explaining the considerable d#ffiees in regional productivity, one finds
various elements linked to knowledge:

- the availability of potentials regarding knowledgased economic activities (intensity of
R&D, endowment with human capital and specialigatiohigh-tech branches);

- spillover effects between adjacent regions, tegyufrom networking;

- a developed entrepreneurial culture, which allssti®ng ties between public research
facilities (universities) and businesses;

- the existence of clusters in high tech industries

- public authorities which support strong ties begw public research facilities (universities)
and businesses,

3.2. Spatial patterns in NWE with regard to the curent level of deployment / take-up of
information and communication technologies

Information and Communication Technologies (ICTejl dhe Information Society (IS) as

such have already had and continue to have profetfiedts on Europe's economy, society
and culture.
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By considering the general prospects that are dirikean increased application of ICTs and a
further expansion of the Information Society (sé@nex Ill-1), it becomes clear that
spatially well-balanced and sustainable developmerdf the Information Society has an
important role to play in realising the vision of aa enlarged EU characterised by a
greater territorial cohesion and a high level of soial inclusion.

While looking at the current status of Informati@wociety developmentin the European
Union, one can observe thtte threat of a widening “digital divide” with considerable
spatial and social implications is realThis “digital divide” can manifest between regians
the EU or regions within a single national tergtobut also between different sub-areas
(urban-rural) as well as between different commesifor groups of persons) within a given
region.

The existence of such“digital divide” is also a reality in North-West Europe (NWE). If

one looks at the regional differences in the deapleyt and take-up of specific "mature
technologies™ and "leading edge technologi&s4nd aggregates these individual aspects, the
following overall typology of regions in NWE care elaborated for the situation prevailing
in 2002/200%"

- the NWE-area shows a relatively clear situation of aisteng “digital divide” with regard

to the aggregated levels of household telecommtioratake-up. Only the southern Dutch
provinces are ahead in a leading position withiwWHE(very high take-up). They are followed

by the majority of Belgian provinces, the leading-tegions and Switzerland (high take-up).

A moderately high household telecommunications igkean be observed in the remainder
of the UK-regions (including Northern Ireland), theaee northern Dutch provinces, lle-de-
France and in some NUTS-2 level regions of Rhetgfalz. The remainder NUTS-2 level

regions in NWE are characterised by a moderateam by a low household take-up.

- but also theaggregated levels of business telecommunicationscass and take-up show

a relatively sharp contrastthroughout NUTS-2 level regions in NWE. All ofettGerman
NWE-regions display the highest levels of businassess and take-up and constitute a
compact "territorial bloc" that is unique in theogramme area. Beyond this block one can
only find some “isolated islands" in the remainadgr NWE that are characterised by a
comparably “very high” or “high” take-up/access éé\(mostly located in the UK, in the
Netherlands and in Belgium). Larger parts of Inélamost of the UK and the remainder of
Dutch and Belgian regions as well as the lle-dexéeaare characterised by a “moderately
high level”, but the majority of French regionsyrs® “isolated islands” in the UK and the
northern part of Ireland range at a the end witly afmoderate level” of take-up and access.

- a clear picture of “centre” and “periphery” can be observed in NWE if one compares
different levels of household and business takeGgmbined high levels of household and
business take-up can only be found in a “trianglenetropolitan regions” that is constituted
by Inner & Outer London-Brussels-Noord-Holland/Aerstam and a combination of high
household / medium-level of business take-up is tijmdecated “around” the above-

441.e. basic fixed voice telephony, mobile telephgmgrsonal computers, internet.

45 .e. broadband technologies, e-Commerce/e-Busiirssnet backbone networks.

46 One has however to take into consideration thatrégional-level analysis is mostly a "snapshotaakcent situation
(2002/2003) that might have changed in the meaewfihis is mainly due to the significant dynamismevailing in the
development, deployment and take-up of ITC's.
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mentioned triangf¥. All German NWE-regions as well as some isolatgubts” in the UK®
are characterized by a combined medium-level haldéfigh level of business up-take. The
remainder of the NWE-regions have either a mediewellof business/household take“Upr
need even to be classified in the category of alémgl of household/medium business take-
up (all other French regions except lle-de-France).

- A combination of household and business telecommunitbens take-up/accesdinally
allows establishing an overall ranking among thiéedent NUTS-2 regions in  NWE. The
“highly advanced telecom regions” can be found he tlensely populated parts of the
Netherlands and in some of the core city regionsiggels, Antwerp, Inner & Outer London).
All other NUTS-2 regions in the entire UK, the Soiast of Belgium, lle-de-France,
Luxembourg, Western Germany (except Freiburg andrl&ad) and the three northern
provinces in the Netherlands can be characteriseth@danced” or “moderately advanced”
telecom regions. This sharply contrast with theegal position of the Republic of Ireland as
well as of the majority of French regions, whichedeto be characterised as “moderately
developed” or even “lagging behind” telecom regions

Despite the expectation that significant growtlesatin Information Society technology
deployment and take-up might have slightly chantexdabove mentioned overall picture,
recent Commission data of 2003/28b4how that especially in théevelopment ohigh-
speed connectivityor broadband therisk of a “digital divide” is real, also for and within
NWE). As an enabling technology, broadband is at the cora fifrther development and
delivery of innovative ICT-applications (e.g. e-Hiba e-Business, e-Government or e-
Learning) and offers great potentials for furtiraproving the positive cohesion impact of the
Information Society: The Commission Communication recognises howe\ar growth in
broadband connections across the EU-15 is maikipdaplace in densely populated urban
areas. There are also significant differences @adiband take-up among EU-Member States
fully or partly covered by the transnational co-@i®n area North-West Europe: Only the
Netherlands and Belgium are in a leading posittaat ts clearly above the EU-15 average,
whereas the UK and Ireland are at the lower emifigntly below the Community average.
But also with regard to SME broadband take-up,NWE-countries (except Belgium) are
characterised by a ratio that is well below the EJaverage.

47 Provinces of Flanders/Belgium, larger number aftlsern Dutch Provinces, South-East and North-E&England, with
the exceptional position of 2 regions in the NdEtist of England.

48 North-Eastern Scotland; Gloucestershire-WiltsiNmth Somerset.

“®Ireland, majority of UK-regions, Walloon provingdke-de-France, 3 northern Dutch provinces.

%0 Connecting Europe at High Speed: National Broadi@tmategies. Communication from the CommissiothéoCouncil,
the European Parliament, the European EconomicSathl Committee and the Committee of the Regi@BM (2004)
369 final.

*1 Improved communication systems through broadbdlosv @eople to communicate and share informatiqgardless of
their physical location, which is particularly sificant for remote and rural areas. Improved intékéty enables citizens
located in those areas to participate more activetlie social and democratic life. Broadband imesotheir living standards
by bridging distance, facilitating healthcare, eatian and access to public services.
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Broadband progress in the UK

The 2004 International Benchmarking Sttfdgentifies Sweden, Ireland and the UK as|the
leaders in the overall index of sophisticationldngl is the only one of these to have been in
the top three in 2003. This confirms the rapiditghmwhich data on ICT becomes out|of
date. Business in the UK has shown major improvesnenICT usage and sophistication
with Broadband in particular showing acceleratindpgtion. Business appears to |be
becoming much more sophisticated in the way it i8d@swith an emphasis on identifying
the clear value of its use. The proportion of besses using broadband technology |has
almost doubled from 13% to 24% in one year andhet¢ over 60% have bandwidth in
excess of 1Mbps. The UK leads in the use of wiselesNs and is in the leading group |of
users of Voice-over-IP and desktop video conferancHowever, the use of ICT for on-
line ordering and sales in the UK is well below liaels in most other countries (37%).

The most recently available data on internet cotivige for all users® shows that in the
previous 12 months there was a 1.9% increase iveasibscriptions which now stand 3%5%
above the level of January 2001. Within these tlaeket share of permanent (broadband)
connections has risen from 23.6% in February 2@043% in February 2005 (a year jon
year increase of 86%).

This suggests that there is no real problem of #d especially broadband availability| in
the UK, but there remain some barriers to univeesiiption for activities which may
replace physical transport. Furthermore, the irgirgaconcerns over security, especially of
wireless networks, may lead to a lower than exgkotgerall take-up. Interestingly early
adopters of this type of flexible technology such the US and Canada have nated
significant falls in its use recently.

The most important elementisat can generally helexplaining the emergence of a “digital
divide” are mainly the result of a complex intepdadency between the supply-side and
demand-side aspeat§the Information Society:

- the supply-side of the Information Society:It is generally recognised that the basic
availability of telecommunication infrastructuresdatheir technological quality are key
determinants for a further development of and #rcéfe capacity to participate in the
Information Society. Without sufficiently deployedipport infrastructures, there will be no
real push in the demand for new applications, ses/iand contents. The primary
responsibility for a development of information sty technologies as well as for upgrading
of existing and for deploying new infrastructurests however in hands of private businesses,
telecom operators and service providers. Due tofdbe that market-driven infrastructure
deployment naturally tends to focus on areas wifficsent demand potentials and thus good
perspectives for profit-makin§ a real risk of a spatially unbalanced developmeht
telecommunication infrastructures does exist. Bgflgan those territories that are scarcely
populated (lack of sufficient demand potentialswhrere the distance from the exchanges to
the final user is too great, a risk of under-supplterms of infrastructures is therefore high. If
citizens living in these areas are not offered eqpaortunities of access to the Information

%2 Department of Trade and Industry (20@4isiness in the Information Age: The InternatioBahchmarking
Study (http://www.dti.gov.uk/bestpractice/assets/ibs2paf)

%3 Office of National Statistics (2005) Internet Centivity February 2005
(http://www.statistics.gov.uk/pdfdir/intc0405.pdf

% In a market-oriented environment, operators mayfind it profitable to invest and upgrade or rolit infrastructure in
areas where expected demand is insufficient torerspositive return on investment.
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Society, the danger is therefore high that — beyesgatial “digital divide” - also new forms
of (digital) social exclusion will emerge over time

- the demand-side of the Information SocietyA critical mass of users that generates a
sufficient level of demand for new applicationsrvémes and contents is an essential
prerequisite for stimulating a more intensive dgpient of Information Society support
infrastructures by private actors. Pro-active "dedhatimulation” is therefore an important
means that helps speeding up Information Societyeldpment and contributes to widen
direct access of the public to new information . In this particular context the regional
level has quite early been considered the mosoapipte leveP> which can stimulate a wider
take-up and diffusion of Information Society teclogies and services. The success of pro-
active policies at the regional level are howewmmgly conditioned by a realistic assessment
of needs/demand potentials and the region’s aldifiylly integrate new Information Society
applications in their own conte3t. In addition, regions need to establish innovative
approaches based on consensus, partnership aodudisdmong public authorities, users and
ICT providers on their territory in order to addpé Information Society to the reality of the
people and firms. A recent evaluation of the waw mational and regional Structural Funds
programmes for 2000-06 support and implement Inftiom Society developmetithas —
among other aspects — shown that related measenelstd follow mostly a supply-side
approach (investment in infrastructure) and thatlittle attention is paid to stimulating the
demand for ICTs.

This “digital divide” among EU-regions in the NWE co-operation area sharply contrasts
with the situation prevailing in the non EU-partner count@witzerland, which occupies in
many respects a leading positionThe key policy objective in Switzerland is that tire
future the Internet becomes a central platform fawhich a broader range of private and
business-related day-to-day activities can begediirrespectively of the user's geographical
location. A major precondition for this is howevke existence of a dense broadband network
that allows establishing numerous value added sesviThe basic framework conditions for
such a development have already been realisetigaderegulation of telecommunications in
Switzerland follow nearby the same standards akdarEuropean Union (only the conditions
for the "last mile connection” need to be furthieetalised). In Switzerland, ICTs are also
considered important for improving the connectidnperipheral areas of the mainstream
economy of the country. One can also say thattaat@n of "digital divide" (and
correspondingly a situation of "market failure")edonot really exist in the different segments
of the country's information society. Extensiveefixnet connections and mobile telephony
connections as well as affordable tariffs do etlisbughout all parts of the country, which is
mainly a result of the "basic service provisiorktasnsured by Swisscom. Also in the field
of broadband, an extensive territorial coveragealiady realised (only 4-5% of the
population, which live in particularly remote areas spots that are characterised by a
particularly difficult topographical situation, anet connected).

As a consequence, the Swiss ICT-sector is partigweell developed. It is the third most
important industry and one of the top five emplayi@rthe country. Switzerland spent € 2.791
(8% of GDP) on information and communication tedbgg in 2002 - more per capita than

%5 European Commission: Cohesion and the Informafioniety. Communication from the Commission to thedpean
Parliament, the Council, the Committee of the Regiand the Economic and Social Committee. Offid@irnal, C 355 of
21/11/1997, p. 0012.

%8 For example through an increased usage in theigpsiettor and through public-sector demand aggi@ganitiatives;

stimulation of SME-uptake.

57 European Commission, DG REGIO: Final Report fer Thematic Evaluation of the Information Societgtder 2002.
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any other country. Switzerland is one of the mashputerized countries in the world. 65%
of the population has access to PCs, placing thatog in third place worldwide in market
penetration. This level of computerization is inrtpdue to the presence of sophisticated
industries and an active business and servicersediich rely on ICT to reduce labour costs
and to compete effectively in the global marketitdsvland also belongs to an elite group of
countries with the highest ratio of money spentasearch & development in relation to GDP
and the largest number of patents per capita. ddustry-wide favourable situation also finds
its continuation at a lower geographical level aodtributes in particular to strengthen the
competitive position of Switzerland’s major metrbfam growth centres. A very good
example in this respect is the Greater Zurich Asea box below).

Despite this generally favourable situation, one @bserve that especially in the field of ICT-
application services a number of potentials fothfer improvement still do exist: this is true
in the field of e-Government, but also in the cahtd e-Health and e-Learning.

ICT development / take up status of Switzerland ash of the Greater Zurich Area

Switzerland Ranks No. 4 in Information Society Ind&

Denmark has displaced Sweden as the top rankingnnet IDC's Information Society Index (ISI),
which is published annually. After four years as N&weden has dropped to second place, follawed
by the US, Switzerland and Canada. Denmark has dnsteadily up from fifth place in 2002 and
second spot in 2003 to take pole position this Vi€ measured the top 53 countries worldwide and
ranked them according to which countries were édtiongest position to take full advantage of|the
Information Revolution with its advanced informatjocomputer, Internet, telecom, and sogial
infrastructures.

Switzerland Ranks 7th in the Networked Readiness btex Published by WEF

The Networked Readiness Index (NRI) is defined the “degree of preparation of a nation|or
community to participate in and benefit from ICTvdepments.” The United States ranks first,
followed by Singapore. Finland, Sweden, Denmark @adada rank 3rd, 4th, 5th and 6th respectively,
followed by Switzerland, Norway, and Australia. @any ranks 11th and United Kingdom is in 15th
place. Switzerland has moved into 7th position f8th place last year.

ICT-development status of the Greater Zurich ared®

The Greater Zurich Area has a highly developed iffiastructure and also considerable scientific
and technological capabilities, which are exterlgivdtilized all over Switzerland. Modern and
reliable telecommunications including cell phonéweeks, ISDN and other broad band connectipns
ensure high-quality coverage in the region. Moranthalf of the population and over 90% |of
companies have access to the Internet, creatingttaaictive environment for foreign companies
looking to establish a base in Switzerland. Acaagtli, one can find a high concentration of world
leading ICT-companies and enterprises from the “meenomy® in the Greater Zurich Area. In
addition to these top ranking companies, the regilfiT-competencies are enhanced by the presgnce
of several universities, institutes and state-efdit research laboratoriés

%8 www.greatezuricharea.ch

%9 GOOGLE, IBM, CISCO SYSTEMS, ADDON, AGILE, SAPERIQWENDIA, ELAN, MICROELECTRONICS.

60 Swiss Federal Institute of Technology (ETH), Swiesleral Institute of Technology (ETH: Zurich Infuation Security
Center Computer Engineering and Networks Laboratory, @mmication Technology LaboratgrySwiss Federal Institute
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3.3. Emerging “key challenges” in a medium-term pespective for the future
development of information society technologies ithe NWE

Against the wider background as described in sest®1.and 3.2., one can identify a number
of “key challenges” that might also be promisinglds for launching future transnational co-
operation projects in North-West Europe:

a) Better using North-West Europe’s position as algbal and EU-wide growth centre for
making a substantial contribution to implement andrealise the Lisbon Strategy: By
further stimulating the deployment / take-up of 8cand by enhancing a development of the
information society, the leading position of NWEub be maintained and further strengthen
in the European-wide and global context. Beyond thacro-effect, such action would also
generate a significant stimulus for expanding pobidm and using knowledge in the NWE
and help to promote knowledge-based activities hie tess developed parts of the
transnational co-operation area.

b) Overcoming the already existing “digital divide” in North-West Europe that can be
observed in the context of "mature technologies® and "leading edge technologie$? In
order to overcome the already existing digital diyimore intensive action is needed for
initiating/stimulating “catch-up-processes” of thess Information Society-mature regidis.
These regions need to make increased efforts iefudpr researching and assessing their
needs and demands for ICTs (both actual and latemdt)should more effectively plan the
development of the Information Society on theiritery. Transnational co-operation and
learning from relevant good practice existing ia WE could stimulate these processes and
help shortening the time and cost associated wéithynmegion-internal development processes
or help avoiding bad experiences and failures igioreal/local Information Society
development.

c) Preventing an emerging “digital divide” in the field of new high speed connectivity
(broadband) and stimulating a spatially well-balaned, inclusive and sustainable
development of the Information Society in North-Wes Europe: If one considers the
strategic role of broadband for a modernisatiorecdnomies and societies in North-West
Europe, another major challenge will be to enhaaceidespread deployment of secure
broadband infrastructures and an affordable braadlbacess. Only by ensuring this technical
pre-condition, one will be able to realise a wellamced roll-out of new/innovatory e-services
of public interest in all NWE-regions that are asible by every citizen, enterprise and
administration irrespectively of their territoridbcation. If high speed connectivity is
improved in this way, also other interesting oppoities for creating transnational services of
public interest in fields such as e-Government,ealth or e-Learning can emerge that might
help “bridging” the still considerable differencesetween the national/regional/local
administrative systems or the national health sgstems and educational systems in North-
West Europe.

of Technology (EFPL, Dept. of Computer and Commatian Sciencés University of Zurich (Department of Informatj¢s
IBM (Zurich Research Laboratory

®1|.e. basic fixed voice telephony, mobile telephagmgrsonal computers, internet.

62 e. broadband technologies, e-Commerce/e-Busif@ssnet backbone networks.

63 See ANNEX IlI-2, map 14: regions having a rankjggition of “moderately advanced”, “moderate” atatfging”.
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3.4. Potentials and operational perspectives for fure transnational cooperation in
North-West Europe

3.4.1. The current experience made in NWE with trasnational co-operation in the field
of information society technologies

If one considers the strategic relevance of ICThéncontext of territorial and social cohesion
and bears in mind the current territorial patterinformation Society development in North-

West Europe (see: section 3.2.), one can quicldytisat the wider impact of INTERREG IIC

and INTERREG IIIB projects explicitly addressingpests related to “ICTs and the

Information Society” is up to now relatively weak:

In the context of thdNTERREG IIC programme, 4 projects have addressed the wider
theme of "ICTs and Information Society"). They ihxed a total of 23 different partners that
were most frequently located in the UK, Irelandy@any and the Netherlands, but also in
France. Half of the projects addressed the widemthfrom a regional perspective in a multi-
topic approach (ASPECT, VIRTUAL REGION) and estshéd links to regional spatial
planning. The other projects addressed the theraebabader scale in order to support over-
arching transnational planning in North-West Europiher in a single-topic perspective
(CATPIE: tele-working) or in a horizontal impactassment of ITCs (SPECTRE).

The above-mentioned picture somehow contrasts thiéh situation prevailing under the
currently implementedNTERREG 11IB programme . The 4 approved projects in the field
of "ICTs and Information Society" involve a totaf 85 different partners that are most
frequently located in the UK, Ireland, Germany, thietherlands and Belgium, but also in
France. These projects address mostly one spémjiic of the wider theme in a regional/local
context (EPROC: e-Procurement; TESIS: e-Busined§)IZENS FIRST: reduction of
social/spatial isolation of citizens regarding palservice delivery; "Hospital Co-operation™:
tele-medicine).

3.4.2. Operational perspectives for future transnabnal co-operation in the NWE-area

In order toovercome the already existing “digital divide” in North-West Europe that can
be observed in the context of "mature technologiesand "leading edge technologies”,
future transnational projects could help to developroved systems for regional data
collection and benchmarking in relation to ICTs ahd Information Society. In addition,
models for participatory planning of Information cBety developmefit and of balanced
strategies for 1S-developmé&htcould be elaborated. Furthermore, projects shielg to
design transferable model implementation schemesefiective 1S-development that are
based upon best practice. Finally, transnationgbmcould also support the building up of
regional capacity in the field of 1IS-developmemaifting of personnel etc.)

Future transnational co-operation shoaldsely monitor the potential risk of a growing
digital divide in the field of broadband, both in NWE inter-regional terms and with regard

&4 Planning of Information Society development catlsd method/process at regional level that is "bpen involves all
sectors concerned of the regional community. Pieeg and fragmented attempts to accelerate infeomabciety
development are ineffective and likely to fail.

Sitis generally recommended that IS-developmept@gches are elaborated that strike a balance eptthe supply-side
support and demand stimulation and that, in turppk/-side measures should offer a balance in tefirttse development of
telecommunication infrastructures, access, appticatand services, digital content and ICT skills.
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to the NWE-position in relation to the wider EU amdernational context, andromote
innovative co-operative solutions in areas where pwision/access problems are likely to
persist.

A comparison of experiences and models on innesgiublic funding measures at
national, regional or local level that stimulateextension of broadband infrastructure
in areas characterised by market failure (undereskiareas that are rural, sparsely
populated or in a peripheral location), with thenaio identify transferable good
practice solutions, could be a first initiative. Archange of experience on innovative
regional/local demand aggregation policy approacheish the aim to identify
transferable good practice solutions, could belargbotential theme for a project.

An area in North-West Europe for which it shouldibeestigated in how far similar
situations and joint problem solutions could be mdd is the Ardennes-Eifel-
Hunsriick area, covering parts of Belgium, Franceelmbourg and Germany. Parts of
the Belgian Ardennes, for example, are not yet eavéy adsl Internet connectiGhs
which is likely to inhibit economic development atie location of enterprises. Also
in Luxembourg, the more sparsely populated ruraihnof the country displays some
weaknesses (especially outside the few "urban"regnwith regard to a provision
broadband infrastructures. Although it would beiddde to improve the situation,
practical options for doing so (e.g. by means a@hlgublic-private partnerships) is
relatively limited in practic¥. In France, in the contrary, a recently adoptad la
makes possible for local and regional authoriteesake public action in the field of
telecommunication and to allocate public resounste an objective of territorial
equality (and not of competitivene¥s)A cooperation project covering the entire
Ardennes-Eifel-Hunsriick area could be developedt tbarries out a survey
investigating the existing coverage and future egmm plans of the adsl networks for
the years to come. In the case where significagasawill not be covered in a mid-
term perspective, possible forms of joint transral action for implementing the
necessary networks should be envisaged.

In the case of areas that are already characteliseda well-developed high-speed
infrastructure, future transnational projects co@dther increase networking among
different types of key actors that play an importar role in a knowledge-based economy.
Transnational high-speed links should be createdeftablishing university-pools and for
better linking semi-public/private R&D or technologransfer centres in order to face the
challenge of an increased competition at Europeiae-w&nd world-wide scale. In addition,
projects could also stimulate a further development of innovative ICT-
applications/services of a public interest (e-Govement, e-Health, e-Learning).There are
already a number of concrete suggestions in théction:

Potential activities for a better transnational mection of research pools via
broadband networks seem to be particularly promigincase of the existing public
research centres in Luxembolrgihich employ nearby 600 researchers in total. In

% It is also the case for a number of business garktee Province of Liége.

" The most important reason is that the central gowent level tends to hinder such activities eithgrusing the
instrument of legal supervision of local authosti@&emeindeaufsicht - Ministry of Interior) or byonopolising actions in
this direction (Ministry of economy).

% This is being done in two fields: mobile phonegastructure and Internet access at a speed of 2klb/s

69 CRP Gabriel Lippmann, CRP Henri Tudor, CEPS/INSTEA
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the context of Luxembourg, an improvement of therail infrastructural context
should however be provided by the central statbaxities, whereas in the context of
content-related applications the research centrelsl play a leading role.

The contribution of broadband networks for furtheproving existing "centres of

excellence" and/or "growth poles” in Luxembourgreedo be particularly promising
in the following fields: research on new materiapplied environmental research,
information technology and media, tele-medicine armgalth techniques.

Transnational activities should lead to a furthetsworking with corresponding centres
of excellence in Belgium (Lieége), France (Metz, B@nand Germany (Trier,

Kaiserslautern, Saarbrticken, Koln).

Transnational co-operation in the field of e-Goveemt could allow learning from
existing experiences, stimulate the spread/trangfegood practices to areas still
lacking relevant services (e.g. interactive pulkevices, public procurement, public
Internet access points, secure communications leetwriblic services etc) and
establishment of border crossing new services antdded value.

Transnational co-operation in the field of e-Healtfers the opportunity to learn from
each others experience or to better coordinatearelseand development across the
NWE in order to help accelerating the developmdniNWE e-Health technologies
and services.

Transnational co-operation could help establiskimgw range of partnerships and lay
the foundations for creating innovative e-Learniimgiatives that cross national
borders and traditional sector-specific separatioeisveen school education, higher
education, vocational training and adult learnigch projects would in particular be
helpful for developing an Information Society iretNWE that is accessible to all.
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Annex 1: Transport telematics technologies

Urban and metropolitan areas for optimising the exsting transport systeni®

Overview table:
Transport telematics technologies that can be ap@d in

Operational

Control Systems
(OCSs)

An OCS is an automatic and centralised system watfio transmission that

controls the location of vehicles in the publicnsport network. The tracin

g
systems are based on beacons along the networksatellite positioning systems
S

with complementary in vehicle navigation (gyroscomelometer). Telematic
allow the transport operator to control traffic viloon congested network
managing occupancy and delays. The system proveféective real time
management and information for the users.

Operational Control Systems for public transpod developed and implement

pd

to very different degrees of technology complexiiéxamples of such systems are

common in France, Italy, Germany and other cousitite Europe. Positionin

systems relay information about the position of ehigle by satellite; several

technologies exist within the market for exampleSGnd Euteltracks. The Glob
Navigation Satellite System (GNSS) is being devedbfo provide a positionin
service to trams, buses, trains, etc. This systdimaigo facilitate information tg
private drivers and will be useful for general fimimanagement and congesti
reduction.

Public Transport
Information

Services

Public transport information systems apply not omdy Operational Contrg
Systems, where information would be available atlibis stop or train station, b
also to information relayed to the home, where sig@an access the informati
through cable TV or telephone. These systems raagtdiic (off-line) or dynami
(on-line), with real-time information.

The importance of information in Public Transportaddgement is bein
increasingly acknowledged as a fourth productioctdia alongside huma
resources and operating equipment and installatibran be said that only g
integrated treatment of both private and publicngport, with co-ordinate
information dissemination about the services areb ud the infrastructure, mg
satisfy future demand. In order to avoid negatittguales, the user must have
his disposal useful information, wherever he iseméver he needs it. This is a K
requisite for inter-modality.

Advanced

Payment
Systems

A very broad range of technologies exist to supplvet application of integrate]
revenue and ticketing systems for use in the puidinsport domain. For mo
technologies the market is reasonably mature. Absunof these projects usir]
several kinds of technology are currently in pregreThere is a problem in th
international standardisation is not yet sufficgntdeveloped and man
incompatible projects are in progress.

Examples of actual applications of 'smart' systanesthe Ravensburg (German
the London Transport's Prestige Project and thei&glmulti-service paymer
card. Several IPS systems are available, includiogtactless smart ca
applications, such as the Electronic Ticketing emtén Germany and Proxibus
Topcard in France.

"0 Source: europa.eu.int/comm./energy_transport/atiatu/ttechdintro.html
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Overview table: (continuing)

Road and

Congestion
Pricing

Road and congestion electronic pricing can workaimumber of ways. The

technology can be used to collect tolls on roadsraatically, this will keep traffig

flowing and reduce the time it would take using anoml system. It can also be

used to charge differential prices along heavilggasted roads which could he

to shift traffic onto less congested roads at geall times. Typically transponders

are fitted to cars which relay information to ovead gantries on the road.

There are two basic methods for electronic tollemtion. The first uses Automat

Vehicle Identification (AVI) technology. An AVI tags a read-only transponder
that communicates its encrypted identification ceidehigh frequency radio waves
to a central computer for charging. The second atktises smartcard technology.
It has both read and write capabilities for thepmse of deducting charges

instantaneously on board the vehicle. Both tectgietocan be combined in
single on-board device. With a transponder plus nzargcard, the primar
accounting function would be on the vehicle andiddne anonymous. Dependir
on the technology, the driver would either be aglVisf the remaining balance
be given a warning when the credit is low.

The most important existing systems in Europe foadr use charging an
electronic toll collection, based on smart cardomdtic debiting technology af
the PREMID electronic tags, based on two-way datarounications, allowing
drivers to pay without stopping at road toll poste MobilPass roadside debitir
stations, on board units and rechargeable electrpaorses; HAMLET 2; an(
UNIPASS.

Electronic road pricing has been implemented arstiete at various places
Europe. Interesting examples are the congesti@mngrsystem in Cambridge (UK
and the Time Zone in Richmond (UK). Trials for tharious systems whic
facilitate motorway charging have been schedulathdertaken in Austria an
Britain, but the most important experiences arebabdly those taking place i
Germany.

Ip

Cc

a
y
'9
pr

(0]

)
9
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Advance

Systems for
Traffic
Management in
Motorways

Today's application of control technology on motays focuses on dynam
collective guidance and information systems. Spmeits can be varied accordin
to traffic volume or unfavourable road and weatloemditions; congestio
warnings can set staggered speed limits at theoérieues. Control of traffi
volume is possible on ramps to motorways to hekpkmain traffic flowing, ang
traffic can be controlled in special situationsisas accidents, construction sites
other interruptions. Ramp metering (widely usedNiorth American freeways fg
the last three decades) has been introduced ofan umotorways in sever
European cities during the last few years. It igdugs a means of reduci
recurrent congestion during peak traffic conditioAdvanced traffic responsibl
ramp metering strategies are capable of reduciagelirtimes, increasing mea
speeds, reducing the extent of congestion in spaddime and slightly increasir]
overall capacity.
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Overview table: (continuing)

Adaptive Traffic
Light Systems

Traffic signals in a network may be co-ordinatedtbg application of fixed time
plans determined off-line or by fully adaptive ®ss. Schemes may be put i
three main groups:
- Capacity improvements. Critical queues can be redidny eliminating ol
relocating bottlenecks.
Queue regulation. Traffic input to the tail of thdtical queue can b
regulated in order to control the queue length.
Restricting traffic input area-wide. Traffic entegi a busy area can be
metered are strained so as to reduce the prolyabilitcritical queue
formation anywhere in the area.

—

(0]

]

Information about traffic flows on the arterial asdrrounding network can be
collected automatically through electromagnetiedeirs and passed to computers
that rapidly formulate signal plans to minimise tb&l travel time. The objective
would be to control the vehicles making them motsimilar speeds, resulting
smoother flows with less stopping and startingstfeducing fuel consumption and
vehicle emissions.

=]

Traffic light priority systems can be applied tadividual vehicles (i.e. buses)
through the use of infrared systems, or througegirsited radio systems. However,
the implementation of such systems depends largglgn traffic systen
complexity, and are more appropriate in mediumesizigies. Obviously, these
systems may only work if a bus lane exists ansl iespected by the private traffic.
The priority in intersections is efficient when dreency of the Public Transpdrt
vehicles is not too high (say not more than oneickehevery two or three
intersection cycle time) so that the rest of tladfit is not excessively disturbed.
Some of the latest best known urban traffic contiddptive systems operating |or
under development are STUKO/VERON (Germany), SAGEar{ce), SCOOT
(UK), OPAC (USA), UTOPIA (Italy) and PRODIN (Frarce

Variable
Message Signs

Information for

Parking Service$

n

Both technologies are fully commercial and havenbiegplemented in most large
European cities. Variable Message Signs are usadfeéom and control and a
functional distinction may be made between variablessage and variable
directions. Telematics allows vehicle speeds tode&cted, so that speeding
vehicles can be warned to slow down through VMSesys. This advice can he
enforced using speed cameras. Technological advartoeards electronic
enforcement of speeds through roadside speed ietectuld also achieve, within
a short time, sustainable effects and benefitserm¢ of road safety and road
environment.

Traffic searching for parking space is repeatedigtgd as reaching peaks of abput
50% of the total car traffic in a city centre. Thievelopment of parking
management tends towards increased use of computers effective automatic
and semi-automatic vehicle detectors and identifier use at parking facilities, as
well as increased use of hand held data logggvariking enforcement work.
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Overview table: (continuing)

Traffic Traffic Guidance Systems provide on-board infororativhich advises the drive
Guidance about the best route for a specific journey, cerakitive routes when main rout
Systems are congested. This is made available throughaincomputers linked to Glob

Positioning Systems (GPS) which provide informatiorough a digital display g

navigation systems have been completed. More sgstam under developmer
offering an expanded range of motorist informatibrough so called electron

SCOUT), AUTOGUIDE, ULLISSE (D,U.K.,F) ARIAM (D), CRR, CRICR (F),
Datatrack (U.K.) ETAK-Navigator, Travel pilot (U&,D), CARMINAT (F), and
RDS-TMC (EUROPE).

It is expected that Radio Data System - Traffic 84gge Channel (RDS-TMC) wi
become an important source of traffic informatibrotighout Europe, with arour
80% penetration of the total vehicle market by 200His technology can be ust
as a helpful tool to optimise trips mainly for igtdar journeys, but has little or 1
effect on traffic flow or traffic volumes unless is combined with traffig
management and route guidance.

Case Study Box:
Existing ITS/ATT applications in Belgium:"*

Operational control systems:In Brussels, the STIB-MIVB (Société des Transptmtercommunau
de Bruxelles) has a computer aided operating systéhey are currently testing Global Positioni
System (GPS) on 2 buses which could improve thetirma management of the bus fleet. The SR
(Société Régional Wallonne de Transport) is alggémenting a timetable management system.
Public transport information systems: Within the PHOEBUS project (EU-DRIVE programmeé)et
STIB-MIVB is testing low cost, real-time informaticat bus stops. Some metro stations are alr
equipped with real-time information systems, (fhiferms the recipient of the expected waiting ti
before the next two arrivals). The system usedNBODYN. In Lieége, the TEC Liege Verviers h
developed 3 interactive points to promote publansports and to provide information on urk
routes, timetables, connections. ARIBUS in Flandera system managed by the SNCB (Soc
National des Chemins de Fer Belges) in collabonatith De Lijn (the public transport company
the Flemish region) to improve the modal transfes-tvain. A similar system was tested in Dinartt
was not satisfactory.

Special services:A special service has been tested in Wavre and diauwvhich consists of
payment method using the PROTON smart card onukeThis electronic payment system is in its
an interesting experiment since, providing it istiie same area, people can use bank terming
‘charge’ the PROTON card and can then use it fallggayments in various shops including pr
shops and public telephones.

Road and congestion electronic pricingin Antwerpen the Liefkenshoektunnel toll tunnelvibe¢n
the two banks of the Schelde reduces courses ffbta #/-10 km. Five lanes in each direction eng

through voice instruction. Major field operationsts of route guidance and

yellow pages. Examples of existing in-vehicle systeare: EURO-SCOUT (ALI}

o1
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a manual payment and 4 lanes are equipped with ETELL". The automatic payment is promoted

by a fee reduction of 15%. This only experienceazfd pricing in Belgium accounts for 1,4 km
road.

Dynamic traffic light systems: This system is on test on one line in Brussels had beer
implemented for the city bus in Brugge. The busetain Liége are equipped with a traffic lig
priority system (loop in the road). In Gent there @ public transport traffic light priorities.

of

ht

"L Source: europa.eu.int/comm./energy_transport/atiatu/ttechdintro.html
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Case Study Box:
Existing ITS/ATT applications in the UK: "

Deployment ofOperational Control Systemsis growing with 9 or 10 Local Authorities takingp u
systems in the UKPublic transport information systems at the lower technological level are qui
well deployed. At the higher level (real-time infaation) deployment is very limitedRoad and
congestion electronic pricinghas little or no deployment in the UK at pres@ynamic traffic light
systemshave been deployed in many UK citiégaffic guidance systemsare reasonably we
deployed among large haulier firms, but have lichiteployment in private transpothformation
for parking servicesare well deployed in many UK towns and cities.

As a characterisation of current demand of ATT eayst, in a survey of UK Local Authorities the
Centre for Exploitation of Science and Technologyrfd that current or planned use of systems was:

Urban or Inter Urban Traffic Control: 35%
Public transport: 22%

Parking management: 16%

Travel and Trip Planning: 10%

Police and Emergency systems: 7%

Traffic Information and Route guidance: 7%
User Fee Collection: 3%

ite

2 Source: europa.eu.int/comm./energy_transport/atiatu/ttechdintro.html
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Annex 2: Main issues, priorities and transnationhaspects of national and
regional transport policies

Transportation policies in the NWE countries haeaagally been updated in the past years.
New priorities have emerged and a number of traism issues and interactions are being
taken into account. A short overview of the priestand transnational aspects is provided
hereafter.

Belgium’

The governance of transportation and spatial ptappolicies (and of their interactions) in
Belgium is rather intricate. While the statutorywgos for spatial planning policies are clearly
set at the regional level, a number of componemntgamsport policies (for instance the
railways) are at national level.

In terms of strategic transportation factors wrdmsnational relevance, the three regions are
not at the same level. While Flanders has a nundfeimportant seaports (Antwerp,
Zeebrugge, Ghent) and Brussels has the largesbrainp the country, Wallonia has no
transport node of similar European significancehalgh the airports of Brussels-South-
Charleroi (passengers) and Liége-Bierset (freigin® characterised by encouraging traffic
development.

All three regions are facing a number of commorllehges, such as:

- the increasing congestion of the main transpatwarks (railways, motorways and
waterways), in particular in the Brussels-Antwergaa

- shortcomings in the endowment with infrastructurethe waterway system (insufficient
connection with France and too low transport capdmtween Strepy and the future Seine-
Nord canal; insufficient capacity of locks on theaterway linking the Meuse basin to
Rotterdam; insufficient capacity of the Albert chbatween Wijnegem and Antwerp; need
for a waterway with international standard betwé®n seaport of Zeebrugge and the main
waterway network of Belgium), the railway systerhe(tfreight railway connections with
France and Germany should be improved), the motosyatem (need for improvement of
the connections with Champagne-Ardenne and of dgpexpansion around Brussels and
Antwerp).

The objectives of transportation policies take mteoount a number of global challenges:

- new patterns of territorial organisation are ayirteg at European scale. The distribution of
goods and the industrial production systems areergély being organised on the basis of
poles covering market areas of approximately 10ionilpeople with a radius of not more
than 300 km. Transport between poles is preferagured by railways and maritime
transport, traffic flows being “massified” on logsplatforms and freight centres. Within the
market areas of each pole, transport is mainly rexisoy trucks;

3 References:

- Schéma de Développement de I'Espace Régionaladlemé. Gouvernement Wallon. 1999.

- Mobiliteit. Beleidsnota 2004-2009. Vlaams Minist@n Mobilitieit, Sociale Economie en Gelijke Kans
- Ruimtelijk Structuurplan Viaanderen. 2004.
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- important dynamics are taking place in the fieddail freight transport (shuttle/block trains;
development of multifunctional freight centres; obas in the organisation of freight
transport with higher speed and higher reliab#gitii¢iency in the international context);

development of the HST-Network providing new oppoities in terms of accessibility
improvement of metropolitan areas. Such opportesitiave to be economically exploited.

Most important objectives of the transportationigiek are the improvement of accessibility
of Belgium in the transnational context throughté&eand more efficient connections with the
neighbouring countries, the elimination of a numioérbottlenecks on major transport
infrastructure, stronger modal shift from road adways, waterways and maritime transport
and the development of multimodal systems, thesame of transport security.

More concretely, the priorities are:

- in the railway sector, the improvement and prghtion of the “Iron Rhine” for freight
transport. This is a priority as hinterland conmectof Flemish seaports. The existing line
Antwerp-Mol-Neerpelt has to be improved and prokteg in the direction of
Moénchengladbach in the east and of the seapom®miern France and the Chunnel in the
west. Between Ghent and the Chunnel, there aredigtinct possibilities. The speed on
conventional railways Brussels-Luxemburg and MowrerNr-Liege should be increased. A
project of a new railway line with higher speedvibgn Namur and Arlon has been
developed. On the HST-network, priorities are thgprovement of the lines Brussels-
Antwerp, Brussels-Leuven and Antwerp-Luchtbal amaldonstruction of new lines Bierbeek-
Liege and Luchtbal-Breda.

- in the motorway sector, the capacity of the EA A17, connecting Wallonia with West-
Flanders and Nord-Pas de Calais on the one handiimEastern Netherlands and the Rhine
valley on the other, should be improved on sectismject to bottlenecks. Improvement
towards France are being made on the axes ChaNendbeuge (N54), Charleroi-
Charleville-Mézieres (N5) and Athus-Longwy-Thioneil(E411-A28). Towards Germany,
there is a need (on the German side) of prolongatidhe axis Verviers-Prim (E42) towards
Trier (connection with the German motorway network)

- in the sector of waterways, the improvement ef‘tGanal du Centre” (gauge class 1V) and
the dredging of the canal between Brussels andi€baand of the canal Pommeroeul-Condé
are imporving the connections with Nord-Pas de Saad with the North Sea ports. The
improvement of the connection between the Albematand the Schelde estuary facilitate the
access to the port of Antwerp. New waterways todeeeloped are the Caberg canal
(Lanaken-Maastricht) and the Duwvaart canal (Oete@andvliet). Improvement made
abroad in the waterway systems will be benefi@alBelgium, such as the construction of the
large-capacity Seine-Nord canal and the constmictb a direct waterway between the
Meuse/Juliana canal system and the Rhine in Germahich will reduce the distance
between Liege and Cologne by more than 100 km. Willsfacilitate the connections with
the Upper Rhine and its tributaries (Mosel, Neckéain) and with the Danube.

- in the airport sector, the Brussels-South-Charlexirport is being further developed

(prolongation of the runway, improvement of fag#) and will benefit from a railway
connection with the Ottignies-Charleroi line whiatakes possible its connection to the HST
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network in Charleroi. In the case of the Liege-B@&rfreight airport, a railway connection to
the HST line Brussels-Liege-Cologne is planned.

France’™

The traffic characteristics in France are somevdiiérent from those of the neighbouring
countries further in the north. The levels of sati@n of the transport networks in France are
lower than in most neighbouring countries of NWHEthwthe exception of some highly
trafficked corridors. This is partly a result fratme fact that the share of rural areas in the
French part of NWE is higher.

A number of factors are considered as likely taéase the volume of traffic flows in the
years to come (EU enlargement, internationalisatidnthe economy, development of
tourism); while others should work in the oppodiiesction (slowing down of population

increase, population ageing, decrease of the amoluatctive population, changes in the
logistic systems of enterprises resulting from tiexzessary reduction of emission levels,
including the transport function). New life styl@sore free time) favour the spreading of
traffic in time.

Problems of maintenance of existing networks (trus&ds and railways in particular) are
becoming serious, while one of the strategic objest of the transportation policy is
precisely to optimise the use of existing netwdtk®ugh higher occupation rate of vehicles
(motor-cars, trucks, trains), better managementraffic flows and more efficient pricing
policy to orientate flows and influence mobilitytfgans.

The transport policy must satisfy three equally ami@nt objectives: economic development,
attractiveness of the territory and consideratibervironmental issues.

The European dimension is now a key factor of taagport policy, the aim of which is to

ensure the move from a transit country with limit#ensport-related added value and
increasing environmental pressures towards a signif European transport and logistic
platform. Efficient integration of French region#tad the European and global economy is
now a key principle.

The international challenges of the transport yadie threefold:

- the performance of French international gatewpygsts and airports;

- the development of a competitive logistic sys{&uaropean corridors; logistic platforms) of
European and world significance;

- the level and quality of accessibility of Frencimetropolitan areas with international
significance.

A priority objective is modal shift in freight traport towards railways, waterways and
maritime transport. A number of railway axes dettidato freight transport or with freight
transport priority should be developed and servibgdshuttle trains, in particular in the
hinterland corridors of seaports and on main ttaarees. These main railway axes should be

4 References:

- Study “La France en Europe: quelle ambition payolitique des transport?”. DATAR. 2003.
- Decisions of the Interministerial Committee fgrafial Development (CIADT) of 18
December 2003.
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well connected to those of the neighbouring coastrincluding in terms of interoperability.
Maritime short sea shipping should be strongly tmved. Waterways should be better
connected with neighbouring countries.

The accessibility of metropolitan areas with intgironal significance should be ensured
through air transport and high-speed trains. Wtiile HST-Network was so far developed
along a radial pattern centred on Paris, it shanlduture better interconnect the regions
within transnational cooperation areas. The HSTaNét should also be partially used for
freight transport.

Concerning the motorway network, priorities for arpion should be given to a number of
interregional axes as well as to the developmemnotforway rings around agglomerations
situated on European corridors.

New financing instruments should be developed:

- public-private partnerships for the constructadrcertain types of infrastructure;
- pricing systems to promote intermodal freightg@ort (in particular in the crossing of the
Alps and Pyrenees) and to limit the access to udbaas.

In December 2003, an ambitious long-term planrifnaistructure development until 2025 has
been approved by the Interministerial Committee &patial Development (CIADT). It
comprises following projects with transnational aradional significance in NWE:

- HST-lines:

- TGV Rhin-Rhéne (Dijon-Mulhouse)

- TGV Bretagne-Pays de Loire

- TGV-Est (second phase and interconnection wighGlerman ICE-Network)
- Interconnection of HST-lines south of the llertance

- Conventional railway lines with important spati@velopment functions (improvement):

- Paris-Orleans-Limoges-Toulouse (POLT);
- Paris-Rouen-Le Havre and Paris-Cherbourg (LRNVS)
- Paris-Clermont Ferrand

- Major freight railways (improvement of lines):

- north-south freight corridor through Bordeaux;

- north-south freight corridor through Lyon; Ecdfeis;
- east-west axis: Dunkerque-Lorraine;

- east-west axis: Le Havre-Amiens-Belgium/Germany

- Motorway projects:
- A19 (Artenay-Courtenay)
- A24 (Amiens-Lille-Belgique)

- A32 (Nancy-Metz-Thionville)
- A34 (Reims-Charleville-Mézieres-Belgium)
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- Motorway ring around Strasbourg
- Maritime and waterway projects:

- Sea-river lock in Port 2000 (Le Havre);
- Canal Seine-Nord-Europe
- Motorways of the Sea

- Airport projects:

- new airport in Nantes-Notre Dame des Landes
- development of the third network of airports hetParis region (Beauvais, Vatry,
Chateauroux)

Germany

During recent years, the typical indicators of rdaeghsport in Germany have grown more
rapidly than the corresponding indicators of ecomwodevelopment (e.g. available household
income, gross domestic project). This developnoémtaffic has led to a situation that is not
only characterised by an increasingly negative chpgan the environment, but also by a
significantly reduced capacity of the availabledaafrastructure. According to the estimate
of the Federal Ministry of Transport, as published the "Traffic Report 2000"
(Verkehrsbericht 2000), personal transport on ragitisfurther increase by 20% up to 2015
and freight traffic even by 64% (reference basihésyear 1997).

Due to these rather worrying perspectives, therfddmvernment has adopted in March 2002
the "Future Programme for Mobility ("Zukunfstprogren Mobilitat") that defines a number
of concrete priorities for transport investmentdéorealized in the following ten years:
- elimination of transport bottlenecks;

reduction of congestion and improvement of the iguadf living in towns and

municipalities through the construction of locadisgeviation transport links;

strengthening of the maritime location through ioyang hinterland connections;

strengthening of the infrastructure in Eastern Gemyn

increased investment in the existing transport agkw

promotion and support of modern transport techriekg

The "Federal Transport Infrastructure Plan" of 20B8ndesverkehrswegeplan 2003), which
has a planning horizon up to the year 2015, aimsesting the major transport challenges
that result from the EU internal market, the EUWstern enlargement, the globalisation of the
economy and Germany'’s development towards a searideknowledge-based economy. A
total volume of investments of 150 billion € (up tiee year 2015) shall allow realising
transport projects that aim at

strengthening Germany's overall transport infrastme in a growing Europe

(priorities are rail, motorways and federal road&nd waterways);

realising an increased capacity of east-west t@hgpirastructures (priorities are rail,

motorways and federal roads, inland waterways)anubre efficient/fluent transport

in the new German L&nder (priorities are the cawsion of localised deviation

transport links);

better networking the individual transport modesvdaods an integrated transport

system (priorities are increased modal shift towasaldl and inland waterways in the
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field of freight transport, extension of the modlaterfaces such as seaports and in
imports, airports, freight traffic centres, comldrteansport platforms etc.);

supporting the combined transport, especially byattng and extending tri-modal
interfaces as a particular priority (priorities aad / water / road);

realising a more efficient organisation of publiprivate internal waterway ports and
at extending the port-related superstructure ireotd enable them to play their "key
role" as tri-modal interfaces;

improving the hinterland connections of German eeap (priorities are rail,
motorways, inland waterways);

strengthening Germany as an airport location (jpiésr are improved links towards
the first-class road network and the federal rafivork);

a targeted elimination of bottlenecks in the cogmtide transport system;

a construction of localised deviation transporkdinespecially around particularly
congested cities and municipalities, in order tyease the fluidity of overland traffic;
the support to modern transport technologies, mainy supporting concrete
applications and targeted research into new opappéications.

A particular focus of the Federal Transport Platihé& a number of infrastructure projects will

further expand the German high-speed rail netwfok & speed of 200 km/h and more),

which also directly extends the overall Europeayhfspeed rail network. Beyond the already
existing 1.900 km of high-speed rail network and turrently realised projects that will be

accomplished by 2015 (1.600 km), these additiomahstructure projects will add on around

400 km to the German high-speed rail network. Titiags the entire network capacity to

around 3.900 km by the year 2015.

Beyond these more general perspectives of thenaticansport policy in Germany, one can
briefly summarise the most important aspects oftrtdwesport policy in the 6 different Lander
forming part of the North-West European co-operaticea:

The "Development Plan" of the Land Baden-Wiirttemberg'® extensively makes reference
to a cross-border, transnational, EU-wide and inattonal perspective in its basic guidelines
for a future development of the transport infrastiee. Concerning the development of the
first-class road network, a further extension often@ays in the Rhine corridor is planned in
order to improve links with Switzerland / Francalaiso the East-West connections shall be
improved due to the political and economic develepts in Eastern Europe. As regards the
development of long-distance rail traffic, the pfanesees a new construction / extension of
lines towards Switzerland in order to improve thip-Arossing towards Italy and to permit
efficient long-term access to the “New TransalgRal Corridor” (NEAT), a better linking to
the French high-speed train network (TGV-Est) amihgprovement of national rail segments
that are parts of the Trans-European rail corriRemis-Budapest. In addition, the development
of air traffic shall be pursued in a way that ifpraves national, European and intercontinental
connections. In the opinion of Germany’s seconddatr metropolitan region, the wider area
around Stuttgart, neither air transport nor inlaraderway transport are considered important
options for improving its external access. Withane to freight transport, the most important
policy priorities of the metropolitan region Stwdtgare considered an optimisation of future
rail-based traffic flows crossing the Alps (NEAT)daa better networking of existing freight
traffic centres (GVZ).

S Sources: Landesentwicklungsplan Baden-Wiirttem{2892); Interviews with key stakeholders.
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The transport programme of thand Rheinland-Pfalz’® predicts a further increase of traffic
flows both within the Land and with regard to tramsaffic. This increase mainly affects the
north-south transport links in the Land, but alse ¢ast-west transport links will increasingly
be concerned. Against these challenges, the progeadefines an extensive set of measures
in the field of person and freight transport thiaals be realised between 2001 and the year
2010 with a total public support for investments asbund 12 billion €. Beyond the
establishment of additional infrastructure and taguy/tariff related measures, a prime
objective is also to further network/integrate thiferent modes of transport. The strategic
objectives of the Land's transport policy can bemmarised as follows: (1) strengthening the
economic location of Rheinland-Pfalz, (2) secunngpbility and improving accessibility, (3)
in increasing transport security, (4) reducing niegaenvironmental impacts, (5) promoting
competition through price related and regulatoryasuees and (5) further developing of the
financing concepts. Due to the particular geogiagHocation of Rheinland-Pfalz and its
high share of rural areas, the following measurescansidered of particular importance for
strengthening the Land's accessibility in the cdanté the enlarged European internal market:
- improved networking of the Land's major transpaftastructures in relation to the

major European transport corridors and the crosdesdranspoft;

elimination of still existing missing links on thmotorway network of Rheinland-

Pfalz;

maintaining the quality of the existing road netiyor

integration of the Land into the long-distance tadffic, especially as regards the

ICE/IC nodal points Koblenz. Mainz, Worms, MontahakKaiserslautern, Neustadt,

Ludwigshafen/Mannheim, Karlsruhe;

extension of a high quality public transport netkyor

capacity improvement of the internal waterways RRand Mosel,

extension of the internal harbours and networkihthe internal navigation with other

modes of transport;

extension of existing freight handling centres;

further extension of the airport Halirin order to create an international airport with a

high capacity;

extension of the regional airport Zweibriicken atiteolower-level air fields;

improvement of the accessibility of (rural) tourisgions in the Land, especially by

additional local public transport offers;

support to the liberalisation and harmonisatiomlbfransport modes, both within and

outside the European Union.

Also in the"Development Plan" of the Land Hesse?’, European-wide and international
considerations with regard to transport are inaludes concerns long-distance rail traffic, the
plan explicitly foresees to remove existing obstadh the connection to the national high-
speed train network and to improve the role of kham as a nodal point in the European
wide high-speed train network. With regard to raeechsport (individual traffic and freight

transport), the removal of smaller bottlenecks astarways and punctual extensions (lane
extension) are planned with the aim to improve KHR'ss situation as a transit area in

¢ Landesverkehrsprogramm Rheinland-Pfalz 2000.

" In cross-border rail traffic, the link towards Llembourg is considered to be a real "bottleneclgufiicient capacity of the
rail link Trier-Luxembourg). This generally tends favour road based freight transport from Germd#mt crosses
Luxembourg towards France.

8 The airport is mainly a platform for low-cost ders and is in quite strong competition with théghbouring airport of
Luxembourg (Source: Interviews).

79 Landesentwicklungsplan Hessen (2000).
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European-wide traffic. A particular objective is@to encourage modal shift in national and
international road freight transport through coneintransport, especially by further
exploiting potentials of inland waterway transpamd by promoting new decentralised
logistics platforms / freight handling centres.ndly, the plan calls for further strengthening
the position of Frankfurt airport as a major gatgwa order to improve flexible access to
European and international markets.

The "Development Plan" of the Land North Rhine-Westphaia®® fully includes a cross-

border, European and international perspective witfard to transport. An extension of the
rail network and an improvement of its capacity iandling express traffic, goods traffic and
local public transport as well as the enhanceméfigh-capacity modes of transport (rail,
waterways, bus) in areas subject to heavy traffic faist steps for relieving pressure from
urban agglomerations in the Land. The overall gfmal a development of transport
infrastructure and an improvement of the Land'sores transport situation is to focus on an
efficiency improvement of North-South and, more aripnt, East-West links to meet the
demands placed on the long-distance transport metaoEuropean and German unification.

Due to the increasing economic interdependenceratianal, European and intercontinental

scale, adequate provision of very fast transpokslifor passenger and goods transport must

be promoted.

- A particular priority of the Land's transport pglics to improve the connection to the
Trans-European high-speed train network. This gtfogus is quite logic, if one looks at
the number of HST-rout®scrossing the territory of North Rhine-Westphalia.

Another priority is to interlink rail, road and vemtvays into integrated transport chains in
which the advantages of each mode of transportamebined. Within this context, 10
locations for freight handling centres that arergdato existing and planned sites for
combined rail-cargo terminals have been designatedhich some are in the border area
to the Netherlands and Belgium (Aachen-Liége-Maastr Arnhem-Emmerich-
Nijwegen).

With regard to air transport, North Rhine-Westphais affected by the growth of
competing air transport centres in Germany (FramkfBerlin, Munich) and in the
neighbouring EU-countries (Amsterdam, Brussels, dmiourg) as well as by an
intensification of competition among airlines iretBuropean internal market. In order to
improve the competitive situation of the Land's onapternational airports (Dusseldorf,
Cologne/Bonn), an improvement of their mutual cermapion as well as their better
linking to the high-speed rail system shall be poted. The strategy of the Land
regarding the existing smaller airports is not velgar and there are doubts about the
guestion of their future existence/viability in antext of increased national/international
competition with neighbouring larger airports.

In the field of local/regional public transportgetplan explicitly foresees that cross-border
co-operation will have to become more importanatifractive transport links towards
neighbouring areas beyond national borders wouldrbeided.

The "Comprehensive Transport Plan for Bavaria"® contains in its section on general

transport policy goals an explicit chapter formulgtobjectives for a good integration of the

Land in the wider European transport network. akes extensive account of all Bavarian

segments of the Trans-European transport netwodk gives high-priority to the issue of

8 sources: Landesentwicklungsplan Nordrhein-Westfdigerviews with key stakeholders..

81 Brussels-Cologne-Frankfurt; Brussels-Cologne-Brefdamburg-Copenhagen-Stockholm; Brussels-Colognesirar-
Berlin-Warsaw; Amsterdam-Cologne-Frankfurt; AmsterdDortmund-Kassel-Dresden-Prague.

82 Gesamtverkehrsplan Bayern (2002).
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Alpine transit. With regard to the latter aspelg plan explicitly highlights that due to the
Alpine Convention, to which Bavaria has committedensive (cross-border) co-operation
with the 8 signatory states concerned is an utmesessity. Due to the recent East-
enlargement of the European Union, the objectiVes give high-priority to the major East-
West transport corridors and to more extensive scbasder co-operation in the field of
transport with the new EU-Member States locatethatborders of Bavaria. With regard to
specific transport modes (road, rail, inland watgrsy air), all related chapters of the plan
contain measures that explicitly support the abmestioned objectives for a better European
integration. A network of existing and plannedistigs and freight handling centres in
Bavaria shall help bundling freight transport, alloncreasing intermodal transport and
especially achieve a better integration of inlandtemvay transport. In addition to the
traditional transport related issues, the plan alsotains a section on telecommunications
infrastructures and services, which also take ¢gotwsideration European wide developments.

The political objectives of the government of Saarlan® in the field of long-distance traffic
mainly focus on integrating the Land into the Ewap high-speed rail network (link Paris-
Saarbricken-Frankfurt) and on realising an attvaciccess to national long-distance rail
traffic. In the field of inland waterway transpaditie policy aims at supporting an extension of
the navigability of the river Saar in order to elealarge-scale waterborne transports. The
transport policy with regard to the first-class doaetwork mainly aims at improving the
integration of the Land into the German and Europsale motorway network and in
particular at eliminating a missing link on the mtay connection towards Luxembourg.
With regard to air transport, the attractivenesshef airport Saarbriicken-Ensheim shall be
increased by the construction of new terminalsthinfield of inter-regional and local traffic,
the Land's policy mainly aims at realising moreraattive cross-border links (e.g. from
Saarbrucken to Strasbourg and Luxembourg) andihigiuimproving public transport.

Ireland: Transport and Spatial Policy

The Irish Government has developeNational Spatial Strategy 2002-202tich was based
on a number of consultancy documents covefingnsport Corridors(Atkins McCarthy,
2000), Transport DemandGoodbody, 2000) an8ustainable Travel Demar(@&oodbody et
al, 2000). The NSS has as a main aim setting tmadwork for a balanced development of
the regions of Ireland over the 20 year periochmm light of the growth of the economy over
the previous decade and the potential problemscteistes. The NSS is clearly a framework
for economic and regional development which emb®tieth spatial structure and transport
planning. The NSS also embodies explicitly a forfrpolycentric development identifying
the key roles of three levels of settlement terrfgedeways’, ‘hubs’ and ‘local capitals’.
These then help define the appropriate linkageteims of transport and other forms of
communication between these nodes. There are faia gateways in the form of the major
cities of Dublin, Cork, Galway, Limerick and Wateird.

The changing spatial structure of Ireland is senlff in the changing spatial and economic
structure of the EU and the global economy. Thisassurprising given the influence which
these have and on the recent economic growth lafnide A further element to this is the need
to develop policies alongside those for the develemt of Northern Ireland to ensure
consistent spatial planning for the whole islandrefand. It is significant how much of this

appears to focus on London as a key node, mainmlyt§arole as an international air hub.

8 Source: www.wirtschaft.saarland.de/1166_3000.htm
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However, it is indicated that a priority is the dder up-grading of alternative corridor links

to and through Great Britain and to the Europeamlaad in order to avoid the congestion
and bottlenecks on the main corridor link fromdred to the UK and Europe, for example this
could include Liverpool-Hull axis as an alternatieerridor. However, within Ireland there

are possible problems associated with the dominafdeublin as an international access
point and the need to develop alternative routesutih southern or northern ports is also
foreseen.

The five main city gateways are seen as the stppioint, but a number of other nodes have
potential for development as key gateways in otdebalance regional development and
exploit potential: Letterkenny, Sligo and Dundaldth the first and last of these linked to
better integration with Northern Ireland. The halbs developed to provide a range of smaller
growth points between the gateways. Overlaying this set of regional priorities which
identify the need for revitalising, strengtheninginforcing, consolidating or cooperating.

The transport network to support this is seen tuire three levels of strategic links: radial
corridors, linking corridors and international assepoints. Essentially the radial corridors
link the main gateways, the linking corridors tiemyether gateways and hubs and the
international access points identify the main airpseaport and associated developments to
support the international position. The selectidnraad or rail development in specific
corridors depends on their position in the hierarahd the appropriate demands but also on
the need to promote sustainable transport develofgm&hese transport networks support the
planned spatial development.

Within the overall national strategy broad regiostihtegies are outlined which identify the
key needs of each of the regions, establishingitkages between regional gateways and
hubs and identifying areas with potential for styiening. These are supported by indicative
maps which provide a framework within which regibm@athorities can develop specific

plans.

Luxembourg

The recently published "Integrated Traffic and CQoynDevelopment Concept for
Luxembourg® (2004) considers in its analytical part as wellimsthe in the long-term
scenarios for integrated transport/spatial devetgngtime horizon: 2020) mostly national
traffic and, as a country-specific matter of piighi, also the pattern of cross-border traffic
flows from and to Luxembourg. A wider transnatiboa EU-wide perspective is missing in
the Concept and also the recommended implementati@mgements do not consider co-
operation beyond the national borders as a poteogigon (even not in the cross-border
context). Only in an Annex of the Concept, refeesnare made to some important projects
with a wider European dimension (e.g. rail conmecto the French TGV-Est, lane-extension
of the existing motorway network).

With regard to Luxembourg's external accessibibgyeral bottlenecks and shortcomings do
exist in the rail segment: Despite the Euro-CAP4iak Brussels-Luxembourg-Strasbourg,
the main rail transport links towards Belgium (Bsels, Liege) and Germany (Trier-Koblenz)
are in general considered to be too slow. Thigtshming is partly due to relatively low

8 Ein integratives Verkehrs- und Landesentwicklumgetept fiir Luxembourg (IVL), Januar 2004. (wwwinlblic.lu);
Interviews with key stakeholders.
8 Due to the high number of daily cross-border cotemrsicoming from Belgium, France and Germany toemtxourg.
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quality of the rail infrastructure in the neighbimg countries and partly also a consequence
of an elimination of previously existing internata trains (i.e. Luxembourg-Liége). The
liberalisation of rail based freight transport taring to come into effect in Luxembourg.
Linked to this, there are also expectations that fr@ight transport becomes more
competitive. An important precondition for this l®wever, that certain national or European
prerogatives are more and more abandoned (e.gnetilorks still in state ownership). The
road infrastructure in Luxembourg is sufficienthewloped, but capacity problems do
however exist in the immediate border area mainky tb "fuel tourism" as a consequence of
the significant differences in fuel prices on eitlsgde of the borders. With regard to air
traffic for passengers and cargo, no consideraldekwesses or disadvantages in terms of
competition do exist.

The Netherland$®

Main objective of policies of spatial developmemidaransport is the strengthening of the
international competitive position of the Nethedan The government wants therefore to
create more space for development. Efforts anaiiés in various fields must be combined
in a number of key locations. This means also greaboperation with Europe and

strengthening of existing networks. The improvetreraccessibility of the Netherlands and
within the Netherlands is a major task. The govesntupholds the policy for the two main

ports: Amsterdam Schipol airport and the Port oft&dam. Schipol airport must be able to
grow in its current location until 2030 at leastrtRer growth of the Port of Rotterdam will be

secured by finding space for a new industrial zomé¢he northern flank of the Hoekse Waard,
south of Rotterdam and on the second Maasvlaktadfdiition, the Eindhoven/South Brabant
area is considered as a major “brain port” and rotimportant knowledge and innovation

clusters also exist (triangle of Nijmegen-Enschééegeningen).

The infrastructure linking the mainports with thetnopolitan areas in the Netherlands and
elsewhere in Europe is considered as of crucialomapce. The government wants to
integrate urbanisation and infrastructure into aral urban networks, key economic areas
and main transport connection routes as much aslpes

To prevent further congestion, the government wamisiprove the accessibility of the entire
motorway network. Capacity expansion will take plam the main connections. In order to
shorten traffic jam, dozens of rush-hour lanes bl built. Norms have been developed for
reliable and fast road travel: “the rush-hour jayriime may not exceed 1.5 times the off-
peak journey time on motorways or twice the off{pgaurney time on urban orbital roads
and non-motorway roads managed by the state”.

Concerning road pricing, the government believed #n alternative method of paying for
road use is necessary to improve the reliabilgéguce journey times and thus strengthen the
economy. The government makes preparations to fhevevay for the introduction of road
pricing by a next government. The “Paying for MdpiPlatform” will present a proposal in
the spring of 2005.

The TEN motorways that have to be strengthenethararticular:

8 References:

- Nota Mobilitieit. Ministry of Transport, Public Wks and Water Management.

- Nota Ruimte. Ministry of Housing, Spatial Plangiand Environment

- Long-term transport and infrastructure progranfMér). Ministry of Transport, Public Works and Wat#anagement.
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- the A15 Maasvlakte-Vaanplein which connects Rdém to the rest of Europe;

- the A2 near Eindhoven and Maastricht, in ordegrieure the free flow of traffic to Germany
and Belgium;

- the completion of the A4 Rotterdam-Antwerp.

In the field of rail transport, 80% of all rail fgdt transport is cross-border transport. Three
guarters of this percentage passes the Dutch-Georaer, with 85% of the goods that cross
the border originating at or on route to a Dutchpset area. In the next years, transport to the
east will grow far faster than transport to thetsouany markets in the east have already
been liberalised and the opening of the Betuwe ihin2007 will strengthen this growth even
further. Freight trains will be able to reach Gemyavithout stopping. On the German side,
the German state is going to add a third rail tratkted for completion around 2010. On the
most important route to and from Belgium (the routeRoosendaal) rail freight transport has
shown decline in the last several years. The t@msgtevelopment on this route is largely
dependent on liberalisation of rail freight trandpn Belgium and France. In the near future,
there will therefore be no need for a separatelireel between Rotterdam and Antwerp. A
number of transnational problems of accessibilitthe Dutch seaports have to be solved. On
the route Rotterdam-Milan, measured in Switzerlamhroximately 50% of the trains have a
delay of more than % hour and more than 30% hadelay of more than one hour. In
addition, there are problems at the borders, inetuthe frequent need to change locomotives
(lack of inter-operability). This type of delay caause problems in the logistic chains.

Connecting the Netherlands to the European higkespeetwork is a core task. With the
arrival of the HSL-Zuid and HST-Oost, the governmininvesting in better international
lines from the Randstad to other urban areas iofggyras well as improving links to Schipol
airport. The government plans no further investniemther cross-border railways.

Inland shipping plays an important part in freigtansportation in the Netherlands (40% of
total freight transport). The improvement of thdemational accessibility of the Dutch

waterway network is considered by the governmerarasnportant priority. This implies the

elimination of a number of bottlenecks in other minies: on the Meuse and the Danube
(Straubing-Vilshofen section) as well as the carddton of the large-capacity Seine-Nord
canal in France. In the field of recreation navimatthe state will contribute financially to the

realisation for 2012 of the 4400 km rural basisreational navigation network. The

programme focusses on the elimination of limitadidhat prevent through traffic on these
routes.

A general objective for all networks is the rapitimenation of maintenance backlogs.
Underinvestment in past years has led to manageamehtnaintenance backlogs. The aim is
to minimise costs over the entire life of the netvgo

In the field of funding, more public-private partakips will be developed. Optimal use will
be made of opportunities for partial funding thrbutplls and innovative tendering and
contracting methods (design, construction, finagicmaintenance).

Safety in transportation is also an important peyorin the field of road transport, the
objective is to decrease the annual number of fatadities through innovation and a more



focussed policy. Technological innovation is also iemportant factor for improving the
quality of life (less polluting engines, etc.)

Transnational cooperation in transportation issgeBighly ranked. The transport ministry

intends to strengthen the relationships with surding countries (Germany, Belgium,

France, Luxembourg and the UK). The ministry watsmprove consultation with these

countries to prevent and eradicate bottleneckshe ibfrastructure, to create free flows
through important international corridors, partanly on the TENs. An improved relationship

and better cooperative ties with Germany are bewmgmmore important because of the effects
of EU enlargement on freight transport to and fitbm east.

UK Transport and Spatial Policy?’

UK transport policy has been dominated by two méeues for the past decade and more:
the problem of increasing congestion on major ®uated the problem of how to solve the
continuing difficulties of modernising and improwgirthe efficiency of the rail system. To
these two problems can be added a third: the futuaiation.

Both the road and rail problems have been vieweelsasntially national problems. There is
only one direct connection between the UK rail eystand that of continental Europe,
through the Channel Tunnel which is operated by l@ll private sector enterprise.
Government finance has however been used to coenjiletChannel Tunnel Rail Link which
becomes part of the NWE HST system. There are maztdioad links, these depend on ferry
or Channel Tunnel shuttle services. The effechefrieed to use these limited cross sea links
concentrates all international traffic on a relalyv few routes through the main ports,
particularly those through Kent (Dover and the GterTunnel) and the East Coast ports
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(Felixstowe and Harwich), with a smaller proportiohtraffic using the longer sea routes
across the North Sea (e.g. Hull) or the Westerm@éla(Portsmouth and Southampton).

The recent White Paperhe Future of Transport: a network for 203Department for
Transport, 2004) identifies the role of transport the maintaining and improving the
competitiveness of the UK economy, but views thiseatially internally. The emphasis is
placed on the need to create a transport systeichwhsponds to the changing needs of the
economy and redresses what is perceived as beilunca period of under-investment.
Reliability and the reduction of congestion arensas the key ingredients of the road and rail
networks; it is only with reference to ports angparts that improved international links are
mentioned.

The strategies outlined in the White Paper arertvige a sustained level of investment,
better management and be more forward looking. @rbke identified problems has been, if
not the low level of investment, at least its umeiety as successive governments or
economic cycles have led to major schemes comidggaimg. Thus the CTRL will only be
complete in 2007, a full 13 years after the Charineinel opened and more than 17 years
from the initial plans for a high-speed link. Atregional scale Crossrail, the proposal for a
cross-London RER-style rail link, was first propdse the 1980s, but was dropped following
the recession in the early 1990s and is now seenkay element in the future plans. Both of
these cases demonstrate the need for investmemtipia(and hence appraisal techniques) to
be able to take adequate account of projected oy needs so that major investment
projects which may take 6 or more years to compe¢eready when needed. A continuing
problem has been the size of investment neededowde these and other major projects
whilst also making the necessary more marginal avgment to the existing networks and
maintaining them adequately.

Better management means both securing improveeffalency through adjustments to the
franchising process for passenger rail servicesraadagement of the road network to deal
with congestion, with a clear emphasis on the reedoth local and national congestion
charging and tolling linked to investment in puliiensport and education.

There is a strong emphasis on securing a transgetem which is more environmentally
sustainable and this is the area where the governsees the need to work directly through
the EU to secure improvements, especially in thati@an and shipping industries which are
more directly international. In this the governmevishes to see local government play a
fuller role in determining the strategic directifmn transport, notably with the railways where
there has been a significant lack of local involeatrecently.

The White Paper, together with the separate WhapePRs on rail,The Future of Rail
(Department for Transport, 2004) and aihe Future of Air Transpor{Department for
Transport, 2003) provides a clear strategy fordéaeelopment of the transport sector, both in
terms of individual modes and the sector as a whWieat it does not do is relate this clearly
to the spatial organisation of the economy. Therani effect no spatial vision for the
economy, except that which emerges from the allmeabf funding to the regional
development agencies and the approval of regidaahpg guidance.

The development of regional and local transportspatial strategies in the UK has been in a

state of flux during the transition to a degreedefolution. Responsibility for transport and
spatial planning in Scotland and Wales has largebn transferred to the Scottish Parliament
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and Welsh Assembly respectively. In England, oetsidndon, the regional assemblies have
the duty to prepare a regional transport strat@&jyS) which becomes part of the Regional
Planning Guidance (RPG). Within the framework oé tRTS, local authorities have the

responsibility to produce Local Transport PlansR)Tvhich replaced the previous system of
Transport Policies and Programmes (TPP) in 1999200

The RTS for each of the nine English regions haset@stablished within the context of the
Planning Policy Guidance for Regional Planning (RPGDETR, 2000c) and the Planning
Policy Guidance for Transport (PPG13) (DETR, 200@dd the appropriate Regional
Planning Guidance (RPG) for each region. This reism$ the need to provide for
consistency in the relationship between transpord apatial planning in the region.
Subsequently the old concept of RPG is being seders by a new concept of Regional
Spatial Strategies (RSS) (ODPM, 2003) which will im@re prescriptive in determining
planning applications and which will form the basighe new RPG. This is moving closer to
the system developed for London where the Mayorthasresponsibility for producing a
Spatial Development Strategy and a Transport Sjyateithin which the individual Boroughs
have to produce a Local Implementation Plan showimg they will implement the strategy
within their own areas. These Local Implementafans are subject to the approval of the
Mayor (Government Office for London, 2000).

Only when all the regional plans are approved ividle possible to see what the overall vision
for spatial development is. However, since the gaveent has to provide some guidance on
the appropriate degree of restraint or expansionisaged for each of the regions this has
been done in advance through the allocation ofcBsthousing needs for each region with
the designation of a number of growth centres, @afpe in the South East England region.

These allocations are a matter of severe debate lital government authorities hotly

contesting the final assumptions to be includedagreed regional plans before their
submission to the central government.

At regional level, however, some of the wider sglationtexts are being formulated more
fully. For example the transport strategy for Sobtst England is strongly affected by other
regions. Transport in the South East is dominatethb proximity of London and traffic to
and from most other UK regions has to pass throagheast part of the South East.
Furthermore, most land traffic by road or rail beém the UK (and Ireland) and continental
Europe has to pass through the South East to apoessor the Channel Tunnel. Moreover
the region contains the UK’s second largest airp@etwick, and Heathrow Airport is only
just across the regional boundary in London. Thnagor growth points of both regional and
national significance are located in the regionrthldkent Thamesside (part of the Thames
Gateway regeneration), Milton Keynes and Ashforetvi2en them these locations are being
expected to share a significant part of the needafiditional housing with consequent
impacts on the transport system. The overwhelmimghasis in the region is on management
and constraint to avoid overheating a relativelyccgssful regional economy, whilst
simultaneously taking part in the Thames Gatewaemeration which involves a major
spatial reorientation at the national scale.

The North West and Yorkshire and Humber regionstaso identified the importance of the
Ireland-Continental Europe landbridge as the p@knatalyst for regional development and
as a counter-balance to development in London laa@outh east. Hence there are proposals
for the development of a major new urban regiomglthe M62 corridor between Liverpool
and Hull linking the major conurbations with newartsport opportunities. It will be
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interesting to see how the government handles\tkeatl national spatial implications of the
northern corridor against the pressures in thelSeast. Neither of these can be determined
purely on national grounds as both affect tramaifit to and from Ireland.

At the local level, under the previous TPP systémoal authorities were required to bid
annually for capital resources within a transpastiqy framework. Decisions on funding
under the TPP system were largely taken on indalidahemes rather than on the strategy as
a whole. The new LTP system involves the develogrokh year plans which should provide
a more stable framework for funding an entire paogme and integrate capital and revenue
spending in the same framework. In two-tier locatharities, shire counties and their
districts, the preparation of the LTP has itselb#oa joint responsibility, given the division of
competences.

The LTP should allow the local authority greatescdetion in the allocation of funds to
individual schemes, and although it provides a $&si a more integrated approach to all
modes (TPP schemes, with their emphasis on capitgjects, tended to favour road
development), which will allow for multi-modal sdions. The LTP does not provide the
finance for the largest local schemes such as-fghtThese are typically the subject of some
form of public-private partnership authorised bynisierial order under the Transport and
Works Act 1992. By moving away from an essentiglpject by project approach to a
strategic approach, it has become more importaptdeide a framework for monitoring and
assessing progress. Hence establishing clear saaget performance indicators has become
part of the system which has to set objectivessistent with the government’s transport
policy, analyse local problems and opportunitied set up a long-term strategy together with
a fully costed 5-year programme which is likelylie affordable within the government’'s
spending review.

Schemes proposed within the LTP have to meet theergment’s criteria for scheme
appraisal. Outside the scope of the regular LThénsork local authorities can also bid for
funds under a number of specific initiatives, pardarly associated with the promotion of
public transport. The urban and rural bus challengave enabled what are essentially
demonstration projects to be funded as a meankayfisg what can be achieved. These go
beyond the endorsement of such other ideas agyhat partnerships where local authorities
agree with private sector operators of commerciab Iservices to make significant
commitments to improved infrastructure such asedhsurbs and priority schemes whilst the
operator makes a commitment to invest in new vehidFurther initiatives deal with cycling,
walking, the concept of home zones and the pasticptoblem of school transport which
makes such a significant contribution to urban estign. A key initiative for LTPs is the
encouragement of employers to produce Travel Plamsh concentrate on the means of
reducing the use of car for both commuting and wjokneys through the promotion of
public transport and the encouragement of travebsland car sharing (Department for
Transport, 2002b).

One of the main problems which has been facedanattempt to introduce a wider set of
spatial objectives into the appraisal of transpodjects has been the difficulty of defining
unambiguous indicators. Following the SACTRA (19B@)port onTransport in the Economy

it was clear that there was no simple adjustmeniclwitould be made to the standard
appraisal methodology to allow for wider economénéfits or costs, but that the complexity
of the linkages identified in that Report also mad#fficult to have a simple set of indicators
which would capture these wider impacts. The NevprApsal to Appraisal (DETR, 1998)
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identifies five criteria which schemes must satiafgngside the conventional cost-benefit

analysis framework:
* environmental impact— to protect the built and natural environment;
« safety— to improve safety;
» economy- to support sustainable economic activity andgget value for money;

« accessibility— to improve access to facilities for those withautar and to reduce

severance; and
* integration — to ensure that all decisions are taken in thetestnof the
Government’s integrated transport policy.

These criteria, especially the accessibility argnation criteria, are still defined in a very
limited manner, but have also been used as pathefmulti-modal studies which have
attempted to evaluate alternative solutions to midensport problems, including for example
the best ways of solving the problems of accedssiltd areas with poor access by all modes.

In this way there has been a start on trying twiporate wider spatial effects within
strategic approach (Department for Transport, 2p02a

a

The rise of low-cost airlines in the UK

The rise of low cost airlines.

The UK, along with Ireland, has led the marketinfiree deregulation and the rise of low-c
airlines. The two European market leaders, Ryaanair easyJet, are based in Ireland the
respectively, although they have both continueéstablish further hubs across the EU as
market opportunities have arisen. Ryanair in paldichas sort out secondary and regi(
airports as destinations and both have sought veloleg new markets. This has involve(
wide range of city destinations, but also servitedocations which can service touri
(including second home owners).

Ryanair provides services from 19 airports in the€. The major hub is London Stanst
from which it serves 74 destinations in May 200%d avhich has shown the fastest growtl
all traffic between the UK and the continental E&tansted’s traffic grew over fourfo
during the period 1994-2003 when total traffic thgh South-east ports and airports actu

fell by 2% (see Figure X). Other major hubs ares@tav (Prestwick), London (Luton) and

Liverpool. Although Ryanair has developed large bems of rather small airports
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destinations in other countries (for example thipats at Charleroi to serve Brussels, Hahn

to serve Frankfurt or Weeze to serve Dusseldorifhimvthe UK it has concentrated on f{
second tier airports in order to develop marketscvlare more distant from the existi

he
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major airports. For example, the use of Liverpé@m which it serves 13 destinations rather

than Manchester from which it only serves Dublin.
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Travel from UK to EU destinations (excluding Ireland) - Market Share of Main South
East Ports and Airports (1993 — 2002)
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EasyJet has developed in a rather different pattétm services from 11 airports in Greta
Britain. This again includes three airports sendiogdon (Luton, Stansted and Gatwick) and

some of the major airports such as Glasgow (wheresés the main city airport) apd

Edinburgh. EasyJet serves 26 destinations fromr_ated Stansted and 29 from Gatwi
The others are second tier airports, again Livdrp®a main base with 13 destinatic
served. In total the network links 62 airports ur@pe.

Ryanair and EasyJet have developed with a twiregsfyeof providing airline travel to groups

ck.
ns

which would previously have not used it, but alseébroken into the business market with
no-frills service on short distance routes. Beydmel two main carriers a number of more

regionally focused carriers have developed withrimgry focus on the leisure market,

although also serving cities which can be both ress and leisure destinations, such as

Amsterdam, Berlin, Prague, Milan. For example &et? has built a network based

on

Manchester, Leeds-Bradford and Belfast to a tdté3odifferent destinations. EUjet uses a

small local airport in East Kent to serve 18 degtons, four in the UK, two in Ireland a
the rest mainly tourist destinations. Some of tee entrants have not lasted very long
very competitive market. However, several of theegging companies from the EU’s ng

nd
n a
B\

member states are also serving major destinatiotisei UK not least in connection with the

growing labour mobility being experienced sincergnt

Changing access to air in the UK has therefore igdpboth the increasing range
destinations offered by low-cost airlines, but adggnificantly that these are operating fr
airports much closer to people’s place of residefibe need to travel to one of the Long
airports, Manchester, Edinburgh or Glasgow hasetbez been reduced. Since much of
increase has been in short distance travel to Earmpestinations this has helped the grg
significantly. These developments imply mainly tieed to use car for access, although @
than the London airports, only Manchester and Bigham have good rail connections. R
access is planned for Edinburgh and improved m@inections for Liverpool. Most of th
other airports do not yet carry the volume of tafhor can future traffic projection be se
as reliable enough to support better access by nthdes.
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Switzerland®®

One of the main challenges for future transporticgobnd sustainable development in
Switzerland is the expected long-term growth offitgsee box below). Due to this, Swiss
policy is currently starting to formulate a "sustdle mobility model" that goes beyond a
relatively narrow focus on goods traffic. Such adel needs to establish principles, long-
term goals and measures that will align future itgtmeeds of the society and the economy
with sustainable development.

Long-term traffic forecasts for Switzerland®

Swiss forcasts predict that overall mobility withrdinue to grow over the next 20 years by between
+18% and +48%.

The anticipated rise in individual transport betwd®97 and 2020 varies between +16% and +31%,
depending on assumptions about population and eticrtoends and the underlying transport policy

scenario. Road traffic is expected to contract f@Bfo of the total to date (baseline 1997) to around
74%, while the percentage of transport by railkiely to rise from 15% to up to 26%.

Distances travelled by goods transport on Switpeitaroads will increase by between +36% and
+87% by 2020, a forecast growth that is much highan the linear trend (+27%). These growth
figures already include the effects of the heawyisle fee (HVF) and of 40t limit, as well as other
ancillary programmes. Growth in tonne-km by raiil e between +48% and +96%.

In terms of transport policy, the overall objectfethe Swiss Federal Coundlto guarantee
sustainable mobility. According to the ministryiefty responsible for implementing the
Swiss transport policy, the Federal Departmenthef Environment, Transport, Energy and
Communications (DETEC), this means:

- to manage the necessary mobility in the most enwmentally friendly manner possible
and to internalise exogenous cost in order to prietleat mobility grows uncontrolled at
the expense of the environment (ecological sugtditg,
to ensure that mobility needs are satisfied inrttest economically efficient manner, so
that the financial cost remain bearable for theesf@conomic sustainability),
to ensure that all sections of the population dhdraas of the country have access to
mobility (social sustainability).

In the recent past, a larger number of major palitdecisions in the field of transport were
taker?® to realise sustainable transport policy in Switmed. Several of these decisions,
which are currently implemented, also contain dpedonger-term measures that aim at
realising the above-mentioned “sustainable mobifitydel” in Switzerland (e.g. reform of the
National Railway-Stage 2, urban transport, leistnafic, non-motorised traffic modes,
implementation of the road traffic telematics modglecific sectoral transport plans). Beyond

88 www.uvek.admin.ch/verkehrwww.are.admin.ch

8 Source: Eidgendssisches Departement fir Umwelt, Verkehmer§ie und Kommunikation: Aggregierte
Verkehrsprognosen Schweiz-EU. Zusammenstellung armténer Prognosen bis 2020. Bern, 2002 (Bundesémt f
Raumordnung, ARE).

% e.g. implementation of the'1step of the Federal Rail Reform and planninchef2“ step; promoting the shift of freight
transport on rail; realisation of the “New Transaé Rail Corridor” (NEAT); preservation of the ratial road network;
implementation of the national telematics planrfad transport; elaboration of a national transpedurity policy; national
measures for stimulating "slow means of transpoggjisation of the national airport system Switmed; conclusion of a
number of international agreements on transpoft thi¢ EU and neighbouring countries.
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this, the national transport policy also aims aimmlating a few existing missing
links/bottlenecks on the national highway netwova{lis, Jura, Basel/Zurich area) and at
rendering traffic within the domestic metropolitareas or between them more effective. With
regard to the latter aspect, it is worthwhile memtg the very successful and highly
optimised metropolitan transport system in the ‘@ee Zurich Area”. Forward-looking and
long-term oriented regional and local transportiggolhas allowed establishing a public
transport system that displays the world’s highissige rates (see also case study box below).

The use of intelligent transport systems is alsovgortant component of the Swiss transport
policy anda national guideline plan has been elaborateddfad traffic. One objective of an
increased ITS-application is to free additional a@fy on roads (the estimate is at about
10%), but also management and security aspecimamatant topics that are pursued via ITS
applications. In the field of freight transport S applications are already used in the context
of lorry tolling and new prospects for private wgd emerge with the implementation of the
second generation of tolling tools (tracking aratiing of freight). Beyond the road system,
Swiss authorities also see additional potentialsifoincreased ITS-application in the field of
rail transport and public transport.

Case Study:
Zurich’s optimised Public Transport Policy®*

Approximately one million people live in the 171 mcipalities of the Canton of Zurich and app.
360.000 live in Zurich-city properly speaking. Byt each of Zurich's inhabitants uses a bus, & |ig
rail vehicle (LRV) or ferry boat more than 500 tisna year. This is more than twice the numbefr of
trips per capita in Europe's largest cities likeatlon, Paris or Berlin, and represents one of thedst
per capita usages of public transport in the worldore people use public transport in Zurich than
private automobiles. These results are directiybattable to the highly attractive and reliable bk
transport system in place. Zurich's public transpgstem is worldwide first rate in terms of fare
integration, time sequencing between service maddghysical integration at major transfer points.

The success is mostly due to a forward-lookinggpant policy, which is now practised for more than
25 years both at the level of Zirich region (Cahtmd especially by the City of Zurich itself.

The Canton's transport policy, through a public transport act adopted in 1988s dat the provision
of "good public transport services" for all conthus built-up areas with at least 300 inhabitants |an

jobs, including all trainees/students. "Good" me#met there must be a bus or a train stop in a
catchment area within a distance of 400 m, oria Bt@p within a distance of 750 m, with at leasé 0
service per hour. In 1990 a 400 km network of shaarrailway (S-Bahn) was accomplished, serying
the whole of the conurbation. The regional S-Bahoiect has about doubling the capacity of the
former bottleneck posed by the Central Stationraade it possible to introduce new connections jand
diametrical lines. In the same year, all publigngport providers in the Canton of Zurich where

brought together under one authority, the "Zirictlerkehrsverbund” (ZVV). The ZVV provides|a
dense network of "trams", trolley buses, diesekbuserries and regional rail service, with 2624$n
totalling at length of 2300 km. The network runghe whole Canton of Zurich approximately 50 km
north south and 40 km west east. The ZVV offerserdriendly and fully integrated fare structure
system that ensures its customers can write aélstof transport with just one ticket. Since 19

%1 Sources:
- Case Study: City of Zurich www.cf.ac.uk/archi/rasbécost8/case/transport/switzerland-zurich.PDF

METRO-TRANSIT: Joe Marie, Why Zurich is a model fopublic transport. _www.metro-

magazine.com/t_featpick.cfm?id=90505236

Ruedi Ott (Head of Traffic Planning, ETH/SVI): Th&urich experience: A successful transport policy

(24.01.2004).




ZVV has established a unique partnership with "NigbCarsharing Switzerland" (MCS), the large
co-operative car sharing society in the world, knas "RailLink"?> The partnership has proven
be beneficial for both, as the benefits of MCS hsteadily increased in recent years and Carsha
users have increasingly become customers of ptralisport?

The City's transport policy aims at giving maximum priority to public transp@irnprovement ang
ercouragement of public transport) and at restritgiveanaging private motor vehicle traffi
Already at an early stage, the first initiativeghe field of public transport aimed at speedingrams
and buses in order to make them more reliable @mgstruction of dedicated tram rail tracks &
separate bus tracks). In addition, the "SESAM itatbntrol system" has been implemented wh
provides the required maximum priority for publiarisport vehicles at traffic lights. Finally, a ¢

transport vehicle control system" was implementeudictv locates vehicles to within 10 m a
provides real-time information to all tram and lnivers on any time of timetable changes and ta
disturbances (increase of punctuality and regylaritWith regard to private car traffic, the city
policy strategy mainly aims at effectively suppogtithe priority given to public transport. The male
approach focused mainly on reducing private trafiicrelieving residential areas of private tragfta

not constructing new parking places in town andreducing the number of parking spaces f
commuters.

The overall transport policy approach, but espbc@lstomer-friendly changes of the public transy
of the city of Zurich, has brought many new passesg Between 1984 in 2002 the number
passengers increased from 209.000 to 282.000 per(y¥e35%). In the first year of service of t
suburban "S-Bahn" (1990), the number of passeragetse network lines grew by 24%. The grow
was then continuous and reached 87% in 2003. 02,28round 322.000 people were entering the
daily for work or other reasons. 240.000 of thaohla it train, using the suburban railroad netw
(74%). In the town of Zurich every fifth persontiwia driving licence owns no car (22 %) and o
62% of the persons with driving licence has an eireek that he could use at any time (the remai
16% can use the car of a relative or friend aftesirgement). Analysing the daily average dista
per person in the city of Zurich the good positimnbf the public transport can be read. In avel
each person over six years old in the city of Zuntakes 3.3 km (10.5%) on foot or by bicycle, 1
km (54.6%) by motor vehicle and 10.3 km using thblig transport (32.7%).
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Among the above-mentioned major transport policgisiens adopted in Switzerland, o

ne

can briefly summarise the following ones that sgtgraffect international transport flows

from the EU to and through the country:

The bilateral "Overland Transport Agreement” between Switzerland and the EU:

Due to the fact that a large part of personal aedlfit transports in Switzerland are of a
border-crossing nature, a coordination of the Swesssport policy with the EU-transport
policy is a vital necessity. The new agreementiessthis coordination and helps to fulfil

the relevant article anchoring the Alps' proteciiothe Federal Constitution (Art.84). It
one of the 7 bilateral Swiss-EU agreements thakedano force on the 1st of June 2002

is

The distance-related “Heavy Vehicle Fee” (HVF): The HVF is enforced in
Switzerland since 1st of January 2001 and repl#vesprevious flat-rate heavy vehicle
fee. It shall in particular help restricting theciease in heavy freight traffic on roads,
promoting the transfer of goods traffic to rail amol relieving the strain on the
environment. The HVF corresponds to the transpaticyp formulated in the EU

%2 The aim of RailLink is to provide ZVV customersthidirect and quick access to automobiles when #reiye for
business or pleasure at a rail station.

% Prior to becoming MCS members, individuals useblipuransport for 63% of their journeys, compated75% after
obtaining membership.
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Commission's White Paper of September 2001 antbéssaipported by international law
in the "Overland Transport Agreement" concludedveen the EU and Switzerland. The
principles of the HVF are largely regulated by tin@nsit conditions of the Overland
Transport Agreement. Switzerland agreed to incréasauthorised weight limit of trucks

from 28 t up to 40t. As compensation, road pridiag been significantly increased. After
completion of the first phase of the NEAT program(mempletion of the basis tunnel
Létschberg), transit for a truck from Basel to Gisia will cost approximately € 200. The
objective is clearly to shift transit traffic of gds from the road to the railway. Road
pricing for trucks does not apply only to transaftic, but also to inland traffic. The

whole road network is subject to pricing. Paymemtml takes place both at national
borders and on the motorway and road network, abtilgh efficiency is ensured. The
introduction of road pricing for trucks in Germaity January 2005 had no negative
impact on Switzerland, because the level of roacny in Switzerland is higher. On the
contrary, the addition of German and Swiss tardfs long-distance transport chains
favoured modal shift from road to railways. Thi®wls that efficiency of road pricing in

terms of modal shift requires good transnationakdmation.

. Public financial support to 4 large-scale transportprojects in Switzerland®, of which
at least two are of major importance for the EU:The concept of a New Transalpine
Rail Corridor (NEAT)through the Létschberg and the St. Gotthard manmtaas already
received public approval back in 1992 and was seget in November 1998. The NEAT-
concept aims at realising one of the most imporgaiatis of the Swiss transport policy, a
shift of the Alps-crossing heavy freight transpiooim road to rail, and is also part of the
Switzerland/EU agreement on “Overland Transport’itiithe completion of the two
strategic tunnel projects, the rail capacity inmterof freight transport will significantly
increase (at around 50% of the total freight tcaffrossing the Swiss Alps) and also
considerable gains in travel time will be realiZed. 1h less on the link Bern-Milano).
With regard to the European high-speed rail netwBwitzerland proactively pursues a
policy of improving the connections in the East ahé West of the country to the
neighbouring national networks (France, Germanyiis Policy, which indirectly helps
strengthening the economic position of its majasreenic centres (greater Zurich area,
Basel, Geneva), also includes the payment of diineaghcial support for the upgrading of
high-speed rail infrastructures on the territorytb& neighbouring countries (“interest
contributions"). This financial support has alredyen approved by a public vote of the
Swiss people in November 1998. Within this widentext, several bilateral agreements
have been concluded between Switzerland and thghimeiiring states (Germafly
Austrig®, Francé’, Italy®®, Lichtensteir’), which mainly aim at coordinating cross-border
rail traffic, at ensuring access to the neighbauniail networks and/or at coordinating
specific projects.

% "New Transalpine Rail Corridor" (Neue Eisenbahpeitransversale, NEAT); reform of the Federal Rajiw("Bahn
2000"); noise reduction on Swiss railways; thegna¢ion of Switzerland into the European high-spesdidhetwork.

% switzerland/Germany: coordination of cross-bomaértraffic, elimination of capacity limits in thield of individual and
freight transport for the northern and eastern sst@the "New Transalpine Rail Corridor" (NEAT).

% Switzerland/Austria: mutual coordination of engjegprojects with regard to measures on the Geriidigniis the eastern
part of Switzerland.

7 Switzerland/France: connection of Switzerland t® tFrench TGV-network, coordination of the longterail
infrastructure planning, possibility of Swiss fireal support on French territory that aims at inyimg TGV-connections
(lines Paris-Geneva and Paris-Lausanne/Bern).

%8 Switzerland/ltaly: extension of the rail-link tomas the Italian high-speed train network, mutuaigiderm infrastructure
planning.

%9 Switzerland/Austria/Lichtenstein: agreement ingamation.



Annex 3: Structuring projects from Study 2

In the context of Study 2, a relatively large numbkpotential cooperation projects could be
identified. While some are of bottom-up nature,esthhave a more strategic character. Their
development and implementation requires howevdrrtea forms of strategic cooperation be
developed in the context of the next transnatioca@bperation programme, involving
stakeholders with real decision powers, both inpillglic and private sectors.

Hereafter, a limited list of strategic cooperatiprojects with structuring character are
presented, grouped in 5 categories.

1. Transnational corridors

Because of the presence of a large number of ggniftransport hubs, of intense transport
flows and of an insufficient modal shift in NWE getiissue of sustainable transport systems on
major corridors remains the most important priority NWE. In this respect, various
cooperation projects with structuring character loameveloped.

a) Development of rail and intermodal freight servces on East-West corridors
Background

In the context of the recent EU-enlargement, freitypws in the East-West direction are
growing throughout NWE. While the development af amd intermodal freight services has
progressed on North-South corridors, significarficite still exist on East-West corridors,
where the share of the road mode is particulady.hi

Project focus

Transnational cooperation should aim at developimg-distance rail (rail freight shuttles)
and intermodal freight services (including also tharitime, waterways and road modes)
from the ports of the northern range (SouthampBmver, Felixtowe, Le Havre, Dunkerque,
Zeebrugge, Antwerp, Rotterdam, Amsterdam) towaeddeen France, Switzerland, southern
Germany, Austria, Hungary, the Czech Republic, &toa. Deficit in East-West rail freight
services is particularly important in the Frenchitpef NWE. Increasing the share of rail
freight should also be applied to the corridor&itig Ireland through the UK.

The project should establish a strategic co-opmrgtiatform among all key actors involved
in intermodal freight transport along the speciiorridors selected in order to ensure a
coherent transnational approach for establishingnéegrated and efficient long-distance
intermodal system. The work of the strategic platfehould be supported by issue-specific
working groups (i.e. on rail freight transport,antl waterway transport, nodal points for
freight transhipment).

Cooperation strategies should consider a numbearoofplementary measures such as the
mobilisation of rail freight and intermodal openato the solution of inter-operability
problems between national railways, the elaboratiosm more comprehensive and transparent
information base on available freight along thepeesive corridors, broken down by main
commodity categories, the development of ITS apgiims facilitating the tracing and
tracking of goods along the transport chains, thlessiple involvement of maritime
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conferences and similar organisations which arg udtuential in the shaping of transport
chains on ports’ hinterland connections.

Type of actors to be involved
Various types of actors should be involved in thgqxt:

- Public authorities responsible for freight tramgp

- Authorities responsible for the maintenance aenbtbpment of rail infrastructure (problems
of inter-operability)

- National railway companies and other rail freigherators, private logistics companies

- Operators of intermodal transport

- Maritime conferences and similar organisations

- Loaders (industries etc.)

b) Promotion of rail freight / intermodal transport on North-South corridors for specific
types of commaodities (fruits and vegetables) from Editerranean regions towards the
large cities of NWE.

Background

While rail freight / intermodal services have pregged in recent years on North-South
corridors to and from NWE, this does not apply taypes of commodities. The largest part
of fruits and vegetables from Mediterranean regitowards large cities of NWE is still
transported by trucks. This type of transport igtipalarly damaging for the urban
environment, because the destinations of such pgoahglows are mainly the inner-urban
areas of large cities (Paris, Lille, Brussels, LamdRotterdam, The Hague, Amsterdam,
Frankfurt, Cologne, Dusseldorf etc.), while theilgms are rural areas in the Mediterranean
countries.

Project focus

Transnational cooperation should aim at developailgreight / intermodal services between

the Mediterranean regions, in particular from Pgatu Spain, southern France and Italy, and
the large cities of NWE. A specific requirementhigh average speed (fresh products) and
specific transport conditions (refrigeration) alotigg whole transport chains, including the

road transport sections at both ends of the railseyice. In this respect, problems of railway
interoperability issues at the French-Spanish bo(déferent railway gauges) should be

solved in such a way that no unacceptable delggnerated.

Actors to be involved
Following categories of actors should be involvedhe project:

- Loaders (fruit and vegetable cooperatives inMlaegliterranean regions)

- Gross purchasers of fruits and vegetables ifafge cities of NWE

- Railway and intermodal operators, private logsttompanies

- Authorities responsible for railway infrastruatuiinteroperability)

- Transport authorities of the large cities of NW&id local transport operators (organisation
of final product distribution at local level)
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c) Increased use of ITS (Intelligent Transport Sytems) applications for improving
intermodal freight transport

Background:

An increased development of efficient long-distamtermodal systems is necessary both on
North-South and East-West corridors throughout NWiEorder to meet these challenges, the
use of advanced transport telematics technologddd Y or Intelligent Transport Systems
(ITS) can be a very promising approach. Already kR8-projects supported under the
“Telematics Applications Programme” (TAP) of theh4EU-Framework Programme for
Research and Technological Development (1994-1888¢ shown that rail freight transport
across Europe can be made more integtdtadd that intermodal freight services can operate
more efficiently, especially by introducing new andovative ITS-application8' for freight
transhipment at nodal points (e.g. freight handtergninals, seaports, inland waterway ports).
Yet, there are considerable potentials for furtimprovements. Especially waterborne
transport and rail freight transport need to betebbeintegrated in the wider intermodal
transport chains. In the field of waterborne tramsgmaritime transport, inland waterway
transport), ITS applications can enhance more @dtiplanning of container transport
including co-operative management of resourceyraaiic identification, tracking, tracing
and monitoring of equipment, vehicles, drivers aadgo, not only at the port area but also
throughout the intermodal water/land logistics ah&Vith regard to rail freight transport, the
use of modern information technologies can helpravipg the attractiveness of railways and
stimulate the emergence of new services.

Project focus:

A transnational co-operation project in the fielfl [8S should help eliminating existing
bottlenecks for intermodal freight transport alamg or three major freight corridors and
stimulate site-specific or corridor-related effiwgy-improvement of intermodal freight
transport services. The project should focus onntlest sustainable transport modes (rail,
inland waterways) and also address the importate f nodal points for freight
transhipment.

ITS solutions should be elaborated and implemefbedhe various fields of the
transport chains. An improved transnational co+mation and punctual upgrading of
existing ITS-applications in various fields is alsecessary. In the context of inland
waterway transport, the project should design joimr@nagement tools that allow
further increasing the efficiency of transnatiomahsport flows on rivers and channels
and optimise the waiting time at locks. With regardail freight transport, the level
of networking between existing cargo tracking ting systems should be realised in
order to stimulate modal shift. In addition, thésealso a need to jointly develop new
tracking / tracing systems that work smoothly amglalistance transnational routes.

109y/ia the development of techniques and tools fansport infrastructure and fleet operators (harsemhisystems for train
control and communication, advanced systems fan tpmsitioning, freight management tools) or thepldgment of
infrastructure for vehicle operators (on-board agpions, on-board positioning).

101 yse of advanced telematics applications for edeitrdata interchange, transhipment, storage amsportation in order
to facilitate all of the related operations. Thegmplications can help reducing cost / transponetin the door-to-door
movement of goods and offer novel solutions fotdyeto-ordinating / integrating the numerous parireolved in the wider
intermodal freight transport chain (i.e. throughspecific freight corridors).
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The co-operation project should also allow designiand implementing new
transnational freight flows information servicesititare widely accessible/usable by
different types of transport operatdfé Co-operation could, for example, help to
establish real-time transnational information systefor private inland waterway
transport operators and/or rail freight transp@erators on existing road cargo flows
that represent "modal shift/transfer potentialsh creased level of transnational
information that is widely accessible enhances st in cargo transport, tends to
stimulate investment in new ITS-applicatidfisand supports the emergence of more
integrated logistics corridors in North West Europe

The project should design and implement appropiig&applications that allow to
achieve a better networking and linking ekisting nodal points for freight
transhipment in North West Europe along major fpans corridors (e.g. freight
handling terminals, seaports, inland waterway poNgith regard to seaports, for
example, new ITS/ATT applications could be est&gltsthat improve information on
the port-hinterland transport relationships in otdeadvise on congestion or delays in
ports and on routes to them, enabling shippergdaect traffic through alternative
ports.

Actors to be involved:

- Public national, regional and local authorities;

- public and private rail operators;

- private operators active in the field of inlandterway transport;

- semi-public or private companies running freigandling terminals,
- seaports or inland waterway ports;

- private logistics companies.

2. Promotion of the development of waterway transp

Background
Freight transport on waterways is one of the mastanable transport forms in terms of
externalities. NWE has the most developed waterwaiwork on the whole continent.
Existing waterways have however a capacity whichrider-used, because of a number of
constraints.

Project focus
Transnational cooperation should contribute to lating a number of obstacles to the
development of freight transport on waterways. fikeessary measures could be the object

of one or more projects. They refer to:

- the need to develop a coherent and needs-adaptemrk of service areas along the main
waterways (on the model of service areas existioggathe motorways) in order to facilitate

102 currently, ITS techniques are largely used by gigvcompanies (for instance in the field of roahs$port) or by port
authorities (for instance for the management ofsgah large amount of information is exchangedhis context, but in a
confidential way. It should be investigated if andhow far a part of this information could be maaeilable for public
interests, for instance to increase security afid@&ficy of transport flows (reduction of congesfio

1031 Belgium, for example, insufficient containeansport flows on inland waterways explain why neaeing and tracking
systems are not developed in this context.
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the access of waterway users to a range of ser(jzeshasing of products for daily life,
postage, telecom, repair and technical assistancg. €&quivalent standards should be
developed for the equipment of service areas waitflifies along the waterways of NWE.

- the need to motivate and inform young people aloal opportunity to work in the field of
waterway transport, due to the shortage of manp@xpected in the years to come in this
sector. Many operators of inland waterways are lfaenterprises and the children are less
and less motivated to take over the business of pheents. Transnational cooperation should
therefore develop information and training actestiin the direction of young people to make
sure that the sector will not decline because a¥ t£f manpower.

- the need to network inland ports to develop fpans opportunities on waterways.
Networking activities should include the developmer common standards for ports
facilities, the exchange of information of freighdws and available freight for waterways’
operators etc.,

Actors to be involved

- Inland port authorities

- Inland navigation operators

- Inland navigation professional organisations

- Private companies providing services to transpset's

3. Transnational coordination in road pricing policies
Background

The generalisation of road pricing (at least on aneays) is advocated by the Common
Transport Policy of the EU (White Paper). In NWEisi progressively being implemented,
but on a purely national basis. The introductionradd pricing for trucks on the German
motorways on the first of January 2005 has gengsitmificant traffic diversion towards the

motorways of the neighbouring foreign regions which not subject to road pricing (France,
Luxembourg, Belgium, Netherlands). The introductioihroad pricing, which is already

applied in Switzerland and on a large number ofamvedys in France, is envisaged in other
countries like the Netherlands and the UK. In orideavoid and eliminate undesirable side-
effects of road pricing, transnational cooperatgorequired.

Project focus

The project should aim at first at investigatingl @ssessing the behaviour and evolution of
trucks traffic on a number of routes influenced oyad pricing policies, in particular in
various cross-border situations (road pricing amyone side of the border, road pricing on
both sides of the border etc.). In a second stagasures should be worked out in order to
harmonise the impacts of road pricing on both sidesational borders and to eliminate
undesirable traffic diversion effects. The harmatien should be conceived so as to make
alternative transport modes more competitive (ais ipresently the case for transnational
routes between Switzerland and Germany).
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Actors to be mobilised

- National and regional transport authorities & televant countries and regions

- Transport research institutes

- Professional organisations of the transport secto

- Technical bodies involved in the developmentoafd pricing systems and control

4. Increased use of ITS applications on the Trans-Eugmean Road Network
Background:

A major issue of strategic importance for the terral development of NWE in the coming
decades will be the growth of traffic flows. In fathe most recent Europe-wide traffic
forecasts up to 2020 (TEN-STAC Stddfy show a sometimes very significant increase of
freight & passenger traffic on major parts of thearis-European Road Network (TERN)
within NWE. Since around a decade, the use of ath@nransport telematics technologies
(ATT) or Intelligent Transport Systems (ITS) acrdss different modes of transport (road,
rail, water and air) is generally considered a rsefimat can alleviate traffic congestion or
bottlenecks and contribute to safer, cleaner anceraficient transport. In the field of road
transport, however, a relatively fragmented patakwof regional and national traffic
management services does exist that frequently latk of appropriate interconnections,
interoperability and continuity on long-distanceutes especially in metropolitan areas or
across borders. In order to overcome this fragnientathe European Commission has
started already back in 1996 to support a numb&argé-scale co-operative ITC-initiativés

in the context of its TEN-T Multiannual Programmikhree of these Euroregional TEN-T
initiatives cover the largest part of the transmai NWE co-operation area (CENTRICO-
initiative'®®, STREETWISE-initiative®’, CORVETTE®). The experiences made in these
individual initiatives could be a good basis forvelping further a coherent transnational
ITS-approach covering the entire NWE, which couldphfacing the expected growth of
traffic flows on the road network.

Project focus:
A transnational co-operation project should promatewider application of ITS / an

introduction of new ITS-applications on those pafttlN\WE's Trans-European Road Network
that will have to face increasing freight & passantaffic, but also on important alternative

104 TEN-STAC “Scenarios, traffic forecasts and analyafi corridors on the Trans-European Network”. @amation: NEA
(NL). European Commission, 2004:.

195 ARTS, SERTI, CORVETTE, CENTRICO, STREETWISE, VIKG

106 CENTRICO (Central European Region Transport Tetemamplementation Coordination) aims at improviomss-
channel information services especially by (1) mgkbest use of existing infrastructure to providelyeservices, (2) by
providing the data needed for emerging informasiervices, (3) by developing long-term solutionsy)gsNWE technologies
and (4) by evaluating traveller reception, the &ffn service expectations and future requiremientimtegrated services.
107 STREETWISE (Seamless Travel Environment for Edfiti Transport in the Western Isles of Europe) coviae
following operational objectives for ITS-applicats (1) intermodal transfer of freight, (2) preptglanning of ferry crossing
and routeing to avoid congestion, (3) monitoringrjeey time reliability across networks and (4) oeteing of vehicles in
case of poor weather conditions to improve safety.

108 The CORVETTE initiativavas started in 1996 with the aim to ensure theiloity and the quality of the services offered
in the Eastern Alpine Area of the Trans EuropeaadRNetworks (TERN). CORVETTE develops and deplogw TS
systems and enhances existing ones on the TERNder o improve the quality of the services andgtmrantee the
continuity and interoperability of the servicesdbhgh the borders. By this, the 4 CORVETTE-partrierthe alpine area
(Bavaria/Germany, Austria, Northern Italy and Seitand) recognise the importance of ITS in makietidsr use of road
networks and in providing information to the Euraperaveller.
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inter-regional corridors (with development potelsjiand inter-urban links.

In a first phasethe project should identify the spatial implicaigolinked to further
traffic growth on those TERN-segments of NWE wheignificant capacity and
congestion problems are likely to occur in the fetult should also assess the
experiences made with the 3 Euroregional ITS-itiés " covering parts of NWE,
with the aim to identify potentials for a furthektension / improvement / inter-
connection.

The project should — during a second phase — atlesigning concepts for better
integrating the existing Euroregional ITS-initisgss (CENTRICO, STREETWISE,

CORVETTE) in a wider transnational approach co\@WNWE and for adapting them
to the new framework conditions. In addition, preedtsolutions for a deployment of
new co-operative ITS-applications / services on riiest sensitive segments of the
TERN and on other important inter-regional or intenan links should be elaborated.
An example could be the development of informatisystems for users on

transnational motorways that take into account dhkural diversity of users (i.e.

traffic information provided in different languaget.).

The third phase of the cooperation project shoa@ii$ on actually implementing the
previously designed integration / adaptation coteapd on realizing the deployment
of new ITS-applications on the most sensitive sagmef the TERN. The result at the
end of this process would be a more integratederaperable and extended ITS-
system capable of facing the expected congestioblgms in the field of passenger
and freight transport and of optimizing road traifi the NWE.

Type of actors to be involved:

- Public national, regional and local authorities;

- public and private actors involved in the CENTRUSTREETWISE/CORVETTE
initiatives;

- other semi-public or private companies activéTi8-infrastructure deployment and/or ITS-
service provision.

5. Preventing a “digital divide” in the field of broadband infrastructures in the
Ardennes-Eifel-Hunsrick area

Background:

As an enabling technology, broadband is at the cokefafther development and delivery of
numerous innovative ICT-applications (e.g. e-HealéhBusiness, e-Government or e-
Learning etc.) and offers great potentials forHartimproving the positive cohesion impact
of the Information Society'° Recent data of 2003/2004, contained in a Commtiaicaf the

109 CENTRICO, STREETWISE, CORVETTE.

119 |mproved communication systems through broadbédoggeople to communicate and share informatiagaréless of
their physical location, which is particularly sificant for remote and rural areas. Improved intékéty enables citizens
located in those areas to participate more activetlie social and democratic life. Broadband imesotheir living standards
by bridging distance, facilitating healthcare, eatian and access to public services.
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Commission™, show however that the risk of a “digital dividie the development of high-
speed connectivity or broadband is real, also withWE. Compared to th&U-15, Member
States fully or partly covered by the transnatioc@loperation area North-West Europe are
characterised by significant differences in broamb#ake-up'®. The growth in broadband
connections is mainly taking place in densely pafad urban areas and especially the rural,
sparsely populated or peripheral areas are undeegésituation of market failure). A part of
NWE for which it should be investigated in how faint problem solutions could be adopted
for preventing the emergence of a “digital dividis’ the Ardennes-Eifel-Hunsrick area
covering parts of Belgium, France Luxembourg andn@ay. In_Belgium parts of the
Ardennes are not yet covered by adsl Internet attiores™® which is likely to inhibit
economic development and the location of enterprigdso in _Luxembourgthe more
sparsely populated rural north of the country digplsome weaknesses (especially outside
the few "urban" centers) with regard to a provistdrbroadband infrastructures. Although it
would be desirable to improve the situation, prattoptions for doing so (e.g. by means of
local public-private partnerships) is relativelyited in practicE”. In Francein the contrary,

a recently adopted law makes possible for localragibnal authorities to take public action
in the field of telecommunication and to allocateblic resources with an objective of
territorial equality (and not of competitivene'ss)

Project focus:

In order to stimulate a spatially well-balanced;lusive and sustainable development of the
Information Society in North-West Europe, a trarn&mal co-operation project addressing
the issue of high speed connectivity (broadbandjdcbe launched for the Ardennes-Eifel-
Hunsrick area with the following focus:

In a first phase, the project should allow (1) ngeistigate the existing coverage and
future expansion plans with regard to adsl/cablevoks, (2) to identify innovative
financing models that exist at national, regionalozal level (public, public-private,
private models) for extending broadband infrastitetin under-served areas and (3)
to exchange experience on innovative regional/la@mnand aggregation policy
approaches. The aim could be to identify good pracsolutions for infrastructure
financing/deployment and demand aggregation thee bransfer potentials.

On ground of previous results, the cooperationgmioghould - in a second phase
design a series of joint transnational actions thildw deploying an interlinked
infrastructure covering parts of the Ardennes-Eiehsrick area that will not be
covered by broadband in a mid-term perspective. @@chnical feasibility studies;
design of a legal model allowing to jointly run/doge the transnational
infrastructure). In parallel, joint transnationa¢asures for demand aggregation should
be developed across the area in order to createffizient market potential for

111 Connecting Europe at High Speed: National Broadi&tnategies. Communication from the CommissiothéoCouncil,
the European Parliament, the European EconomicSathl Committee and the Committee of the Regi@BM (2004)
369 final.

112 Only the Netherlands and Belgium are in a leagiosjtion that is clearly above the EU-15 averageensas the UK and
Ireland are at the lower end significantly below tBommunity average. But also with regard to SM&atband take-up, all
NWE-countries (except Belgium) are characterised batio that is well below the EU-13 average.

113t is also the case for a number of business garit®e Province of Liége.

114 The most important reason is that the central gowent level tends to hinder such activities eitbgrusing the
instrument of legal supervision of local authosti@&emeindeaufsicht - Ministry of Interior) or byonopolising actions in
this direction (Ministry of economy).

1% This is being done in two fields: mobile phonegastructure and Internet access at a speed of 2klb/s



broadband-based services etc (e.g. elaboration assessment of demand potentials;
design of a transnational marketing concept).

The third phase of the cooperation project shoa@i$ on actually implementing the
previously designed transnational infrastructurplalgment and demand aggregation
measures across the Ardennes-Eifel-Hunsruck arkae. résult at the end of this
process would be an existing and operating trai@rat broadband infrastructure
with a basic (and extendable) service offer thatcheracterized by long-term
sustainability (in terms of operation and financ&lenue).

Type of actors to be involved:
- Public national, regional and local authorities;

- semi-public companies and/or development agencies
- private companies active in ICT-infrastructur@ldgment and/or ICT-service provision.
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Annex 4: Participants in workshops and interviews
a) Workshop in Paris (25th March 2005)

Mr. Vermeulen (DATAR)

Mr. Valenton (SGAR Haute Normandie)

Mr. Pote (CRITT Transport et Logistique Rouen)

Mr. Giacomelli (DRE Lorraine)

Mrs. Legendre (Conseil Régional Nord pas de Calais)
Mr. W. Stubbe (Provincie West Vlaanderen)

Mrs. V. Travet (Conseil Régional Nord Pas de Calais
Mrs. F. Soudry (Port Autonome du Havre)

Mrs. Drapier (Port de Lille)

Mrs. L. Mykolenko (IAURIF Paris)

Team study 2 :

J. Robert (Tersyn ; Strasbourg)
Dr. T. Stumm (Eure-Consult ; Luxemburg)

b) Workshop in London (8" April, 2005)

- Mrs. Kathryn Pain ( Institute of Community Stus)ie

- Mrs. Anna Lisa Taylor

- Mr. Wout Janssen (SEERA)

- Mr. Graeme Purves (Scottish Executive)

- Mr. Hamish McGillivray (ODPM)

- Mr. Geoffrey Brown / Steve Harley (EMDA)

- Mr. Michael Evans (GO-East)

- Mr. Alex Fielding (Environment Agency)

- Mr. Derek Lincoln (Stockton-on-Tees Borough Cai)nc
- Mr. Michael Thompson (Advantage West Midlands)
- Mr. Detlef Golletz (SEEDA)

- Mrs. Rachel Walmsley (TCPA)

- Mr. Rob Pearson (English Partnerships)

- Mr. Chris Smith (DfT)

- Mr. Sherman Wong (WMRA)

- Mr. Peter Hall (Institute of Community Studies)

- Mr. Neal Whitehead (GOSW)

- Mr. Jon Jordan (UK Interreg 1lIB North Sea ContRoint)
- Mr. Gideon Amos (TCPA)

- Mr. Roger Read (METREX)

- Mrs. Victoria Henshaw (Core Cities Group)

- Mr. Vincent Goodstadt (Glasgow and the Clyde ®&albtructure Plan Joint Committee)

- Mr. Egon Walesch (Environment Agency)

- Mr. Alastair Pollock (Thames Gateway South EdBarnership)

- Mr. Arno Schmickler (SEEDA)

- Mr. John Hack (ODPM)

- Mr. Gerard Burgess (GLA)

- Mr. Jim Leask (Colchester Borough Council)



Team study 2:

Prof. R.Vickerman (CERTE; University of Kent)
c) Workshop in Dublin (1* April, 2005)

Persons invited at workshop Study 2 :

- Frank O'Donnell, Principal Officer, Dept. CommiynRural & Gaeltacht Affairs

- Owen Shinkwin, Senior Planner, Dublin TranspdastaOffice

- Jeanne Meldon, Member, Comhar-National SutainBelelopment Partnership

- Phillip McGowan, Regional Planning & Transporwi3ion, Dept. Regional Development (Northern
Ireland)

- Bruce McCormack, Planning Inspector, Dept. Enuinent Heritage & Local Government
- Gerry Browner, Senior Architect, D/EHLG

- Seamus Treacy, Staff Officer, Mid West Regionathority

- Seamus Boland, CEO, Irish Rural Link

- David Hedigan, Enterprise Policy Development,geptise Ireland

- Peter Stafford, (Dr) Research Fellow, Urban togi UCD

- Patricia Potter, Director, Dublin Regional Autipr

- Kenny Liam, Director, General Council of Countgucils

- Joe Gatins, Northern Regional Manager, Natiosak$& Wildlife Service

- Stephen Blair, Director, Southern & Eastern RegidAssembly

- Jim McGovern, Director, West Regional Authority

- Majella Kelleher, Head of Development Servicasst8inable Energy Ireland

- Conor Skehan, Head of Dept, Environment & Plagnibublin Institute of Technology Bolton Street
- Egan Vivienne, Project Manager, Border Regionaih&rity

- Adrian Devitt, Senior Policy Advisor, Forfas

- James Stone, Director, Midland Regional Authority

- John McAleer, Director, South West Regional Auityo

- Jim Walsh, Professor, NIRSA National Universifyreland Maynooth

- Tadhg O'Mahony, Environmental protection Agency

- Rege McCabe, IBEC (Irish Business & Employeeraf€deration)

- Aisling Reynolds, UCD Planning School

- Sheevaun Thompson, Research & Policy Officer ti@6ast Regional Authority

- Maire-Anne Sertour, Graduate-Local Developmemt @ransport Cooperation, SouthEast Regional
Authority

- Patricia O'Hara, Policy Manager, Western DevelepnCommission

- Martin Sokol, Urban Institute UCD

- Catriona Ryan, National Monuments, Dept. EnvirentrHeritage & Local Government

Team Study 2:

Prof. R.Vickerman (CERTE; University of Kent)

d) Workshop in Brussels (2" April 2005)

Mr. Peter Jansens (Secretariat General Benelux)
Mr. Anthony Callens (Port of Brussels)

Mr. D. van Duyse (MET-RW Wallonia)

MDelory (MET-RW Wallonia)

Mr. B. Flahaut (Cabinet Antoine)
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Mrs. C. Straetemans (BUW Directie Vervoerbeleid)
Mrs. K. Helsen (Leiedal Intercommunale)

Mr. D. Grzegorzewski (MVG Administratie Economie)
Mrs. J. Bynens (MVG-AROHM)

Mrs. E. Haezendonck (University Antwerp)

Mr. M. Dooms (Free University Brussels)

Mrs. G. Gonsales (University of Gent)

Mr. E. Borremans (MET; Wallonia)

Mr. D. Lauwers (University of Gent/Iris consulting)
Mr. F. Roenen (MET; Wallonia)

Mr. E. Vaca (MET; Wallonia)

Mr. Y. Wezel (IGRETEC Charleroi)

Mr. A. Schmitz (MET; Wallonia)

Mr. W. Stubbe (Provincie West-Vlaanderen)

Mr. A. Guillot-Pingue (MRW-DGATLP; Wallonia)

Team study 2 :

J. Robert (Tersyn ; Strasbourg)
Dr. T. Stumm (Eure-Consult ; Luxemburg)

e) Workshop in the Hague (21 April 2005)

Mr. C. Wallet (Ministry VROM; DG Ruimte/NIB/SON; thHague)

Mrs. K. van Essen (Ministry VenW,; RijkswaterstaRlKZ; the Hague)

Mr. N. van Nollen (City of Maastricht)

Mr. B. Breure (Port of Amsterdam)

Mr. R.O.G. Franken (RIVM/RIM)

Mr. J. Veraart (Programma Klimmat en Ruimte; Unsigr of Wageningen)
M.r Nooy (RSD; the Hague)

Team Study 2:
Prof. R.Vickerman (CERTE; University of Kent)
e) Workshop in Bonn (3! May, 2005)

- Mr. Alexander Spieshofer (Institut fur Landesdustadtentwicklungsforschung und
Bauwesen des Landes Nordrhein-Westfalen (ILS NR®rschungskoordination
(Dortmund)

- Mr. Holger Bach (Leiter Koordinierungsstelle Mbtaitscluster Wirtschaftsférderung
Region Stuttgart)

- Mr. Hans-Herm.Paulsen (Objekt-u. Logistikmanagetnkeiter Obj.-u.Log,M.
Projektmanager InterPorts Mulheimer Verkehrsgesiedit; Mulheim)

- Mr. Axel Finger (Raumordnungsverband Rhein-NerKkdannheim)

- Mr. Till Bode (Region Stuttgart / Europabliro; Bsels)

- Mr. Scholz (Baudirektor; WSA Mannheim)

- Mr. Matthias Hartmann (Amt fir StadtentwicklungduStatistik der Stadt Trier)

Team study 2 :
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J. Robert (Tersyn ; Strasbourg)
Dr. T. Stumm (Eure-Consult ; Luxemburg)

f) Interviews in Switzerland (4th May, 2005)

Mr. M. Furrer (Président de la Commission Fédédaléa Communication; Bern)
Mr. C. Kiing (Sous-Directeur ; Office Fédéral dwB@ppement Territorial ; Bern)
Mr. A. Monney (Office Fédéral du Développement Terral)

Team study 2 :

J. Robert (Tersyn ; Strasbourg)
Dr. T. Stumm (Eure-Consult ; Luxemburg)

g) Interviews in Luxemburg

Mr. Guy Besch (Ministere des Transports), contaged questionnaire reply promised for
June. Mr. André Weidenhaupt (Centre de Ressouregd dchnologies pour l'environnement,
CRTE).

Ms. Sabine Stolb (Ministéere de I'Intérieur et dArfiénagement du Territoire, Direction de
I’Aménagement du Territoire).

Mr. Jean-Claude Sinner (Ministére de [lIntérieur @&¢ I'’Aménagement du Territoire,

Direction de ’Aménagement du Territoire).

Mr. Philippe Peters (Ministére de I'Intérieur et ld®ménagement du Territoire, Direction de
’Aménagement du Territoire).

Team study 2 :
Dr. T. Stumm (Eure-Consult ; Luxemburg)
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