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Foreword 
 
The Spatial Vision Group NWE has launched a series of three studies aiming at revising the 
Spatial Vision of NWE and at proposing cooperation activities within NWE for the post-2006 
programme period in the context of the Objective 3 of the new structural policies. 
 
The Study N°2 “Parity of access to infrastructure and knowledge” was asked to provide 
answers to the following questions: 
 
1. What are the key transnational issues at stake under the theme considered? 
 
2. What is the degree of knowledge of these issues by key players in the field (local, regional 
and national authorities, EU, relevant sector administrations, civil society, private sector)? 
What are their views on the future of transnational issues at stake? 
 
3. What is the degree of coverage of these issues by existing planning documents and 
strategies developed by the above key players? 
 
4. To what extent have these issues been appropriately addressed to date by various forms of 
co-operation (cross-border and transnational projects and programmes)? How do the 
positioning and thematic overlaps of different INTERREG areas affect the process? If co-
operation schemes failed to tackle these issues satisfactorily, by what factors can this be 
explained? 
 
5. What related strategic objectives should be included in a future NWE territorial co 
operation programme, taking into account the necessity to accommodate the EU Lisbon and 
Göteborg agendas? 
 
6. Which cross-border and transnational projects, on which part of NWE (cities, sub-areas) or 
possibly outside the NWE area, are the most likely to contribute to these strategic objectives? 
Which cooperating partners should be involved? 
 
7. What could be the social, economic and environmental impacts of such projects? 
 
8. What related baseline information, indicators and targets can be used to monitor the 
achievements of a future NWE territorial co-operation programme? 
 
 The working process comprised the delivery of a first Interim report in December 2004. After 
complementary information was requested by the Spatial Vision Group at its meeting of 
January 17th in London, a complement to the Interim report was delivered in February 2005. 
A series of national workshops were organised (in Paris, Dublin, London, The Hague, 
Brussels and Bonn; several bilateral interviews were organised in Switzerland and 
Luxemburg) to meet key stakeholders and investigate with them the key transnational issues 
and possible cooperation projects to be launched in the context of the next transnational 
programme for NWE. A division of tasks had to be made between Study 2 and Study 1 
(Polycentricity) regarding the issue of the knowledge society. It was agreed that Study 2 
would concentrate on telecommunication networks and Study 1 on the applications. The Draft 
Final Report was presented in Bonn to the Spatial Vision Group on the 23rd of May and 
discussed. 
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The present  Final Report is based on the analysis of an extensive list of scientific analyses 
and forecasts and of policy documents as well as on the outcome of the various workshops 
and interviews. It takes account of the observations and proposals formulated by the Spatial 
Vision Group at the Bonn meeting. 
 
The present Study N°2 was prepared by J. Robert (Tersyn; Strasbourg; coordination), Dr. T. 
Stumm (Eureconsult; Luxemburg) and Prof. R. Vickerman (CERTE University of Kent). 
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Executive summary, conclusions and recommendations 
 
1. Future cooperation in NWE will take place in a changing context 
 
A context of relative continuity has been prevailing since 1997, when the Interreg IIC 
Programme NWMA started. The basic assumptions and objectives of the Interreg IIIB 
Programme NWE did not fundamentally depart from those of the previous programme. 
 
A number of signs indicate that the present context and even more the context which will 
prevail during the coming decade will quite significantly differ from that of the present 
decade. The Conference of Ministers responsible for territorial development which met in 
November 2004 in Rotterdam took notice of that. This does not necessarily mean that a series 
of strategic factors are abruptly changing over night. It may however imply that a number of 
progressive changes will have stronger territorial implications in the years to come than they 
had in the past. It is also quite likely that the perception that planners, decision-makers and 
stakeholders have of these changes will have a more strategic character and will therefore 
influence more strongly their behaviours and decisions. 
 
While it has been well known for a long time that European demography is moving towards 
population ageing, this issue has now become a central one in the socio-economic as well as 
in the political debate and this will necessarily intensify in future. In this respect, the coming 
decade will be characterised by the retirement from professional activities of the so-called 
“baby-boomers” who were born in the years following WWII. In addition to the well-known 
debate on pensions and social security, other impacts will be significant in terms of territorial 
evolution such as the increasing competition between European regions to attract young and 
qualified manpower. A number of factors will play an important part in this respect, among 
which the quality of life, the accessibility and the endowment with various types of 
infrastructures and services, including HST, broadband networks etc. Another aspect will be 
increased migration of retired people from cities towards attractive rural areas. The mobility 
of retired people is not insignificant, both in terms of short and long-distance trips, but has 
quite specific characteristics. Ensuring mobility in rural areas, for instance, will require rather 
innovative solutions. 
 
In the economic sphere, the globalisation process is taking new dimensions and a new speed 
with the emergence of several large-scale economies in the world context (China, India, 
Brazil etc.), capable of strong industrial and technological development. Pressure on NWE for 
strengthening global European competitiveness at world scale will be more intense. The need 
to move more rapidly towards a knowledge-based economy will become more pressing and 
this will have numerous implications in terms of pooling and networking more resources 
together (innovation capacity, R&D, high-level education, cultural productions etc.). High-
level accessibility is an essential factor in this respect. Less competitive regions in NWE, in 
turn, may significantly suffer from growing economic interdependence and this is likely to 
generate greater regional disparities. It is therefore essential to promote and develop the 
territorial potential of these regions. As a number of them are rural and/or peripheral, their 
accessibility remains an important issue, both in absolute and relative terms. The move 
towards a more knowledge-based economy will also accentuate changes in the nature of 
transport flows. The share of heavy bulk commodities and heavy industrial products should 
continue to decrease and be replaced by a larger share of lighter products with greater added 
value and technological content. The transport networks of NWE will not, however, be 
significantly de-congested through this evolution, because of significant transit functions and 
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the presence of main ports in NWE. The recent EU enlargement and the forthcoming ones are 
adding pressure on transport systems within NWE. 
 
As far as the transport function itself is concerned, a strategic exogenous factor is involved in 
a process of significant change: the price of energy (more specifically of oil products) is 
growing strongly and the process is likely to be long-lasting in a context of increasing 
imbalance between supply and demand at world scale. In addition to this increasing disparity, 
a process of oil production peaking at world scale is forecast by experts to happen after 2010, 
so that road and air transport could be significantly affected.  
 
2. Continuity and changes in NWE transport issues 
 
Transport functions are very significant in the economy and territorial organisation of NWE 
and this will remain also in the future. NWE has a very dense motorway network, an 
impressive concentration of major seaports, the most developed HST network in the world, 
the largest airport hubs in Europe and a strong position in logistics. The more peripheral 
regions of NWE are however in a different position with a much lower level of accessibility 
and of infrastructure endowment. 
 
The present situation of transport systems in NWE and their evolution during the past decade 
show steady increase of transport flows with growing traffic congestion, especially in the 
central part of NWE. The most rapidly increasing transport modes are air and road transport, 
precisely those which are the least sustainable. An unexpected situation has developed with 
the emergence of low-cost companies which enable air transport to compete successfully 
against railway and road transport of passengers on intra-European connections. Policy 
measures advocated since the early 1990s in favour of modal shift towards more 
environmentally-friendly transport modes cannot be considered as really successful, even if 
rail transport has progressed in specific segments such as HST for passenger transport and a 
limited development of container shuttles on specific corridors, in the case of freight 
transport. The least successful part of policies is the development of the “motorways of the 
sea” which have not effectively emerged with a few exceptions. The strong and continuous 
growth of container traffic in ports results from growing intercontinental exchanges 
(globalisation) and not from intra-European exchanges. The orientation of major flows is 
presently more diversified than it was 10 years ago, with the growing importance of East-
West flows in addition to the traditional North-South ones.  
 
Available transport forecasts carried out at EU scale (TEN-STAC Study; October 2004) 
indicate significant growth of traffic flows on major corridors of NWE for the period up to 
2020, in particular in the field of road transport. This would add to present congestion in the 
most sensitive areas (hinterland connections of major ports, metropolitan regions and 
corridors connecting them, major corridors connecting NWE to other European areas such as 
southern Europe and central and Eastern Europe) and create very difficult situations, both in 
terms of transport efficiency and of deterioration of the environment and quality of life. The 
above-mentioned forecasts do not integrate, however, the probable significant increase in 
energy price (mainly oil products) which could have a strongly limiting impact on the growth 
of traffic flows, in particular in the field of road, motorway and short-distance air traffic. In 
any case, both growing transport demand and increasing oil price call for strengthened modal 
shift from the road and short-distance air transport towards railways, waterways, maritime 
transport and various forms of public transport. The implementation of the Kyoto Agreement 
will act in the same direction. 
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Changes are also affecting the transport policies, in particular at national level. While a few 
years ago the general priority was put on environmental sustainability and the role of 
transportation for economic development was mentioned specially in relation with the 
development problems of the more peripheral regions of NWE, 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 significance as environmental sustainability. This 
reflects the fact that globalisation of the economy is a general challenge for all countries and 
regions in Europe. Another emerging issue is that of optimisation of the use of existing 
networks and of maintenance of these networks. On the one hand, the capacity of existing 
networks is not fully and rationally exploited. Various measures, such as pricing policies or 
better traffic management could lead to higher traffic efficiency without significant 
investments. On the other hand, maintenance of existing networks had often been neglected in 
the past years and even decades, while financial efforts were mainly concentrated on the 
development of new infrastructures (motorways, HST-lines etc.). The maintenance of existing 
networks is now becoming a priority in practically all countries of NWE and will absorb in 
the coming decade a substantial amount of financial resources which will not be available – in 
the present context of scarce public resources – for the realisation of new investments. This 
means that new investments will increasingly have to be financed through alternative 
procedures such as public-private partnerships. 
 
Safety and security in transportation have also become an increasing priority in public 
policies. They comprise safety against all kinds of accidents and casualties as well as security 
against criminality in public transportation and against terrorism. Another important problem 
in this context is the transportation of hazardous goods, the control of which has to be 
strengthened. Increasing security and safety in tunnels has also become an important topic 
after a number of tragic casualties took place in recent years. 
 
At EU level, the re-launching of the Lisbon Strategy in March 2005 has also various impacts 
for transportation. The Lisbon Action Plan prepared by the Commission (2005) insists on the 
completion of TENs and the achievement of cross-border interconnections. 
 
In accordance with the provisions of the EU Transport Policy, road pricing is being 
progressively introduced or seriously envisaged, according to countries. The impact of the 
German road pricing system, introduced in January 2005 on neighbouring border regions 
shows that road pricing measures require efficient transnational coordination. 
 
Public policies have also been promoting the development of Intelligent Transport Systems. 
The objectives are manifold: better regulation of traffic and reduction of congestion, increase 
of transport security, more efficient use of the existing capacity of infrastructures, facilitation 
of public transportation etc. The number of applications has been substantially increasing, but 
most of them have a local/regional character and transnational activities in this field are still 
modest. The Lisbon Action Plan insists on the development of ITS, in particular in relation to 
transport security. 
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3. High-capacity telecommunication infrastructure is driven by strongly growing 
demand 
 
Just one decade after the emergence of Internet as a major event in the development of 
communication, demand for advanced and high-speed telecommunication services has 
generalised throughout Europe. 
 
ICT infrastructure is the real backbone of the knowledge based economy and is therefore of 
strategic importance for economic growth and competitiveness. Considering that the 
implementation of the Lisbon Strategy since 2000 has not been as successful as expected and 
that significant growth rate differentials exist between Europe and other large countries in the 
world (USA, China), additional efforts should be made to enable the access of all European 
regions to high-standard ICT infrastructure. 
 
The development of telecommunication infrastructure is largely privatised and therefore 
market-driven. Available investigations (ESPON etc.) indicate that significant disparities still 
exist among European regions, in particular as far as broadband networks are concerned. 
However, it is often difficult to monitor this effectively as the situation is changing so rapidly 
and many regions which appeared to be badly served two to three years ago are now amongst 
the leading regions. Nevertheless, the risk of a widening digital divide with significant 
territorial, economic and social implications is real, also in NWE. This results from the fact 
that market-driven infrastructure deployment naturally tends to focus on areas with sufficient 
demand potentials and thus good perspectives for profit-making. Especially in those territories 
that are sparsely populated or where the distance from the nodal points of networks to the 
final users is too wide, the risk of under-supply in terms of infrastructure is therefore high. 
Pro-active demand stimulation may contribute to the progress of ICT infrastructure in less-
favoured areas. 
 
The digital divide among a number of EU regions of NWE contrasts with the situation 
prevailing in Switzerland, the UK, Ireland, Belgium and the Netherlands which occupy in this 
respect a leading position. While in most countries of NWE the development of ICT 
infrastructure is left to the market, a public initiative has recently been taken in France to 
allow regional and local authorities to engage into public-private partnerships aiming at 
ensuring minimum standards of broadband and mobile phone infrastructures in 
rural/peripheral areas.  
 
4. Diversified, bottom-up oriented, but weakly strategic transnational cooperation 
 
Transnational cooperation in spatial development in NWE started in 1997 with the Interreg 
IIC NWMA Programme. During the past 8 years, numerous cooperation projects were carried 
out. The transport sector was in general less favoured than others and practically no project 
addressed ICT infrastructure (in contrast with numerous projects focussing on ICT 
applications). A large number of projects were developed on urban, heritage and 
environmental issues. 
 
On the basis of the programme priorities defined (Interreg IIC and IIIB), cooperation projects 
in transportation tackled a variety of issues, including HST, freight corridors, light rail 
systems, green mobility, airports’ environment, various ICT applications (tele-working, e-
Health, e-Business etc.) and some ITS applications. A number of these projects have 
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innovative character and most are very much bottom-up in nature. The strategic dimension 
remained however up to now rather weak. This is shown by a number of facts: 
 
- strategic stakeholders were not systematically involved in the cooperation process. As 
assessment studies already observed, there has been up to now no meeting of the responsible 
(national and/or regional) ministers (spatial development, transport) or general directors of the 
cooperation area. Consequently, no politically validated inventory of strategic issues or 
orientations have so far been worked out and put at the disposal of project developers; 
 
- a number of projects correspond to strategic issues (freight transport, HST etc.), but they 
have been largely worked out by bodies and partnerships which do not really have decision-
making powers. 
 
Although various Interreg IIC projects have found a follow-up under Interreg IIIB (HST, rail 
freight, OPTIMUM, LIRA etc.), others had no follow-up inside or outside Interreg. It seems 
necessary to set up procedures aiming at a further exploitation of completed projects. 
 
5. Identification of key transnational issues 
 
The analysis of strategic documents and studies and in particular the various workshops 
conducted, pointed out a number of key challenges for the medium-term perspective of NWE. 
The most strategic ones are listed hereafter according to the three categories: transport, 
Intelligent Transport Systems and ICT infrastructure. More details can be found in the report 
itself. 
 

Transport 
 

·  Need of clarification of the prospective framework for the transport sector in NWE as 
a condition for efficient and fruitful cooperation. Strongly contradictory information is 
presently available on the future long-term evolution of the transport sector. On the 
one hand, transport forecasts at EU level indicate for NWE a very significant growth 
of transport flows, in particular in the road and air sectors. On the other hand, the 
energy sector is characterised by substantial and sustainable increase of energy prices 
(in particular oil products), together with a possible energy scarcity in the long-range 
which could severely affect the whole transport sector and in particular the road and 
air sectors. More knowledge is necessary about the framework conditions under which 
efficient and fruitful cooperation can be developed under the next programme. 

 
·  Need to increase the performance and profitability of long-distance intermodal 

systems and services beyond NWE, in particular on East-West corridors. Trends show 
that long-distance intermodal services to and from NWE have only weakly progressed 
in recent years. In some areas, they have even declined. A number of obstacles remain 
to be overcome. The most important ones are problems of interoperability of national 
railway systems, the insufficient effective liberalisation in the railway transport sector 
and the attitude of various national railway companies, including competition between 
them and related protectionist attitudes, the costs of rail freight transport. 

 
·  Need for better transnational coordination of road pricing systems. The experience 

shows that uncoordinated measures of road pricing lead to cross-border traffic 
diversion with negative impacts on neighbouring countries. The introduction of road 
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pricing may also have negative impacts on the economy of the more peripheral regions 
of NWE. 

 
·  Need to improve the transport efficiency and sustainability of the corridors Ireland-

UK-continent. This issue is a complex one. It addresses problems of 
capacity/congestion on motorways and in ports, of interoperability of railway systems, 
of promotion of alternative ports (Ireland), of maritime operators etc. It requires the 
mobilisation at transnational level of a wide range of stakeholders. 

 
·  Need to reconsider the issues of the “motorways of the sea” and of coordinated ports’ 

expansion. The situation of maritime transport is rather contradictory. On the one 
hand, intercontinental container transport growth is driven by the globalisation process 
and leads to significant expansion programmes of ports on the northern range. This 
may lead to overcapacity problems, considering the fact that the progressive 
introduction of mega container ships (>7500 TEU) will reduce the number of calls 
(2or 3 at maximum on the range), thus eliminating a number of ports from 
intercontinental container traffic, at least on the East-West maritime routes. At the 
same time, Intra-European maritime traffic is not progressing (with the exception of 
container feeder services (which are part of intercontinental transport chains). The 
programme of “motorways of the sea” which was supposed to reduce inland traffic 
flows throughout the European continent has not been successful up to now. The issue 
is therefore to promote intra-European maritime transport in such a way that it takes 
advantage of the restructuring of intercontinental transport. Port development will 
remain an area of intense competition and weak cooperation. It could however be 
conceived in terms of better coherence and complementarity between intra-European 
and intercontinental flows. 

 
·  Issues related to the development of regional airports, mainly driven by low-cost 

companies. The emergence of low-cost companies in the context of air transport 
liberalisation has made possible the rapid development of a number of regional 
airports throughout NWE, largely in regions which had low air transport access. It has 
therefore contributed to significantly increase the accessibility of the regions 
concerned. It must however be considered that this type of transport is not necessarily 
sustainable. In regions where the related airports are not connected to public 
transportation networks, significant flows of motor-car traffic are generated (in a 
number of cases also of cross-border and transnational nature). Secondly, a number of 
air connections compete successfully against railway transport, including HST, a fact 
which makes the amortisation of heavy investments in modern railway infrastructure 
more difficult. Thirdly, the promotion of airports by the airlines may not always 
conform to the marketing desired by the airports themselves, especially where these 
could develop clear cross-border markets. Finally, if the perspective of steady increase 
of oil products is verified, both low-cost air traffic and the access of airports by private 
cars could be affected. In this respect, a number of investments being carried out in 
and around the airport concerned should be carefully considered. 

 
Issues related to public transport. In the context of sustainable transport policies and of 
the objective of increased accessibility, public transport is required to play a more 
important part in future.  In this respect, various issues are important in the 
transnational context of NWE. First, the progress of the HST network, which 
significantly increases the accessibility of cities directly serviced, is often 
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accompanied by the reduction of services on traditional railways, which negatively 
affects the accessibilities of a number of other towns, sometimes in border areas. 
Solutions have to be elaborated for counteracting this negative evolution, which may 
partly consist in increasing the regional accessibility of the HST stations. It is worth 
mentioning that this arises in part because the new cross-border services are often run 
by dedicated companies such as Thalys, Eurostar which are themselves in competition 
with the existing national rail companies. 
 

·  Secondly, outside the HST network, a number of deficits still exist in transnational and 
cross-border public transport connections. Obstacles are of various nature: 
infrastructure, interoperability and technical standards, national regulations, 
insufficient transnationality of operators, absence of transnational access to specific 
national tariff rebates etc. A third category of issues concerns public transport in rural 
areas. With the increasing share of aged people in these regions, demand for public 
transport will increase but will also require innovative solutions for reasons of 
profitability. Because of the increasing importance of this issue in all NWE countries 
and of the fact that a number of rural regions are transnational, this should also be 
considered as a key transnational issue. 

 
Intelligent Transport Systems 

 
The involvement of Intelligent Transport Systems should contribute to the solution of a 
number of important issues in NWE: 
 

·  Increasing transport security in various fields: 
 

- Maritime transport in the heavily trafficked maritime areas of NWE; 
- Road transport on the motorway networks; 
- Public transport at various scales 
- Air transport, the density of which is rapidly increasing. 

 
·  More efficient and inter-linked freight transport systems and logistic chains with a 

view to alleviate congestion and facilitate inter-modal solutions. 
 

·  Sustainable urban mobility in metropolitan areas and cities of NWE, with a view to 
improve traffic fluidity by a use of traffic management systems and to strengthen the 
efficiency and complementarity of various types of public transport systems. 

 
 

Advanced telecommunication infrastructure 
 
NWE is confronted with two major issues in the field of advanced telecommunication 
infrastructure which are the backbone of the information society: 
 

·  Better using of NWE’s position as a global and EU-wide growth centre for making a 
substantial contribution to implement the Lisbon Strategy. Concrete issues are those of 
further stimulating the deployment/take up of ICTs in order to promote larger volumes 
of knowledge-based activities. 
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·  Overcoming the already existing digital divide in mature ICT technologies and 
leading-edge technologies and preventing an emerging digital divide in the field of 
new high-speed connectivity. The objective should be to enable the development of 
knowledge-based activities also in the less-favoured parts of the cooperation area, a 
number of them having also a transnational character. 

 
6. Degree of coverage of the key transnational issues by existing planning documents and 
strategies developed by key players 
 
The degree of coverage of the above-mentioned key transnational issues by existing planning 
documents varies widely among issues and also among countries. A number of general 
statements can however be formulated which do not exclude the existence of exceptions: 
 
In the field of transportation, the existence of transnational interdependence and interactions is 
widely perceived and reflected in the planning documents with three specific focuses which 
do not exclude each others: dependence upon transnational links to overcome peripherality 
(mainly Ireland and parts of UK), transnational traffic as an essential element of economic 
strategies (mainly the Netherlands and Belgium), transit traffic as a possible constraint 
(mainly Germany, Switzerland, France). Transnational priorities in the planning documents 
are generally more explicitly related to transport infrastructure (missing links etc.) than to 
transport services and to the concrete functioning of transport systems. The strategies of 
operators and the transnational problems which may result are seldom mentioned. 
 
A number of relatively recent transport issues, such as the potential impacts of increasing 
energy prices, the need for transnational coordination in road pricing policies, the potential 
side-effects of strongly developing regional airports etc. are not yet really integrated in the 
national and regional transport strategies. 
 
Complex issues such as those of coherent port development and the need to strengthen intra-
European maritime transport are generally not accurately analysed and often strongly reflect 
national interests. The need for a better transnational coherence of port development strategy 
is not mentioned at all and this reflects the climate of strong competition which prevails 
between ports, including inside individual countries. 
 
Issues in relation with Intelligent Transport Systems are frequently mentioned in the national 
and regional transport strategies because they are of great significance in the countries 
themselves (prevention of accidents, better traffic management etc.). The transnational 
dimension of such strategies and solutions is however much less frequent. 
 
Due to the fact that the telecommunication sector has been largely privatised, there are not 
explicit and binding national and regional plans in the field of advanced telecommunication 
infrastructure, although some documents exist with similar titles, but with only orientation 
character. At national level, regulatory authorities have been set up to provide a framework 
for the activities of private operators and governments have encouraged groups of users such 
as the Broadband Stakeholder Group in the UK. Issues related to telecommunications and to 
the information society are however widely present in the public debate of each country, 
being considered as strategic factors for economic and social development. In some cases 
(France in particular), specific public measures to counteract the territorial digital divide have 
been taken. Transnational issues in this field are hardly mentioned. 
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7. Existing barriers to cooperation 
 
In the context of the programmes Interreg IIC and IIB, transnational cooperation in NWE in 
the field of transport, accessibility and telecommunication infrastructures remained more 
limited than expected. There are a number of reasons to this. A particularly important factor is 
the fact that the most relevant stakeholders in the field of transportation are those of national 
significance (national administrations, national transport companies and operators etc.). Due 
to the fact that precisely this category of stakeholders was weakly involved in the activities of 
the programme (insufficient strategic dimension of cooperation), this was the most important 
barrier to cooperation. In addition to this, transnational competition, for instance between 
national railway companies, also play an important part in limiting cooperation. The private 
sector ensures an increasing part of transport services (air, maritime, waterway, road and rail 
freight transport) as well as the main part of telecommunication infrastructures and services. 
Private stakeholders obey to their own logic. Transnational cooperation under public 
programmes is of interest to them only if it adds to their profits. So far, the Interreg IIC and 
IIIB programmes have not brought the demonstration that transnational cooperation is likely 
to be profitable to the private sector. On the contrary, the provisions regulating the 
programmes are rather counteracting profit making. 
 
8. Addressing key transnational issues in the context of cooperation activities 
 
The analysis of cooperation projects under Interreg IIC and IIIB in NWE reveals a quite 
contrasted picture as far as key transnational issues are properly addressed. 
 
There is no doubt about the fact that the opportunities provided by the cooperation 
programmes have created added value in addressing transnational issues. This has happened 
in two ways: first, in providing a transnational approach to issues which were already tackled 
in the respective national contexts and, second, in using the transnational dimension to 
address issues of transnational and also national character which were so far rather absent 
from the public debate and policies. Examples in the first category are rather numerous (issues 
related to HST, to rail freight, to green mobility, to better traffic management etc.). 
Cooperation activities belonging to the second category are less frequent (integrated design 
and planning of corridors, promotion of freight transport on rail ferries, integrated 
management of congested airport regions). 
 
There are however a number of key transnational issues which have not yet been properly 
tackled by cooperation activities, either because these are complex and possibly conflicting 
ones (for instance coherent port development), because issues are of recent nature 
(transnational coordination of road pricing, impacts of increasing energy prices, side-effects 
of regional airports driven by low-cost companies) or because the appropriate stakeholders are 
not sufficiently involved in the cooperation process (railway companies, shipping and inland 
shipping companies, telecommunication operators, various sectoral administrations etc.). 
 
In addition, it is important to mention that a number of key transnational issues should in first 
instance be debated upon by the respective national and regional authorities in the context of 
regular and well-established “concertation” structures (a kind of activity which has not yet 
taken place at the scale of the NWE cooperation area), before they become the object of 
concrete cooperation projects. Starting immediately with cooperation projects under Interreg, 
as the unique possibility of transnational exchanges, eliminates de facto the most complex and 
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often strategic issues from the cooperation process. A better balance between bottom-up and 
top-down cooperation should be looked for. 
 
The strengthening of top-down strategic cooperation would also make possible to better tackle 
the thematic overlaps of different Interreg priorities as well as programmes. More strategic 
analyses and decisions are necessary to this end. 
 
9. Possible strategic objectives to be included into a future NWE territorial programme 
with particular consideration of the Lisbon/Göteborg agendas 
 
The Lisbon/Göteborg agendas are widely conceived, but do not include explicit territorial 
dimensions. This does not mean, however, that territorial strategies cannot positively 
contribute to their implementation. On the contrary, the mobilisation of regional and local 
potentials through transnational cooperation can highly contribute to increasing 
competitiveness and promoting more sustainable forms of development. 
 
In the field of parity of access to infrastructure and knowledge, possible strategic objectives to 
be included into a future NWE territorial programme should be related to: 
 

·  the need to take seriously into account the changing context of NWE (demography, 
energy, increasing European integration and globalisation, climate change) in order to 
define more appropriate cooperation priorities and to provide a better knowledge 
framework for territorial development strategies in general; 

 
·  the need to set up, in addition to the Monitoring Committee, responsible for the 

administrative and financial management of the programme, a high-level strategic 
committee responsible for defining and validating strategic cooperation issues of 
territorial development. This committee should also ensure that results and 
recommendations of cooperation projects are appropriately considered by public 
policies of various levels for implementation. It should involve (regularly or 
occasionally) high-level representatives of relevant sectoral administrations. 

 
·  on a more concrete level, the new cooperation priorities should address the issues of 

regional airports driven by low-cost companies, of transport security, of transnational 
aspects of rail freight and public transport, of inland waterway transport, of coherent 
ports’ development, of territorial digital divide, of transnational cooperation in road 
pricing policies. 

 
10. Potentialities of cooperation projects related to transnational key issues1 
 
The various workshops have led to the emergence of a rather large number of potential 
cooperation activities. These can however, at this stage, only be considered as project ideas 
and not as formalised cooperation projects. Only the most strategic ones are listed hereafter. 
More details are available in the main report. 
 
 
 
 

                                                
1 More elaborated potentialities of cooperation projects are presented in Annex 3 
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Transport 
 

·  Elaboration of a joint knowledge base on the development programmes of the 
respective ports in order to provide more transparency and rationality in investment 
decisions; 

 
·  Measures generally stimulating more integrated and efficient freight transport on 

transnational corridors (e.g. development of specific freight services for the 
transportation of fruits and vegetables from the Mediterranean regions to large cities 
of new or increased networking of cargo handling centres) and strengthening of rail 
freight shuttle services on East-West corridors (in particular through France, but also 
in the hinterland of the ARA ports); 

 
·  Measures contributing at increasing the interoperability of railway systems, both for 

freight and passengers; 
 

·  Establishment of coherent and needs-adapted service infrastructures for inland 
waterway transport along the main inland navigation routes. 

 
·  Elaboration of pilot-projects aiming at re-balancing accessibility conditions in areas 

where the introduction of HST leads to the reduction of services on traditional 
railways, in particular in transnational/cross-border areas; 

 
·  Development of joint norms for light rail systems (tram-trains) in order to prevent 

problems of interoperability at national borders; 
 

·  Innovation in public transportation services in low-density rural areas, possibly 
combined with ITS technologies; 

 
·  Cooperation on side-effects generated by the development of regional airports driven 

by low-cost companies, and a more coherent approach to the development of the 
network of such airports; 

 
·  Joint prospective investigation of the potential impacts of increasing energy price on 

transportation systems; 
 

·  Comparison and networking of existing regional observatories of passenger and 
freight transport as well as of logistic activities; 

 
·  Joint analysis of criteria related to regional infrastructural endowment considered by 

private companies in their decisions on location; 
 

·  Joint investigation of the transnational side-effects of national measures related to road 
pricing and elaboration of measures to increase transnational coherence and efficiency 
of road pricing. 

 
Intelligent Transport Systems  
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·  Comparison of existing good practices/experiences in ITS applications and support to 
the emergence of specific tools for measuring the overall performance and impact of 
existing ITS equipments; 

 
·  Development of joint activities promoting a wider application of ITS and the 

introduction of ITS applications in the urban context of NWE; 
 

·  Development of activities promoting a wider application of ITS and the introduction 
of new ITS applications in the context of TEN corridors (rail and road), including the 
reduction/elimination of bottlenecks for international freight transport; 

 
·  Development of transnational applications aiming at improving security in freight 

transport within NWE: transnational monitoring of the transport of dangerous goods, 
control and monitoring of the actual compliance with existing security regulations for 
lorries, increased security in the maritime areas of NWE. 

 
Advanced telecommunication infrastructures 
  
·  Transnational monitoring of the potential risks of growing territorial digital divide in 

the field of broadband networks and similar high-capacity telecommunication 
infrastructure; development of improved systems for regional data collection and 
benchmarking in relation to ICT and Information Society; 

 
·  Comparison of experiences and models on innovative public funding measures at 

national, regional and local level that stimulate an extension of broadband 
infrastructure in areas characterised by market failure; 

 
·  Joint investigation of possible solutions for the transnational Ardennes-Eifel-Hunsrück 

area, covering parts of Belgium, France, Luxemburg and Germany, threatened by 
digital divide in relation to broadband; 

 
·  Activities related to the contribution of broadband networks for improving and 

networking centres of excellence, growth poles and technology clusters in a 
transnational context. 

 
11. Territorial, social, economic and environmental impacts of potential projects 
 
In the context of the new programming period, it should be ensured that transnational 
cooperation projects benefit primarily to territorial cohesion. Cooperation projects should also 
be beneficial to economic and social cohesion as well as to the protection and improvement of 
the environment. 
 
In the transport sector, numerous projects are in favour of railways, both for freight and 
passenger transport. The increase of the share of railway transport in NWE is likely to 
contribute simultaneously to various objectives. At first, it should contribute to reducing 
traffic congestion and therefore at increasing traffic efficiency and environmental 
sustainability. It should also make the transport systems of NWE less dependent upon oil 
energy sources, the price of which is likely to significantly increase. The availability of an 
efficient transnational railway network in NWE, which has overcome existing constraints of 
interoperability, of incompatible national regulations, of non-cooperation between operators 
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from different countries etc. would ensure a high level of accessibility throughout NWE and 
also strengthen its territorial cohesion. However, even a significant increase in the use of rail 
will not change the overall modal split of traffic by more than a small amount and measures 
will still be needed to deal directly with congestion on other modes, especially road.  
 
Cooperation aiming at promoting maritime and inland waterway transport would highly 
contribute to improving the environment, because they are the most sustainable transport 
modes. Economic efficiency would also be significant, because, under present conditions, the 
cost of a ton x km is lowest, in particular in the maritime transport. 
 
Other projects would have at the same time positive environmental and social impacts. These 
concern mainly the promotion of public transport in particularly densely populated areas of 
NWE as well as in low-density rural areas with high shares of aged population. 
 
Increasing the security in transportation and reducing the number of accidents, especially 
through a strengthened involvement of ITS technologies, would generate primarily social 
benefits, but also economic and environmental ones. 
 
Reducing the risk of digital divide in relation to broadband networks is of crucial importance 
for ensuring territorial cohesion. It is however not neutral in terms of economic and social 
benefits. Rapid access to Internet is essential for the location of enterprises. It is also of  
significant importance for preventing social and cultural marginalisation of population groups. 
 
At the present stage, it is however difficult to elaborate further in detail the possible territorial, 
social, economic and environmental impacts of potential projects, because of their limited 
level of maturity. This exercise would be more fruitful at a later stage, when project ideas 
have reached a more operational stage. 
 
12. Baseline information, indicators and targets for monitoring the achievements of a 
future NWE territorial programme 
 
As for the impacts of potential projects, instruments to be used for the monitoring of the 
achievements of the future transnational cooperation programme for NWE can only be 
outlined at the present stage. 
 
Ex-ante assessment of the programme 
 
The ex-ante assessment of the programme should be carried out on the background of an in-
depth analysis of processes and changes going on and expected in the NWE area and in its 
relationships with other European and world regions. In order to avoid the usual shortcomings 
of ex-ante evaluations, which often anticipate in a mechanist way (SWOT) the possible 
impacts of envisaged policy measures on a rather static territorial context, it seems quite 
important, in the context of increased resources allocated to transnational cooperation and of 
the need for more strategic approaches, to investigate the possible impact of cooperation 
measures on the background of present and expected changes and dynamics related to the 
cooperation area. In terms of transnational knowledge-bases necessary to carry out this 
exercise, the situation has significantly changed since the elaboration of the Interreg IIIB 
Programme, because most results of the ESPON I programme will be available at the time of 
starting the ex-ante assessment of the future cooperation programme. A prerequisite for a 
substantial ex-ante evaluation is that sufficient resources be allocated to it. 
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Monitoring instruments 
 

Objectives and targets 
 

a) Strategic cooperation 
 
Under the next programme, cooperation should be conceived in a wider sense and should not 
be limited only to conventional cooperation projects. Strategic cooperation should play a more 
important part and specific objectives, targets (and even indicators) should be elaborated for 
this type of cooperation. In this respect, important dimensions could be: 
 

·  The involvement of high-level national and regional authorities (spatial development 
policies, relevant sectoral policies) on a well-established basis for the whole duration 
of the programme; 

 
·  The identification and political validation of transnational issues and related 

cooperation activities with strategic character; 
 

·  The political accompaniment of these cooperation activities with the aim to smooth 
potential difficulties and to optimise the benefits; 

 
·  The identification of structural changes in a number of policies and planning strategies 

related to the outcome of cooperation activities; 
 

·  Stronger measures related to the operational implementation of proposals and 
recommendations stemming from the cooperation activities. 

 
b) Conventional cooperation projects 

 
·  As far as targets are concerned, the orientation should be less towards quantitative 

elements (for instance: number of activities which have tackled following priority..) 
and more towards in-depth qualitative changes in practices and attitudes (for instance: 
substantial changes in the involvement, behaviour and attitude of operators and 
stakeholders which contribute to eliminate obstacles and to facilitate the achievement 
of the objectives pursued). This should however be proven by tangible elements. 

 
·  Greater attention should also be paid to the involvement of strategic stakeholders 

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

 
·  More specifically, as far as transport issues are concerned, targets should be related to 

the development of new services in sustainable transport modes (railway, waterway, 
maritime transport), to the solution/elimination of well-identified technical or 
procedural obstacles (interoperability, regulations), to the elaboration of specific 
knowledge bases (freight availability on specific corridors, networking of transport 
observatories), to the achievement of transnationally harmonised solutions (road 
pricing). 
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·  In the field of ITS, targets should be related to the types, quality and amount of 

applications developed or expanded which have a significant transnational impact, 
either directly for “transnational” transport users or indirectly through transnational 
transfer of know-how and information. 

 
·  As far as advanced telecommunication networks are concerned, targets should be 

focussed on tangible criteria related to the reduction/prevention of digital divide (for 
instance progress of accessibility to broadband networks in specific areas) or to the 
networking of specific clusters/centres of excellence having transnational character. 

 
Indicators 
 

Programme monitoring involves various types of indicators: generally output, results and 
impact indicators. The elaboration of output indicators is only possible when the very nature 
and characteristics of each measure/project are known, while impact measurement on the 
territory generally requires a certain time after the completion of projects. Results indicators 
are in-between and have a more strategic significance. We shall therefore develop some 
considerations about this type of indicators, insisting on the added value generated by 
transnational cooperation. 

 
In the transport sector, the measurement of results may relate to: 
 

·  The adaptation and change of planning strategies and policy measures, so that they 
better correspond to the jointly defined objectives and also to the new jointly identified 
challenges. This may concern the inclusion of a transnational dimension into national 
and regional programmes and strategies, when these are being revised or newly 
elaborated, the formalisation of bi- or multilateral decisions related to the development 
of transnational infrastructure as well as  the elaboration of transnational surveys and 
forecasts before programmes and strategies are adopted etc.; 

 
·  The development of more integrated approaches in the planning and conception of 

transport systems with transnational significance, including better balance between 
transport, environment and settlements, in particular on the TEN corridors; 

 
·  The number, quality and relative significance of new services generated in terms of 

transnational connections ensured by sustainable transport modes. This may relate to 
rail, maritime and waterway as well as to inter-modal services. Transnational services 
developed on a provisional and experimental basis before their profitability is ensured, 
should also be taken into account. 

 
·  The stronger involvement in cooperation activities of strategic stakeholders from the 

private and public sectors. This should refer mainly to national and regional authorities 
in the field of transport, to railway companies and other private and public operators 
(maritime sector, port authorities, large logistic companies etc.); 

 
·  Progress in the rationality and coherence of developments in sectors with intense 

competition (for instance ports’ expansion, railway companies etc.). Particularly 
important aspects are the rationalisation of investments, the creation of win-win 
situations, the prevention against unprofitable strategies; 
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 In the field of Intelligent Transport Systems, results may be measured against: 
 

·  The number and quality of applications developed and implemented and the level of 
their transnational significance. An important aspect is the transnational extension of 
applications which have been developed and applied in only one country, as far as this 
may improve the traffic situation in transnational areas and along transnational 
corridors; 

 
·  The increase of safety in transport in the areas where such applications are 

implemented. This can be measured by the reduction in the number of accidents and 
casualties; 

 
·  Increased traffic fluidity and transport efficiency, which result of a reduction of 

congestion through better traffic management in areas supplied with new ITS systems. 
Various types of measurement can be carried out, such as the evolution of average 
speed on specific sections at traffic peak hours, the evolution of traffic flows 
(vehicles/hour) at specific points of the network etc.; 

 
·  The progress of the share of sustainable transport modes which may result from the 

use of ITS technologies (intermodal chains, public transport). 
 
As far as advanced telecommunication infrastructures are concerned, the measurement of 
results could be based on: 
 

·  The reduction of the size of areas not serviced by broadband networks and similar 
high-capacity infrastructure; 

 
·  The development of innovative solutions, in terms of financing and operators, to 

realise high-speed telecommunication infrastructure in areas with market failure, in 
particular in those of transnational character; 

 
·  Progress in the networking of clusters/growth poles/centres of excellence through 

advanced telecommunication infrastructure in areas with transnational character. 
 
13. Interactions with the two other strands of the Spatial Vision 
 
Transport systems and telecommunication infrastructure are not independent from issues 
related to the evolution of settlements, to the quality of the environment and to the 
enhancement of heritage. On the contrary, interactions are numerous. 
 
The development of polycentricity, for example, is highly dependent upon the presence of 
significant transport hubs. International accessibility is strategic for the competitiveness of the 
economy and the attractiveness of areas. The efficiency of transport hubs is more and more 
dependent upon the profitability of transport services. The development of efficient transport 
hubs in more peripheral areas (where the objective of polycentricity has to be applied) 
requires an integrated approach of all transport systems with the objective of making frequent 
high-quality and long-distance transport services printable. On the other hand a more 
polycentric development with specialised hubs can lead to an increasing demand for transport 
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which will need careful monitoring. There should therefore be a close interaction between 
cooperation activities promoting polycentricity and those developed in the transport sector. 
 
Similar interactions exist between the development of cities and the implementation of HST 
networks. Accessibility conditions change drastically with some cities gaining a high level of 
accessibility and others being affected by declining accessibility. The objective of maintaining 
a balanced settlement structure requires compensation measures in the transport sector. 
 
Transport systems also have strong impacts on the environment. Present evolutions in the 
transport sector in NWE, with strongest increases of flows in the air and road sectors, are 
particularly harmful for the environment. While most cooperation activities in the transport 
sector advocated and proposed in the report are in favour of more sustainable transport modes 
and systems, the consideration of environment criteria is essential to stimulate this type of 
cooperation, because there are powerful forces acting in the opposite direction. The use of ITS 
may also have significant impacts on the improvement of the environment. 
 
Broadband telecommunication infrastructures and similar facilities have an important impact 
on maintaining balanced settlement systems, in particular in areas with lower population 
density. 
 
It is therefore important to increase interactions between the various strands of the next 
programme for NWE. This may be facilitated by the adoption of a more strategic approach at 
programme level itself, which is likely to provide o broader overview of functional 
interdependences.  
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1. Changes in the context of new and evolution of transport issues and priorities 
 
1. 1. A changing context for NWE 
 
Numerous factors in the spatial situation and context of NWE have long-lasting character. 
These are for instance the strongest concentration of population, of advanced economic 
activities, of transport infrastructure and facilities within the EU, the strong contrast between 
its central part (largest European metropolitan areas, high level of accessibility generated by a 
dense network of transport infrastructure and facilities, strong transnational interactions) and 
the more peripheral areas (more rural character, urban structure relying more on medium-
sized and small towns, less developed transport infrastructure, weaker transnational 
interactions).  
 
A number of factors in the situation and context of NWE are however changing and may have 
in future significant impacts in the field of mobility, transportation, education, demand for 
ICT services etc. These are in particular: 
 
- the new dimensions of globalisation. With the emergence of several large economies at 
world scale (China, India, Brazil etc.), capable of strong industrial and technological 
development, globalisation will take new dimensions. The challenge of external competition 
will be stronger for the whole of Europe. Specific challenges will however result from this for 
NWE. Pressure on NWE for strengthening global European competitiveness will be more 
intense. This may result in the need for pooling more resources together in terms of 
innovation capacity, R&D, high level education etc. and for strengthening transnational 
cooperation in these fields. On the other hand, less competitive regions in NWE may suffer 
more than in the past from this increasing economic interdependence likely to generate greater 
regional disparities. This also calls for stronger and more efficient networking within NWE in 
order to avoid increasing imbalances and the risk of marginalisation of a number or more 
peripheral and less productive areas. 
 
- the move towards the knowledge-based economy. In relation with the above-mentioned 
evolution, NWE’s economy will move further towards a more immaterial one at the expense 
of more traditional productive activities, in particular in the industrial sector. So far, the 
success of the Lisbon Strategy, which aims at pushing Europe to the forefront of the 
knowledge economy at world scale, has remained quite modest. While EU and national 
policies will certainly provide more substantial support to the Lisbon Strategy in the years to 
come, it has also been recognised by the Ministers responsible for territorial development 
policies at their conference in Rotterdam (November 2004) that the success of the Lisbon 
Strategy depends upon the consideration of the individual endogenous potentialities of 
regions. These have so far been insufficiently taken into account as far as innovation 
possibilities are concerned. The move towards a more immaterial knowledge-based economy 
is particularly challenging for NWE which has leading innovative functions in the European 
context. These should be further developed and expanded towards the less central parts of 
NWE. A counterpart of this structural evolution should be some decrease in the exchanges of 
industrial products, in particular bulk commodities. The transport networks of NWE will not, 
however, be significantly de-congested through this evolution, because of significant transit 
functions and the presence of main ports in NWE. The recent EU enlargement and the 
forthcoming ones will also have impacts on transport flows in NWE through the 
intensification of traffic on East-West corridors. The sustainable character of transportation 
will continue to be an important challenge in the years to come. 
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- the ageing process of NWE’s population. The demographic structure of NWE has entered 
into an ageing process which will reinforce itself in the coming decades. Population of 
working age is likely to begin falling earlier than the total while a large and continuous 
increase in the proportion of the population aged 65 and over will occur. This change creates 
challenges for territorial development related, for instance, to the emergence of specific needs 
and locational choices of retired people. Entire regions, mostly with rural character, are 
specialising in the settling of retired people. The mobility of retired people, which is far from 
being low, has specific patterns which are different from the mobility of people in working 
age. This is also true for the nature of ICT services. Metropolitan areas and highly urbanised 
regions, on the other hand, are likely to experience higher population growth due to the 
impact of immigration and to higher shares of young families. Sustainable mobility in and 
between urban areas will remain an important issue. The trend towards smaller households 
also affects transport demand. 
 
- the increase in energy price. The probability of high energy price in future, in particular 
due to the growing imbalance between supply and demand of oil and oil products at world 
scale (increasing demand from emerging economies; possible oil depletion) must be 
considered as a potentially significant issue. This may have important consequences in the 
field of passenger and freight transportation, a sector which is very sensitive to price 
variations.  Particular impacts could be felt in the aviation sector which has shown the 
strongest rate of growth. This will call for the development and promotion of less oil-
dependent transport modes and systems. Stronger transnational cooperation in this field will 
be required. 
 
1.2. Changes in the context and shortcomings of transportation policies in NWE  
 
Transport infrastructure and functions in NWE have a comparatively strong position in the 
global European context. The density of motorways is the highest in Europe, in particular in 
the central part of NWE. Rail passenger transport has a significant importance (with the 
exception of Ireland). The HST-Network is substantially expanding, as is the development of 
dedicated rail freight lines. There is an impressive concentration in the area of major seaports 
(12 of the 20 largest EU seaports), of important inland ports as well as of transport nodes and 
hubs. NWE has a strong position in logistics. Cities are well connected by short-distance links 
and the HST-Network significantly improves the interconnection of the numerous 
metropolitan areas. The counterparts are growing congestion, not only on the road and 
motorway networks, but also – in particular on the hinterland corridors of main ports – on the 
railway and waterway networks and in the major seaports and airports. Major transport 
corridors generate significant pressure on open spaces, as well as pollution and noise. 
Consumption of space through infrastructure development is high.  
 
ESPON 2.1.1 has identified that there are significant gaps between the strategic outline of the 
CTP at EU level and its implementation at the national, regional and local levels. Hence, 
although there is a designation of the transport TENs and, through the 2001 White Paper on 
Transport, a framework for determining appropriate pricing and redressing the imbalance 
between modes in order to produce a sustainable transport system, transport policy at other 
levels is largely governed by local or national priorities. To some extent the lack of a 
commensurate financial capacity in the EU policies reduces its significance. EU policy is 
more important where national spillovers are significant, for example in the case of 
Switzerland, or where there are important cross-border issues. However, the inconsistency in 
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the adoption of various railway directives, the different approaches taken towards to policies 
on road charging and the general failure of EU policy to provide a coherent framework within 
which unambiguous local policies can be set all lead to problems of coherence between 
member states.   
 
This affects the development of transit traffic in particular. Thus, for example, decisions taken 
on the road network in the UK have an impact on Irish transit traffic, but this traffic has no 
voice in the decisions. French railways have a direct impact on the ability of UK shippers to 
use rail for international traffic through the Channel Tunnel, but there is little or no pressure 
which can be brought to bear through the market to secure improvements to service levels. 
 
The enforcement of the Kyoto Agreement on February 15th 2005 is likely to have substantial 
impacts in the transport sector, both directly (reduction of emissions through traffic in terms 
of less polluting engines, modal shift, pricing policy etc.) and indirectly (changes in the 
location patterns of enterprises to reduce the volume of transport that they generate). 
 
1.3. Evolution in transport issues and priorities 
 
Although the elaboration of the CIP Interreg IIIB NWE took place only a few years ago, a 
number of issues and priorities in the transport sector have emerged or have been accentuated 
or modified. These reflect changes in the global context and in the perception of functions and 
problems related to transportation.  
 
While a few years ago the general priority was put on environmental sustainability and the 
role of transportation for economic development was mentioned specially in relation with the 
development problems of the more peripheral regions of NWE, 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 significance as environmental sustainability. 
This reflects the fact that globalisation of the economy is a general challenge for all countries 
and regions in Europe. 
 
A second issue is to be found in the field of impacts of liberalisation of air and rail freight 
transport . Liberalisation of air transport has led to the rapid and strong development of low 
cost companies. A positive aspect is the improvement of accessibility of a number of 
peripheral and less developed regions endowed with regional airports. A more problematic 
aspect is the increasing competition of airlines with railways (in particular HST) on high 
traffic density corridors and the related environmental problems. The progressive 
liberalisation of rail freight transport brings with it a number of potentialities for modal shift 
in favour of rail transport which are not yet fully exploited. 
 
An emerging issue is that of optimisation of the use of existing networks and of 
maintenance of these networks. On the one hand, the capacity of existing networks is not 
fully and rationally exploited. Various measures, such as pricing policies or better traffic 
management could lead to higher traffic efficiency without significant investments. On the 
other hand, maintenance of existing networks had often been neglected in the past years and 
even decades, while financial efforts were mainly concentrated on the development of new 
infrastructures (motorways, HST-lines etc.). The maintenance of existing networks is now 
becoming a priority in practically all countries of NWE and will absorb in the coming decade 
a substantial amount of financial resources which will not be available – in the present context 
of scarce public resources – for the realisation of new investments. This means that new 
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investments will increasingly have to be financed through alternative procedures such as 
public-private partnerships. 
 
Another emerging issue is that of safety and security in transportation. This is an issue with 
numerous aspects, which comprises security against criminality in public transportation as 
well as safety against all kinds of accidents and casualties. The intensity of maritime traffic in 
the Channel area (500 to 600 ships per day including 150 ferries) and in particular the 
crossing of two major traffic axes (Atlantic-North Sea and UK-continent) represents an 
increasing source of potential accidents with possibly significant damages to the environment 
and to human security. A new dimension of this issue is the emergence of fast ships (speed 
above 30 knots) in maritime traffic. Another important problem in this context is the 
transportation of hazardous goods, the control of which has to be strengthened. Increasing 
security and safety in tunnels has also become an important topic after a number of tragic 
casualties took place in recent years. 
 
The development of ICTs has already found a large number of applications in the field of 
transportation. There is still a large potential for wider and more diversified applications in the 
field of route and travel information, of improvements in the management of traffic and 
incidents, in the increase of traffic safety etc. 
 
The Lisbon European Council of March 2000 has set out an ambitious strategic goal2 for 
the next decade and a related policy agenda, which - among other aspects - allocates an 
important role to transport policy and the information society in the realization of this 
strategic objective.   

 
Issues related to transport policy were addressed in various chapters of the presidency 
conclusions (i.e. economic reforms for a complete and fully operational internal market; a 
strategy for sustainable development).  In order to achieve the complete and fully operational 
internal market, the presidency conclusions asked for speeding up transport liberalisation 
(railways, ports and Trans-European networks) and stressed that the necessary efforts are 
made for achieving a fully operational internal market regarding airspace management. 
 
In the context of the Lisbon Agenda, the development of a more efficient transport system in 
the EU is one of the key areas of development. Better transport at international level can 
secure greater competitiveness through lower barriers to trade and more integrated markets. 
Similarly the reduction of barriers between and within regions can improve the efficiency of 
labour markets. The NWE space contains many of the most developed and industrially 
advanced regions in Europe. These have a vital need of efficiency improvements in both 
factor and product markets. The improvements require both access to inputs and competition 
between regions which is not hampered by artificial barriers. Inconsistencies in network 
development, investment appraisal policies or pricing strategies constitute such barriers. 
These lead to problems of interoperability arising from both technical factors (rail gauge 
                                                
2 Strategic goal formulated by the Lisbon presidency conclusions (para 5): “The Union has today set itself a new strategic 
goal for the next decade: to become the most competitive and dynamic knowledge based economy in the world capable of 
sustainable economic growth with more and better jobs and greater social cohesion.  Achieving this goal requires an overall 
strategy aimed at: 

·  preparing the transition to knowledge based economy and society by better policies for the information society and 
R&D, as well as by stepping up the process of structural reform for competitiveness and innovation and by 
completing the internal market; 

·  modernising the European social model, investing in people and combating social exclusion; 
·  sustaining the healthy economic outlook and favourable growth prospects by applying an appropriate macro-

economic policy mix.” 
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differences, differences in signalling and safety systems, maximum truck weights etc.) and 
pricing and fiscal factors (implementation of road pricing, vehicle taxation especially for 
heavy goods vehicles, fuel taxes and especially the relative prices of petrol and diesel, subsidy 
induced variations in public transport prices etc.).  Just as transport is a vital component of the 
Lisbon Agenda so it can be argued that implementation of the measures envisaged in the 
Lisbon Agenda are relevant to the improved efficiency of the transport sector for which 
labour costs account for a significant share of total costs.  This implies that there is scope for 
considerable reform, both in the efficiency of transport markets and the ways in which the 
transport sector and transport policy are governed. 
 
At the Göteborg European Council meeting in June 2001, transport policy issues were 
further elaborated and also included in the proposals for a "strategy for sustainable 
development". The presidency conclusions stressed that a (...) "sustainable transport policy 
should tackle rising volumes of traffic and levels of congestion, noise and pollution and 
encourage the use of environment friendly modes of transport as well as the full 
internalisation of social and environmental costs.  Action is needed to bring about a 
significant decoupling of transport growth and GDP growth, in particular by a shift from road 
to rail, water and public passenger transport.  To achieve this, the European Council: 
 

·  invited the European Parliament and the Council to adopt by 2003 revised guidelines 
for trans-European transport networks on the basis of a forthcoming Commission 
proposal, with a view to giving priority, were appropriate, to infrastructure investment 
for public transport and for railways, inland waterways, shortly shipping, intermodal 
operations and effective interconnection; 

·  noted that the Commission would propose a framework to ensure that by 2004 the 
price of using different modes of transport better reflects cost to society." 

 
The re-launching of the Lisbon Strategy at the Spring Summit of March 2005 insisted again 
on the importance of transport and telecommunication infrastructure for promoting global 
European competitiveness. The Presidency conclusions indicated: 
 
“The single market must in addition be based on a physical internal market free of 
interoperability and logistical constraints. Deployment of high-speed networks in poorly 
served regions is a prerequisite for the development of a knowledge-based economy. In 
general, infrastructure investment will boost growth and bring greater economic, social and 
environmental convergence. Under the growth initiative and quick-start programmes, the 
European Council emphasises the importance of carrying out the priority projects in the field 
of transport and energy networks and calls on the Union and the Member States to keep up 
their investment efforts and to encourage public-private partnerships”. 
 
and: 
 
“In order to promote growth and employment and to strengthen competitiveness, the internal 
market of services has to be fully operational while preserving the European social model. 
….The European Council notes that effective services of general economic interest have an 
important role to play in a competitive and dynamic economy”. 
 
In the context of the preparation of the Summit, the Commission observed3: 
                                                
3 Commission Staff Working Document in support of the report from the Commission to the Spring European Council on the 
Lisbon Strategy of economic, social and environmental renewal. SEC(2005)160 
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“ Concerning market opening in the rail sector, the first railway package has not yet been 
transposed by all Member States. Infringement procedures have been opened against eight 
Member States (Germany, Greece, Sweden, the United Kingdom, Ireland, Luxembourg, 
Belgium and the Netherlands). The second and third railway packages were respectively 
adopted and proposed in 2004. The recent Rail Liberalisation Index 2004 concluded that the 
degree of market opening is most advanced in the United Kingdom, Sweden and Germany, 
whereas it is least advanced in Estonia, Lithuania, Ireland, Luxembourg, Greece and Spain.  

 

In 2004, an amendment was adopted to the Decision on Community guidelines for the 
development of the trans-European transport networks (TEN-T), including a list of 30 major 
transport axes and projects covering the territory of the enlarged EU25 as well as Bulgaria and 
Romania.  

In 2003, the Council endorsed the Growth Initiative to kick-start investment in network 
infrastructures and knowledge, research and innovation. It includes a Quick-start programme 
(QSP) of 56 projects. A number of sections of the TEN-T priority axes have been included. A 
specific European Union guarantee instrument for certain post-construction risks in trans-
European transport network projects has been developed in co-operation with the European 
Investment Bank. In parallel, the revision of the TEN Financial Regulation was adopted.” 
 
The Lisbon Action Plan prepared by the Commission4 insists on: 
 
- the completion of TENs, including Quick Start Programmes: completing the TENs 
(including the motorways of the sea) provides a sustainable infrastructure taking into account 
the economic and social attractiveness of locations, as well as improving social and 
geographical cohesion and protection of the environment, which is a competitiveness factor in 
many enterprise decisions. 
 
- the achievement of cross-border interconnections. The EU’s involvement is concentrated on 
cross-border projects as these are the projects where there is less enthusiasm from the 
Member States (resulting in greater funding problems) but which can contribute the most to 
creating a real internal market. 
 
- priority projects for high-speed and mobile communications networks, R&D and innovation. 
The e-Europe Action Plan is part of the Lisbon Strategy to build a knowledge-based economy 
in Europe. By end 2005, Europe should have modern online public services (e-government, e-
learning, e-health) and a dynamic e-business environment, based on a widespread availability 
of broadband access at competitive prices and a secure information infrastructure. 
 
- intelligent Transport systems, Logistics and intermodality. Estimates for the increase in road 
safety suggest that a combination of ITS measures can contribute to the target to halve the 
number of fatalities by 2010. Reduced congestion would provide additional capacity from 
existing infrastructure and would reduce bottlenecks with resulting environmental benefits. 
 
A more detailed analysis of national and regional transport policies in NWE is made in Annex 
2. 

                                                
4 Lisbon Action Plan incorporating EU Lisbon Programme and Recommendations for actions to Member States for inclusion 
in their national Lisbon Programmes. SEC(2005)192 
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2. The development of / access to the NWE transport system and “operational 
perspectives” for future transnational co-operation  
 
2.1. The NWE transport system and its future development perspectives  
 
2.1.1. Current situation of the NWE transport system 
 
There have been major developments in all of the transport networks in NWE in the past 10-
15 years. Particular improvements have been in the development of the high-speed rail 
network with connections between Brussels and Paris, London (via the Channel Tunnel), 
Köln and Frankfurt, and eventually to Amsterdam. Continued development of the road 
network has slowed during this time as the major national networks and their international 
linkages have been completed. There remain problems associated with links to Ireland and the 
pressure of transit traffic is serious in some regions. A third area of major development, but 
also one facing major problems of excess demand and congestion is in the region’s airport 
network and the associated airspace for movements into and between the major airports. 
 

a) Road network 
 
The major motorway networks of the NWE countries are substantially complete, with the 
exception of a network within Ireland. The major problem facing the development of these 
networks is one of managing excess demand in terms of congestion and determining the 
potential need for additional investment to overcome bottlenecks within the network. Much of 
the motorway standard network is free at the point of use in NWE, with the exception of 
France. For heavy goods vehicles a number of other countries (Belgium, Netherlands, 
Germany) belong to the Euro-vignette system, and Germany is in the process of introducing a 
direct toll system, Toll Collect, for the use of motorways by HGVs. Germany and the UK 
have introduced some privately financed tolled links on networks which provide an 
alternative to untolled links. There are also several cases of major estuarial crossings with 
tolled bridges or tunnels.  
 
In Belgium, Netherlands, Germany and the southern part of the UK, the motorway network is 
both dense and congested. Increasingly the phenomena of all day congestion on inter-urban 
routes is problematic. This has particular impacts where there is a significant proportion of 
transit traffic. The impact is two-way: transit traffic can have a negative impact on 
local/regional traffic by imposing additional costs on local business and commuting; local 
traffic on major highways can have a negative impact on higher value traffic in transit through 
a region. Although in most regions international transit traffic is a small percentage of total 
HGV movements, such movements may be of greater economic significance. Failure to 
recognise the importance of this traffic has a strong negative effect on the process of 
integration. It is notable that the most stressed parts of the UK road network (highest traffic 
flow/design capacity ratios) are on routes to the major ports: Dover, Harwich/Felixstowe, 
Southampton, but with the most stressed section typically at some distance from the port.    
 
Apart from the increasingly stressed inter-urban network, road networks in and around the 
major urban areas continue to suffer from congestion despite the investment in urban rail, 
light rail and bus priority measures and parallel traffic management and restriction policies. 
Within the NWE region only London has so far introduced a congestion charge, with 
considerable success in reducing the volume of private car traffic. A number of other UK 
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cities have plans at various stages of development, and the London scheme is being watched 
with considerable interest by other major cities. 
 
Relatively few parts of the NWE region suffer from a major lack of road infrastructure, 
especially when adjusted for area and/or population density. The exception to this is Ireland 
where the development of infrastructure has lagged behind during the rapid economic growth 
of the past 15 years and is now beginning to act as a possible constraint on future growth 
potential. Although there is a clear association between infrastructure, and especially road 
infrastructure, and economic growth and development, it is not a simple causal relationship in 
which the density of the road network in any sense determines economic growth. Care must 
be taken therefore in using measures of road infrastructure density as a indicator of the extent 
to which a region is lagging in the provision of infrastructure to achieve a particular level of 
growth. The general association which can be observed between infrastructure indicators and 
economic performance indicators also reflects the extent to which better performing regions 
both need, and can afford to provide, a better level of infrastructure. The critical question is of 
identifying where the absence of a particular link in a network is acting as a constraint on 
further development.      
 
However, even this ignores the question of induced traffic. Additional road infrastructure, 
through changing potential accessibility to a range of destinations, can change both the origin-
destination patterns of traffic and the overall volume of trip making. This induced traffic 
implies a systematic under-forecasting of traffic flows on a particular link such that achieved 
benefits may be much smaller than originally estimated. This is not a justification for boosting 
traffic forecasts to meet such induced demand, but a recognition that enhancing capacity may 
be counter-productive. Whilst this manifests itself at the level of the individual link, at an 
aggregate level this is part of the generally recognised tendency towards an increasing traffic 
intensity of the economy: the volume of traffic (passenger- or tonne-km) generated by, or 
needed to support one unit of output. Increased traffic intensity at the aggregate level is 
largely associated not with increased levels of trip generation but by an increasing trip lengths 
or length of haul. For passenger traffic trip lengths for most purposes have increased, 
particularly for leisure but also in recent years for commuting. For freight traffic both 
individual lengths of haul and numbers of separate handlings of consignments have increased. 
This is a reflection both of increased average speeds (and technical progress in transport more 
generally), which enable more distant destinations/markets to be served in the same time 
(generally for passenger transport total time spent in travelling has remained remarkably 
constant), and satisfying the demand for increased diversity in consumption. This is 
particularly the case in the relatively rich regions of NWE. 
 

b) Rail Network 
 
The development of the high speed network has proceeded more slowly than had originally 
been planned, but it is now expected that by 2007 the key links in the system connecting the 
major cities of NWE will be in place. This initial network is centred on Brussels and provides 
connections to Amsterdam, Köln and Frankfurt, Paris and London. A further important link in 
the network is the direct link between Paris and Frankfurt via the TGV-Est which is due for 
completion in 2007. The major advantage of this network is that trains are inter-operable 
between the national networks (and in the case of Eurostar and Thalys trains are operated 
separately from local services) and can thus provide much more rapid travel for passengers. 
Since the completion of the network brings headline timings such as 2h15 for London-Paris 
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and 3h45 for Paris-Frankfurt, this involves a major reduction in the effective space within 
which business operates in NWE. 
 
However, the reduction of timings on these services between the major metropolitan areas of 
NWE, accentuates the worsening relative accessibility of both the more peripheral parts of the 
region, Northern Scotland and Ireland being the obvious examples, but also of some more 
geographically central areas which do not have easy access to the NWE network. The 
problems of access to high speed rail networks has already been the subject of study in an 
INTERREG NWE project. This is a question of providing appropriate intermediate stops for 
high-speed trains, of easy connectional facilities by conventional rail to major centres where 
services do stop, and an appropriate level of service in terms of frequency for such services. 
This point has already been considered in details with reference to a number of case studies as 
part of the HST-Network Study. The development of high-speed rail as an effective 
alternative to air has depended on services making the fastest possible journeys between the 
major traffic generation centres; frequent stops for relatively small volumes of traffic 
undermine its competitiveness. The consequence of this is that high-speed rail results in 
further fragmenting territorial space rather than integrating it. 
 
The development of high-speed rail has in some cases been achieved at the expense of 
conventional rail services, both through the allocation of capacity where the two types of 
service share the same track and due to financial considerations including the abstraction of 
traffic from the old network to the new. We thus see very little development of conventional 
rail networks except around the major metropolitan centres for commuter traffic. 
 
More serious is the potential impact on the development of rail freight services. The emphasis 
on passenger rail development has frequently been at the expense of services for rail freight. 
International rail freight has continued to suffer from inter-operability problems with the 
continuing requirement in many cases for freight trains to be handed over between operating 
companies at national borders, including the failure to approve the through operation of 
locomotives, even where these are designed to meet the varying technical parameters of 
neighbouring systems. Relatively few open access operators have been approved by national 
track authorities and hence the desire expressed in European legislation for well over a decade 
to enable seamless through operation has been largely ignored in practice.  
 
Thus, for example, in the case of cross-Channel traffic between the UK and continental 
Europe where road traffic faces the need for inter-modal operations, either by ferry or rail 
shuttle through the Channel Tunnel, initial forecast demands for 6 million tonnes of through 
rail freight annually only reached approximately 50% of that figure after some 5 years of 
operation before falling. In the meantime road freight continued to rise. Apart from problems 
caused by security breaches, much of the difficulty was in the inability of rail operators to 
guarantee reliable delivery times. Moreover, inter-operability faces the added cost of the need 
to cope with the more restricted loading gauge in the UK which prevents the use of standard 
continental freight wagons and places restrictions on through piggy-back operation and the 
carriage of standard containers on standard wagons. This increases the relative cost of 
international operations with the UK, added to which the congested conventional rail network 
to and though London restricts the daytime use of the network for freight.  
 
Freight traffic to Ireland faces the problem of there being no rail ferry service given the lack 
of inter-operability caused by the different track gauge. Rail access to the UK ports for Irish 
traffic, with the exception of Liverpool which has a longer crossing time, is also poor.    
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c)  Sea, seaport and inland waterway networks 

 
The NWE region includes some of the most important inland waterways of Europe (Figure 5 
in Annex I) and a dense network of major seaports. Despite this waterborne modes of 
transport are generally underutilised relative to the potential capacity. In the NWE region 
there is considerable scope for development of the ‘motorways of the sea’ concept. A 
significant network of ferry routes has been developed linking ports around Great Britain and 
Ireland with each other and with the continent. 
 
Seaports include the major ports of Rotterdam, Antwerp, Le Havre and London as well as a 
large number of smaller ports. Rotterdam and Antwerp in particular serve a hinterland which 
is far larger than the NWE region requiring a significant multi-modal network of feeder 
routes. These include new or enhanced rail routes in the Betuwe line and the ‘Iron Rhine’ as 
well as road and inland waterway networks. These ports are continuing to invest heavily in 
new facilities but continue to face problems of congestion which affects the transhipment of 
goods for short sea shipping and has an impact on the competitiveness of European trade 
which is wider than just the NWE area. The large network of smaller ports provides 
considerable scope for the further development of the ‘motorways of the sea’ concept strongly 
advocated in the European Commission’s 2001 White Paper on Transport.   
 
Ferry routes within the region have been going through a considerable period of change. 
Rather like the low-cost airline market, the barriers to entry and exit are low and thus 
operators and routes come and go. This causes problems for some of the smaller ferry ports 
which may find themselves losing an operator and needing to find a replacement. At the same 
time conventional ferries have been challenged within the sector by new types of fast ferry 
and catamaran which aim to cream off the more profitable time sensitive car traffic. UK-
continent ferries have faced competition from the Channel Tunnel which offers ferry type 
services through its shuttle operations. Passenger ferry services have also faced both direct 
and indirect competition from low-cost airlines which have provided faster services over 
similar routes and alternative destinations. 
 
In Germany, the basic routes for internal navigation (rivers and channels) have been fully 
elaborated and modernised over the past 30 years.  Only a very few bottlenecks do exist on 
the major route for internal navigation, the river Rhine (e.g. Loreley).  On the river Rhine, no 
major obstacles do exist for inland waterway container transport (e.g. bridges that are too 
low). In the context of internal navigation, one can however observe that in Germany the 
volume of mass-cargo is constantly reducing, whereas container traffic increases. 
Furthermore, low wages competition and substitution effects are more and more visible due to 
the increased presence of Eastern European shippers. 
 
One of the major challenges is to provide better interconnections between inland waterways, 
ferry and coastal shipping routes and ocean sea transport. Increasing unreliability of 
alternative modes, especially congested roads, gives advantage to waterborne modes, despite 
their inherently slower speeds, but only if transhipment can be made more efficient. Inland 
waterways are only significant competitors in part of the NWE region, but there are similar 
problems to the railways in terms of different dimensions which make international traffic 
difficult. Plans to upgrade important links in the network could have considerable added value 
to the network as a whole. The Blue-Links project has previously looked at some of the issues 
in improving inter-connectedness between inland waterways. 
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Sea and ferry transport is of particular significance to Ireland, the one part of the region which 
has no alternative land based mode. This makes continuing investment in both ports and ships 
a vital part of ensuring the development of accessibility. Similar considerations apply, if not 
quite so acutely to the more peripheral parts of Great Britain where longer distance ferry 
routes through ports such as Hull and Rosyth have continued to develop despite the increasing 
concentration of activity on the short-sea routes such as Dover-Calais or the Channel Tunnel. 
These routes show the major advantage of developments which can avoid the need for using 
congested roads.      
 

d) Air network 
 
The air network consists of the network of airports, the air traffic control network linking 
them and the route networks of competing airlines. The remarkable development of the past 
10-15 years has been the impact of de-regulation in air traffic. Before this period strict 
regulation meant that all international scheduled routes had to meet the double approval of 
both countries. Such routes were typically restricted to the flag carrying airlines (mostly state-
owned) which operated a strictly controlled timetable at strictly controlled fares. Such fares 
were normally relatively high and thus air travel was still beyond the means of most travellers 
except in the form of charter flights, mainly to holiday destinations, and usually sold as part of 
an integrated tour package. Cabotage and fifth freedom carryings (i.e. movements totally 
within a country other than the operator’s home country or the carriage of passengers between 
a second and third country) were not usually allowed. As a result there was relatively little 
competition between airports. 
 
Deregulation has had a significant impact on all aspects of air travel, not least in the explosion 
in air traffic all over Europe. The movement away from double-approval to a presumption of 
need enabled the growth of competition, first by the exploitation of fifth freedom and 
cabotage rights by existing operators and competition on established routes by the established 
operators; then by the growth in secondary, low-cost carriers who began to compete on 
profitable sectors and followed this by the development of large networks of new routes 
serving mainly secondary airports; and thirdly by the emerging competition between airports, 
often aided by regional authorities as airport owners who recognised the potential both in 
newly generated direct traffic into their areas but also of the general development potential 
associated with a growing airport. 
 
The pattern of development has been one first of enabling direct links between regional 
centres (secondary airports) and the major airports in other countries, rather than requiring 
inter-connections in the main airports. Secondly there has been the development of region-to-
region direct flights, avoiding the congested major airports. Such developments have often 
been assisted by generous setting of airport fees by airport owners (the extreme version of 
which practice has been ruled against by the European Commission in a case which is still 
being discussed).  
 
Whilst the development of an increasingly dense air traffic network in NWE has improved the 
accessibility of non-metropolitan regions with an airport, and the level of service at relatively 
low prices has supported a general improvement in accessibility, this is not without problems. 
The growth in air traffic movements has led to capacity problems both at airports and in the 
fragmented European air traffic control systems. Thus across NWE there are plans both for 
new major airports or additional runways and terminals at existing airports. These also run the 
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risk of generating induced traffic, but also will have to be paid for, often out of rising airport 
fees. The development of a dense network of secondary airports, potentially nearer to people’ 
ultimate origins and destination, may be seen as giving the potential to reduce the costs of 
airport access, but given that such airports are less likely to be able to be served by effective 
public transport alternatives (unlike the major airports) this may actually increase the amount 
of car usage in air journeys. Only the major airports (London, Paris, Frankfurt, Düsseldorf, 
Amsterdam, Brussels, Köln-Bonn, Zurich) have good rail links. Of these most, except 
London, will eventually have high-speed rail connections providing high levels of inter-
modality and enabling rail to be used as a feeder service to air. 
 

e) Advanced Transport Telematics Technologies  / Intelligent Transport Systems   
 

Since around a decade, the use of advanced transport telematics technologies (ATT)5 or 
Intelligent Transport Systems (ITS)6 across the different modes of transport (road, rail, water 
and air) is generally considered a means that can alleviate traffic congestion or bottlenecks 
and contribute to safer, cleaner and more efficient transport. An application of information, 
communication and control technologies enables public authorities or private operators and 
individual travellers to make better informed and co-ordinated decisions, offers new 
opportunities for stronger integrating different transport modes and helps providing more 
efficient door-to-door transport services (see box below). More detailed information on 
transport telematics technologies is provided in Annex 1. 
 
 

 

                                                
5 It must be taken into account that definitions of transport telematics vary widely, as do assumptions about the likely costs of 
both infrastructure and in-car equipment. The likely costs of provision of information services via radio, infra red, microwave 
or satellite communications systems also varies widely. However, the general trend in the market is sharply upwards. 
6 Intelligent Transport Systems: Results from the transport research programme (European Commission, 2001). Intelligent 
Transport Systems: Intelligence at the service of transport networks (European Commission, 2003).  

General advantages resulting from an application of ATT/ITS  
 

·  Provision of travellers and operators with convenient access to real-time information. 
·  Provision of help to passengers, drivers, freight distributors and transport operators for 

avoiding delays, congestion and unnecessary trips. 
·  Successful linking of control and information centres and use of standard formats for data 

exchange / common practices that improve co-operation of all operators and authorities 
involved. 

·  Development of advanced strategies for control/guidance, congestion or incident management. 
·  Development of short and medium-term traffic forecasting and diversion of traffic from 

overcrowded roads to alternative routes. 
·  Transfer of road freight transport to other modes when 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 infrastructures. 
·  Reduction of energy use and environmental pollution. 
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An early Community-level “kick-off support” to practical ATT/ITS-applications has been 
provided under the 4th Framework Programme for Research and Technological Development 
(1994-1998) through a specific “Telematics Applications Programme” (TAP)7. The TAP-
projects8 were implemented alongside different themes and covered the entire telematics 
chain, from data capture and processing to transmission and reception, giving particular 
attention to the needs of users (transport operators and travellers) and emphasising research 
into telematics tools common to several transport modes.  
 
The early experience gained with the TAP-programme9 revealed that ITS-applications could 
realise very promising results especially in the field of urban mobility10 and road 
network/demand management, an aspect in which also several NWE-cities11 have been 
directly involved in. This positive experience was partly recognised under the 5th Framework 
Programme for Research and Technological Development (1999-2002), as support for ITS 
was to some extent continued in the context of key action no. 4 entitled “The City of 
Tomorrow and Cultural Heritage” (especially under the section on sustainable urban 
transport). 
 
 

 
Within cities, modern technologies and ITS-systems or applications can … 
 

 
·  improve service efficiency via traveller information (e.g. travellers information about park-

and-ride sites; public transport information on routes, schedules, prices)  
·  further enhance congestion control and demand management to improve traffic flow (e.g. 

guiding systems allowing route-modification during rush hours, information panels that allow 
journey modification while in progress), 

·  enhance safety via incident and emergency management systems and driver assistance,  
·  promote traveller intermodality and collective transport via real-time, pre- and on-trip traveller 

technologies,  
·  ensure the interoperability of operations via open systems architectures and standardised 

initiatives,  
·  protect the environment via integrated pollution monitoring and traffic gating strategies,  
·  promote other means of transport, for example providing cycle path information 
·  help developing more citizen-oriented value added information services. 

 
 

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

                                                
7 The 5th and 6th Framework Programme for Research and Technological Development did not contain a specific priority-
programme focussing on transport telematics applications. 
8 Altogether 113 projects with a total budget of about 200 million EURO have been realized. 
9 Mobile information Society: ITS for Cities (European Commission, 2000). Mobile information Society: Freight Transport 
(European Commission, 2000). Mobile information Society: Waterborne Transport (European Commission, 2000). Mobile 
information Society: Collective Transport (European Commission, 2000).  Mobile information Society: Road network and 
demand management (European Commission, 2000). Mobile information Society: Air Transport (European Commission, 
2000).  
10 E.g. urban traffic control, travellers information and guidance strategies, incident and emergency management, public 
transport. 
11 Actors from North-West-Europe involved in these projects were mainly the capital cities and metropolitan regions, but also 
other medium-sized cities. 
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implemented individually or in a combined approach. The actual solution adopted is however 
depending on size, mobility culture and the type of organisation within the Public 
Administration of the respective urban/metropolitan area. In the major metropolitan regions of 
the German NWE-area, for example, quite extensive experiences have been made with ITS 
applications and various approaches for traffic flow management, traffic information and real-
time information for public transport users are in place. Relatively wide-ranging application 
can also be observed in Belgium and – at a comparatively lower level - in the UK (see case 
study boxes IN Annex 1). 
 
Beyond the urban context, ITS/ATT applications are also used on the dense Trans-
European Road Network. Already back in 1996, the European Commission started to 
support a number of large-scale co-operative ITC-initiatives12 in the context of its TEN-T 
Multiannual Programme, which was partly a reaction to the highly fragmented patchwork of 
regional and national ITS services in the field of road traffic management that frequently lack 
of appropriate interconnections, interoperability and continuity on long-distance routes 
especially in metropolitan areas or across borders. These "Euroregional" TEN-T initiatives 
(see map below) focus on specific ITS issues, including the improvement of traffic 
management systems that provide traveller information before and during trips, as well as 
road safety and emergency handling.  In at least 3 of these Euroregional TEN-T initiatives, 
which cover the largest part of the transnational NWE co-operation area, different actors have 
gained substantial “co-operative experience”:  

·  The CENTRICO-initiative 13 provides traveller information services to customers 
crossing the English Channel with the intention to contribute to more efficient long-
distance travel through cross-border data exchange and traffic management.  

·  The STREETWISE-initiative 14 aims at supporting a more synchronised approach 
with regard to freight and fleet management.   

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

 
 

                                                
12 ARTS, SERTI, CORVETTE, CENTRICO, STREETWISE, VIKING. 
13 CENTRICO (Central European Region Transport Telematics Implementation Coordination) aims at improving cross-
channel information services especially by (1) making best use of existing infrastructure to provide early services, (2) by 
providing the data needed for emerging information services, (3) by developing long-term solutions using NWE technologies 
and (4) by evaluating traveller reception, the effect on service expectations and future requirements for integrated services. 
14 STREETWISE (Seamless Travel Environment for Efficient Transport in the Western Isles of Europe) covers the following 
operational objectives for ITS-applications: (1) intermodal transfer of freight, (2) pre-trip planning of ferry crossing and 
routeing to avoid congestion, (3) monitoring journey time reliability across networks and (4) re-routeing of vehicles in case 
of poor weather conditions to improve safety. 
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Beyond their role as “tools” for optimising the overall transport systems, ATT/ ITS-
applications also constitute a steadily growing world-wide market with enormous 
economic potentials15. By illustrating some “facts” and “figures” regarding the EU’s 
positioning in the world-wide market for advanced transport telematics technology,16 one can 
easily see the important economic role of this particular aspect. 
 

·  The USA programme on ATT was the first to be launched and it has quickly emerged 
as a leader in several aspects, most notably in its public funding for development. A 
key point in the technological innovation process in the United States was the creation 
in 1991 of the Intermodal Surface Transportation Act (ISTEA), which changed 
investment policy in the transport sector. The US Strategic Plan for Intelligent Vehicle 
Highway System (IVHS), which is now more frequently referred to as Intelligent 
Transport System (ITS), has public investment of around 40 billion dollars over 
twenty years, along with a 170 billion from private investment. The programme adopts 
the use of Advanced Traffic Management Systems (ATMS), Advanced Vehicle 
Control Systems (AVCS), Commercial Vehicle Operations (CVO) and Advanced 
Public Transportation Systems (APTS). Annual market size of transport telematics 
technologies is currently estimated as being 1.1 billion in the USA and estimates for 
annual market size in 2010 foresee to reach 20-40 billion Euro.  

 
·  The Asia-Pacific Region is the world leader in innovations for ATT. Not only Japan, 

but the whole Asia Pacific Region is making large investments in ATT and 
introducing high technology systems for managing and alleviating traffic in growing 
cities. Applications of traffic management and pricing in Singapore and Hong Kong 
are the most notable. The successful Singapore Area License Scheme has operated for 

                                                
15 It must be taken into account that definitions of transport telematics vary widely, as do assumptions about the likely costs 
of both infrastructure and in-car equipment. The likely costs of provision of information services via radio, infra red, 
microwave or satellite communications systems also varies widely. However, the general trend in the market is sharply 
upwards. 
16 Source: europa.eu.int/comm./energy_transport/atlas/htmlu/ttechdintro.html 
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20 years using low technology pre-purchased licenses and manual enforcement. 
Estimates for annual market size in 2010 predict 4 billion Euro alone for Japan.  

 
·  Within the EU, the ATT-sector is lagging behind USA and Japanese industry as with 

most information technologies. This situation is well known and is being addressed at 
national and EU level by the Information Society Initiative. Annual market size of 
transport telematics technologies is currently estimated as being 455 million Euro for 
Europe and estimates for annual market size in 2010 are around 18 billion Euro for the 
EU. At EU level, France and Germany host the leading companies currently 
developing ATT applications. Rapid growth of the industry has caused great confusion 
in the market. This is mainly due to integration difficulties of the new technologies 
within the existing operational procedures of public transport companies and 
municipal traffic management departments. As a result, a lot of initiatives have failed 
and there is some reluctance among decision-makers to experiment further. 

 
2.1.2. Impact of the current network development status on the accessibility of NWE 
 

a) General aspects of accessibility in NWE 
 
Accessibility is a critical issue in the NWE region since the region generally has relatively 
good accessibility as measured by many of the standard indicators, but also exhibits some of 
the major problems concerning accessibility which can be encountered in Europe today. 
Accessibility relates to the ease of reaching those activities/locations which are relevant to the 
range of welfare enhancing choices available to the residents and business within a  region. 
Accessibility thus requires us to examine access to a network, the ease of movement along 
that network and/or of interchange with other networks, the range of locations which can be 
accessed along the network and the activities available at those locations. It is not therefore 
sufficient simply to measure the distance along a particular link of a network, or the sum of 
distances to all possible locations. Each of the possible destination locations has to be 
weighted to reflect its importance, recognising that that importance may vary between 
different origins and between different people within any one origin. 
 
Since the main resource constraint on transport is that of time, it is usual to measure 
accessibility in terms of times taken to reach the destinations. This can be measured either in 
terms of some aggregate of time taken to reach a range of destinations, or conversely as the 
number of destinations, or more typically population, which can be reached within a given 
time period – for example the population accessible within 2 hours could be a useful measure 
of the extent of a labour market, the population reachable within 4 hours may illustrate the 
market which can be served within a day return trip etc. 
 
Once expressed in terms of time some of the possible factors which influence accessibility 
can be identified: 
 

·  Physical barriers: the NWE region has two major physical barriers in the sea 
channels which separate Great Britain from the European continent and Ireland from 
Great Britain. There are smaller barriers provided by major rivers and a number of 
small islands.   

·  Borders: the incidence of regional and national borders continues to have a major 
impact on accessibility. Although, for road traffic, movement within that part of 
NWE which is in the Schengen area can move relatively freely, historical borders 
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can still be seen in breaks in the high-level network. For rail the situation is less 
satisfactory. With the exception of new high-speed services, principally those using 
new infrastructure such as Eurostar or Thalys, inter-operability remains limited. The 
situation for freight is much worse imposing long delays on international movements 
with the consequent failure of rail to reverse the long term decline in the share of rail 
in international freight. This is particularly clear in the inability of the rail operators 
to achieve the predicted freight flows through the Channel Tunnel. The incidence of 
multiple borders in NWE makes this a particular problem for this region.      

·  Incomplete networks: The incompleteness of networks is partly accounted for by 
physical barriers and national borders, but there are other examples of network 
incompleteness which disrupt the efficient operation of the transport system. The key 
breaks in networks concern the failure of different networks to provide inter-
modality. This is not just associated with the problems of interface between land 
modes and sea/air modes, but also between different land modes (especially road and 
rail) and also within those modes, for example where privatised operators do not 
exploit all possible network economies.      

·  Congestion: The level of service provided on a network is just as important a 
determinant of accessibility as the physical existence of the network. Both the 
efficiency of management of the network and the level of demand will affect 
congestion levels. Congestion is endemic to all modes in large parts of NWE: road, 
rail and air all display patterns of regular serious delays, not just in and around the 
major metropolitan areas at peak periods, but increasingly on many inter-urban links 
during most of the working day and on others at weekend and holiday periods.    

 
The  main drivers of change in accessibility in NWE have been the construction of new links 
and nodes in the main networks and the growth of traffic on those networks which has 
affected their performance. In the past decade there has been a general move away from the 
‘predict and provide’ philosophy for the provision of infrastructure with the recognition of the 
importance of induced traffic. Furthermore, there has been increased concern expressed over 
the environmental impacts of increased traffic and attempts to plan and manage the 
intermodality and interoperability of networks more effectively.    
 

b) Measurement of potential accessibility 
 

An aggregate measure is provided by potential accessibility. This has been developed in a 
number of studies and indicators have recently been calculated as part of ESPON1.2.1. This 
discussion draws heavily on the ESPON 1.21. Report.  Potential accessibility measures have 
to be treated with care as they are based on a number of restrictive assumptions and should be 
taken only as one of a range of indicators rather than a complete description (see Vickerman 
et al, 1999; Quinet and Vickerman, 2004, for a critique). Potential accessibility measures 
assume that the attraction of a destination increases with size, and declines with distance, 
travel time or cost. Destination size is usually represented by population or economic 
indicators such as GDP or income which can be interpreted as indicators of market size.  
 
Potential accessibility combines two functions, an activity function representing the activities 
or opportunities to be reached and an impedance function representing the effort, time, 
distance or cost needed to reach them:  
�

�
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Ai is the accessibility of area i, Wj is the activity W to be reached in area j, and cij is the 
generalised cost of reaching area j from area i. Ai is the total of the activities reachable at j 
weighted by the ease of getting from i to j. The interpretation is that the greater is the number 
of attractive destinations in areas j and the more accessible are areas j  from area i, the greater 
is the accessibility of area i. 
 
The accessibility model used in ESPON 1.2.1 uses the centroids of NUTS 3 regions as origins 
and destinations and calculates the minimum paths (minimum travel times) between these 
centroids. For each NUTS 3 region the population is used as the weight as a measure of 
market size.  
 
For individual modes this presents no great difficulty since distances along the network can be 
weighted by average speeds for the appropriate type of road, rail line etc. to give the times as 
a measure of perceived access cost. To get an aggregate measure of multimodal potential 
accessibility the same rationale can be followed, but the impedance function has to be 
aggregated over the different modes, by replacing the generalised cost cij by the 'composite' 
generalised cost 

 
where cijm is the generalised cost of travel by mode m between i and j and �  is a parameter 
indicating the sensitivity to travel cost. Composite travel cost is used rather than just a simple 
average of travel cost because it makes sure that the removal of a mode with higher cost (i.e. 
closure of a rail line) does not result in a spurious apparent  reduction in aggregate travel cost. 
 
However, there are some problems with such a measure, especially the need to specify the 
parameter �  which is dependent on observed behavioural information. For regions which do 
not have access to a mode, which is then introduced (such as the development of high-speed 
rail or of a low-cost airline at a local airport) behavioural parameters may change, but not 
necessarily to reflect the same preferences as other regions which already have such modes. 
Furthermore such measures cannot easily incorporate, on the basis of easily calculable data, 
variations in frequency which may be the defining characteristics of poor accessibility for 
many remote regions on both rail and air networks.     
 
ESPON 1.2.1 presents the multimodal potential accessibility indicator for all NUTS 3 regions 
of the ESPON space standardised to the average accessibility of the ESPON space (see Map 
below). 
 
Much of the NWE space has regions with clearly above average accessibility. The core of 
high accessibility in Europe is located in an arc stretching from Liverpool and London via 
Paris, Lyon, and the Benelux regions, along the Rhine in Germany to Northern Italy. 
Accessibility declines fairly rapidly as one moves away from this core. Regions in the centre-
west of France, the western fringes of England and Wales and much of Ireland have 
accessibility levels well below the ESPON average. The Highlands and Islands of Scotland 
have very low levels of multimodal accessibility. Dublin and the central belt of Scotland are 
good examples of the way agglomerations in more remote areas have much higher levels of 
accessibility than surrounding regions because their international airports improve their 
accessibility. The penetration of more remote regions by low-cost airlines may provide (at 
least a temporary) improvement in the accessibility of some of the intermediate regions to the 
west and north of the NWE space.  
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Note that because of deficiencies in land infrastructure and the lack of development of air 
services, especially outside the principal cities, the enlargement of the European Union has 
led to a decrease in average accessibility, but an increase in the relative accessibility of some 
of the NWE regions. This again illustrates the care which needs to be taken with interpreting 
these measures, both as an indicator of the actual perceived accessibility of regions in the 
NWE space and the way such measures may appear to change without any perceptible change 
in the region itself.    
 
Moreover, the index presented in the map is based solely on road-rail-air accessibility. Ferry 
services are represented as extra impedances on the road network. However, inland 
waterways and short sea shipping services are not represented at all and this constitutes a 
significant distortion in the perceived access, through the range of modes available, to areas 
such as the Rhine basin or the coastal regions.      
 
 
 

Accessibility – a particular focus on the NWE cooperation area 
 
Within North-West Europe, multimodal accessibility shows a clear pattern of East-West disparities 
on the continental part of the co-operation area and a combined pattern of North-South / East-West 
disparities with respect to the UK and Ireland (see map below): 
 
Regions characterised by a high level of multimodal accessibility that is clearly above the 
European average can mainly be found in the eastern part of the transnational co-operation area. 
Significantly high levels of accessibility (120% and more) can mostly be observed in areas  located in 
a wider arc starting at Liverpool/ London / South East of England, continuing in a wider band covering 
Belgium and the South of the Netherlands, Luxembourg, the Rhine-Ruhr region / the upper Rhine 
Valley and the Stuttgart metropolitan region in Germany down to the northern part of Switzerland. 
Within France, only the Ile-de-France region and the northern part of the Alsace region fall under this 
category of high access level regions.  
 
Comparatively poor levels of access in European terms can mostly be found in the central and 
western regions of France (with the exception of Ile-de-France region), in the North of the Netherlands 
(Friesland, Groningen), the northern and western part of the UK (West of England: Cornwall, Devon 
Dorset & Somerset, Wales, Scotland, Northern Ireland) and the whole of the Republic of Ireland.  The 
lowest levels of accessibility in NWE (60% and below) can be found in the Highlands and Islands, in 
South-Western Scotland, Northern Ireland and Cornwall (UK), in the South-East and the Midlands of 
the Republic of Ireland as well as in western France (parts of Brittany, Pays-de-la-Loire). 
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�
�
�
2.1.3. Recently introduced transport pricing regimes and their impact on traffic patterns 
in NWE 

 
The development of new pricing regimes in transport will lead to significant changes in the 
pattern of traffic and revealed potential accessibility. Since the NWE space contains the main 
areas where various forms of road charging are to be introduced this could have a significant 
impact on both aggregate accessibility and the patterns of relative accessibility.  
 
The main examples for already existing road pricing regimes in the EU-area of NWE to 
date are the German toll for heavy goods vehicles on motorways and the London Congestion 
Charge for all vehicles entering a relatively small area of Central London. Since these are 
essentially partial charging systems the main question is the extent to which they divert traffic 
and economic activity. Although the initial impacts on traffic and congestion from the London 
Congestion Charge are very encouraging in terms of the impact of a direct pricing measure on 
patterns of demand, the impact of these on wider economic performance is so far less clear 
and will take much longer to have a full effect. The German law of April 2002, introducing a 
"lorry toll on motorways" (Autobahnmautgesetz, ABMG), has come into force on the 1st of 
January 2005. It defines the basic framework conditions for the new regime such as the 
amount and structure of the tariff,17 the charging procedure or the monitoring/control 
                                                
17 All vehicles with a total weight above 12t that are not driving for purposes of public interest (buses, military, police, rescue 
services) will have to pay a fee for using German motorways.  The toll is only introduced on German motorways, but by way 
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mechanisms. Although the law is generally considered to be a first important step for creating 
fairer conditions for competition in road transport and for charging cost to the actual user, no 
generalised assessment of the wider impact for this road pricing regime does exist so far as 
the system has just commenced operation. Several sources indicate however a number of 
shortcomings that tend to emerge from this measure (see box below). 
 

Effects of the recently introduced “lorry toll on motorways” in Germany 
 
Expected positive environmental effects: From an environmental policy point of view, it would have 
made sense to also include "light lorries" with a weight below 12t in order to stimulate owners of these 
vehicles to bundling / shortening transport and to fulfil requirements for lower emissions.  Such an 
extension was however not possible due to the current EU law in force.18 Originally intended shifts in 
freight transport from road towards more environmentally friendly transport modes (railway, inland 
waterway transport) will also not fully take place.  A first aspect19 is that the toll amount/km is too low 
in order to initiate such modal shift in freight transport and that the planned use of the toll revenue is 
not supportive to such an objective.20  Another aspect is more specific to highly urbanised regions with 
a relatively dense economic structure and their particular freight transport situation.  If one takes, for 
example, the Lower Rhine Area21, which disposes of an optimal rail and inland waterway connection, 
one can quickly see that significant shifts will not take place.  In fact, around two-thirds of all lorry 
transports are in intra-regional freight transport with a transport distance up to 50 km, for which 
railway or inland waterway transport are not competitive alternatives. 
 
Area-specific side effects: Although two precise motorways segments in German border areas have 
been excluded from the toll obligation (due to reasons of environmental protection and of the 
inadequacy of secondary border crossing points for increased freight transport), the Federal Agency 
for Environment estimates that "displacement effects" will also occur in other than that the two 
explicitly excluded border areas.  As a consequence, the Agency recommends a general exclusion of 
motorways segments in (cross) border regions throughout Germany.22 
 
Displacement effects of freight transport on secondary roads: A specific analysis examining the 
motorway-based limitation of the toll has estimated that a fee of 12 Eurocents/km will produce a 4.5% 
of traffic increase on secondary federal roads. This additional lorry traffic will mostly concentrate on 
roads parallel to motorway or shortcuts, where sometimes a very considerable increase of traffic can 
be expected.23  An estimate realised for the Lower Rhine Area24 shows, for example, that of 45.000 
lorries using daily the motorways of Duisburg, around 1.800 tend to use the secondary federal and 
regional road network in the area. This will not only have negative impacts on the fluidity of traffic, 
but also increase transport insecurity and environmental pollution. 

                                                                                                                                                   
of a specific regulatory directive (Rechtsverordnung) the toll can be extended to clearly defined segments of the secondary 
federal road network (Bundesstraßen). 
18 Federal Agency for Environment (Umweltbundesamt): Stellungnahme des Umweltbundesamtes zum Gesetz zur 
Einführung von streckenbezogenen Gebühren für die Benutzung von Bundesautobahnen mit schweren Nutzfahrzeugen 
(www.umweltbundesamt.de/verkehr/verkehrstraeg/gueterverkehr/texte/mautgesetz.html). 
19 Kiesewetter, Rudolf: Eine fahrleistungsabhängige Lkw-Maut zur Verlagerung des Güterverkehrs von der Straße auf die 
Schiene und die Wasserstraße. Berlin, 2003. 
20 The toll revenue will actually be used for improving the road infrastructure. In order to be more supportive for modal shift 
in freight transport, the toll revenue should have been used for improving the attractiveness of rail and inland waterway 
transport. 
21 Niederrheinische IHK Duisburg-Wesel-Kleve: Lkw-Maut: IHK warnt vor Schwächung des Logistikstandorts Niederrhein 
(www.ihkduisburg.de). 
22 Federal Agency for Environment (Umweltbundesamt): Stellungnahme des Umweltbundesamtes zum Gesetz zur 
Einführung von streckenbezogenen Gebühren für die Benutzung von Bundesautobahnen mit schweren Nutzfahrzeugen 
(www.umweltbundesamt.de/verkehr/verkehrstraeg/gueterverkehr/texte/mautgesetz.html). 
23 Federal Agency for Environment (Umweltbundesamt): Stellungnahme des Umweltbundesamtes zum Gesetz zur 
Einführung von streckenbezogenen Gebühren für die Benutzung von Bundesautobahnen mit schweren Nutzfahrzeugen 
(www.umweltbundesamt.de/verkehr/verkehrstraeg/gueterverkehr/texte/mautgesetz.html). 
24 Niederrheinische IHK Duisburg-Wesel-Kleve: Lkw-Maut: IHK warnt vor Schwächung des Logistikstandorts Niederrhein 
(www.ihkduisburg.de). 
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Displacement effects of freight transport on the motorways of neighbouring foreign regions. 
Since the beginning of January 2005, a significant increase of trucks traffic could be observed on 
motorways of the regions Alsace and Lorraine (which are partly toll-free), of eastern Belgium, of 
Luxemburg and of eastern Netherlands. On some of these motorways, congestion has increased. The 
regional and national authorities of the countries concerned are envisaging specific measures to 
counteract this trend. Possible measures could be the introduction of similar level of tolls for transit 
traffic of trucks. Technical aspects of such measures have first to be worked out and to be approved by 
the national and EU authorities. This shows clearly that road pricing measures requires efficient 
transnational coordination to be efficient and to avoid drawbacks. 
 
 
 
Outside the EU, in Switzerland, a distance-related “Heavy Vehicle Fee” (HVF) is enforced 
since 1st of January 2001 and replaces the previous flat-rate heavy vehicle fee. The HVF, 
which is calculated according to three criteria25, applies to heavy goods vehicles with an 
admissible laden weight of more than 3.5t.  The rate of the fee was defined at 1,68 Swiss cents 
per ton and kilometre and will be increased in 2005 to 2.44 cents/tkm).  At Federal level, the 
revenue share of the fee is mainly used for financing large-scale transport projects that pro-
actively support sustainable mobility within Switzerland (i.e. Rail 2000; New Transalpine 
Rail Corridor; Swiss links to the European high-speed train network; noise remediation of 
rail).  After the first three years of operation, a clear change of the trend in kilometres 
travelled by heavy goods traffic on Swiss roads can be observed (decrease of 4% in 2001 and 
of 3% in 2002).  Three years after the introduction of the HVF in Switzerland (1st of January 
2001), also Austria has successfully introduced a fee that is - similar as in Switzerland - due 
for heavy goods vehicles with a total admissible weight of more than 3.5 tons (1st of January 
2004), however only for a use of highways and some high-quality trunk roads.  More recently, 
the introduction of similar fees for heavy goods vehicles has become reality in Germany (1st 
of January 2005, see case study below) and is also planned in Sweden, the Czech Republic 
and the UK. 
 
An additional proposal which may have more widespread consequences is that to impose tax 
on aviation fuel which is currently tax exempt in the EU. This would have a generally 
negative impact on air travel relative to other modes, but would have particular consequences 
for those regions which are more dependent on air transport to maintain their accessibility. 
This would affect most of the UK, especially outside London and the South East and even 
more so Ireland. 
 
ESPON 2.1.1 did attempt an initial comparison of the impact of moving to a situation where 
each main transport mode charged its full marginal social cost rather than just relying on the 
provision of new infrastructure. Since this obviously imposed transport costs which were 
higher (in some cases significantly higher) than those currently in operation, whereas the 
effect of new construction was essentially to reduce transport costs, the result was to have a 
negative impact on levels of economic activity. This had a particularly negative impact on 
those regions which rely more on transport, either because they produce transport intensive 
goods or have a higher share of trade in output. The results of putting the two sets of policies 
(completion of TENs and optimal pricing) together can be seen in the map below. NWE 
regions appear in the main to be negatively affected by such a policy scenario, since they 
benefit least in terms of improved accessibility. What is however clear is that significant 
                                                
25 Calculation basis: number of kilometres covered on Swiss territory, admissible laden weight of the vehicle, emissions of 
the vehicle. 



 45 

changes in accessibility (up to 30%) have very limited impacts (1.5% or less on regional 
GDP/capita). 
 
However, we have to be cautious in interpreting the results from the ESPON 2.1.1 study for 
two reasons. First, the modelling in ESPON 2.1.1 did not allow for the dynamic effects which 
new charging regimes and accessibility patterns might have. Secondly, the evidence from the 
London Congestion Charge shows very clearly that the response to a step change in policy 
can be much more significant than the modelling of the Charge had suggested. Traffic levels 
fell much more than expected, private car usage fell by well over 30% whereas a figure of 18-
20% had been expected, and the impact on congestion as measured by average speeds or the 
time penalty was much greater, thus making the nearest alternative, bus, much more 
attractive. If the charge has a significant impact on behaviour then it may also have a 
significant impact on the economy, but measuring this as a simple direct impact may be 
inadequate to reflect the long-term changes in the local economy.     
 

 
 
2.1.4. Traffic Growth in NWE and its spatial implications  
 
There are two aspects to the growth of traffic. First is the overall growth in traffic as part of 
the increasing transport intensity of the economy. Second is the changing modal split of that 
traffic. Traffic growth is associated both with the overall growth of the economy and with the 
changing spatial nature of economic activity as well as with the changing relative cost of 
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transport. The long term increasing trend in transport intensity experienced in NWE is due to 
all three of these factors.  
 

Traffic trends 
 
The long-term downward trend in the real perceived costs of transport (i.e. excluding 
congestion and environmental externalities) has arisen from the tendency of real fuel prices to 
remain fairly static over the longer term and the increasing efficiency of fuel use to counter 
the increasing nominal cost of fuel and has had a major impact on both total traffic and modal 
split. Increasing incomes are associated with an increasing demand for variety: this affects 
both the range of goods purchased and the range of activities undertaken (including the range 
of destinations found attractive). Thus consumers and firms seek to source goods from a wider 
range of suppliers. Consumers seek a wider range of destinations for leisure and holiday 
activities. These are examples of the way that changes in both demand and supply have 
occurred simultaneously leading to large increases in quantities and falling prices.   
 
This is compounded in freight transport by the falling average volume or weight of 
consignments resulting from the changing composition of industrial output and trade, thus the 
average transport content of traded goods has fallen substantially. The process of globalisation 
in the world trade system, reinforced by increasing integration and regional specialisation in 
the European Union’s single market, provides an added dimension. Until the mid-1990s the 
traffic generation impact of this trend outweighed the falling transport content aspect to 
increase overall transport intensity leading to concerns for decoupling the growth of transport 
from the growth of the economy. In recent years this tendency has begun to show some signs 
of reversal as the tonnes element in tonne-km falls faster than distances are rising. The impact 
on traffic is of course more directly measured by vehicle-km than tonne-km and increasing 
efficiency in the transport logistics sector, assisted by deregulation and competition, leads to a 
changing relationship between goods flows and vehicle flows through higher vehicle 
utilisation and load factors. Notwithstanding this, the increasing fragmentation of flows 
(including the increasing incidence of direct home delivery from telephone and internet 
purchasing) has shown a much faster increase in LGV and van traffic compared with HGV 
traffic. This is a significant contributor to increased congestion in many areas. 
 
Changing spatial patterns of individual activity have also led to an increasingly transport 
dependent society. Whilst to some extent increasing individual mobility is simply a reflection 
of the preference for variety, and shorter working weeks and increasing affluence have led to 
those in employment taking more (often shorter) holidays, with a larger transport content – a 
trend supported by supply side changes such as low-cost airlines, this is not the whole story. 
Within households the growth of multiple car ownership has also led to greater freedom on 
the part of all members of the household through greater car accessibility. In many areas, the 
UK being a particular example, one of the greatest contributors to urban congestion is the use 
of cars to take children to school. Although child safety is usually stated as the main reason 
for this, it is the availability and convenience of the car which is the primary generator. A 
further factor is the growth of multiple workers in households. With these workers often 
working in different locations, the optimisation of residence-workplace pairs becomes more 
difficult and average journey lengths increase.  
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Modal split 
 
The dominant feature of traffic growth has been the growth in road traffic. Even where other 
modes have shown an increase, the overwhelming growth of road traffic has led to a 
substantial shift in the modal balance. The need to cope with this shift to road has dominated 
policy discussions; even with a significant growth in rail travel, the impact on modal shares 
would be limited. Road dominates each sector of transport: passenger and freight, urban and 
inter-urban (Tables 1 and 2 in Annex I). It is thus road where many of the problems are most 
acute, especially congestion. 
 
The fastest growing mode and thus the one with rapidly emerging problems, is air travel. 
Contrary to the case of road, which has become dominant in part because of its ability to offer 
seamless travel with no interchanges, the growth of air transport places additional strains on 
other modes of transport which are needed to provide access to airports. It is notable that more 
peripheral regions have a much higher propensity to generate air travel than the more central 
regions, despite lower overall mobility rates. Irish residents, for example, generate 1432 
passenger-km a year on average compared with a figure of 448 for German residents. 
 

Spatial implications of transport trends 
 
It is clear that there is a large degree of endogeneity in the links between transport and the 
spatial development of the economy. Whilst the trends in transport are clearly a partial 
determinant of changes in spatial organisation by changing relative prices, the changing 
structure and spatial organisation of the economy lead to changes in the demand for transport 
through the conventional derived demand relationship. It is simplest to classify these 
implications as relating to agglomeration effects and centralisation effects. 
 

·  Agglomeration effects relate to the tendency which falling transport costs can have in 
enabling firms to achieve scale economies and benefit from agglomeration without 
suffering competitive penalties from the barriers of high transport costs. Within 
agglomerations backward and forward linkages can compound the cumulative effects. 
Agglomeration leads to larger transport flows thus reducing further the average cost of 
transport, up to the point where congestion sets in.  

 
·  Centralisation effects are those which determine whether activity will move towards 

the already developed areas of the region or decentralise towards more peripheral 
locations. They may be associated with agglomeration/scale economy effects.   

                        
·  The European Spatial Development Perspective has proposed a polycentric structure 

as a desirable objective of spatial development policy in the EU. This implies 
trying to achieve a limit on tendencies towards agglomeration and centralisation. A 
polycentric structure for the EU as a whole should be matched by polycentric 
structures at each level: macro-regions such as NWE, individual member states and 
individual regions. An appropriate transport network is needed at each level of such a 
structure. The allowance for these network developments has a generally small impact 
on economic welfare for the majority of NWE regions. The improvement of links 
across some border regions in smaller countries and of links 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 NWE in the coming decades will be the 
growth of traffic flows. These result from the cumulative effects of a series of factors such as: 
further European integration, globalisation of the economy, EU enlargements, progressing 
motorisation rate, decentralised organisation of industrial production and just-in-time 
approaches, increase of leisure time, qualitative evolution of transport systems (HST), 
decrease of air transport prices (low cost companies) etc. Only few counteracting factors can 
be identified. The emergence of the information society, bringing with it numerous 
applications (e-learning, e-services, home working etc.) does not create a real substitute to 
physical mobility, on the contrary. Access to more information may generate a stronger need 
to move. 
 
Most recent Europe-wide traffic forecasts up to 2020 provide impressive results as far as 
NWE is concerned. Starting from a base year in 2000, the TEN-STAC Study26 has produced 
various scenarios which all incorporate the same common socio-economic assumptions, 
meaning a “normal” economic development in all countries. We shall consider here only the 
outcomes of two scenarios, which are the extreme ones in terms of transportation policies: the 
Trend+ and the European+ scenarios: 
 
- in the Trend+ scenario, basic policy actions are used to ensure the realisation of the White 
Paper aimed at the continuing liberalisation and harmonisation of EU transport for 2020. The 
infrastructure projects globally included in the TREND+ scenario mainly consist of the 
projects to be finalised in the year 2007.  
 
- the European+ scenario includes a number of assumptions in addition to those of the Trend+ 
scenario: the White Paper measures are applied specifically on the Trans-European Network 
and on specific infrastructure projects; substantial accompanying measures are dedicated to 
the selected infrastructure projects in order to support the intermodal transport. All 
infrastructure projects are included that are planned to be finalised in the year 2020. 
 
Only the main transport axes are considered (TEN-T), including rail, road, waterways, sea 
motorways/short sea shipping. Results of simulations show the following results27. 
 
In the field of road passenger flows, the Trend+ scenario shows increases above 80% between 
2000 and 2020 on a number of motorway sections (East of London, West-Midlands, Ireland, 
Benelux, South of Paris). Sections with an increase rate between 40% and 80% are even more 
numerous, in particular in France, Ireland, western parts of the German area. Sections with a 
rate of increase between 0 and 20% are also numerous in all countries. Sections where road 
passenger flows are likely to decrease are rather exceptional. The European+ scenario does 
not provide a very different picture. A number of sections are even more overloaded than in 
the Trend+ scenario (south-east of the Paris region, western part of the German area etc.): the 
more the road infrastructure is developed, the more intense are the road passenger flows. 
 
The rates of increase of road freight flows will be in the average twice as high as those of road 
passenger flows in the Trend+ scenario. Motorway sections with a rate of increase above 
150% between 2000 and 2020 are far from exceptional in all countries concerned, as it is the 

                                                
26 TEN-STAC « Scenarios, traffic forecasts and analysis of corridors on the Trans-European Network”. Coordination: NEA 
(NL). European Commission. 2004. 
27 Maps are contained in Annex 2. 
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case with sections showing an increase rate between 80% and 150%. Much less numerous are 
the sections with an increase rate below 80%. These are however more numerous in the 
German part and in Switzerland than in the other countries. There are no significant 
differences with the outcomes of the European+ scenario. Efficient transport policies do not 
apparently have major impacts on the reduction of growth of road freight transport. 
 
Strong increase in the volume of road traffic has significant impacts on the evolution of road 
congestion. In the Trend+ scenario, time costs caused by road congestion will increase 
between 2000 and 2020 in all regions of NWE (with one exception in the North of England). 
In most regions of NWE, increase of congestion costs will be high, even in less urbanised 
areas. Low values are to be found mainly in mountainous areas (North of Scotland, Ardennes) 
and in a modest number of other regions (East Midlands, Northern Ireland, Normandy). 
 
CO2 emissions caused by road traffic are also likely to increase significantly between 2000 
and 2020 (Trend+ scenario), in particular in France and Ireland. In the case of particulates, 
emissions caused by road traffic are in the contrary likely to decrease (in the range of 40%-
60%) between 2000 and 2020 (Trend+ scenario), probably because of technological progress 
in engines. 
 
In the case of rail passenger flows, high increase rates (above 80% between 2000 and 2020 in 
the Trend+ scenario) are to be found on railway sections which are recent or strongly 
modernised (Frankfurt and Cologne regions, western north-south railway from Scotland to the 
Midlands). Railway sections with an increase rate between 40% and 80% are also numerous 
(Central Ireland, Midlands-London, Lille-Paris-Lyon, some sections south of Brussels). The 
European+ scenario shows a pattern which is not fundamentally different from that of the 
Trend+ scenario, although some significant changes can be observed: a number of railway 
sections are more intensely used (Upper Rhine region, region East of Frankfurt, south-west of 
Paris), while traffic declines on a number of other sections (towards south-west France, 
western parts of the German area). These changes mainly result from the extension of the 
HST network which concentrates flows on the new lines at the expense of the more traditional 
railways. 
 
As in the case of the road sector, the average rates of increase of rail freight are roughly twice 
as high as those of rail passenger transport. Increase rates above 150% between 2000 and 
2020 (Trend+ scenario) are to be found mainly in England and in the Benelux. They are much 
more numerous in the European+ scenario (notably in France and Germany). This pattern is 
also true for the railway sections with an increase rate between 80% and 150%. This shows 
that an efficient policy aiming at promoting rail freight and intermodal transport may have 
significant impacts on the volume of rail freight. 
 
Looking more specifically at international flows, their share in the year 2000 was high (above 
20% of total flows) in the whole of NWE with three exceptions (Ireland, the UK except the 
London region, West France, except the corridors in the direction of Spain). In the central part 
of NWE, an area can be identified with a particularly high share of international traffic, 
including short-distance one (both passengers and freight). It stretches from the southern parts 
of the Randstad to the Basel region and covers a large part of Belgium, Luxembourg, northern 
France as well as the western border regions of the German part. 
 
Comparing the situation in the year 2000 with the forecasts for 2020 in international road 
traffic (respectively Trend+ and European+ scenarios), it can be observed that the pictures are 
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quite similar with very few exceptions (the share of international road traffic will increase on 
the corridor north of London, on the corridor south-west of Paris, on the corridor Brussels-
North Sea coast, on some sections of the German corridors).  
 
In the field of international rail traffic, the main corridor with the highest share of 
international traffic  in the year 2000 (more than 50% of passenger and freight flows) was the 
corridor linking London-Brussels-Luxemburg-Strasbourg-Basel-Milan, with some other 
shorter corridors (Paris-Brussels, Randstad-Germany, Basel-Frankfurt). The pattern is 
however likely to change significantly between 2000 and 2020, with a number of other 
corridors having in 2020 a share of international traffic above 50% (Brussels-Randstad, 
Brussels-Cologne-Frankfurt; corridors of the Stuttgart region), or between 20% and 50% 
(corridors around Paris, central England). There are also some differences between the 
Trend+ and the European+ scenarios: efficient transport policies tend to increase the share of 
international traffic on certain corridors (induction effects). 
 
Efficient transport policies also have significant territorial impacts. In terms of European 
centrality (passenger transport), the European+ scenario shows an increase rate above 25% 
from 2000 to 2020 in the UK, Ireland, Ile de France, Burgundy and Alsace, while increase 
rates between 10% and 25% are quite general in the continental part of NWE. In the field of 
freight centrality, increase rates are highest (above 10%) in Scotland, Cornwall, East-
Switzerland, while the other parts of NWE will have moderate increase rates (below 10%) 
between 2000 and 2020. 
 
Potential costs savings between 2000 and 2020 due to the improvement of travel times 
(passenger transport; European+ scenario) will be significant in the large metropolitan regions 
(London, Paris, Randstad, Rhein-Ruhr, Frankfurt, Brussels), but quite low in the remaining 
parts of NWE, with some exceptions (Western Scotland, southern Ireland, parts of the 
Benelux). This confirms that main beneficiaries of HST are the large metropolitan regions. 
 
Efficient transport policies also contribute to reducing the time costs caused by road 
congestion. When comparing the Trend+ and the European+ scenarios, wide areas of NWE 
experience a significant reduction of time costs caused by road congestion if an efficient 
transport policy is applied. This impact is stronger in the peripheral and/or rural regions of 
NWE than in the more central and urbanised ones. The application of an efficient transport 
policy also has a positive impact on the reduction of emissions caused by road traffic (CO2, 
NOx, particulates), in particular in France and Germany. 
 
Waterways play an important part in freight transportation in the continental part of NWE, in 
particular in the Netherlands and Germany. The main waterway system is that of Rhein-Main. 
The Trend+ scenario shows a significant increase of freight traffic on a number of waterways 
(Lower Seine, Neckar, northern Netherlands). The development of sea motorways/short sea 
shipping has important potential for carrying freight. The Trend+ scenario shows that 
maritime traffic (excluding crude oil) could be multiplied by 2 to 3 on the connection North 
Sea/Baltic Sea and by 1.5 to 2 in the Atlantic/Channel area. The total traffic volume 
(excluding crude oil) would exceed 300 million tons on the sea motorway from the Western 
Channel to the Baltic Sea. 
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TEN-STAC Study: Relative change in road passenger flows (total) 2000-
2020  (Trend Scenario)  
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TEN-STAC Study: Relative change in road freight flows 2000-2020 (Trend Scenario) 
 
2.1.6. Transport and energy price 
 
Relationships between transport and energy are extremely strong. Main energy sources used 
in transportation are primarily oil products and secondly electricity (which is itself produced 
from various primary sources). 
 



 53 

While in the past decades the main issues regarding the relationships between transport and 
energy concentrated mainly on energy savings in transportation (through technological 
developments) and on environmentally-friendly transportation (through modal shift and 
higher efficiency in the limitation of emissions), main issues fro the coming decades may 
become slightly different. 
 
The price of energy28 will certainly be one of the most sensitive factors. Main reason is the 
growing imbalance between supply and demand of oil and gas products at world scale. Large 
emerging industrial countries such as China, India, Brazil and a number of smaller ones are 
strongly driving energy demand upwards. The supply capacity of oil products is by far not 
growing at the same speed for a number of reasons (insufficient investments and oil 
discoveries in past decades, progressive depletion of oil resources in a number of world 
regions). The result is a significant increase of crude oil prices which jumped from $10/barrel 
in 1999 to $24/barrel in early 2003 to reach $57/barrel in early 2005. There is no sign 
showing that this trend is likely to be significantly curbed down in future. On the contrary, the 
imbalance between oil supply and demand is likely to grow and oil price reaching the level of 
$100/barrel in a few years is already anticipated by numerous experts and professionals.  
 
There is however another less well-known but more serious aspect of oil supply: that of oil 
production peaking. Oil production peaking means declining production at a certain stage of 
exploitation of oil fields, whatsoever the level of investments may be. Main constraints in the 
peaking process are of geological nature. The process of oil peaking can easily be understood 
if one considers a single oil field. The exploitation process is composed of various phases. At 
the beginning of oil production, the natural pressure is generally sufficient to let the crude oil 
come up by itself (primary recovery). With increasing production, the pressure of the oil field 
diminishes and the water levels rise. After some time the production rate begins to decline. 
 
The world's largest oilfields were all discovered before 1950. Since the 1960s, annual oil 
discoveries have decreased regularly. Since 1980, annual consumption has exceeded annual 
discoveries. By 2005, 70% of daily oil supply came from oilfields already in production for 
30 years or more; 20% of global supply came from 14 giant oilfields whose average age of 
exploitation was over 50 years. Oil production peaking follows – with a few decades delay – 
the peaking of oil discovery. Global discovery peaked at world scale already in 1964. Since 
then, annual oil discoveries regularly decreased. In aggregating the production processes of 
the various oil producing regions, a world-wide peak of oil production is generated, from 
which point production decline at world level is inevitable. 
 
In the various oil producing regions, big oil fields have been developed first and only 
afterwards the smaller ones. When the first big fields have passed their production peak, an 
increasing number of new and generally smaller fields have been developed. It became 
however increasingly difficult to sustain the rate of production growth. The smaller fields 
reached their peak much faster.   
 
By 2005, numerous oil fields in the world had already peaked. Oil production peaking in the 
USA has occurred in the early 1970s. In the group of countries outside OPEC and the Former 
Soviet Union taken together, oil production peaking has occurred in the late 1990s. Critical 
for the stagnation of oil production in this group of countries has been the peaking of oil 
production in the North Sea which has occurred in the year 2000 (in 1999 in the UK and in 

                                                
28 ESPON Project 3.2. Second Interim Report. Chapter 2.3. Energy. 2005 
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2000 in Norway). After the year 2000, only a very limited number of countries in this group – 
in particular Brazil and Angola – have been in a position to continue to expand their 
production. . In China, oil production has peaked in 2003, so that a sharp increase in oil 
imports can be observed. The case of the Former Soviet Union is a particular one. Oil 
production peaked a first time at the end of the 1980s at a level of 12 million barrel/day. In the 
following five years, production collapsed by almost 50%. After the liberalisation of the oil 
market, production levels in Russia increased again very strongly. Experts foresee however 
new oil peaking within a few years earlier however in Russia than in the rest of the FSU.  
 
In the Middle East – the core of OPEC – the situation in Saudi Arabia – the biggest oil 
producer – turns to be far less favourable than official declarations have ascertained for 
decades. The largest oil field in the world -Ghawar – discovered in 1948, has been exploited 
for more than 50 years. In the early 2000s, more water is already pumped into the field to 
increase pressure than oil is extracted. Saudi Arabia has not been able to compensate for the 
decline of oil production in other world's regions. Oman’s oil production, which has been one 
of the great success stories of the 1980s and 1990s, peaked at the dawn of the 21st century 
from 840 000 barrel/day to 703 000 barrel/day within two years. Already in the year 2000, 
Iran was facing an uphill battle to compensate for the decline in its major south-western oil 
fields by ways of gas and water injection and minor offshore developments on buy-back basis. 
By doing this, Iran only succeeded in slowing the decline. Even the big hope generated by the 
super-giant oil field of Azadegan has been gradually dying down as its potential has been  
constantly down-rated. In Iraq, the extra-low production rate of the early 1990s allowed for a 
further “plateauing” in known fields. Production in new fields ready for development (West 
Qurna2, Majnoon and Nahr Umar) as well as in relation to recent discoveries in the Western 
Desert, cannot progress as much as expected, because of war, long-lasting troubles and 
terrorism which do not make the necessary investments possible. 
 
A number of significant experts of oil geology and economy (Campbell, Lahérerre, Bakhtiari, 
Simmons etc.) agree on the fact that oil peaking at world scale is likely to occur rather soon, 
most probably between 2010 and 2020, after which oil production will regularly decrease. In 
a context of growing demand, oil prices are likely to reach very high levels and oil shortage is 
even not excluded in the long range. 
 
The question is therefore raised if alternative energy sources can be substituted to oil in the 
transport sector. Presently, two possible alternative solutions can be mentioned: the 
development of biofuels and that of fuel cells (hydrogen). The production of a significant 
amount of biofuel will require very large agricultural areas which may create competition 
with food production. Fuel-cell driven vehicles will consume large quantities of hydrogen, the 
production of which requires significant amounts of energy (natural gas or electricity). 
Hydrogen is an energy vector, not an energy source. 
 
It results from this that energy supply will be a serious issue in future and the situation will be 
more severe in the transport sector than in other sectors because substitution possibilities are 
much more limited. Only modal shift from roads to railways could alleviate significantly the 
use of oil products, because electricity can be produced from various primary energy sources. 
 
The impact of energy supply constraints on the price of transport will be significant and the 
question can therefore be raised in how far the long range transport forecasts presented above 
(TEN-STAC Study in particular) are realistic in a context of strongly increasing energy 
prices. 
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Source : University of Uppsala (Sweden). 2004 
 
An important aspect of the increase of energy price is the evolution of settlements resulting 
from growing transport costs. As long as the increase of oil price does not generate a serious 
economic recession, it is likely that growing transport costs will favour the development of 
compact cities and counteract suburbanisation. Demand for public transportation will increase 
and settlements will expand at proximity of the stations of public transport networks. As 
demand for housing in cities will grow, prices will increase accordingly. Small settlements in 
rural areas, which are usually more dependent upon road transport, will be disfavoured by 
higher energy prices, in particular of oil products. It is also likely that recreation areas will be 
developed in the surroundings of cities, in order to reduce the distance between homes and 
recreation facilities (week end recreation in particular)
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2.2. Emerging “key challenges” in a medium-term perspective for the future 
development of the NWE transport system 
 
2.2.1. Maintaining a high level of external access to and from NWE as well as a high 

level of internal access within the NWE 
 
a) Improving the external access of NWE to the rest of Europe/the world through 
increasing the efficiency of land-based transport, maritime transport and air 
transport: corridors linking NWE to the rest of Eur ope: 

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

 
It is obvious that EU enlargement generates an increase of exchanges between the EU-15 
countries and the new member countries. There is however presently no precise analysis and 
visualisation of the impact of EU enlargement on traffic flows in Europe. It is nonetheless 
interesting (as an approximation) to visualise the pattern of traffic flows which have their 
origin or destination in the new member countries and which affect the EU-15 countries. Such 
an exercise was made for France by Ph. Mathis at the request of DATAR in the case of road 
transport. 
 
The first map shows transit flows through France (assuming that France does not generate and 
receive any traffic), while the second map shows the pattern of traffic generated or with 
destination in France and related to the new member states (method of minimal path). The 
superposition of both maps would provide the complete pattern of flows between EU-15 and 
the new member states. 
 
As far as NWE is concerned, both maps suggest a concentration of flows on major East-West 
corridors through Germany, southern Benelux and northern France. Impacts on the UK are 
also significant. It is likely to assume that the intensification of flows resulting from the 
enlargement in the years to come will follow the same pattern, or at least a very similar one. 
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-  Need to increase the performance and profitability of long-distance intermodal systems 
and services beyond NWE and need for stronger marketing; 
 
Long-distance intermodal systems are essential for a sustainable organisation of transport in 
NWE, because of the presence of large transport hubs and of large agglomerations. In 
particular, the hinterland connections of the ports of the northern range call for an increased 
development of long-distance intermodal systems, both on North-South and East-West 
corridors. Several obstacles have to be overcome in this respect: 
 
- on East-West corridors, deficits in intermodal solutions are particularly important in France 
where railway services are badly developed and have even declined in recent years. The 
French railway company is politically obliged to look for profits and withdraws from services 
which are not sufficiently profitable. So far, there has not been a single train between Le 
Havre and Sopron in Hungary, while Antwerp and Rotterdam are well linked to Sopron. A 
frequently mentioned constraint is the insufficient freight volume necessary to make services 
profitable. This depends however upon the type of freight. For certain categories of freight, 
volumes are sufficient to justify services. It seems necessary to motivate and mobilise 
transnational operators. The lack of appropriate services in the French part results in a 
diversion of rail freight along the Rhine valley, serviced by non-French operators. Another 
aspect of this issue is that the situation of railway networks is paradoxical: while there is free 
capacity, there are also local bottlenecks (at the entrance and exit of agglomerations). 
 
- on North-South corridors, the freight volume is sufficient to make intermodal services 
profitable and rail freight is progressing better. A specific issue where potential for 
intermodal/combined transport exists is the transportation of fruits and vegetables from 
Mediterranean regions to the large cities of NWE. Presently, this type of transport is almost 
exclusively ensured by trucks, causing severe pollution and congestion, not only on the 
motorways, but also in the large cities. Rail transport would considerably improve the 
situation. 
 
In both Ireland and the Netherlands there is a clear view of the need to recognise the differing 
infrastructure needs of different types of traffic. Different types of flow, freight, passenger 
and information have different characteristics and impose different pressures on the networks. 
The accessibility measures used were often inappropriate for these purposes even if they 
combine different modes. Furthermore, the sectoral origin of Irish growth implies very 
specific transport demands and knowledge flows. 
 
This is even more significant within the Netherlands where there are many competing uses for 
infrastructure, implying the need to classify infrastructure according to its primary purpose: 
international, national, regional, local. One view is that it was only by providing such a 
classification that a meaningful discussion of infrastructure needs could take place. On the 
other hand it has to be recognised that the same infrastructure can serve many different 
purposes and at different times of the day/week/year the balance of these purposes could 
change. The main problem is in determining the potential conflicts between, for example, 
through traffic and more local traffic and assigning appropriate values to their different needs. 
The example was given of Antwerp where there is a proposal to develop the infrastructure so 
as to segregate local traffic from long-distance traffic with the latter confined to through lanes 
with no access/egress. 
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-  Need to overcome the incompatibility of national technical standards (inter-operability) 
in railway systems;  

 
The problems of interoperability of infrastructure and rolling stock are well documented. The 
UK faces particular difficulties because of the more restricted rail loading gauge, particularly 
on routes to and from the Channel Tunnel, which also face capacity constraints. The rail 
network as a whole faces serious capacity constraints given the increase in passenger traffic 
which has limited the available capacity for the expansion of rail freight, despite a generally 
good performance from this sector. The lack of good rail access to potential customers limits 
the competitive potential of rail. 
 
But also in the case of Germany’s second most important metropolitan region, the area around 
Stuttgart, incompatibility between the different systems in the countries is considered a major 
obstacle that tends to restrict the location’s wider external access. Problems of interoperability 
also exist at the borders between Belgium and France. 
 
For Switzerland’s external accessibility, rail transport is of strategic importance. National 
policy aims at qualitatively upgrading this transport mode with a view of promoting stronger 
modal shifts in passenger and freight transport from road to rail.29 In the context of HST, the 
issue of interoperability is not an immediate major problem, as foreign high-speed trains 
(TGV, ICE) can actually access their final destinations in Switzerland. In the medium term, 
however, there will be some problems if Switzerland's major high-speed rail corridors is 
equipped with a new transport telematic system (European standard ICTS for electronic 
signals), while the neighbouring countries have not yet made the necessary investments. 
  
- Exploration and use of potentialities offered by the present policy on initiating “highways 
of the sea” on the external access of NWE; Better integration of long-distance maritime 
transport (going beyond the boundaries of the NWE area) into the intermodal and logistic 
chains of the NWE with the aim to shifting cargo from road to sea; 

 
Shipping and port congestion are of major direct concern to Ireland. The main problem was 
perceived as congestion in (and immediate access to) ports. This affected both Irish ports, 
especially Dublin, and the main hub ports of Rotterdam, Antwerp and Hamburg. There is a 
potential need for the development of alternative deep-water hubs: Shannon in Ireland and 
Milford Haven in Wales were cited as potential alternatives. Access to Dublin port would be 
improved by the completion of the port access tunnel. There are strong views in IRL that the 
development of ports and shipping should not be seen too exclusively as an internal EU 
matter but the wider global links, especially with North America, are critical to continued 
economic success.   
 
Ports for ferry services to the UK (and France) tend not to compete with the main ports but 
serve dedicated routes. 

 
-  Promoting better co-ordination and co-operation among existing ports (including the 
medium-sized ones) for developing sustainable external trade and including the 
potentialities resulting from the EU enlargement (development of maritime connections 
between NWE and the Baltic States, Poland, Slovenia, Malta, Cyprus);  
                                                
29 In terms of passenger transport by rail, the rail share is at about 20% compared to 80% for the road.  In the field of freight 
transport, the share of the rail is relatively high, but it is characterised by constant decrease. 
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Port developments and port policies are a very strategic element in the transport systems of 
NWE, in particular as far as external accessibility is concerned. The ambiguity of European 
policies (liberalisation/competition versus cooperation) creates a context in which the 
development of cooperation activities is sometimes difficult. It is illusory to expect the 
abandonment of strong competition between the North Sea/Channel ports, both at 
transnational and national level. In such a context, competition exists not only in the field of 
investments in ports (which may lead to overcapacity), but also in the field of hinterland 
connections (infrastructure and services). Sustained growth of container transport generates 
strong pressure on the development of all ports of the northern range. A number of ports are 
however facing constraints for their development, mainly in relation with environmental 
problems and more specifically with pressure on natural areas (Rotterdam, Antwerp, Le 
Havre etc.). There is a clear tension between port expansion and nature protection. Significant 
structural changes in the field of maritime transport (generalisation of large size container 
ships > 7500 TEU, resulting in the reduction of the number of calls on the range – 2 or 3 at 
maximum - and in access problems for estuary ports) will give a new dimension to 
ports’competition, with the risk of a number of present investments becoming obsolete in 
coming years. 
 
In the Netherlands, although a key issue had been concern over the dominance of the main 
ports, there is also a continuing concern about the competitive position of the main ports 
themselves. Concern is expressed over the potentially unnecessary duplication of expensive 
infrastructure serving the ports of Rotterdam and Antwerp (such as the Betuwe Line and the 
‘Iron Rhine’) leading to wasteful competition where, from a  wider NWE or EU perspective, 
coordinated development might have been preferable. This could lead to greater difficulty in 
competing with emerging competition, for example from the Baltic Ports in the new member 
states, which would be able to serve growing markets more easily than Rotterdam/Schiphol 
from which traffic has to negotiate the congested areas of western Germany. A relevant 
example of this type of competition (however in the field of air transport) is that of DHL 
which has moved its major European operation from Brussels to Leipzig because of 
constraints on development at Zaventem.  Fears are expressed that similar problems could 
face the Dutch main ports. Maintaining an appropriate balance would be a key issue.   
 
Similarly, there are a number of secondary Dutch ports, such as Amsterdam, Dordrecht, 
which, although far from being minor ports, also face being overshadowed by the dominance 
of Rotterdam (and Antwerp). Access to these may not be as well developed as access to the 
main ports and thus they face problems in developing an effective hinterland. Instead of being 
developed as alternatives to the main ports they could become by-passed and fail to make a 
contribution equal to their potential.   
  
-  Improving external access through better exploiting potentialities offered by air 
transport. 

 
Air transport has been of particular significance in the economic development experienced in 
Ireland. The evidence on multimodal accessibility shows the particular significance of air in 
raising accessibility in Ireland compared with some other peripheral parts of the NWE area 
such as the Highlands and Islands of Scotland. However, accessibility measures do not 
capture all the dimensions of access since they do not typically included information 0n 
frequency (which may be particularly relevant for business traffic) and prices. Ireland  has 
benefited from being at the centre of the low-cost airline revolution. Similar issues arise for 
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airfreight as for ports: this is critical to much of the high technology sector in Ireland for both 
inputs and finished products. 
 
Western Ireland in particular has benefited from the combination of the development of low-
cost airlines and regional airports (e.g. Kerry County, Knock) with a close link to the local 
business community. These have compensated for the poor development of land infrastructure 
and have encouraged investment by transnational companies. This development may be at 
risk if there was a major re-positioning of air costs with the rise in fuel prices and particularly 
through the imposition of additional taxes on aviation fuel or air tickets. 
 
In the Netherlands, the dominance of the two global gateway main ports of Schiphol and 
Rotterdam is seen to present certain difficulties for the development of secondary nodes in the 
Dutch  system. Regional airports, other than those at Eindhoven and Maastricht, have found it 
difficult to become established although the latter in particular has thrived on its proximity to 
the German market and had now been renamed Maastricht-Aachen Airport with 4 flights a 
day to Schiphol and two flights a day to Berlin Schönefeld as well as a wide range of holiday 
flights. Similarly the airport at Weeze in Germany (close to Arnhem and Nijmegen) has been 
rebranded Flughafen-Niederrhein and has become a base for Ryanair (although Ryanair refers 
to it as Düsseldorf (Weeze)) with flights to Barcelona, Glasgow, London, Rome, Stockholm 
(using secondary airports) and Shannon. Eindhoven also serves as a Ryanair base with flights 
to Barcelona, Dublin, London, Milan and Rome. 
 
The development of regional airports plays also an important part in the improvement of the 
external accessibility of Belgium (Oostende, Charleroi, Liège) and the French (Beauvais) and 
German (Hahn, Köln-Bonn) parts of NWE. Deficits in external accessibility by air still exist 
however in some regions. In Normandy, there is a problem with the international connections 
of the airports: the five airports are too small and international regular lines have more or less 
disappeared. The improvement of the railway connections of the region with the Paris airports 
is therefore urgently necessary. The freight airport of Vatry (Champagne-Ardenne) has so far 
not been successful, while air freight is developing in airports of neighbouring regions: 
Oostende, Liège, Luxembourg, Hahn.  
 
In the UK the low cost carriers have developed services through a number of regional 
airports, providing direct links to both other NWE hubs and region to region links. Good 
examples of this is the growth of Edinburgh, Liverpool and Bristol airports. However, large 
parts of England remain under the shadow created by the sheer size of the London airports 
system where range of destinations and frequency remain much superior despite more serious 
problems of congestion. 
 
Switzerland’s external accessibility is seriously affected by the recently concluded interstate-
agreement on air traffic between Switzerland and Germany (regulating time limits for landing 
and take-off hours, defining capacity limits) and the takeover of SWISS by Lufthansa.  
Especially the latter aspect will, in the medium range, certainly lead to displacement effects 
with regard to international and transcontinental air traffic, from which mainly the airport of 
Munich will be benefiting. 
 
The merging of Air France and KLM may have impacts on the respective roles of the 
Amsterdam and Paris airports. This could concern their respective specialisation, more than 
issues of external accessibility. 
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b) Improving internal accessibility within  NWE:  
 
- Need to consider existing missing links/bottlenecks; 

 
The links across the UK and the associated problems of congestion are well established. 
These constitute problems both for Irish traffic and for traffic between the more peripheral 
parts of the UK and continental Europe. To some extent this is accepted in IRL as a fact of 
life. There is some debate about the relative merits of the development of the (Cork)-Dublin-
Belfast corridor (for international as opposed to inter-Irish traffic) and that through Dublin to 
Liverpool-Hull (Northern Way). Although there have been improvements to Dublin-Belfast, 
Dublin-Cork is still below standard and there remains the problem of the interconnection 
between the two rail routes in Dublin which use separate termini.  
 
Alternative routes avoiding congested regions also feature strongly in plans within the UK. 
Although there is no overall national spatial plan for the UK, the English regions and the 
devolved administrations (Scotland, Wales and Northern Ireland) are developing regional 
spatial plans. Although formally these are developed independently, and the indicative plans 
tend to demonstrate a degree of spatial isolation, they are not developed in complete isolation 
as there is considerable cross-regional discussion with individual regional bodies taking the 
lead on specific issues (such as transport) for all the regions.  
 
This is tending to the emergence of three key corridors in the North, Midlands and South-east. 
The South-east is the major existing route for both internal and international traffic since it 
links the Channel Ports with the rest of the country and the Greater London and South-East 
England regions as the most dynamic economically with the rest of the UK. The Northern 
Way is the most developed alternative route, providing both a transport route and a vision of 
polycentric development in northern England. This links the major west and east coast ports 
such as Liverpool and Hull (and thus provides an alternative link for Irish traffic) and offers a 
development strategy for the towns and cities in between. Discussion has started on a putative 
‘Midlands Way’ which would address the problems of congestion in the Midlands and 
provide a link to the east coast ports such as Felixstowe and Harwich as well as develop an 
important route for Irish traffic (part of the priority Ireland-Benelux TEN). The major 
problem here is of capacity at the ports which would favour development of the Northern 
Way route where there is significant spare capacity in the Humber Ports such as Hull. The 
problem is more of possible congestion this route would face at the continental end where it is 
not clear whether the primary route would be via the existing ferry connections to Rotterdam 
or Zeebrugge or lead to the development of new links either to other near continent NWE 
ports or to more distant ports such as Bremen, Hamburg or Baltic ports. Rail would continue 
to face the loading gauge problem for movements within the UK. This is a clear example of 
where transnational cooperation is vital at an early stage of a project. 
 
Strong emphasis is placed in both Ireland and UK on the need to maintain and develop links 
other than those within the NWE space. This includes links to Scandinavia (with which region 
there is much in common for Ireland and parts of the UK in terms of spatial structure and the 
high tech/research-based economic base); new member states (which are seen as potential 
alternative sources of supply to the Far East if transport costs continue to rise) and most of all 
links to North America (which is the source of most FDI, 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 development of internal (particularly road) 
infrastructure has been allowed to lag behind during the period of strong growth, although it is 
difficult to identify cases where this has so far been a serious constraint on development. It is 
more seen as a requirement to provide levels of infrastructure which match those in other 
regions at a similar stage of development. The development of soft infrastructure is often as 
important as that of hard infrastructure. 

 
Missing links and traffic bottlenecks also exist on the continental part of NWE (for instance 
the Iron Rhine or the road connection Charleroi-Charleville). The construction/enlargement of 
new road infrastructure (mainly motorways) in the Netherlands, Belgium, France and 
Switzerland) corresponds more to the objective of alleviating congestion on major corridors 
than to that of reducing the problems of landlocked areas. Congestion is particularly 
significant in and around large agglomerations (Brussels, Paris etc.). 

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

 
There are problems in most of port hinterlands: saturation of traffic, lack of infrastructure and 
of transport capacity. 
 
As noted  above concern is expressed in the Netherlands over the potentially unnecessary 
duplication of expensive infrastructure serving the ports of Rotterdam and Antwerp (such as 
the Betuwe Line and the ‘Iron Rhine’) leading to wasteful competition where, from a  wider 
NWE or EU perspective, coordinated development might have been preferable. Coordinated 
development could provide a better basis for dealing with emerging competition, for example 
from the Baltic Ports in the new member states, which would be able to serve growing 
markets more easily than Rotterdam/Schiphol from which traffic has to negotiate the 
congested areas of western Germany. Similarly, the secondary ports may not receive the 
development of their hinterland connections and instead of being developed as alternatives to 
the main ports they could become by-passed and fail to make a contribution equal to their 
potential.   
 
Another topic that helps improving more efficient hinterland connections for the 
Dutch/Belgium seaports in the field of freight transport is the conception of alternative 
transport links towards the Rhine-Ruhr area in Germany (i.e. via internal waterways). 
Especially for the Land North-Rhine Westphalia, this option is an important aspect and would 
allow avoiding a further increase of truck-based cargo transports on the already congested 
road network. Within this wider context, especially the Land’s harbours along the internal 
waterways should become tri-modal interfaces that are able to act efficiently in newly created 
integrated logistics chains. 
 
The Seine-Nord project calls for harmonisation between the French and the Belgian strategy. 
The French Seine-Nord project is a large capacity project, while on the Belgian side 
infrastructure investments are made, but with a more modest capacity impact. When the final 
decision will be taken by the French authorities to build Seine-Nord (the project is in financial 
competition with the Lyon-Turin railway), an agreement with the Belgian authorities will 
have to be concluded to harmonise the technical characteristics and schedule of realisation of 
respective projects. 
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As far as the promotion of intermodality is concerned, it is relatively difficult to develop 
multimodal platforms in the hinterland of ports within NWE, because rail transport is only 
profitable on long distances (more than 500 km). Freight platforms favour therefore road 
transport. 

 
- Need for better connections of second-rank airports to public transportation networks;  
 
Ten years ago, the introduction of HST was considered as a major tool to compete against the 
development of regional airports. In fact, this has not taken place: traffic of both HST lines 
and regional airports has been significantly increasing. The development of regional airports 
(as well as related investments in the economic sector) has however to be considered with 
some caution. First, it generates significant motor car traffic, because most regional airports 
are not connected to railway networks. Second, the increase of energy price (higher price and 
stronger taxation of fuel) could jeopardise in the years to come the expansion of regional 
airports which strongly rely upon low cost companies.  Some examples show however the 
existence of potentialities in inter-modal freight transport involving rail and air transport. A 
study will be soon carried out about the feasibility of a HST freight line between Paris, Liège 
and Cologne, initiated by the airports of Paris and Liège. 
 
Important cross-border interactions take place between the French regions and the 
neighbouring regions of Belgium, Luxembourg and Germany. While in northern France, only 
the Beauvais regional airport is successful in terms of low cost services, the regional airports 
of Charleroi, Hahn and Baden-Baden-Karlsruhe attract more and more French travellers. The 
airport of Luxembourg is the main international airport for the Lorraine region. 
 
The growth of regional airports not connected to public transportation takes place in a context 
of externalisation of social and environmental costs. In addition to the fact that they generate 
significant motor-car traffic, the low-cost companies, which pay low airport charges, compete 
successfully against HST and conventional railways which are more sustainable forms of 
transport. Better public transport connections of these airports would not only improve the 
environment, they could also contribute to their sustainability. If fuel prices continue going 
up, airports without public transport connections will be disfavoured. There will also be an 
impact on the cost of air transport itself which may less easily compete against railway 
transport. 

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

 
In the field of passenger transportation, the development of HST has significantly favoured 
large cities. Access to the emerging HST network presents a number of problems for regions 
lying between the major metropolitan areas (and thus potentially by-passed by the new 
network) as well as those outside the new network. It is therefore necessary to strengthen 
efforts aiming at spreading the benefits of HST also in the direction of medium-sized and 
small towns. The difficulty of serving all points equally has already been identified in 
locations such as Ashford, Calais and Mons. Although a number of cooperation projects are 
being carried out under Interreg (III A and B) about this issue, further efforts will be 
necessary in the years to come in the same direction. A number of constraints have to be 
considered in promoting regional public transport connections to the HST stations, such as the 
reluctance of a number of local operators (bus transport) and competition among them. In 
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Belgium, there are also problems of coherence between the national level (national railway 
company) and the regional/local levels which pursue often rather different objectives. 
 
The creation of the new high level infrastructure has been identified as a concern to border 
regions particularly in the Belgian-Dutch border regions. Fears are expressed about the future 
level of service in areas such as Roosendaal and Breda. On the other hand, good examples 
exist of how a combination of pro-active policy towards attracting new service industries and 
improvements to transport had benefited the Maastricht region which now had better rail links 
to Brussels via Liège than to the Randstad. This has been the subject of one of the case studies 
within the HST Links project. The developments in this region have also served to create 
significant cross-border labour markets which were exploiting price differentials in different 
markets such as housing and employment. 

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

 
Services on conventional railways are reduced in the context of the development of HST 
lines, with a number of areas becoming more isolated (for instance, in France, the towns of 
Bar-le-Duc, Châlons/Champagne and Epernay in relation of the development of TGV Est). 
This is also true for cross-border railway lines. On secondary railways, the border effect is 
still very important. 
 
In the Netherlands concern is expressed at the connectivity of more local networks to the 
emerging high level networks with some clear fears that some areas, border regions in 
particular, would face a loss of accessibility as a result of the development of new 
infrastructure such as the Betuwe line and the Dutch HST lines. 

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

 
In UK the connectivity of underperforming areas to the main networks is a matter of 
continuing concern. There is recognition of two potentially conflicting priorities for peripheral 
regions. On the one hand membership of regions such as NWE enabled peripheral areas 
within the region to voice their needs for access to the core. On the other hand links with other 
peripheral regions, e.g. in Scandinavia or other parts of the Atlantic Region enabled a 
common voice to be expressed about accessibility to the core and the potential to learn from 
different approaches to common problems.  
 
Concern is expressed for the need to address connectivity to networks within regions. Three 
types of area were specifically referred to: 
 

·  peripheral areas within regions, typically rural, which have poor links to main 
centres; 

·  poorly performing urban areas within regions: these involve small to medium sized 
towns with a declining manufacturing base, areas in need of regeneration within 
larger cities and metropolitan areas and some coastal towns which have lost their 
traditional leisure markets and have high proportions of elderly residents; 

·  areas adjusting to the loss of a staple industry such as former coalfield areas where 
poor accessibility has limited regeneration investment and/or the widening of 
labour market opportunities. 
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There is some discussion of the limits of current measures of accessibility which, it is felt, do 
not adequately represent access to networks or facilities. The problem is frequently one of 
access rather than accessibility as measured in terms of theoretical time along a network. 
Hence disadvantaged residents do not have access to a car, public transport is poor in terms of 
frequency and price and there is often a poor level of choice resulting from a lack of 
competition. Furthermore, the lack of capacity in the road network can lead to unpredictable 
congestion effects; poor areas have more limited resources and thus less investment in the 
management and performance of the networks. It is pointed out that the lack of transport 
access is often compounded by low levels of provision of a range of utilities which 
exacerbates the perceived problem of remoteness or isolation. 

 
In Ireland we have noted above that the development of the internal transport infrastructure 
has lagged behind the rate of economic growth. 
 
The transnational rural region of Eifel-Ardennes comprises parts with reduced accessibility, in 
particular as far as t railway and air transport are concerned. The realisation of TGV-Est will 
contribute to improve the accessibility of some parts of this region, but significant disparities 
of access will however remain. 

 
- Need to consider the role of innovative public transport solutions / services that improve 
the accessibility of rural areas; 

 
Innovation in public transport solutions is particularly important in rural areas because 
conventional solutions are progressively loosing their profitability, a fact which is leading to 
the reduction and even suppression of services. A number of techniques are being 
experimented in low density rural areas with ageing population, for instance demand-driven 
(telecommunication) public transport with small busses. 
 
Ireland has a very rural character; providing parity of access may not be as important given 
the clear preferences of the population and much new industry. These new activities have 
often located despite, rather than because of, perceived accessibility and often because they 
use ICT as much as physical transport. Irish economic success is based on this flexibility. 
However, there are increasing issues, as noted above, relating to local access rather than to 
concerns about high level access. Teleworking in Ireland is often a rural phenomenon. It is 
perceived that there is a high level of access to telecommunications and internet infrastructure 
(including broadband) and this is as critical to the development of traditional businesses in 
rural Ireland (including tourism) as it is to new inward investment sectors. There is already a 
high level of delivery of services by electronic means. 

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

 
In most of NWE, road pricing would be perceived as having beneficial effects because of its 
impact on congestion which currently imposes excessive costs on all modes of transport, but 
especially on road. Actual transport costs of many users could be reduced. This may be less 
true of more peripheral areas where direct transport costs form a higher proportion of total 
costs of many activities. The Irish economy is highly energy dependent (including much 
imported energy). Road pricing in the UK (and in other NWE member states) is viewed with a 
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degree of concern, but the main plea was for interoperability of charging systems to avoid 
unnecessary additional expense. 
 
The Dutch transport strategy Nota Mobiliteit identifies congestion as a serious issue and sets 
objective norms for the excess times of peak journeys in urban and inter-urban settings over 
off-peak times. These norms are expected to be reached by a combination of ‘carrot and stick’ 
policies which aim to improve key bottlenecks on all the major networks whilst also looking 
towards various forms of traffic management. There is agreement on the key need for 
interoperability on any systems implemented for direct pricing. Effective parking controls 
with significant price barriers may continue to be a more directly effective method of 
reducing urban traffic levels and congestion, as has been implemented in Amsterdam. This 
depends critically on the availability of alternatives modes of transport.  
 
In the view of Luxembourg, the instrument of road pricing can certainly help to achieve more 
sustainable and secure forms of transport.  
 
The introduction of road pricing in Germany has caused significant diversion of trucks traffic 
towards the neighbouring regions of France (Alsace, Lorraine), Luxemburg, Belgium and the 
Netherlands, where motorways are not subject to road pricing. This requires imperatively 
more intensive interregional and international coordination in order to avoid displacement 
effects or additional congestion on transport routes not covered by existing transport charging 
regimes.   
 
2.2.2. Ensuring sustainable mobility, intermodality and more efficient transport within 
the NWE through more integrated and better co-ordinated transport policies  

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

- Identification of the most important capacity and congestion problems likely to result 
from an increase of transport flows as well as the spatial implications linked to further 
traffic growth; 

 
For the UK and Ireland the critical links across the UK and the associated problems of 
congestion are well established as noted above. Finding solutions to these problems constitute 
a major objective requiring transnational cooperation, not just between UK and Ireland, but 
also involving possible continental destination ports. The appropriate route(s) to be developed 
in the UK also have an impact on the development of corridors within Ireland, whether traffic 
will be focused more on the port of Dublin or on the (Cork)-Dublin-Belfast corridor.  
 
Within the UK, congestion on the South-eastern routes will continue to cause problems for all 
modes, and will require continuing attention, development and management. The heavily 
trafficked Midlands route to the Haven ports will also continue to pose difficulties. Although 
the development of the Northern Way route will provide a useful alternative for northern 
English regions and Scotland it cannot be a complete substitute for the more southerly routes 
given the spatial distribution of economic activity.  
 
The Dutch Nota Mobiliteit has identified some key elements of road infrastructure requiring 
capacity improvements included in the MIT programme: the ‘triple A links’ A2, A4 and A12; 
as well as capacity enhancements at Rotterdam port and Schiphol.  
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In Belgium, France, Germany and Switzerland, congestion problems are important on major 
corridors. The maps of the TEN-STAC Study (see above) indicate the location of the sections 
with the most increasing traffic flows. 

 
 - Need to consider the insufficient and inadequate public and publicly- supported transport 
facilities and services with transnational character within NWE;  

 
The questions of sustainability and accessibility raise a number of issues relevant to the 
development of public transport and publicly supported infrastructure and services.  
 
In Ireland, institutional issues, especially insofar as they affect competition and 
competitiveness, have begun to emerge and are seen as being of critical importance. Ireland 
has benefited from flexible structures which have embraced the Lisbon Strategy although in a 
context in which significant state aid has been given both directly and indirectly through 
implicit subsidy to ports, airports and carriers. There is a concern about the degree to which 
other member states in NWE also support national carriers in a discriminatory manner. 
Ireland can point to the benefits which have been achieved in the short term from deregulation 
in the airline (and shipping) markets – particularly for peripheral regions. 
 
A number of problems still exist in the field of transnational and cross-border public transport 
services on the continental part of NWE. As indicated above, some of these problems result 
from the introduction of HST services which neglect small and medium-sized towns, but 
numerous other deficits exist also related to national regulations and companies, lack of 
infrastructure etc. 

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

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

 
 - Prevention of environmental pressure related to an increase of air transportation (better 
protection of settled areas against air traffic noise); 

 
Minimum environment  protection norms should be developed for airport areas, not only to 
better protect the population living in the surrounding of airports, but also in order to avoid 
that competition between airports takes places through the reduction of environmental norms. 

 
-  Strengthening of transport security in relation to an increase of transport flows 
 
 Potential risks are related to the expansion of high-speed in the railway and maritime sectors, 
to maritime transport in areas with intense traffic (Channel, southern North Sea, Irish Sea), to 
road and railway tunnels and to other possible causes (natural hazards, terrorism etc.). 
Increased security in transport systems  is becoming a major priority. 
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b) Promoting modal shift and intermodality within  NWE: 

 
- Perspectives for intermodal freight transport and fully integrated logistic chains within  
NWE, particular role of waterborne transport in the context of multimodal transport, i.e. 
short sea shipping / inland waterway transport and sea ports / inland ports.  
 
As indicated above, intermodality is progressing more rapidly on North-South corridors than 
on East-West corridors, in particular as far as France is concerned. The implementation of 
liberalisation measures in the railway sector has not equally progressed in NWE and this 
creates problems.  
 
In Germany, an aspect of major importance in the context of inland waterway transport is 
certainly the necessity to stabilise this mode of transport and to create more attractive 
framework conditions for operators active in internal navigation. A particular aspect is, for 
example, the non-existence of coherent and needs-adapted service infrastructures along the 
main routes for internal navigation that would help improving the overall quality of life of the 
shippers (i.e. common standards for landing emplacements, attractive landing 
emplacements/berths close to cities, emergency telephones, ancillary services).   

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

 
Derived from the current experiences made with an application of ATT/ITS in North-West 
Europe, a number of strategic issues can be identified that 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 forecasts that show a clear trend in road traffic increase 
during the next years to come (freight & passenger traffic). Above all there is a very strong 
view that the development of systems has to take place in a transnational manner to ensure 
inter-operabilty of the key elements of any systems. There is a fear that ITS and road user 
charging are being developed on a national basis which will both discriminate against 
international and transit traffic and impose additional costs whilst reducing the effectiveness 
of such systems. Since in many areas the best option for future enhancement of transport 
infrastructure is through better management of capacity this 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 agglomerations and cities in North-West-Europe are the 
centres of innovation, which are driven by a growing service sector and a knowledge-based 
workforce and economy. They all heavily depend upon efficient and sustainable transport, but 
most of them do actually suffer from a plethora of different problems30 that constrain inner-
urban and inter-urban mobility. If one considers the large number of ATT/ITS applications 

                                                
30 The most serious mobility problems are related to the generally growing congestion, to incident and road closure (due to 
road works), to parking unavailability and insufficient use of collective transport, to transport-related pollution and a lacking 
protection of vulnerable road users (e.g. children or the elderly) or to an insufficient provision of transport information 
services to citizens. 
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that are available today, considerable potentials do still exist for resolving such mobility 
problems and for further optimising and improving existing transport systems in metropolitan 
and urban areas of North-West Europe31. Other positive spin-offs associated to an increased 
use of ITS/ATT-applications in the urban context are the realisation of energy saving effects 
and of environmental benefits. Sometimes, however, a further extension of ITS applications in 
the field of passenger transport is considered problematic, especially if there is no real 
"business case" (i.e. a further expansion would therefore need to be realised mostly with 
substantial and ongoing public support). A particularly promising approach in the context of 
local/regional transport policies consists in combining an increased use of ATT/ITS with an 
implementation of more conventional measures that give maximum priority to public 
transport.32  
 
ATT/ITS-applications in the field of railway transport, waterborne transport and 
freight Intermodality: All these themes are also of major importance for ensuring 
sustainable mobility in North-West Europe. Especially with regard to freight transport, an 
increased application of ITS seems to be a very promising approach. All railway projects 
supported under the “telematics applications programme” have shown that ITS-applications 
can support railways to move towards a stronger integrated European network,33 provide EU-
wide solutions that allow realising safe and efficient waterborne transport34 and help to make 
intermodal freight transport more efficient especially by introducing new and innovative 
services in the context of freight transhipment at nodal points. 

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

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

 
The development of regional airports in border regions provides an opportunity for 
transnational cooperation in ensuring that they serve the whole of a transnational border 
region through coordinated public transport access; examples include Maastricht-Aachen and 
Niederrhein (Weeze)  

 
-  Consideration of the need to better  coordinate transport policy with settlement policies, 
with the protection of valuable natural assets and with regional economic policies;  

 
Perhaps a more fundamental question is the impact of polycentric development on mobility 
and transport, whether a polycentric structure reduces the need to travel by redistributing 
functions away from core cities or increases it by encouraging specialisation through clusters 

                                                
31 ITS/ATT are applied/implemented in order to design dissuasive systems for private traffic, equilibrated and attractive tariff 
model for citizens, intermodal optimisation, prioritisation of collective transport, adaptation of the public transport fleet in a 
dynamic way, ease modal transfer, ease tariff payment, etc. ATT also offer important opportunities to improve transport 
conditions, public and private. Traffic regulation and Information services may furnish essential tools for use in the decision 
making process, with high quality information stored in data bases with easy access. 
32 Traditional measures normally focus on network extension, on improving speed and reliability of public transport in order 
to make it more reliable (e.g. construction of dedicated tram rail tracks and separate bus tracks) and on pro-actively 
encouraging a use of public transport (i.e. through restrictively managing private motor vehicle traffic in towns). 
33 Via the creation of passenger information systems or reservation services, a development of techniques and tools for 
transport infrastructure and fleet operators (harmonised systems for train control and communication, advanced systems for 
train positioning, freight management tools) or the deployment of infrastructure for vehicle operators (on-board applications, 
on-board positioning). 
34 Automatic collation and dissemination of information for ships ashore or within inland waterways e.g. though "Vessel 
Traffic Management and Information Services" (VTMIS) and through "River Information Services" (RIS). 
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and increased interaction between a larger number of centres which could be less efficient if 
not arranged in a ‘hub and spoke’ pattern. Different views are expressed. There is some 
evidence that increased mobility is a short-term response as land-use and other patterns of 
interaction need time to adjust: the example of Milton Keynes is given where it is suggested 
that the city has become increasingly self-contained and more transport efficient through time. 
Evidence from the POLYNET study however suggests that both effects can be detected and it 
is particularly important to distinguish the value of the flows concerned. The development of 
ICT and various forms of e-business do have the potential to reduce physical travel, but as the 
value of the potential interaction increases, the need for face to face contact also increases. 
 
In the context of Luxembourg and the immediate neighbouring countries, a stronger support 
to the emergence of "regional economic circles" would certainly help improving sustainable 
transport, as such a process tends to lower the amount of transit traffics and the related 
negative environmental impact. 

 
2.3. Potentials and operational perspectives for future transnational cooperation in 
North-West Europe 
 
2.3.1. The current experience made in NWE with transnational co-operation in the field 
of transport 
 
a) Cooperation in transportation 
 
The main common aspect of projects carried out in the field of transportation under Interreg 
IIC and IIIB in the NWE area is the objective of sustainability, essentially in favour of 
environmentally-friendly transport modes through modal shift.  
 
As far as railway passenger transport is concerned, various projects have been devoted to the 
promotion and enhancement of the HST Network, which is certainly the most significant 
investment in transport systems and infrastructure carried out in NWE in recent years and in 
the present period. The projects HST (IIC) and HST Platform and HST Integration (IIIB) aim 
at promoting the development of HST lines in NWE, but also to develop supporting measures 
to improve the quality of the new interrelations between cities, such as the corresponding 
development of regional transport systems to and from HST-stations, effective and smooth 
transfers to airports, development of added value for local communities and support to 
revitalisation of inner city areas and  promotion of tourism and culture. Cooperation aims at 
improving the effectiveness of the high-speed rail network in order to exploit its potential 
both locally and internationally. The objective is also to encourage further modal shift 
towards high-speed rail and foster greater integration between transport and other economic 
sectors, focussing on more incremental aspects such as the feedering of passenger traffic from 
other modes to high-speed rail, integrated ticketing systems, the reduction of short-haul air 
travel, the branding and marketing of the network. Cooperation aims also at investigating and 
demonstrating the means by which HST stations and station area developments can serve the 
internal cohesion as well as the external strength and competitiveness of this part of Europe 
and serve the local needs and development perspectives of the nodes in question. Concrete 
actions include also improving the environmental quality of the public transport hubs, train 
and bus stations, providing better links with cross-border regional public transport; improving 
and extending the existing feedering lines; creating public transport links with surrounding 
communities and connecting international and domestic rail stations. Some attention has also 
been devoted to the promotion of public transportation in cities as a means of managing 
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sustainable mobility of people. The LIRA project I and II study concepts for developing 
regional light rail networks/links for enhancing the qualities of large metropolitan and 
medium-sized urban and urbanised areas, with special regard to issues of the accessibility of 
urban regions and their linkage with regional public transport networks. The OPTIMUM 
projects I and II aim at supporting the reduction of the need to rely on private motor vehicle 
transport by better including mobility management in the spatial planning process and by 
focussing on sustainable transport modes through practical methods, approaches and 
techniques. 
 
The organisation of mega-corridors in NWE has also been considered as an essential issue in 
the context of cooperation efforts. The CORRIDESIGN project (IIC) aimed at developing 
policies on multi-nodal networks to promote economic vitality, ecological quality and 
sustainable mobility in the mega-corridors of NWE, focussing on spatial developments in 
these corridors, on the impacts of public policies on the spatial organisation and on the 
promotion of synergy between spatial, economic, environmental and infrastructure policies. 
The project “Spatial planning and freight transport corridors in the NWMA – Mobility 
management and spatial planning” (IIC) developed forecasts of freight flows on major freight 
corridors in the area, carried out the analysis of economic impacts and potentialities related to 
freight transport (use of transport as a means of local development) and concentrated on the 
search of ways of improving existing links and creating additional connections, as well as 
promoting multi-modality. Continuation of this approach under Interreg IIIB takes place 
through the project LIIIFT (Long Innovative, Intermodal and Interoperable Freight Trains) 
related to the Paris-Amsterdam corridor and attempting to promote rail freight services by 
investigating how to make goods transport by train more competitive, notably by examining 
the feasibility of running longer trains (up to 1000 m) with the requisite technical 
specifications to allow them to operate on a north-south route. The NETA project (IIC) 
attempted to develop the potential for an East-West trade axis connecting and 
counterbalancing the existing predominant North-South orientation of EU flows and to 
promote improved social and economic cohesion, linking peripheral areas to the EU core area, 
while supporting more sustainable combined transport. 
 
Another initiative that deals with freight transport and aspects of modal shift is the 
INTERREG IIIB project InterPortsPromotioNet (IPPN). The objective is to both encourage a 
shift from road to water transport and increase the use of rail in port hinterlands where inland 
waterways cannot be used. The project, which is being led by the City of Mulheim in the Ruhr 
(D), will promote multi-modal integrated transport chains designed to make better use of ship 
transport and rail connections with port hinterland areas. The 17 partners35 will analyse the 
bottlenecks holding back enhanced short-sea, inland waterways and port-hinterland rail 
transport. The project will then identify and implement measures for their removal, working 
with logistics partners to design improved inter-modal transport arrangements. Knowledge 
gathered on potential transport flows will be fed into an information network, available over 
the internet both to partners and interested parties, particularly logistics providers. Initially, 
the network will contain information on transport and available sites in harbours for the 
location of new logistics and production companies.  
 

                                                
35 Port of Rotterdam (NL), Port of Antwerp (BE), Medway Council (GB), Gelsenkirchen Logistic, Port and Services 
Company Ltd. (DE), Lünen Port (DE), Minden Port Ltd. (DE), Hamm Port Ltd. (DE), Dorsten Utilities & Development Ltd. 
(DE), Dortmund Port Ltd. (DE), Münster Urban Utilities Ltd. (DE), Wanne-Herne Railways and Port Ltd. (DE),Port of 
Amsterdam (NL), Ports of Neuss-Düsseldorf Ltd. (DE). 
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A number of cooperation projects have been devoted to slow and “green” mobility. The 
REVER project (IIC) aimed at promoting specific networks for non-motorised traffic, 
meeting both tourism and utilitarian objectives. Two projects are related to waterways used 
for tourism purposes. “Sustainable canal restoration” (IIC) aimed at developing a framework 
for maximising economic, environmental, social and cultural benefits of historic inland 
waterways through the restoration process. It concentrated on the development of cross-
sectoral policy links at national and EU levels, using canal restoration as a catalyst and 
involving the areas of spatial planning, cultural heritage and agricultural, social and 
environmental policies. The BLUE LINKS project aims at restoring the French-Belgian cross-
border link across the rivers Deule and Escaut, promoting industrial and cultural renaissance 
to the canal-side areas and providing benefits both to the local population and the 
environment. The NANTES-BUDAPEST project aims at standardising the cycling 
infrastructure along the Loire (and Rhine and Danube) rivers, in order to make the routes 
consistent for both tourism and sustainable mobility, for both locals and tourists through the 
implementation of uniform safety measures, the production of tourist information material, 
the creation of local access to the sites using public transportation and the setting up of a 
transnational accommodation network. 
 
Issues related to maritime transport have so far been rather neglected by cooperation efforts. 
A single project, FINESSE (Freight Intermodality and Exchange on Sea and Straits in 
Europe), is so far being carried out, including research and practical preparations for 
sustainable, intermodal transport and logistical operations, in particular by way of transferring 
freight onto rail-ferries between Dover and Calais, and shipping containers and trailers. 
 
Similarly, airport and air transport issues were so far hardly tackled in the context of 
cooperation programmes. The project COFAR (Common Options for Airport Regions) 
supported cooperation between regional authorities responsible for managing some of the 
most congested airport regions in NWMA. It aimed at defining the most effective ways to 
balance the desire to accommodate demand for air transport with the least possible negative 
impact on the environment and land use, while enabling the regions to reap the greatest 
possible economic benefits of growth. 
 
b) Cooperation in Intelligent Transport Systems 
 
Although transport telematics applications are in operation throughout the EU be it on land, 
water and air routes or at passenger and at freight terminals, NWE-actors have gained a wider 
“co-operative ITS-experience” mostly due to their participation in EU-projects funded by 
Community support schemes36 other than INTERREG.  
 
Only some isolated transnational co-operation projects under the programmes INTERREG 
IIC and INTERREG IIIB have addressed the issue of Intelligent Transport Systems and their 
contribution to sustainable / more efficient mobility in North-West Europe:  
 

·  Some projects realised under the INTERREG IIC programme  have mostly focussed 
on a better integration of mobility management in the field of regional spatial planning 
(OPTIMUM), on a joint development of a multi-modal approach for transport / traffic 
flows within North-West Europe as well as towards the wider international context 
(FREIGHT CORRIDORS) and on exploring alternative transport corridors with the 

                                                
36 4th Framework Programme for Research and Technological Development (1994-1998), “Telematics Applications 
Programme” (TAP). TEN-T Multiannual Programme, support to a number of large-scale ITC-initiatives (1996). 
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aim to relieve congested NWE-corridors (NETA).  
 

·  In the context of the currently implemented INTERREG IIIB programme, the issue 
of ITS plays to some extent a role in one single project focusing on mobility 
management (see box below). 

 
 
 
Based upon a previous INTERREG IIC experience, the INTERREG IIIB project OPTIMUM²  aims 
to substantially increase the effects of mobility management by focusing upon specific factors that 
until now have been insufficiently addressed in mobility management programmes. Under the overall 
lead of the Provincie Noord-Holland, the 9 project partners from the Netherlands and the UK37 have 
set their objectives around these five key factors (the OPTIMUM² pillars):  

·  Firstly they want to generate solutions that are more user-oriented approach through closer 
analysis of user needs and travel patterns.  

·  Secondly the partners want to make sure that mobility management is taken into account at 
early stages of the planning process.  

·  Thirdly they want to provide better information on sustainable mobility alternatives through 
Real-Time passenger information systems.  

·  Fourthly they want to develop new marketing approaches to promote sustainable mobility to 
the consumer.  

·  The partners’ fifth and last objective is to stimulate sustainable mobility in future development 
schemes through a system of rewards and penalties that local authorities could resort to.  

Ten pilot projects in metropolitan areas across the UK and the Netherlands, will implement and test 
different sustainable mobility schemes around major public facilities such as hospitals or business 
parks. 
 
 
 
2.3.2. Operational perspectives for future transnational co-operation in the NWE-area 
 
a) Cooperation potentialities in the field of transportation 
 
An important pre-requisite for meeting the challenges that are linked to a realisation of 
sustainable mobility and an efficient use of existing transport infrastructures in North-West 
Europe is certainly a more intensive transnational co-ordination of transport-related policies 
and plans, which are formulated at various levels of government (regional, national, 
Community level). In this respect, the consideration of changing framework conditions 
(population ageing, increase of energy price, impacts of EU enlargement etc.) is an important 
aspect  which should be examined jointly by the national and regional authorities concerned 
in order to reach an harmonised adaptation of  transport policies in NWE. In addition to his, 
various concrete potentialities of transnational cooperation exist in a number of fields: 
 
Freight transport: 
 
Various cooperation potentialities exist in relation to ports’ development and their hinterland 
corridors: 
 

                                                
37 The Netherlands: Provincie Noord-Holland, Provincie Gelderland, Provincie Zuid-Holland, Novem (the Netherlands 
Agency for Energy and the Environment. United Kingdom: Essex County Council, Lancashire County Council, London 
Borough Council of Southwark, City of Edinburgh Council, Royal Devon & Exeter Healthcare NHS Trust. 
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·  Taking into account the fact that competition between ports will remain an important 
factor, cooperation could nevertheless be useful in the following fields: 

 
- elaboration of a joint knowledge-base on the development programmes of the 
respective ports in order to provide more transparency and more rationality in the 
investment decisions of the respective ports; 
 
- development of joint efforts in fields where competition is less significant. An 
example is for instance the organisation of the transport of dangerous goods 
(increase of security on transnational transport chains); 

 
·  The involvement of maritime conferences and similar organisations as stakeholders in 

transnational cooperation projects could prove useful for promoting modal shift on 
hinterland corridors, because their role in the shaping of hinterland connections and 
services is essential. 

 
·  Future transnational action should explore possibilities for further deepening existing 

container shuttle transport from the Dutch/Belgium seaports (Amsterdam-Rotterdam-
Antwerpen) towards the Ruhr area (Germany)38 and for establishing an extended 
integrated and intermodal freight transport chain, which starts at the Dutch/Belgium 
ARA-seaports, covers the internal navigation waterways in North West Europe and 
involves rail-based freight transport for crossing the Alps towards the Mediterranean 
seaports. 

 
·  On North-South corridors, transnational cooperation should lead to modal shift in 

relation to the transport of fruits and vegetables from Mediterranean regions to large 
cities of NWE. The replacement of trucks by railway transport over these long-
distance connections would significantly alleviate congestion and environmental 
problems in urban areas as well as on motorways. Cooperation should aim at 
identifying the economic operators concerned (those selling and buying fruits and 
vegetables and those proposing rail freight services) and at elaborating solutions 
together with them to group sufficient quantities of products to make rail transport 
profitable and reliable. 

 
·  Another issue for future transnational co-operation in this context could be to create a 

more solid information basis for seaports and inland waterway harbours on road-based 
hinterland freight transport flows in order to stimulate modal shift in overall freight 
transport. This is of particular interest for the development of rail freight on East-West 
corridors, especially in France where transnational rail services on such routes do not 
exist so far. 

 
The promotion of rail freight transport requires further joint efforts: 
 

·  Future transnational co-operation could explore and compare best practice examples 
demonstrating actual advantages stemming from an increased EU-wide liberalisation 
of rail traffic. This could be useful to promote rail freight transport in countries where 
liberalisation has not much progressed because of the reluctance of national railway 
companies. 

                                                
38 See above INTERREG IIIB project "InterPortsPromotioNet". 
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·  The lack of interoperability remains a major issue for the development of transnational 

rail freight services. Pilot projects should be developed to identify the real technical 
constraints and propose feasible solutions. 

 
North-West Europe is the transnational cooperation area where inland waterways play the 
most significant part in national and transnational freight transport. The sustainable character 
of waterway transport calls for additional efforts to maintain and even increase the share of 
this transport mode: 
 

·  The issue of establishing coherent and needs-adapted service infrastructures for inland 
waterway transport along the main inland navigation routes (rivers & other 
waterways) could be potential field for transnational activities, as internal navigation 
is generally of a country crossing nature and involves actors (users) from different 
countries in the North West European co-operation area. 

 
·  In the field of inland waterway transportation, shortage in manpower is expected in the 

years to come. It is therefore necessary to anticipate this constraint and to jointly 
develop training and promotion programmes to attract more young people into this 
profession. 

 
·  Inland waterway transport operators from Central and Eastern Europe generate 

increasing competition to western operators. It should be jointly investigated in how 
far this new competition remains fair and which adaptations should be implemented 
there where problems exist. 

 
·  The transnational side-effects of national road pricing measures should be jointly 

investigated and measures should be elaborated with the aim to increase transnational 
coherence and efficiency of road pricing. 

 
Passenger transport: 
 

·  The reduction of services on conventional railways in the context of the development 
of the HST strengthens the “dualisation” (territorial divide) of territorial accessibility. 
Cooperation should address this issue, with some areas having strongly increasing 
accessibility through HST and others, including cross-border ones, being confronted to 
increasing comparative disadvantage in this field. Cooperation could include pilot 
projects aiming at re-balancing accessibility conditions. 

 
·  In order to further promote public transportation, an example of possible cooperation 

could be the development of joint norms for the so-called tram-trains, in order to avoid 
problems of interoperability at national borders. Cooperation should also address the 
suppression of barriers of technical, legal, commercial and informational nature which 
still exist along national (and sometimes regional) borders. In the same spirit, 
cooperation should address the development of integrated public transportation 
systems (combining trains, tramways, busses, subways etc. within a single tariff and 
payment system) at large scales (Swiss model), thus motivating people not to use their 
own car, both for short-distance and long-distance trips. 

 
·  The issue of innovation in public transportation services in low-density rural areas will 
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become more and more relevant because of increasing migration of retired people into 
rural areas in the context of European population ageing. Cooperation should address 
this issue in investigating and comparing best practices and developing appropriate 
pilot projects. 

 
·  Cooperation should also investigate issues related to the development of regional 

airports driven by low-cost companies. Issues to be jointly addressed should concern 
the increase of motor-car traffic generated by these airports and the need to develop 
public transport connections to related airports, the competition generated to railway 
transport, the transnational and cross-border interactions. Main objective of such 
cooperation efforts should be to ensured maximum sustainability. 

 
Transversal cooperation issues 
 
Various cooperation issues are not related to a specific transport mode and also not 
necessarily to intermodality. They have a wider scope and are often related to territorial 
development. Examples of such cooperation potentialities are: 
 

·  The issue of increasing energy prices. Long-term prospective investigations suggest 
that the price of oil products could drastically increase in the coming decade. This 
would generate significant challenges for the reorganisation of transport systems in 
order to reduce dependence on oil products (promotion of public transportation and 
rail freight transport in particular). Impacts would also be significant on the evolution 
of settlement systems (more compact cities, less suburbanisation and urban sprawl 
etc.) and even on the territorial organisation of economic activities. The globalisation 
process is only possible because of cheap transport. If transport costs drastically 
increase, new paradigms of economic organisation could emerge. In addition, the 
development of renewable energy sources for transport (biofuels, hydrogen) will have 
important impacts on the territory. Transnational cooperation is particularly 
appropriate to investigate such issues in order to increase synergy and gain wider 
insights. 

 
·  A strategic aspect of Eurocorridors for both territorial development and increased 

intermodality is their nodality (intersections of major corridors). Intersections are 
particularly adapted for the location of specific activities with high logistic content as 
well as for the access to various transport modes. Cooperation should lead to stronger 
exchanges of experiences of best practices in this field and, possibly, to more 
coherence of developments in border areas. 

 
·  A number of regions in NWE have set up regional observatories of passenger and 

freight transport as well as of logistic activities. A transnational comparison and 
possible networking between such observatories could be fruitful, both for exchanging 
best practices and for promoting the generalisation of such approaches which would 
contribute to more in-depth knowledge of the transport situation in NWE and of its 
evolution. 

 
·  A number of criteria related to regional infrastructure endowment are considered by 

private companies in their decisions related to enterprise or plant location. These 
criteria are not well known from public authorities. Possible cooperation could 
concern the realisation of a transnational comparison of such criteria in NWE 
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(together with a positioning of the various regions according to these criteria) and the 
dissemination of the results among public authorities responsible for spatial 
development and for transport infrastructure and services. 

 
·  A new issue is the relocation in the countries of Central and Eastern Europe of western 

road transport companies. A transnational investigation should be carried out about the 
possible impacts of such transfers on regional economies and on the organisation of 
transport flows in NWE. 

 
·  Cooperation should lead to the elaboration of minimum environment protection norms 

for airport areas, not only to better protect the population living in the surrounding of 
airports, but also in order to avoid that competition between airports takes places 
through the reduction of environmental norms. 

 
 
b) Cooperation potentialities in the field of Intelligent Transport Systems 
 
Future transnational co-operation in the field of transport should also focus on (1) further 
extending information and know-how on practical ITS-use in North-West-Europe, (2) on 
creating specific tools supporting ITS-policy related decision making and (3) on 
supporting the actual deployment of new ITS-applications. These activities could 
concentrate on a limited number of priorities that are of particular transnational relevance:  
 
 

·  Transnational co-operation should help overcoming the information gap with 
regard to the benefits generated by existing ITS-applications both at the level of 
Trans-European networks and within the context of the densely populated urban 
regions. Co-operation should also help eliminating the 
inconsistency/incompatibility between existing ITS-applications and support the 
elaboration of specific tools that help policymakers and private transport 
operators to optimise their decision-making (i.e. traffic-flow data and reliable data 
on transport supply/demand are essential for planning new ITS-investments both at the 
level of Trans-European networks and within the context of the densely populated 
urban regions and for optimising transnational freight transport).  

 
- Transnational co-operation enhances a sound stock-taking of existing ITS-

applications in urban areas in North-West Europe in order to detect the actual level 
of coverage and to assess their overall performance / impact. Consistent methods 
should be developed that allow revealing to what extent these ITS-applications 
help realising more efficient transport and sustainable mobility and how this 
contributes to improve their economic competitiveness and the environmental 
quality. As the introduction of ITS in urban areas generally requires a large 
amount of information gathering on area-specific transport behavior and traffic 
flows in order to make investments in this field profitable (or at least to justify 
them), it would also be useful to assist the planning of future ITS-installations by 
supporting the emergence of coherent transnational data systems on transport 
flows (i.e. NWE-based data structures and forecast models on future transport 
flows between metropolitan areas and between major cities).  

 
- A second option is the field of maritime security. In this context, the collection of 
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data and exchange of information still largely takes place at national level. 
Exchange of such information at transnational level is necessary to strengthen 
maritime security, in particular in maritime areas with dense traffic and strong 
transnational interferences. Efforts are being developed by the European Agency 
for Maritime Security. It should be investigated in how far cooperation with this 
Agency is possible in the context of transnational territorial cooperation. 

 
- Another option for improving transport-related information levels through an 

increased transnational application of ITS is freight transport. ITS techniques are 
largely used by private companies (for instance in the field of road transport) or by 
port authorities (for instance for the management of calls). A large amount of 
information is exchanged in this context, but in a confidential way. It should be 
investigated if and in how far a part of this information could be made available 
for public interests, for instance to increase security and efficiency of transport 
flows (reduction of congestion). Co-operation could, for example, help to establish 
real-time transnational information systems for private inland waterway transport 
operators and/or rail freight transport operators on existing road cargo flows that 
represent "modal shift/transfer potentials". An increased level of transnational 
information that is widely accessible enhances modal shift in cargo transport, tends 
to stimulate investment in new ITS-applications39 and supports the emergence of 
more integrated logistics corridors in North West Europe.  

 
·  Transnational co-operation should promote a wider application of ITS / an 

introduction of new ITS-applications in the densely populated urban context of 
North-West Europe as well as in rural areas. As highlighted above, ITS still bear 
significant potentials for supporting cities in addressing their most pressing transport 
problems and - by this - help them in maintaining their overall competitive position in 
Europe. Another field of application are sparsely populated rural areas, which will 
increasingly become under pressure in the years to come to create new service offers 
targeted towards an increasingly ageing population (e.g. development of semi-public 
transport systems). Innovative ITS-solutions in this context can help reducing social 
inequalities40 and stimulate the capacity of all citizens to participate in the 
local/regional economy, access public services or to be active members in their 
community. 

 
- ITS applications can also be further developed for the integrated management of 

transport flows in urban agglomerations, both for goods and passenger transport. 
Exchange of experiences could be organised in the context of transnational 
cooperation. 

 
- As far as public transport is concerned, numerous innovations in accompanying 

services are underway in different NWE-cities (ticketing, multimodal information 
of travellers etc.), which could find wider application through cooperation. Co-
operative ITS-applications could be developed in cross-border or transnational 
public transport lines or networks. In the field of passenger transport, for example, 
there is a need to improve the exchange of information and the ticketing systems 

                                                
39 In Belgium, for example, insufficient container transport flows on inland waterways explain why new tracing and tracking 
systems are not developed in this context. 
40 ITS-applications have potentials to increase the accessibility, usability and affordability of transport services for particular 
disadvantaged person groups (unemployed, young people, older people, people with special needs).  
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for transnational railway connections throughout NWE. The application of specific 
tariffs (specific price reductions) is still not possible in a transnational context. 
Tickets have to be bought in the country where such price reductions are 
applicable, which creates difficulties in the case of transnational connections. 

 
·  Transnational co-operation should promote 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 congestion problems in 
the field of passenger and freight transport on major Trans-European corridors, but 
also on important alternative corridors (with development potentials) and important 
inter-regional or inter-urban links in North-West Europe.  

 
- Based upon experience made with the Euroregional ITC-initiatives41 supported by 

the TEN-T programme, transnational co-operation could help to further integrate / 
develop these approaches and to promote an extension of valuable ITS-
applications / services to particularly sensitive segments of the TERN in North-
West Europe. An example could be to develop information systems for users on 
transnational motorways, taking into account the cultural diversity of users 
(information provided in different languages etc.). 

 
- Improvements to information are also necessary where there are several different 

infrastructure operators involved in international traffic along a particular route. 
An example is the London - Channel Tunnel – France - Belgium corridor, where 
both road and rail involve Eurotunnel (the private sector operator of the Channel 
Tunnel) and national public road or rail infrastructure authorities. Delays on any 
one of these networks affect the others and adversely impact on the overall level of 
service. Better advance information could lead to re-routing or re-timing of 
journeys. 

 
- Another example for a more regionalised need is the “Greater Region” 

(Großregion), which covers Luxembourg and parts of Germany, France and 
Belgium. Despite a partly existing ITS infrastructure and already launched co-
operative initiatives (Radio for the Greater Region), more intense 
international/transnational co-operation in the field of traffic information and the 
use of traffic management systems is still considered necessary. 

 
·  Transnational co-operation in the field of ITS should help eliminating existing 

bottlenecks for intermodal freight transport and stimulate a site-specific or 
corridor-related  efficiency-improvement of intermodal freight transport services. 
ITS-applications42 for freight transhipment at nodal points (e.g. freight terminals, 
seaports, inland waterway ports) can help reducing cost / transport time in the door-to-
door movement of goods and offer novel solutions for better co-ordinating / 
integrating the numerous parties involved in the wider intermodal freight transport 
chain (i.e. throughout specific freight corridors). Within this wider context, 
transnational co-operation should pay particular attention to better integrate 
waterborne transport and rail freight transport in the wider intermodal transport chain. 
In the field of waterborne transport (maritime transport, inland waterway transport), 

                                                
41CENTRICO, STREETWISE, CORVETTE. 
42Use of advanced telematics applications for electronic data interchange, transhipment, storage and transportation in order to 
facilitate all of the related operations.   



 81 

ITS applications can enhance more optimal planning of container transport including 
co-operative management of resources, automatic identification, tracking, tracing and 
monitoring of equipment, vehicles, drivers and cargo, not only at the port area but also 
throughout the intermodal water/land logistics chain. With regard to rail freight 
transport, a use of modern information technologies can help improving the 
attractiveness of railways and stimulate the emergence of NWE value added services. 
The following concrete suggestions for transnational co-operation projects have been 
made: 
 
- New technologies are important for the tracking of goods in the context of the 

implementation of new EU regulations. There are various national systems of 
tracking, each with its own characteristics, and there is a need to develop tracking 
systems which work smoothly on transnational routes. 

 
- One practical example is an increased ITS/ATT application in the port – hinterland 

transport relationships in both mainports (e.g. Rotterdam, Antwerp) and ports 
liking to them (e.g. Dublin, Felixstowe, Hull). Improved information could advise 
of congestion and delays in ports or on routes to them and enable shippers to 
redirect traffic through alternative ports. 

 
- With regard to inland waterway transport, an increased ITS-application seems to 

be necessary in various parts of NWE (Germany, France, Belgium), especially for 
further increasing the efficiency of transport flows on rivers and channels by 
improved management tools.  Along the Mosel waterway, two systems have been 
introduced on the French side: a system of positioning and tracking of ships (GPS) 
and the automation of locks. Similar technology should be introduced on the 
German side (it is probably already envisaged). Also in Belgium a management 
system for inland waterway traffic does exist, its operation however requires the 
collection of descriptive data on the waterway network in a transnational 
perspective. Based upon this, it seems that an interesting and useful cooperation 
project could be developed in relation to ITS technologies for better managing the 
traffic flows of inland waterways and in particular for optimising the waiting time 
at locks. 

 
- In the field of rail freight transport, the level of networking between existing cargo 

tracking and tracing systems and the establishment of new transnational systems 
could be realised in order to stimulate modal shift and more integrated logistics 
corridors in North West Europe.  

 
- An increased application of ITS could also be used for networking and better 

linking existing freight traffic centres in North West Europe along major transport 
corridors. 

 
·  A final perspective for transnational co-operation initiative in the field of ITS is an 

improvement of security in freight transport within  the NWE. Firstly, ITS-
applications could be used to improve the transnational monitoring of dangerous 
goods transport, be it on road, rail or water (tracing and tracking on longer 
transnational journeys). Another issue for which an increased 
international/transnational co-operation in the field of ITS could be very useful is the 
control and monitoring of the actual compliance with existing security regulations for 
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lorries. 
 
3. The development of / access to information society technologies in NWE and 
“operational perspectives” for future transnational co-operation  
 
3.1. Economic relevance of knowledge 
 
The economic relevance of knowledge is manifold43: 
 
- according to the new economic growth theories, the creation of knowledge is the main 
source of wealth creation and economic growth; 
 
- the creation of knowledge is based on the capability of individuals, firms and research 
institutions to collect, store, select and process the existing knowledge in an appropriate 
manner which in turn, requires a sound education system and modern R&D and 
telecommunication infrastructure; 
 
- a number of sectors are of particularly great importance as producers of new knowledge, e.g. 
the sectors of bio-, nano-, material- and information and communication technologies (ICT). 
These technologies have in common a cross-sectoral character. Among these technologies, the 
ICT is of particular great importance because it is immediately associated with the distribution 
and processing of information and knowledge. This particular importance of ICT might be a 
reason for the prominent role of this technology as a subject of economic analyses about 
economic growth, productivity and competitiveness.  
 
ICT are considered as very important for economic growth because they shape a core element 
of the information economy and knowledge society. The European Competitiveness Report 
2003 highlighted, that ICT capital contributed in US more to the growth of labour 
productivity (measured as productivity per hour) than in Europe. Furthermore, the 
productivity impact of ICT grew faster in the US than in Europe in the second half of the 
1990s. The 2004 Review on the EU Economy (Commission of the European Communities 
2004) emphasizes the main aspects why the EU is lagging behind in terms of impacts 
resulting from ICT:  
 
- first, a strong focus of the European economy on industries the technological level of which 
is low or medium.  
 
- second, in contrast to the US economy the ICT production sector (which is regarded as a 
crucial engine for productivity growth) in Europe is of relatively small importance.  
 
- third, the benefits from ICT use fell back behind those, gained in the US economy.  
 
The report comes to the conclusion, that the US advantages regarding the production and 
absorption of knowledge primarily have to do with the circumstance “… that the USA’s 
overall innovation system is superior to that of the EU, both in terms of the quality and 
funding of its knowledge sector and the more favorable framework conditions prevailing.”. 
The report comes to the conclusion, that in the beginning of the 1990s a successful turnaround 
took place in the US towards an innovation system and a regulatory frame which supports the 
                                                
43 M. Rosenfeld; G. Heimpold “Scenario base for the theme “ Impacts of the information economy and knowledge society”. 
First draft. ESPON Project 3.2. 2004. 
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most advanced knowledge based sectors, but not so in Europe. To explain the US-EU 
differences in productivity growth, the lower production share of ICT in Europe is not 
sufficient. A number of other reasons are listed in the 2004 Review, particularly the 
inadequate “national champion” policy is regarded as very problematic. Instead, to belong to 
the worlds leading players in the knowledge based sectors requires at least an EU-wide or 
even a global approach to attract the best brains and resources. Empirical data stemming from 
the so-called e-business watch done by the European Commission, show that industries with 
higher qualified workers and with a higher intensity of information technology use e-business 
application more frequently than other industries. However, the adoption of e-business 
solution is still low in small and medium-sized enterprises (SME). As particularly low e-
business activities are regarded in branches with low skill intensity. 
 
In order to become one of the most competitive knowledge-based economies at global scale, 
Europe requires a high level of human capital and ICT-friendly skills. The report from the 
high Level Group regarding the Lisbon Strategy for growth and unemployment (Facing the 
Challenge; 2004) highlights a number of weaknesses regarding human capital:  too many 
young researchers, who want to graduate, leave Europe, especially they move to US. In 
addition, Europe shows too little attractiveness for researches from outside Europe. A system 
of mutual validation of national quality assurance and accreditation processes would reduce 
the administrative obstacles to mobility within Europe that European researchers continue to 
face. However, the requirements regarding human capital go beyond the attractiveness of 
Europe for top researches. The report, cited above, expects: “Up to 30% of the working 
population are estimated in future to be working directly in the production and diffusion of 
knowledge in the manufacturing, service, financial and creative industries alike. A large 
proportion of the rest of the workforce will need to be no less agile and knowledge-based if it 
is to exploit the new trends.” The requirements of knowledge society for a high qualified 
workforce will, in fact, concern all sectors of the economy. 
 
Among the factors explaining the considerable differences in regional productivity, one finds 
various elements linked to knowledge: 
 
- the availability of potentials regarding knowledge-based economic activities (intensity of 
R&D, endowment with human capital and specialisation in high-tech branches); 
 
- spillover effects between adjacent regions, resulting from networking; 
 
- a developed entrepreneurial culture, which allows strong ties between public research 
facilities (universities) and businesses; 
 
- the existence of clusters in high tech industries;  
 
- public authorities which support strong ties between public research facilities (universities) 
and businesses,  
 
3.2. Spatial patterns in NWE with regard to the current level of deployment / take-up of 
information and communication technologies  
 
Information and Communication Technologies (ICTs) and the Information Society (IS) as 
such have already had and continue to have profound effects on Europe's economy, society 
and culture.  
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By considering the general prospects that are linked to an increased application of ICTs and a 
further expansion of the Information Society (see: Annex III-1), it becomes clear that a 
spatially well-balanced and sustainable development of the Information Society has an 
important role to play in realising the vision of an enlarged EU characterised by a 
greater territorial cohesion and a high level of social inclusion.  
 
While looking at the current status of Information Society development in the European 
Union, one can observe that the threat of a widening “digital divide” with considerable 
spatial and social implications is real. This “digital divide” can manifest between regions in 
the EU or regions within a single national territory, but also between different sub-areas 
(urban-rural) as well as between different communities (or groups of persons) within a given 
region.  
 
The existence of such a “digital divide” is also a reality in North-West Europe (NWE). If 
one looks at the regional differences in the deployment and take-up of specific "mature 
technologies"44 and "leading edge technologies"45 and aggregates these individual aspects, the 
following overall typology of regions in  NWE can be elaborated for the situation prevailing 
in 2002/200346:    

 
- the NWE-area shows a relatively clear situation of an existing “digital divide” with regard 
to the aggregated levels of household telecommunications take-up. Only the southern Dutch 
provinces are ahead in a leading position within  NWE (very high take-up). They are followed 
by the majority of Belgian provinces, the leading UK-regions and Switzerland (high take-up).  
A moderately high household telecommunications take-up can be observed in the remainder 
of the UK-regions (including Northern Ireland), the three northern Dutch provinces, Ile-de-
France and in some NUTS-2 level regions of Rheinland-Pfalz.  The remainder NUTS-2 level 
regions in NWE are characterised by a moderate or even by a low household take-up. 
 
- but also the aggregated levels of business telecommunications access and take-up show 
a relatively sharp contrast throughout NUTS-2 level regions in  NWE. All of the German 
NWE-regions display the highest levels of business access and take-up and constitute a 
compact "territorial bloc" that is unique in the programme area.  Beyond this block one can 
only find some “isolated islands" in the remainder of  NWE that are characterised by a 
comparably “very high” or “high” take-up/access level (mostly located in the UK, in the 
Netherlands and in Belgium).  Larger parts of Ireland, most of the UK and the remainder of 
Dutch and Belgian regions as well as the Ile-de-France are characterised by a “moderately 
high level”, but the majority of French regions, some “isolated islands” in the UK and the 
northern part of Ireland range at a the end with only a “moderate 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 take-up. Combined high levels of household and 
business take-up can only be found in a “triangle of metropolitan regions” that is constituted 
by Inner & Outer London-Brussels-Noord-Holland/Amsterdam and a combination of high 
household / medium-level of business take-up is mostly located “around” the above-

                                                
44 I.e. basic fixed voice telephony, mobile telephony, personal computers, internet. 
45 I.e. broadband technologies, e-Commerce/e-Business, Internet backbone networks. 
46 One has however to take into consideration that the regional-level analysis is mostly a "snapshot" of a recent situation 
(2002/2003) that might have changed in the meanwhile. This is mainly due to the significant dynamism prevailing in the 
development, deployment and take-up of ITC's. 
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mentioned triangle47. All German NWE-regions as well as some isolated “spots” in the UK48 
are characterized by a combined medium-level household/high level of business up-take. The 
remainder of the NWE-regions have either a medium-level of business/household take-up49 or 
need even to be classified in the category of a low level of household/medium business take-
up (all other French regions except Ile-de-France). 
 
- A combination of household and business telecommunications take-up/access finally 
allows establishing an overall ranking among the different NUTS-2 regions in  NWE. The 
“highly advanced telecom regions” can be found in the densely populated parts of the 
Netherlands and in some of the core city regions (Brussels, Antwerp, Inner & Outer London).  
All other NUTS-2 regions in the entire UK, the South-East of Belgium, Ile-de-France, 
Luxembourg, Western Germany (except Freiburg and Saarland) and the three northern 
provinces in the Netherlands can be characterised as “advanced” or “moderately advanced” 
telecom regions.  This sharply contrast with the general position of the Republic of Ireland as 
well as of the majority of French regions, which need to be characterised as “moderately 
developed” or even “lagging behind” telecom regions 
 
Despite the expectation that significant growth-rates in Information Society technology 
deployment and take-up might have slightly changed the above mentioned overall picture, 
recent Commission data of 2003/200450 show that especially in the development of high-
speed connectivity or broadband the risk of a “digital divide” is real, also for and within  
NWE). As an enabling technology, broadband is at the core of a further development and 
delivery of innovative ICT-applications (e.g. e-Health, e-Business, e-Government or e-
Learning) and offers great potentials for further improving the positive cohesion impact of the 
Information Society.51 The Commission Communication recognises however that growth in 
broadband connections across the EU-15 is mainly taking place in densely populated urban 
areas. There are also significant differences in broadband take-up among EU-Member States 
fully or partly covered by the transnational co-operation area North-West Europe: Only the 
Netherlands and Belgium are in a leading position that is clearly above the EU-15 average, 
whereas the UK and Ireland are at the lower end significantly below the Community average. 
But also with regard to SME broadband take-up, all NWE-countries (except Belgium) are 
characterised by a ratio that is well below the EU-13 average. 
 
 
 
 
 
 
 
 
 

                                                
47 Provinces of Flanders/Belgium, larger number of southern Dutch Provinces, South-East and North-East of England, with 
the exceptional position of 2 regions in the North-East of England. 
48 North-Eastern Scotland; Gloucestershire-Wiltshire-North Somerset. 
49 Ireland, majority of UK-regions, Walloon provinces, Ile-de-France, 3 northern Dutch provinces. 
50 Connecting Europe at High Speed: National Broadband Strategies. Communication from the Commission to the Council, 
the European Parliament, the European Economic and Social Committee and the Committee of the Regions. COM (2004) 
369 final. 
51 Improved communication systems through broadband allow people to communicate and share information regardless of 
their physical location, which is particularly significant for remote and rural areas. Improved interactivity enables citizens 
located in those areas to participate more actively in the social and democratic life. Broadband improves their living standards 
by bridging distance, facilitating healthcare, education and access to public services. 
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Broadband progress in the UK 

The 2004 International Benchmarking Study52 identifies Sweden, Ireland and the UK as the 
leaders in the overall index of sophistication. Ireland is the only one of these to have been in 
the top three in 2003. This confirms the rapidity with which data on ICT becomes out of 
date. Business in the UK has shown major improvements in ICT usage and sophistication 
with Broadband in particular showing accelerating adoption. Business appears to be 
becoming much more sophisticated in the way it uses ICT with an emphasis on identifying 
the clear value of its use. The proportion of businesses using broadband technology has 
almost doubled from 13% to 24% in one year and of these over 60% have bandwidth in 
excess of 1Mbps. The UK leads in the use of wireless LANs and is in the leading group of 
users of Voice-over-IP and desktop video conferencing. However, the use of ICT for on-
line ordering and sales in the UK is well below the levels in most other countries (37%). 
 
The most recently available data on internet connectivity for all users53 shows that in the 
previous 12 months there was a 1.9% increase in active subscriptions which now stand 35% 
above the level of January 2001. Within these the market share of permanent (broadband) 
connections has risen from 23.6% in February 2004 to 43% in February 2005 (a year on 
year increase of 86%).  
 
This suggests that there is no real problem of ICT and especially broadband availability in 
the UK, but there remain some barriers to universal adoption for activities which may 
replace physical transport. Furthermore, the increasing concerns over security, especially of 
wireless networks, may lead to a lower than expected overall take-up. Interestingly early 
adopters of this type of flexible technology such as the US and Canada have noted 
significant falls in its use recently. 

 
The most important elements that can generally help explaining the emergence of a “digital 
divide” are mainly the result of a complex inter-dependency between the supply-side and 
demand-side aspects of the Information Society: 
 
- the supply-side of the Information Society: It is generally recognised that the basic 
availability of telecommunication infrastructures and their technological quality are key 
determinants for a further development of and an effective capacity to participate in the 
Information Society. Without sufficiently deployed support infrastructures, there will be no 
real push in the demand for new applications, services and contents. The primary 
responsibility for a development of information society technologies as well as for upgrading 
of existing and for deploying new infrastructures rests however in hands of private businesses, 
telecom operators and service providers. Due to the fact that market-driven infrastructure 
deployment naturally tends to focus on areas with sufficient demand potentials and thus good 
perspectives for profit-making54, a real risk of a spatially unbalanced development of 
telecommunication infrastructures does exist. Especially in those territories that are scarcely 
populated (lack of sufficient demand potentials) or where the distance from the exchanges to 
the final user is too great, a risk of under-supply in terms of infrastructures is therefore high. If 
citizens living in these areas are not offered equal opportunities of access to the Information 

                                                
52 Department of Trade and Industry (2004) Business in the Information Age: The International Benchmarking 
Study  (http://www.dti.gov.uk/bestpractice/assets/ibs2004.pdf)  
53 Office of National Statistics (2005) Internet Connectivity February 2005 
(http://www.statistics.gov.uk/pdfdir/intc0405.pdf)  
54 In a market-oriented environment, operators may not find it profitable to invest and upgrade or roll-out infrastructure in 
areas where expected demand is insufficient to ensure a positive return on investment. 
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Society, the danger is therefore high that – beyond a spatial “digital divide” - also new forms 
of (digital) social exclusion will emerge over time. 
 
- the demand-side of the Information Society: A critical mass of users that generates a 
sufficient level of demand for new applications, services and contents is an essential 
prerequisite for stimulating a more intensive deployment of Information Society support 
infrastructures by private actors. Pro-active "demand stimulation" is therefore an important 
means that helps speeding up Information Society development and contributes to widen 
direct access of the public to new information services. In this particular context the regional 
level has quite early been considered the most appropriate level,55 which can stimulate a wider 
take-up and diffusion of Information Society technologies and services. The success of pro-
active policies at the regional level are however strongly conditioned by a realistic assessment 
of needs/demand potentials and the region’s ability to fully integrate new Information Society 
applications in their own context.56 In addition, regions need to establish innovative 
approaches based on consensus, partnership and dialogue among public authorities, users and 
ICT providers on their territory in order to adapt the Information Society to the reality of the 
people and firms. A recent evaluation of the way how national and regional Structural Funds 
programmes for 2000-06 support and implement Information Society development57 has – 
among other aspects – shown that related measures tend to follow mostly a supply-side 
approach (investment in infrastructure) and that too little 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 country Switzerland, which occupies in 
many respects a leading position. The key policy objective in Switzerland is that in the 
future the Internet becomes a central platform from which a broader range of private and 
business-related day-to-day activities can be realised, irrespectively of the user's geographical 
location. A major precondition for this is however the existence of a dense broadband network 
that allows establishing numerous value added services. The basic framework conditions for 
such a development have already been realised, as the deregulation of telecommunications in 
Switzerland follow nearby the same standards as in the European Union (only the conditions 
for the "last mile connection" need to be further liberalised).  In Switzerland, ICTs are also 
considered important for improving the connection of peripheral areas of the mainstream 
economy of the country.  One can also say that a situation of "digital divide" (and 
correspondingly a situation of "market failure") does not really exist in the different segments 
of the country's information society. Extensive fixed net connections and mobile telephony 
connections as well as affordable tariffs do exist throughout all parts of the country, which is 
mainly a result of the "basic service provision task" ensured by Swisscom.  Also in the field 
of broadband, an extensive territorial coverage is already realised (only 4-5% of the 
population, which live in particularly remote areas or spots that are characterised by a 
particularly difficult topographical situation, are not connected).   
 
As a consequence, the Swiss ICT-sector is particularly well developed. It is the third most 
important industry and one of the top five employers in the country. Switzerland spent € 2.791 
(8% of GDP) on information and communication technology in 2002 - more per capita than 
                                                
55 European Commission: Cohesion and the Information Society. Communication from the Commission to the European 
Parliament, the Council, the Committee of the Regions and the Economic and Social Committee. Official Journal, C 355 of 
21/11/1997, p. 0012. 
56 For example through an increased usage in the public sector and through public-sector demand aggregation initiatives; 
stimulation of SME-uptake. 
57 European Commission, DG REGIO: Final Report for the Thematic Evaluation of the Information Society. October 2002.  
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any other country. Switzerland is one of the most computerized countries in the world.  65% 
of the population has access to PCs, placing the country, in third place worldwide in market 
penetration. This level of computerization is in part due to the presence of sophisticated 
industries and an active business and service sector, which rely on ICT to reduce labour costs 
and to compete effectively in the global market. Switzerland also belongs to an elite group of 
countries with the highest ratio of money spent on research & development in relation to GDP 
and the largest number of patents per capita. This country-wide favourable situation also finds 
its continuation at a lower geographical level and contributes in particular to strengthen the 
competitive position of Switzerland’s major metropolitan growth centres. A very good 
example in this respect is the Greater Zurich Area (see box below). 
 
Despite this generally favourable situation, one can observe that especially in the field of ICT-
application services a number of potentials for further improvement still do exist: this is true 
in the field of e-Government, but also in the context of e-Health and e-Learning. 
 
 

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

Switzerland Ranks No. 4 in Information Society Index 
 
Denmark has displaced Sweden as the top ranking nation in IDC's Information Society Index (ISI), 
which is published annually. After four years as No.1, Sweden has dropped to second place, followed 
by the US, Switzerland and Canada. Denmark has moved steadily up from fifth place in 2002 and 
second spot in 2003 to take pole position this year. IDC measured the top 53 countries worldwide and 
ranked them according to which countries were in the strongest position to take full advantage of the 
Information Revolution with its advanced information, computer, Internet, telecom, and social 
infrastructures. 
 

Switzerland Ranks 7th in the Networked Readiness Index Published by WEF 
 
The Networked Readiness Index (NRI) is defined as “the degree of preparation of a nation or 
community to participate in and benefit from ICT developments.” The United States ranks first, 
followed by Singapore. Finland, Sweden, Denmark and Canada rank 3rd, 4th, 5th and 6th respectively, 
followed by Switzerland, Norway, and Australia. Germany ranks 11th and United Kingdom is in 15th 
place. Switzerland has moved into 7th position from 13th place last year. 
 

ICT-development status of the Greater Zurich area58 
 
The Greater Zurich Area has a highly developed ICT-infrastructure and also considerable scientific 
and technological capabilities, which are extensively utilized all over Switzerland. Modern and 
reliable telecommunications including cell phone networks, ISDN and other broad band connections 
ensure high-quality coverage in the region. More than half of the population and over 90% of 
companies have access to the Internet, creating an attractive environment for foreign companies 
looking to establish a base in Switzerland. Accordingly, one can find a high concentration of world 
leading ICT-companies and enterprises from the “new economy”59 in the Greater Zurich Area. In 
addition to these top ranking companies, the region’s ICT-competencies are enhanced by the presence 
of several universities, institutes and state-of-the-art research laboratories60. 
 

                                                
58 www.greaterzuricharea.ch 
59 GOOGLE, IBM, CISCO SYSTEMS, ADDON, AGILE, SAPERION, WENDIA, ELAN, MICROELECTRONICS. 
60 Swiss Federal Institute of Technology (ETH), Swiss Federal Institute of Technology (ETH: Zurich Information Security 
Center, Computer Engineering and Networks Laboratory, Communication Technology Laboratory), Swiss Federal Institute 
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3.3. Emerging “key challenges” in a medium-term perspective for the future 
development of information society technologies in the NWE 

 
Against the wider background as described in sections 3.1.and 3.2., one can identify a number 
of “key challenges” that might also be promising fields for launching future transnational co-
operation projects in North-West Europe: 
 
a) Better using North-West Europe’s position as a global and EU-wide growth centre for 
making a substantial contribution to implement and realise the Lisbon Strategy: By 
further stimulating the deployment / take-up of ICTs and by enhancing a development of the 
information society, the leading position of NWE could be maintained and further strengthen 
in the European-wide and global context. Beyond this macro-effect, such action would also 
generate a significant stimulus for expanding production and using knowledge in the NWE 
and help to promote knowledge-based activities in the less 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"61 and "leading edge technologies"62: In 
order to overcome the already existing digital divide, more intensive action is needed for 
initiating/stimulating “catch-up-processes” of the less Information Society-mature regions.63 
These regions need to make increased efforts in carefully researching and assessing their 
needs and demands for ICTs (both actual and latent) and should more effectively plan the 
development of the Information Society on their territory. Transnational co-operation and 
learning from relevant good practice existing in the NWE could stimulate these processes and 
help shortening the time and cost associated with many region-internal development processes 
or help avoiding bad experiences and failures in regional/local Information Society 
development.   
 
c) Preventing an emerging “digital divide” in the field of new high speed connectivity 
(broadband) and stimulating a spatially well-balanced, inclusive and sustainable 
development of the Information Society in North-West Europe: If one considers the 
strategic role of broadband for a modernisation of economies and societies in North-West 
Europe, another major challenge will be to enhance a widespread deployment of secure 
broadband infrastructures and an affordable broadband access. Only by ensuring this technical 
pre-condition, one will be able to realise a well-balanced roll-out of new/innovatory e-services 
of public interest in all NWE-regions that are accessible by every citizen, enterprise and 
administration irrespectively of their territorial location. If high speed connectivity is 
improved in this way, also other interesting opportunities for creating transnational services of 
public interest in fields such as e-Government, e-Health or e-Learning can emerge that might 
help “bridging” the still considerable differences between the national/regional/local 
administrative systems or the national health care systems and educational systems in North-
West Europe. 
 

                                                                                                                                                   
of Technology (EFPL, Dept. of Computer and Communication Sciences), University of Zurich (Department of Informatics), 
IBM (Zurich Research Laboratory). 
61 I.e. basic fixed voice telephony, mobile telephony, personal computers, internet. 
62 I.e. broadband technologies, e-Commerce/e-Business, Internet backbone networks. 
63 See ANNEX III-2, map 14: regions having a ranking position of “moderately advanced”, “moderate” and “lagging”. 
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3.4. Potentials and operational perspectives for future transnational cooperation in 
North-West Europe 
 
3.4.1. The current experience made in NWE with transnational co-operation in the field 
of information society technologies  
 
If one considers the strategic relevance of ICTs in the context of territorial and social cohesion 
and bears in mind the current territorial pattern of Information Society development in North-
West Europe (see: section 3.2.), one can quickly see that the wider impact of INTERREG IIC 
and INTERREG IIIB projects explicitly addressing aspects related to “ICTs and the 
Information Society” is up to now relatively weak:   
 
In the context of the INTERREG IIC programme, 4 projects have addressed the wider 
theme of "ICTs and Information Society"). They involved a total of 23 different partners that 
were most frequently located in the UK, Ireland, Germany and the Netherlands, but also in 
France. Half of the projects addressed the wider theme from a regional perspective in a multi-
topic approach (ASPECT, VIRTUAL REGION) and established links to regional spatial 
planning. The other projects addressed the theme at a broader scale in order to support over-
arching transnational planning in North-West Europe, either in a single-topic perspective 
(CATPIE: tele-working) or in a horizontal impact assessment of ITCs (SPECTRE).   
 
The above-mentioned picture somehow contrasts with the situation prevailing under the 
currently implemented INTERREG IIIB programme . The 4 approved projects in the field 
of "ICTs and Information Society" involve a total of 25 different partners that are most 
frequently located in the UK, Ireland, Germany, the Netherlands and Belgium, but also in 
France. These projects address mostly one specific topic of the wider theme in a regional/local 
context (EPROC: e-Procurement; TESIS: e-Business; CITIZENS FIRST: reduction of 
social/spatial isolation of citizens regarding public service delivery; "Hospital Co-operation": 
tele-medicine). 
 
 
3.4.2. Operational perspectives for future transnational co-operation in the NWE-area  
 
In order to overcome the already existing “digital divide” in North-West Europe that can 
be observed in the context of "mature technologies" and "leading edge technologies", 
future transnational projects could help to develop improved systems for regional data 
collection and benchmarking in relation to ICTs and the Information Society. In addition, 
models for participatory planning of Information Society development64 and of balanced 
strategies for IS-development65 could be elaborated. Furthermore, projects should help to 
design transferable model implementation schemes for effective IS-development that are 
based upon best practice. Finally, transnational action could also support the building up of 
regional capacity in the field of IS-development (training of personnel etc.) 
 
Future transnational co-operation should closely monitor the potential risk of a growing 
digital divide in the field of broadband, both in NWE inter-regional terms and with regard 
                                                
64 Planning of Information Society development calls for a method/process at regional level that is "open" and involves all 
sectors concerned of the regional community.  Piecemeal and fragmented attempts to accelerate information society 
development are ineffective and likely to fail. 
65It is generally recommended that  IS-development approaches are elaborated that strike a balance between the supply-side 
support and demand stimulation and that, in turn, supply-side measures should offer a balance in terms of the development of 
telecommunication infrastructures, access, applications and services, digital content and ICT skills.    
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to the NWE-position in relation to the wider EU and international context, and promote 
innovative co-operative solutions in areas where provision/access problems are likely to 
persist. 
 

·  A comparison of experiences and models  on innovative public funding measures at 
national, regional or local level that stimulate an extension of broadband infrastructure 
in areas characterised by market failure (under-served areas that are rural, sparsely 
populated or in a peripheral location), with the aim to identify transferable good 
practice solutions, could be a first initiative. An exchange of experience on innovative 
regional/local demand aggregation policy approaches, with the aim to identify 
transferable good practice solutions, could be another potential theme for a project. 
 

·  An area in North-West Europe for which it should be investigated in how far similar 
situations and joint problem solutions could be adopted is the Ardennes-Eifel-
Hunsrück area, covering parts of Belgium, France Luxembourg and Germany. Parts of 
the Belgian Ardennes, for example, are not yet covered by adsl Internet connections66, 
which is likely to inhibit economic development and the location of enterprises. Also 
in Luxembourg, the more sparsely populated rural north of the country displays some 
weaknesses (especially outside the few "urban" centres) with regard to a provision 
broadband infrastructures. Although it would be desirable to improve the situation, 
practical options for doing so (e.g. by means of local public-private partnerships) is 
relatively limited in practice67. In France, in the contrary, a recently adopted law 
makes possible for local and regional authorities to take public action in the field of 
telecommunication and to allocate public resources with an objective of territorial 
equality (and not of competitiveness)68. A cooperation project covering the entire 
Ardennes-Eifel-Hunsrück area could be developed that carries out a survey 
investigating the existing coverage and future expansion plans of the adsl networks for 
the years to come. In the case where significant areas will not be covered in a mid-
term perspective, possible forms of joint transnational action for implementing the 
necessary networks should be envisaged. 

 
In the case of areas that are already characterised by a well-developed high-speed 
infrastructure, future transnational projects could further increase networking among 
different types of key actors that play an important role in a knowledge-based economy. 
Transnational high-speed links should be created for establishing university-pools and for 
better linking semi-public/private R&D or technology transfer centres in order to face the 
challenge of an increased competition at European-wide and world-wide scale. In addition, 
projects could also stimulate a further development of innovative ICT-
applications/services of a public interest (e-Government, e-Health, e-Learning). There are 
already a number of concrete suggestions in this direction: 
 

·  Potential activities for a better transnational connection of research pools via 
broadband networks seem to be particularly promising in case of the existing public 
research centres in Luxembourg,69 which employ nearby 600 researchers in total.  In 

                                                
66 It is also the case for a number of business parks in the Province of Liège. 
67 The most important reason is that the central government level tends to hinder such activities either by using the 
instrument of legal supervision of local authorities (Gemeindeaufsicht - Ministry of Interior) or by monopolising actions in 
this direction (Ministry of economy). 
68 This is being done in two fields: mobile phone infrastructure and Internet access at a speed of 2Mb/sec. 
69 CRP Gabriel Lippmann, CRP Henri Tudor, CEPS/INSTEAD 
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the context of Luxembourg, an improvement of the overall infrastructural context 
should however be provided by the central state authorities, whereas in the context of 
content-related applications the research centres could play a leading role. 

 
·  The contribution of broadband networks for further improving existing "centres of 

excellence" and/or "growth poles" in Luxembourg seems to be particularly promising 
in the following fields: research on new material, applied environmental research, 
information technology and media, tele-medicine and health techniques.  
Transnational activities should lead to a further networking with corresponding centres 
of excellence in Belgium (Liège), France (Metz, Nancy) and Germany (Trier, 
Kaiserslautern, Saarbrücken, Köln). 
 

·  Transnational co-operation in the field of e-Government could allow learning from 
existing experiences, stimulate the spread/transfer of good practices to areas still 
lacking relevant services (e.g. interactive public services, public procurement, public 
Internet access points, secure communications between public services etc) and 
establishment of border crossing new services with an added value. 

 
·  Transnational co-operation in the field of e-Health offers the opportunity to learn from 

each others experience or to better coordinate research and development across the 
NWE in order to help accelerating the development of NWE e-Health technologies 
and services. 

 
Transnational co-operation could help establishing a new range of partnerships and lay 
the foundations for creating innovative e-Learning initiatives that cross national 
borders and traditional sector-specific separations between school education, higher 
education, vocational training and adult learning. Such projects would in particular be 
helpful for developing an Information Society in the NWE that is accessible to all. 
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Annex 1: Transport telematics technologies 
 

Overview table:  
Transport telematics technologies that can be applied in  

Urban and metropolitan areas for optimising the existing transport system70 
Operational 
Control Systems 
(OCS) 
 

An OCS is an automatic and centralised system with radio transmission that 
controls the location of vehicles in the public transport network. The tracing 
systems are based on beacons along the network or on satellite positioning systems 
with complementary in vehicle navigation (gyroscope, odometer). Telematics 
allow the transport operator to control traffic flow on congested networks, 
managing occupancy and delays. The system provides effective real time 
management and information for the users.  
 
Operational Control Systems for public transport are developed and implemented 
to very different degrees of technology complexity. Examples of such systems are 
common in France, Italy, Germany and other countries in Europe. Positioning 
systems relay information about the position of a vehicle by satellite; several 
technologies exist within the market for example GPS and Euteltracks. The Global 
Navigation Satellite System (GNSS) is being developed to provide a positioning 
service to trams, buses, trains, etc. This system will also facilitate information to 
private drivers and will be useful for general traffic management and congestion 
reduction. 
 

Public Transport 
Information 
Services  
 

Public transport information systems apply not only to Operational Control 
Systems, where information would be available at the bus stop or train station, but 
also to information relayed to the home, where users can access the information 
through cable TV or telephone.  These systems may be static (off-line) or dynamic 
(on-line), with real-time information.  
 
The importance of information in Public Transport Management is being 
increasingly acknowledged as a fourth production factor alongside human 
resources and operating equipment and installations. It can be said that only an 
integrated treatment of both private and public transport, with co-ordinated 
information dissemination about the services and uses of the infrastructure, may 
satisfy future demand. In order to avoid negative attitudes, the user must have at 
his disposal useful information, wherever he is, whenever he needs it. This is a key 
requisite for inter-modality. 
 

Advanced 
Payment 
Systems  
 

A very broad range of technologies exist to support the application of integrated 
revenue and ticketing systems for use in the public transport domain. For most 
technologies the market is reasonably mature. A number of these projects using 
several kinds of technology are currently in progress. There is a problem in that 
international standardisation is not yet sufficiently developed and many 
incompatible projects are in progress.   
 
Examples of actual applications of 'smart' systems are the Ravensburg (Germany), 
the London Transport's Prestige Project and the Belgian multi-service payment 
card. Several IPS systems are available, including contactless smart card 
applications, such as the Electronic Ticketing concept in Germany and Proxibus or 
Topcard in France.  

 

                                                
70 Source: europa.eu.int/comm./energy_transport/atlas/htmlu/ttechdintro.html 
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Overview table: (continuing) 
Road and 
Congestion 
Pricing  
 

Road and congestion electronic pricing can work in a number of ways.  The 
technology can be used to collect tolls on roads automatically, this will keep traffic 
flowing and reduce the time it would take using a manual system.  It can also be 
used to charge differential prices along heavily congested roads which could help 
to shift traffic onto less congested roads at peak load times. Typically transponders 
are fitted to cars which relay information to overhead gantries on the road. 
 
There are two basic methods for electronic toll collection. The first uses Automatic 
Vehicle Identification (AVI) technology. An AVI tag is a read-only transponder 
that communicates its encrypted identification code via high frequency radio waves 
to a central computer for charging. The second method uses smartcard technology. 
It has both read and write capabilities for the purpose of deducting charges 
instantaneously on board the vehicle. Both technologies can be combined in a 
single on-board device. With a transponder plus a smartcard, the primary 
accounting function would be on the vehicle and could be anonymous. Depending 
on the technology, the driver would either be advised of the remaining balance or 
be given a warning when the credit is low. 
 
The most important existing systems in Europe for road use charging and 
electronic toll collection, based on smart card automatic debiting technology are 
the PREMID electronic tags, based on two-way data communications, allowing 
drivers to pay without stopping at road toll posts; the MobilPass roadside debiting 
stations, on board units and rechargeable electronic purses; HAMLET 2; and 
UNIPASS.  
 
Electronic road pricing has been implemented and tested at various places in 
Europe. Interesting examples are the congestion pricing system in Cambridge (UK) 
and the Time Zone in Richmond (UK). Trials for the various systems which 
facilitate motorway charging have been scheduled / undertaken in Austria and 
Britain, but the most important experiences are probably those taking place in 
Germany.  
 

Advance 
Systems for 
Traffic 
Management in 
Motorways  
 

Today's application of control technology on motorways focuses on dynamic 
collective guidance and information systems. Speed limits can be varied according 
to traffic volume or unfavourable road and weather conditions; congestion 
warnings can set staggered speed limits at the end of queues. Control of traffic 
volume is possible on ramps to motorways to help keep main traffic flowing, and 
traffic can be controlled in special situations such as accidents, construction sites or 
other interruptions. Ramp metering (widely used in North American freeways for 
the last three decades) has been introduced onto urban motorways in several 
European cities during the last few years. It is used as a means of reducing 
recurrent congestion during peak traffic conditions. Advanced traffic responsible 
ramp metering strategies are capable of reducing travel times, increasing mean 
speeds, reducing the extent of congestion in space and time and slightly increasing 
overall capacity. 
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Overview table: (continuing) 

Adaptive Traffic 
Light Systems  
 

Traffic signals in a network may be co-ordinated by the application of fixed time 
plans determined off-line or by fully adaptive systems. Schemes may be put into 
three main groups:  

·  Capacity improvements. Critical queues can be reduced by eliminating or 
relocating bottlenecks.  

·  Queue regulation. Traffic input to the tail of the critical queue can be 
regulated in order to control the queue length.  

·  Restricting traffic input area-wide. Traffic entering a busy area can be 
metered are strained so as to reduce the probability of critical queue 
formation anywhere in the area.  

 
Information about traffic flows on the arterial and surrounding network can be 
collected automatically through electromagnetic detectors and passed to computers 
that rapidly formulate signal plans to minimise the total travel time. The objective 
would be to control the vehicles making them move at similar speeds, resulting in 
smoother flows with less stopping and starting, thus reducing fuel consumption and 
vehicle emissions. 
 
Traffic light priority systems can be applied to individual vehicles (i.e. buses) 
through the use of infrared systems, or through integrated radio systems. However, 
the implementation of such systems depends largely upon traffic system 
complexity, and are more appropriate in medium-sized cities. Obviously, these 
systems may only work if a bus lane exists and it is respected by the private traffic. 
The priority in intersections is efficient when frequency of the Public Transport 
vehicles is not too high (say not more than one vehicle every two or three 
intersection cycle time) so that the rest of the traffic is not excessively disturbed. 
Some of the latest best known urban traffic control adaptive systems operating or 
under development are STUKO/VERON (Germany), SAGE (France), SCOOT 
(UK), OPAC (USA), UTOPIA (Italy) and PRODIN (France). 
 

Variable 
Message Signs, 
 
Information for 
Parking Services  
 

Both technologies are fully commercial and have been implemented in most large 
European cities. Variable Message Signs are used to inform and control and a 
functional distinction may be made between variable message and variable 
directions. Telematics allows vehicle speeds to be detected, so that speeding 
vehicles can be warned to slow down through VMS-systems. This advice can be 
enforced using speed cameras. Technological advances towards electronic 
enforcement of speeds through roadside speed detection could also achieve, within 
a short time, sustainable effects and benefits in terms of road safety and road 
environment.  
 
Traffic searching for parking space is repeatedly quoted as reaching peaks of about 
50% of the total car traffic in a city centre. The development of parking 
management tends towards increased use of computers, more effective automatic 
and semi-automatic vehicle detectors and identifiers for use at parking facilities, as 
well as increased use of hand held data loggers in parking enforcement work.  
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Overview table: (continuing) 

Traffic 
Guidance 
Systems  
 

Traffic Guidance Systems provide on-board information which advises the driver 
about the best route for a specific journey, or alternative routes when main routes 
are congested.  This is made available through in car computers linked to Global 
Positioning Systems (GPS) which provide information through a digital display or 
through voice instruction. Major field operational tests of route guidance and 
navigation systems have been completed. More systems are under development, 
offering an expanded range of motorist information through so called electronic 
yellow pages. Examples of existing in-vehicle systems are: EURO-SCOUT (ALI-
SCOUT), AUTOGUIDE, ULLISSE (D,U.K.,F) ARIAM (D), CNIR, CRICR (F), 
Datatrack (U.K.) ETAK-Navigator, Travel pilot (U.S.A.,D), CARMINAT (F), and 
RDS-TMC (EUROPE).  
It is expected that Radio Data System - Traffic Message Channel (RDS-TMC) will 
become an important source of traffic information throughout Europe, with around 
80% penetration of the total vehicle market by 2014. This technology can be used 
as a helpful tool to optimise trips mainly for irregular journeys, but has little or no 
effect on traffic flow or traffic volumes unless it is combined with traffic 
management and route guidance.  
 

 
Case Study Box: 

Existing ITS/ATT applications in Belgium:71 
 
Operational control systems: In Brussels, the STIB-MIVB (Société des Transports Intercommunaux 
de Bruxelles) has a computer aided operating system.  They are currently testing Global Positioning 
System (GPS) on 2 buses which could improve the real time management of the bus fleet. The SRWT 
(Société Régional Wallonne de Transport) is also implementing a timetable management system.   
Public transport information systems: Within the PHOEBUS project (EU-DRIVE programme), the 
STIB-MIVB is testing low cost, real-time information at bus stops.  Some metro stations are already 
equipped with real-time information systems, (this informs the recipient of the expected waiting time 
before the next two arrivals). The system used is INFODYN. In Liège, the TEC Liège Verviers has 
developed 3 interactive points to promote public transports and to provide information on urban 
routes, timetables, connections. ARIBUS in Flanders is a system managed by the SNCB (Société 
National des Chemins de Fer Belges) in collaboration with De Lijn (the public transport company of 
the Flemish region) to improve the modal transfer bus-train.  A similar system was tested in Dinant but 
was not satisfactory.  
Special services: A special service has been tested in Wavre and Louvain, which consists of a 
payment method using the PROTON smart card on the bus. This electronic payment system is in itself 
an interesting experiment since, providing it is in the same area, people can use bank terminals to 
'charge' the PROTON card and can then use it for small payments in various shops including press 
shops and public telephones.  
Road and congestion electronic pricing: In Antwerpen the Liefkenshoektunnel toll tunnel between 
the two banks of the Schelde reduces courses from 70 to +/-10 km.  Five lanes in each direction enable 
a manual payment and 4 lanes are equipped with "TELETOL".  The automatic payment is promoted 
by a fee reduction of 15%.  This only experience of road pricing in Belgium accounts for 1,4 km of 
road.  
Dynamic traffic light systems: This system is on test on one line in Brussels and has been 
implemented for the city bus in Brugge. The bus lanes in Liège are equipped with a traffic light 
priority system (loop in the road). In Gent there are 7 public transport traffic light priorities. 
 
 

                                                
71 Source: europa.eu.int/comm./energy_transport/atlas/htmlu/ttechdintro.html 
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Case Study Box: 

Existing ITS/ATT applications in the UK: 72 
 
Deployment of Operational Control Systems is growing with 9 or 10 Local Authorities taking up 
systems in the UK. Public transport information systems at the lower technological level are quite 
well deployed.  At the higher level (real-time information) deployment is very limited.  Road and 
congestion electronic pricing has little or no deployment in the UK at present. Dynamic traffic light 
systems have been deployed in many UK cities. Traffic guidance systems are reasonably well 
deployed among large haulier firms, but have limited deployment in private transport. Information 
for parking services are well deployed in many UK towns and cities. 
 
As a characterisation of current demand of ATT systems, in a survey of UK Local Authorities the 
Centre for Exploitation of Science and Technology found 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% 

 

                                                
72 Source: europa.eu.int/comm./energy_transport/atlas/htmlu/ttechdintro.html 
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Annex 2:  Main  issues, priorities and transnational aspects of national and 
regional transport policies 
 
Transportation policies in the NWE countries have generally been updated in the past years. 
New priorities have emerged and a number of transnational issues and interactions are being 
taken into account. A short overview of the priorities and transnational aspects is provided 
hereafter. 
 
Belgium73 
 
The governance of transportation and spatial planning policies (and of their interactions) in 
Belgium is rather intricate. While the statutory powers for spatial planning policies are clearly 
set at the regional level, a number of components of transport policies (for instance the 
railways) are at national level. 
 
In terms of strategic transportation factors with transnational relevance, the three regions are 
not at the same level. While Flanders has a number of important seaports (Antwerp, 
Zeebrugge, Ghent) and Brussels has the largest airport in the country, Wallonia has no 
transport node of similar European significance, although the airports of Brussels-South-
Charleroi (passengers) and Liège-Bierset (freight) are characterised by encouraging traffic 
development. 
 
All three regions are facing a number of common challenges, such as: 
 
- the increasing congestion of the main transport networks (railways, motorways and 
waterways), in particular in the Brussels-Antwerp area; 
 
- shortcomings in the endowment with infrastructure in the waterway system (insufficient 
connection with France and too low transport capacity between Strepy and the future Seine-
Nord canal; insufficient capacity of locks on the waterway linking the Meuse basin to 
Rotterdam; insufficient capacity of the Albert canal between Wijnegem and Antwerp; need 
for a waterway with international standard between the seaport of Zeebrugge and the main 
waterway network of Belgium), the railway system (the freight railway connections with 
France and Germany should be improved), the motorway system (need for improvement of 
the connections with Champagne-Ardenne and of capacity expansion around Brussels and 
Antwerp). 
 
The objectives of transportation policies take into account a number of global challenges: 
 
- new patterns of territorial organisation are emerging at European scale. The distribution of 
goods and the industrial production systems are generally being organised on the basis of 
poles covering market areas of approximately 10 million people with a radius of not more 
than 300 km. Transport between poles is preferably ensured by railways and maritime 
transport, traffic flows being “massified” on logistic platforms and freight centres. Within the 
market areas of each pole, transport is mainly ensured by trucks; 
 

                                                
73 References: 
- Schéma de Développement de l'Espace Régional de Wallonie. Gouvernement Wallon. 1999. 
- Mobiliteit. Beleidsnota 2004-2009. Vlaams Minister van Mobilitieit, Sociale Economie en Gelijke Kansen. 
- Ruimtelijk Structuurplan Vlaanderen. 2004. 
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- important dynamics are taking place in the field of rail freight transport (shuttle/block trains; 
development of multifunctional freight centres; changes in the organisation of freight 
transport with higher speed and higher reliability/efficiency in the international context); 
 
development of the HST-Network providing new opportunities in terms of accessibility 
improvement of metropolitan areas. Such opportunities have to be economically exploited.  
 
Most important objectives of the transportation policies are the improvement of accessibility 
of Belgium in the transnational context through better and more efficient connections with the 
neighbouring countries, the elimination of a number of bottlenecks on major transport 
infrastructure, stronger modal shift from road to railways, waterways and maritime transport 
and the development of multimodal systems, the increase of transport security. 
 
More concretely, the priorities are: 
 
- in the railway sector, the improvement and prolongation of the “Iron Rhine” for freight 
transport. This is a priority as hinterland connection of Flemish seaports. The existing line 
Antwerp-Mol-Neerpelt has to be improved and prolongated in the direction of 
Mönchengladbach in the east and of the seaports of northern France and the Chunnel in the 
west. Between Ghent and the Chunnel, there are two distinct possibilities. The speed on 
conventional railways Brussels-Luxemburg and Mons-Namur-Liège should be increased. A 
project of a new railway line with higher speed between Namur and Arlon has been 
developed. On the HST-network, priorities are the improvement of the lines Brussels-
Antwerp, Brussels-Leuven and Antwerp-Luchtbal and the construction of new lines Bierbeek-
Liège and Luchtbal-Breda. 
 
- in the motorway sector, the capacity of the E42 and A17, connecting Wallonia with West-
Flanders and Nord-Pas de Calais on the one hand and with Eastern Netherlands and the Rhine 
valley on the other, should be improved on sections subject to bottlenecks. Improvement 
towards France are being made on the axes Charleroi-Maubeuge (N54), Charleroi-
Charleville-Mézières (N5) and Athus-Longwy-Thionville (E411-A28). Towards Germany, 
there is a need (on the German side) of prolongation of the axis Verviers-Prüm (E42) towards 
Trier (connection with the German motorway network). 
 
- in the sector of waterways, the improvement of the “Canal du Centre” (gauge class IV) and 
the dredging of the canal between Brussels and Charleroi and of the canal Pommeroeul-Condé 
are imporving the connections with Nord-Pas de Calais and with the North Sea ports. The 
improvement of the connection between the Albert canal and the Schelde estuary facilitate the 
access to the port of Antwerp. New waterways to be developed are the Caberg canal 
(Lanaken-Maastricht) and the Duwvaart canal (Oelegem-Zandvliet). Improvement made 
abroad in the waterway systems will be beneficial for Belgium, such as the construction of the 
large-capacity Seine-Nord canal and the construction of a direct waterway between the 
Meuse/Juliana canal system and the Rhine in Germany, which will reduce the distance 
between Liège and Cologne by more than 100 km. This will facilitate the connections with 
the Upper Rhine and its tributaries (Mosel, Neckar, Main) and with the Danube. 
 
- in the airport sector, the Brussels-South-Charleroi airport is being further developed 
(prolongation of the runway, improvement of facilities) and will benefit from a railway 
connection with the Ottignies-Charleroi line which makes possible its connection to the HST 
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network in Charleroi. In the case of the Liège-Bierset freight airport, a railway connection to 
the HST line Brussels-Liège-Cologne is planned. 
 
France74 
 
The traffic characteristics in France are somewhat different from those of the neighbouring 
countries further in the north. The levels of saturation of the transport networks in France are 
lower than in most neighbouring countries of NWE, with the exception of some highly 
trafficked corridors. This is partly a result from the fact that the share of rural areas in the 
French part of NWE is higher. 
 
A number of factors are considered as likely to increase the volume of traffic flows in the 
years to come (EU enlargement, internationalisation of the economy, development of 
tourism); while others should work in the opposite direction (slowing down of population 
increase, population ageing, decrease of the amount of active population, changes in the 
logistic systems of enterprises resulting from the necessary reduction of emission levels, 
including the transport function). New life styles (more free time) favour the spreading of 
traffic in time. 
 
Problems of maintenance of existing networks (trunk roads and railways in particular) are 
becoming serious, while one of the strategic objectives of the transportation policy is 
precisely to optimise the use of existing networks through higher occupation rate of vehicles 
(motor-cars, trucks, trains), better management of traffic flows and more efficient pricing 
policy to orientate flows and influence mobility patterns. 
 
The transport policy must satisfy three equally important objectives: economic development, 
attractiveness of the territory and consideration of environmental issues. 
 
The European dimension is now a key factor of the transport policy, the aim of which is to 
ensure the move from a transit country with limited transport-related added value and 
increasing environmental pressures towards a significant European transport and logistic 
platform. Efficient integration of French regions into the European and global economy is 
now a key principle. 
 
The international challenges of the transport policy are threefold: 
 
- the performance of French international gateways: ports and airports; 
- the development of a competitive logistic system (European corridors; logistic platforms) of  
European and world significance; 
- the level and quality of accessibility of French  metropolitan areas with international 
significance. 
 
A priority objective is modal shift in freight transport towards railways, waterways and 
maritime transport. A number of railway axes dedicated to freight transport or with freight 
transport priority should be developed and serviced by shuttle trains, in particular in the 
hinterland corridors of seaports and on main transit axes. These main railway axes should be 

                                                
74 References: 
- Study “La France en Europe: quelle ambition pour la politique des transport?”. DATAR. 2003. 
- Decisions of the Interministerial Committee for Spatial Development (CIADT) of 18  
December 2003. 
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well connected to those of the neighbouring countries, including in terms of interoperability. 
Maritime short sea shipping should be strongly developed. Waterways should be better 
connected with neighbouring countries. 
 
The accessibility of metropolitan areas with international significance should be ensured 
through air transport and high-speed trains. While the HST-Network was so far developed 
along a radial pattern centred on Paris, it should in future better interconnect the regions 
within transnational cooperation areas. The HST-Network should also be partially used for 
freight transport. 
 
Concerning the motorway network, priorities for expansion should be given to a number of 
interregional axes as well as to the development of motorway rings around agglomerations 
situated on European corridors. 
 
New financing instruments should be developed: 
 
- public-private partnerships for the construction of certain types of infrastructure; 
- pricing systems to promote intermodal freight transport (in particular in the crossing of the 
Alps and Pyrenees) and to limit the access to urban areas. 
 
In December 2003, an ambitious long-term plan for infrastructure development until 2025 has 
been approved by the Interministerial Committee for Spatial Development (CIADT). It 
comprises following projects with transnational and national significance in NWE: 
 
- HST-lines: 
 

- TGV Rhin-Rhône (Dijon-Mulhouse) 
- TGV Bretagne-Pays de Loire 
- TGV-Est (second phase and interconnection with the German ICE-Network) 
- Interconnection of HST-lines south of the Ile de France 

 
- Conventional railway lines with important spatial development 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; Ecofret axis; 
- 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-Mézières-Belgium) 



 102 

- 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 in the Paris region (Beauvais, Vatry, 
Chateauroux) 

 
Germany 
 
During recent years, the typical indicators of road transport in Germany have grown more 
rapidly than the corresponding indicators of economic development (e.g. available household 
income, gross domestic project).  This development of traffic has led to a situation that is not 
only characterised by an increasingly negative impact on the environment, but also by a 
significantly reduced capacity of the available road infrastructure.  According to the estimate 
of the Federal Ministry of Transport, as published in the "Traffic Report 2000" 
(Verkehrsbericht 2000), personal transport on roads will further increase by 20% up to 2015 
and freight traffic even by 64% (reference basis is the year 1997).   
 
Due to these rather worrying perspectives, the federal government has adopted in March 2002 
the "Future Programme for Mobility ("Zukunfstprogramm Mobilität") that defines a number 
of concrete priorities for transport investments to be realized in the following ten years: 

·  elimination of transport bottlenecks; 
·  reduction of congestion and improvement of the quality of living in towns and 

municipalities through the construction of localised deviation transport links;  
·  strengthening of the maritime location through improving hinterland connections; 
·  strengthening of the infrastructure in Eastern Germany; 
·  increased investment in the existing transport network; 
·  promotion and support of modern transport technologies. 

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

·  strengthening Germany's overall transport infrastructure in a growing Europe 
(priorities are rail, motorways and federal roads, inland waterways); 

·  realising an increased capacity of east-west transport infrastructures (priorities are rail, 
motorways and federal roads, inland waterways) and a more efficient/fluent transport 
in the new German Länder (priorities are the construction of localised deviation 
transport links); 

·  better networking the individual transport modes towards an integrated transport 
system (priorities are increased modal shift towards rail and inland waterways in the 
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field of freight transport, extension of the modal interfaces such as seaports and in 
imports, airports, freight traffic centres, combined transport platforms etc.); 

·  supporting the combined transport, especially by creating and extending tri-modal 
interfaces as a particular priority (priorities are rail / water / road); 

·  realising a more efficient organisation of public / private internal waterway ports and 
at extending the port-related superstructure in order to enable them to play their "key 
role" as tri-modal interfaces;  

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

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

·  a targeted elimination of bottlenecks in the country-wide transport system; 
·  a construction of localised deviation transport links, especially around particularly 

congested cities and municipalities, in order to increase the fluidity of overland traffic; 
·  the support to modern transport technologies, mainly by supporting concrete 

applications and targeted research into new options/applications. 
 
A particular focus of the Federal Transport Plan is that a number of infrastructure projects will 
further expand the German high-speed rail network (for a speed of 200 km/h and more), 
which also directly extends the overall European high-speed rail network.  Beyond the already 
existing 1.900 km of high-speed rail network and the currently realised projects that will be 
accomplished by 2015 (1.600 km), these additional infrastructure projects will add on around 
400 km to the German high-speed rail network. This brings the entire network capacity to 
around 3.900 km by the year 2015. 
 
Beyond these more general perspectives of the national transport policy in Germany, one can 
briefly summarise the most important aspects of the transport policy in the 6 different Länder 
forming part of the North-West European co-operation area: 
 
The "Development Plan" of the Land Baden-Württemberg75 extensively makes reference 
to a cross-border, transnational, EU-wide and international perspective in its basic guidelines 
for a future development of the transport infrastructure.  Concerning the development of the 
first-class road network, a further extension of motorways in the Rhine corridor is planned in 
order to improve links with Switzerland / France and also the East-West connections shall be 
improved due to the political and economic developments in Eastern Europe.  As regards the 
development of long-distance rail traffic, the plan foresees a new construction / extension of 
lines towards Switzerland in order to improve the Alp-crossing towards Italy and to permit 
efficient long-term access to the “New Transalpine Rail Corridor” (NEAT), a better linking to 
the French high-speed train network (TGV-Est) and an improvement of national rail segments 
that are parts of the Trans-European rail corridor Paris-Budapest. In addition, the development 
of air traffic shall be pursued in a way that it improves national, European and intercontinental 
connections. In the opinion of Germany’s second largest metropolitan region, the wider area 
around Stuttgart, neither air transport nor inland waterway transport are considered important 
options for improving its external access.  With regard to freight transport, the most important 
policy priorities of the metropolitan region Stuttgart are considered an optimisation of future 
rail-based traffic flows crossing the Alps (NEAT) and a better networking of existing freight 
traffic centres (GVZ).   
 

                                                
75 Sources: Landesentwicklungsplan Baden-Württemberg (2002); Interviews with key stakeholders. 
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The transport programme of the Land Rheinland-Pfalz76 predicts a further increase of traffic 
flows both within the Land and with regard to transit traffic.  This increase mainly affects the 
north-south transport links in the Land, but also the east-west transport links will increasingly 
be concerned.  Against these challenges, the programme defines an extensive set of measures 
in the field of person and freight transport that shall be realised between 2001 and the year 
2010 with a total public support for investments of around 12 billion €.  Beyond the 
establishment of additional infrastructure and regulatory/tariff related measures, a prime 
objective is also to further network/integrate the different modes of transport.  The strategic 
objectives of the Land's transport policy can be summarised as follows: (1) strengthening the 
economic location of Rheinland-Pfalz, (2) securing mobility and improving accessibility, (3) 
in increasing transport security, (4) reducing negative environmental impacts, (5) promoting 
competition through price related and regulatory measures and (5) further developing of the 
financing concepts.  Due to the particular geographical location of Rheinland-Pfalz and its 
high share of rural areas, the following measures are considered of particular importance for 
strengthening the Land's accessibility in the context of the enlarged European internal market: 

·  improved networking of the Land's major transport infrastructures in relation to the 
major European transport corridors and the cross-border transport77; 

·  elimination of still existing missing links on the motorway network of Rheinland-
Pfalz; 

·  maintaining the quality of the existing road network; 
·  integration of the Land into the long-distance rail traffic, especially as regards the 

ICE/IC nodal points Koblenz. Mainz, Worms, Montabaur, Kaiserslautern, Neustadt, 
Ludwigshafen/Mannheim, Karlsruhe; 

·  extension of a high quality public transport network; 
·  capacity improvement of the internal waterways Rhine and Mosel; 
·  extension of the internal harbours and networking of the internal navigation with other 

modes of transport; 
·  extension of existing freight handling centres; 
·  further extension of the airport Hahn78 in order to create an international airport with a 

high capacity; 
·  extension of the regional airport Zweibrücken and other lower-level air fields; 
·  improvement of the accessibility of (rural) tourist regions in the Land, especially by 

additional local public transport offers; 
·  support to the liberalisation and harmonisation of all transport modes, both within and 

outside the European Union. 
 
Also in the "Development Plan" of the Land Hessen79, European-wide and international 
considerations with regard to transport are included. As concerns long-distance rail traffic, the 
plan explicitly foresees to remove existing obstacles in the connection to the national high-
speed train network and to improve the role of Frankfurt as a nodal point in the European 
wide high-speed train network.  With regard to road transport (individual traffic and freight 
transport), the removal of smaller bottlenecks on motorways and punctual extensions (lane 
extension) are planned with the aim to improve Hessen's situation as a transit area in 

                                                
76 Landesverkehrsprogramm Rheinland-Pfalz 2000. 
77 In cross-border rail traffic, the link towards Luxembourg is considered to be a real "bottleneck" (insufficient capacity of the 
rail link Trier-Luxembourg). This generally tends to favour road based freight transport from Germany that crosses 
Luxembourg towards France. 
78 The airport is mainly a platform for low-cost carriers and is in quite strong competition with the neighbouring airport of 
Luxembourg (Source: Interviews). 
79 Landesentwicklungsplan Hessen (2000). 
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European-wide traffic.  A particular objective is also to encourage modal shift in national and 
international road freight transport through combined transport, especially by further 
exploiting potentials of inland waterway transport and by promoting new decentralised 
logistics platforms / freight handling centres.  Finally, the plan calls for further strengthening 
the position of Frankfurt airport as a major gateway in order to improve flexible access to 
European and international markets. 
 
The "Development Plan" of the Land North Rhine-Westphalia80 fully includes a cross-
border, European and international perspective with regard to transport.  An extension of the 
rail network and an improvement of its capacity for handling express traffic, goods traffic and 
local public transport as well as the enhancement of high-capacity modes of transport (rail, 
waterways, bus) in areas subject to heavy traffic are first steps for relieving pressure from 
urban agglomerations in the Land.  The overall goal for a development of transport 
infrastructure and an improvement of the Land's regional transport situation is to focus on an 
efficiency improvement of North-South and, more important, East-West links to meet the 
demands placed on the long-distance transport network by European and German unification.  
Due to the increasing economic interdependence on a national, European and intercontinental 
scale, adequate provision of very fast transport links for passenger and goods transport must 
be promoted.  
·  A particular priority of the Land's transport policy is to improve the connection to the 

Trans-European high-speed train network. This strong focus is quite logic, if one looks at 
the number of HST-routes81 crossing the territory of North Rhine-Westphalia.  

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

·  With regard to air transport, North Rhine-Westphalia is affected by the growth of 
competing air transport centres in Germany (Frankfurt, Berlin, Munich) and in the 
neighbouring EU-countries (Amsterdam, Brussels, Luxembourg) as well as by an 
intensification of competition among airlines in the European internal market.  In order to 
improve the competitive situation of the Land's major international airports (Düsseldorf, 
Cologne/Bonn), an improvement of their mutual co-operation as well as their better 
linking to the high-speed rail system shall be promoted. The strategy of the Land 
regarding the existing smaller airports is not very clear and there are doubts about the 
question of their future existence/viability in a context of increased national/international 
competition with neighbouring larger airports. 

·  In the field of local/regional public transport, the plan explicitly foresees that cross-border 
co-operation will have to become more important if attractive transport links towards 
neighbouring areas beyond national borders would be provided. 

 
The "Comprehensive Transport Plan for Bavaria" 82 contains in its section on general 
transport policy goals an explicit chapter formulating objectives for a good integration of the 
Land in the wider European transport network.  It takes extensive account of all Bavarian 
segments of the Trans-European transport network and gives high-priority to the issue of 

                                                
80 Sources: Landesentwicklungsplan Nordrhein-Westfalen; Interviews with key stakeholders.. 
81 Brussels-Cologne-Frankfurt; Brussels-Cologne-Bremen-Hamburg-Copenhagen-Stockholm; Brussels-Cologne-Hanover-
Berlin-Warsaw; Amsterdam-Cologne-Frankfurt; Amsterdam-Dortmund-Kassel-Dresden-Prague. 
82 Gesamtverkehrsplan Bayern (2002). 
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Alpine transit.  With regard to the latter aspect, the plan explicitly highlights that due to the 
Alpine Convention, to which Bavaria has committed, intensive (cross-border) co-operation 
with the 8 signatory states concerned is an utmost necessity.  Due to the recent East-
enlargement of the European Union, the objectives also give high-priority to the major East-
West transport corridors and to more extensive cross-border co-operation in the field of 
transport with the new EU-Member States located at the borders of Bavaria.  With regard to 
specific transport modes (road, rail, inland waterways, air), all related chapters of the plan 
contain measures that explicitly support the above-mentioned objectives for a better European 
integration.  A network of existing and planned logistics and freight handling centres in 
Bavaria shall help bundling freight transport, allow increasing intermodal transport and 
especially achieve a better integration of inland waterway transport. In addition to the 
traditional transport related issues, the plan also contains a section on telecommunications 
infrastructures and services, which also take into consideration European wide developments. 
 
The political objectives of the government of Saarland83 in the field of long-distance traffic 
mainly focus on integrating the Land into the European high-speed rail network (link Paris-
Saarbrücken-Frankfurt) and on realising an attractive access to national long-distance rail 
traffic. In the field of inland waterway transport, the policy aims at supporting an extension of 
the navigability of the river Saar in order to enable large-scale waterborne transports.  The 
transport policy with regard to the first-class road network mainly aims at improving the 
integration of the Land into the German and European-wide motorway network and in 
particular at eliminating a missing link on the motorway connection towards Luxembourg.  
With regard to air transport, the attractiveness of the airport Saarbrücken-Ensheim shall be 
increased by the construction of new terminals.  In the field of inter-regional and local traffic, 
the Land's policy mainly aims at realising more attractive cross-border links (e.g. from 
Saarbrücken to Strasbourg and Luxembourg) and at further improving public transport. 
 
Ireland: Transport and Spatial Policy 
 
The Irish Government has developed a National Spatial Strategy 2002-2020 which was based 
on a number of consultancy documents covering Transport Corridors (Atkins McCarthy, 
2000), Transport Demand (Goodbody, 2000) and Sustainable Travel Demand (Goodbody et 
al, 2000). The NSS has as a main aim setting the framework for a balanced development of 
the regions of Ireland over the 20 year period in the light of the growth of the economy over 
the previous decade and the potential problems this creates. The NSS is clearly a framework 
for economic and regional development which embodies both spatial structure and transport 
planning. The NSS also embodies explicitly a form of polycentric development identifying 
the key roles of three levels of settlement termed ‘gateways’, ‘hubs’ and ‘local capitals’. 
These then help define the appropriate linkages in terms of transport and other forms of 
communication between these nodes. There are five main gateways in the form of the major 
cities of Dublin, Cork, Galway, Limerick and Waterford. 
 
The changing spatial structure of Ireland is set firmly in the changing spatial and economic 
structure of the EU and the global economy. This is not surprising given the influence which 
these have and on the recent economic growth of Ireland. A further element to this is the need 
to develop policies alongside those for the development of Northern Ireland to ensure 
consistent spatial planning for the whole island of Ireland. It is significant how much of this 
appears to focus on London as a key node, mainly for its role as an international air hub. 

                                                
83 Source: www.wirtschaft.saarland.de/1166_3000.htm 
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However, it is indicated that a priority is the need for up-grading of alternative corridor links 
to and through Great Britain and to the European mainland in order to avoid the congestion 
and bottlenecks on the main corridor link from Ireland to the UK and Europe, for example this 
could include Liverpool-Hull axis as an alternative corridor. However, within Ireland there 
are possible problems associated with the dominance of Dublin as an international access 
point and the need to develop alternative routes through southern or northern ports is also 
foreseen. 
 
The five main city gateways are seen as the starting point, but a number of other nodes have 
potential for development as key gateways in order to balance regional development and 
exploit potential: Letterkenny, Sligo and Dundalk, with the first and last of these linked to 
better integration with Northern Ireland. The hubs are developed to provide a range of smaller 
growth points between the gateways. Overlaying this is a set of regional priorities which 
identify the need for revitalising, strengthening, reinforcing, consolidating or cooperating.   
 
The transport network to support this is seen to require three levels of strategic links: radial 
corridors, linking corridors and international access points. Essentially the radial corridors 
link the main gateways, the linking corridors ties together gateways and hubs and the 
international access points identify the main airport, seaport and associated developments to 
support the international position. The selection of road or rail development in specific 
corridors depends on their position in the hierarchy and the appropriate demands but also on 
the need to promote sustainable transport developments. These transport networks support the 
planned spatial development.  
 
Within the overall national strategy broad regional strategies are outlined which identify the 
key needs of each of the regions, establishing the linkages between regional gateways and 
hubs and identifying areas with potential for strengthening. These are supported by indicative 
maps which provide a framework within which regional authorities can develop specific 
plans. 
 
Luxembourg 

 
The recently published "Integrated Traffic and Country Development Concept for 
Luxembourg"84 (2004) considers in its analytical part as well as in the in the long-term 
scenarios for integrated transport/spatial development (time horizon: 2020) mostly national 
traffic and, as a country-specific matter of priority85, also the pattern of cross-border traffic 
flows from and to Luxembourg.  A wider transnational or EU-wide perspective is missing in 
the Concept and also the recommended implementation arrangements do not consider co-
operation beyond the national borders as a potential option (even not in the cross-border 
context).  Only in an Annex of the Concept, references are made to some important projects 
with a wider European dimension (e.g. rail connection to the French TGV-Est, lane-extension 
of the existing motorway network). 
 
With regard to Luxembourg's external accessibility, several bottlenecks and shortcomings do 
exist in the rail segment: Despite the Euro-CAP-rail link Brussels-Luxembourg-Strasbourg, 
the main rail transport links towards Belgium (Brussels, Liège) and Germany (Trier-Koblenz) 
are in general considered to be too slow.  This shortcoming is partly due to relatively low 

                                                
84 Ein integratives Verkehrs- und Landesentwicklungskonzept für Luxembourg (IVL), Januar 2004. (www.ivl.public.lu); 
Interviews with key stakeholders. 
85 Due to the high number of daily cross-border commuters coming from Belgium, France and Germany to Luxembourg. 
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quality of the rail infrastructure in the neighbouring countries and partly also a consequence 
of an elimination of previously existing international trains (i.e. Luxembourg-Liège). The 
liberalisation of rail based freight transport is starting to come into effect in Luxembourg.  
Linked to this, there are also expectations that rail freight transport becomes more 
competitive.  An important precondition for this is, however, that certain national or European 
prerogatives are more and more abandoned (e.g. rail networks still in state ownership). The 
road infrastructure in Luxembourg is sufficiently developed, but capacity problems do 
however exist in the immediate border area mainly due to "fuel tourism" as a consequence of 
the significant differences in fuel prices on either side of the borders.  With regard to air 
traffic for passengers and cargo, no considerable weaknesses or disadvantages in terms of 
competition do exist. 
 
The Netherlands86 
 
Main objective of policies of spatial development and transport is the strengthening of the 
international competitive position of the Netherlands. The government wants therefore to 
create more space for development. Efforts and initiatives in various fields must be combined 
in a number of key locations. This means also greater cooperation with Europe and 
strengthening of  existing networks. The improvement of accessibility of the Netherlands and 
within the Netherlands is a major task. The government upholds the policy for the two main 
ports: Amsterdam Schipol airport and the Port of Rotterdam. Schipol airport must be able to 
grow in its current location until 2030 at least. Further growth of the Port of Rotterdam will be 
secured by finding space for a new industrial zone on the northern flank of the Hoekse Waard, 
south of Rotterdam and on the second Maasvlakte. In addition, the Eindhoven/South Brabant 
area is considered as a major “brain port” and other important knowledge and innovation 
clusters also exist (triangle of Nijmegen-Enschede-Wageningen). 
 
The infrastructure linking the mainports with the metropolitan areas in the Netherlands and 
elsewhere in Europe is considered as of crucial importance. The government wants to 
integrate urbanisation and infrastructure into national urban networks, key economic areas 
and main transport connection routes as much as possible. 
 
To prevent further congestion, the government wants to improve the accessibility of the entire 
motorway network. Capacity expansion will take place on the main connections. In order to 
shorten traffic jam, dozens of rush-hour lanes will be built. Norms have been developed for 
reliable and fast road travel: “the rush-hour journey time may not exceed 1.5 times the off-
peak journey time on motorways or twice the off-peak journey time on urban orbital roads 
and non-motorway roads managed by the state”. 
 
Concerning road pricing, the government believes that an alternative method of paying for 
road use is necessary to improve the reliability, reduce journey times and thus strengthen the 
economy. The government makes preparations to pave the way for the introduction of road 
pricing by a next government. The “Paying for Mobility Platform” will present a proposal in 
the spring of 2005.  
 
The TEN motorways that have to be strengthened are in particular: 

                                                
86 References: 
- Nota Mobilitieit. Ministry of Transport, Public Works and Water Management.   
- Nota Ruimte. Ministry of Housing, Spatial Planning and Environment  
- Long-term transport and infrastructure programme (MIT). Ministry of Transport, Public Works and Water Management.  
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- the A15 Maasvlakte-Vaanplein which connects Rotterdam to the rest of Europe; 
 
- the A2 near Eindhoven and Maastricht, in order to ensure 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 freight transport is cross-border transport. Three 
quarters of this percentage passes the Dutch-German border, with 85% of the goods that cross 
the border originating at or on route to a Dutch seaport area. In the next years, transport to the 
east will grow far faster than transport to the south: many markets in the east have already 
been liberalised and the opening of the Betuwe line in 2007 will strengthen this growth even 
further. Freight trains will be able to reach Germany without stopping. On the German side, 
the German state is going to add a third rail track, slated for completion around 2010. On the 
most important route to and from Belgium (the route via Roosendaal) rail freight transport has 
shown decline in the last several years. The transport development on this route is largely 
dependent on liberalisation of rail freight transport in Belgium and France. In the near future, 
there will therefore be no need for a separate rail line between Rotterdam and Antwerp. A 
number of transnational problems of accessibility of the Dutch seaports have to be solved. On 
the route Rotterdam-Milan, measured in Switzerland, approximately 50% of the trains have a 
delay of more than ½ hour and more than 30% have a delay of more than one hour. In 
addition, there are problems at the borders, including the frequent need to change locomotives 
(lack of inter-operability). This type of delay can cause problems in the logistic chains. 
 
Connecting the Netherlands to the European high-speed network is a core task. With the 
arrival of the HSL-Zuid and HST-Oost, the government is investing in better international 
lines from the Randstad to other urban areas in Europe, as well as improving links to Schipol 
airport. The government plans no further investment in other cross-border railways. 
 
Inland shipping plays an important part in freight transportation in the Netherlands (40% of 
total freight transport). The improvement of the international accessibility of the Dutch 
waterway network is considered by the government as an important priority. This implies the 
elimination of a number of bottlenecks in other countries: on the Meuse and the Danube 
(Straubing-Vilshofen section) as well as the construction of the large-capacity Seine-Nord 
canal in France. In the field of recreation navigation, the state will contribute financially to the 
realisation for 2012 of the 4400 km rural basis recreational navigation network. The 
programme focusses on the elimination of limitations that prevent through traffic on these 
routes. 
 
A general objective for all networks is the rapid elimination of maintenance backlogs. 
Underinvestment in past years has led to management and maintenance backlogs. The aim is 
to minimise costs over the entire life of the networks. 
 
In the field of funding, more public-private partnerships will be developed. Optimal use will 
be made of opportunities for partial funding through tolls and innovative tendering and 
contracting methods (design, construction, financing, maintenance). 
 
Safety in transportation is also an important priority. In the field of road transport, the 
objective is to decrease the annual number of road fatalities through innovation and a more 
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focussed policy. Technological innovation is also an important factor for improving the 
quality of life (less polluting engines, etc.) 
 
Transnational cooperation in transportation issues is highly ranked. The transport ministry 
intends to strengthen the relationships with surrounding countries (Germany, Belgium, 
France, Luxembourg and the UK). The ministry wants to improve consultation with these 
countries to prevent and eradicate bottlenecks in the infrastructure, to create free flows 
through important international corridors, particularly on the TENs. An improved relationship 
and better cooperative ties with Germany are becoming more important because of the effects 
of EU enlargement on freight transport to and from the east. 
 
UK Transport and Spatial Policy87 
 
UK transport policy has been dominated by two major issues for the past decade and more: 
the problem of increasing congestion on major routes and the problem of how to solve the 
continuing difficulties of modernising and improving the efficiency of the rail system. To 
these two problems can be added a third: the future of aviation.  
 
Both the road and rail problems have been viewed as essentially national problems. There is 
only one direct connection between the UK rail system and that of continental Europe, 
through the Channel Tunnel which is operated by a wholly private sector enterprise. 
Government finance has however been used to complete the Channel Tunnel Rail Link which 
becomes part of the NWE HST system. There are no direct road links, these depend on ferry 
or Channel Tunnel shuttle services. The effect of the need to use these limited cross sea links 
concentrates all international traffic on a relatively few routes through the main ports, 
particularly those through Kent (Dover and the Channel Tunnel) and the East Coast ports 
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(Felixstowe and Harwich), with a smaller proportion of traffic using the longer sea routes 
across the North Sea (e.g. Hull) or the Western Channel (Portsmouth and Southampton). 
 
The recent White Paper The Future of Transport: a network for 2030 (Department for 
Transport, 2004) identifies the role of transport in the maintaining and improving the 
competitiveness of the UK economy, but views this essentially internally. The emphasis is 
placed on the need to create a transport system which responds to the changing needs of the 
economy and redresses what is perceived as being a long period of under-investment. 
Reliability and the reduction of congestion are seen as the key ingredients of the road and rail 
networks; it is only with reference to ports and airports that improved international links are 
mentioned. 
 
The strategies outlined in the White Paper are to provide a sustained level of investment, 
better management and be more forward looking. One of the identified problems has been, if 
not the low level of investment, at least its uncertainty as successive governments or 
economic cycles have led to major schemes coming and going. Thus the CTRL will only be 
complete in 2007, a full 13 years after the Channel Tunnel opened and more than 17 years 
from the initial plans for a high-speed link. At a regional scale Crossrail, the proposal for a 
cross-London RER-style rail link, was first proposed in the 1980s, but was dropped following 
the recession in the early 1990s and is now seen as a key element in the future plans. Both of 
these cases demonstrate the need for investment planning (and hence appraisal techniques) to 
be able to take adequate account of projected longer term needs so that major investment 
projects which may take 6 or more years to complete are ready when needed. A continuing 
problem has been the size of investment needed to provide these and other major projects 
whilst also making the necessary more marginal improvement to the existing networks and 
maintaining them adequately. 
 
Better management means both securing improved rail efficiency through adjustments to the 
franchising process for passenger rail services and management of the road network to deal 
with congestion, with a clear emphasis on the need for both local and national congestion 
charging and tolling linked to investment in public transport and education. 
 
There is a strong emphasis on securing a transport system which is more environmentally 
sustainable and this is the area where the government sees the need to work directly through 
the EU to secure improvements, especially in the aviation and shipping industries which are 
more directly international. In this the government wishes to see local government play a 
fuller role in determining the strategic direction for  transport, notably with the railways where 
there has been a significant lack of local involvement recently. 
 
The White Paper, together with the separate White Papers on rail, The Future of Rail 
(Department for Transport, 2004) and air, The Future of Air Transport (Department for 
Transport, 2003) provides a clear strategy for the development of the transport sector, both in 
terms of individual modes and the sector as a whole. What it does not do is relate this clearly 
to the spatial organisation of the economy. There is in effect no spatial vision for the 
economy, except that which emerges from the allocation of funding to the regional 
development agencies and the approval of regional planning  guidance.  
 
The development of regional and local transport and spatial strategies in the UK has been in a 
state of flux during the transition to a degree of devolution. Responsibility for transport and 
spatial planning in Scotland and Wales has largely been transferred to the Scottish Parliament 
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and Welsh Assembly respectively. In England, outside London, the regional assemblies have 
the duty to prepare a regional transport strategy (RTS) which becomes part of the Regional 
Planning Guidance (RPG). Within the framework of the RTS, local authorities have the 
responsibility to produce Local Transport Plans (LTP) which replaced the previous system of 
Transport Policies and Programmes (TPP) in 1999-2000.   
 
The RTS for each of the nine English regions has to be established within the context of the 
Planning Policy Guidance for Regional Planning (PPG11) (DETR, 2000c) and the Planning 
Policy Guidance for Transport (PPG13) (DETR, 2000d) and the appropriate Regional 
Planning Guidance (RPG) for each region. This recognises the need to provide for 
consistency in the relationship between transport and spatial planning in the region. 
Subsequently the old concept of RPG is being superseded by a new concept of Regional 
Spatial Strategies (RSS) (ODPM, 2003) which will be more prescriptive in determining 
planning applications and which will form the basis of the new RPG. This is moving closer to 
the system developed for London where the Mayor has the responsibility for producing a 
Spatial Development Strategy and a Transport Strategy, within which the individual Boroughs 
have to produce a Local Implementation Plan showing how they will implement the strategy 
within their own areas. These Local Implementation Plans are subject to the approval of the 
Mayor (Government Office for London, 2000). 
 
Only when all the regional plans are approved will it be possible to see what the overall vision 
for spatial development is. However, since the government has to provide some guidance on 
the appropriate degree of restraint or expansion envisaged for each of the regions this has 
been done in advance through the allocation of forecast housing needs for each region with 
the designation of a number of growth centres, especially in the South East England region. 
These allocations are a matter of severe debate with local government authorities hotly 
contesting the final assumptions to be included in agreed regional plans before their 
submission to the central government.  
 
At regional level, however, some of the wider spatial contexts are being formulated more 
fully. For example the transport strategy for South East England is strongly affected by other 
regions. Transport in the South East is dominated by the proximity of London and traffic to 
and from most other UK regions has to pass through at least part of the South East. 
Furthermore, most land traffic by road or rail between the UK (and Ireland) and continental 
Europe has to pass through the South East to access ports or the Channel Tunnel. Moreover 
the region contains the UK’s second largest airport, Gatwick, and Heathrow Airport is only 
just across the regional boundary in London. Three major growth points of both regional and 
national significance are located in the region, North Kent Thamesside (part of the Thames 
Gateway regeneration), Milton Keynes and Ashford. Between them these locations are being 
expected to share a significant part of the need for additional housing with consequent 
impacts on the transport system. The overwhelming emphasis in the region is on management 
and constraint to avoid overheating a relatively successful regional economy, whilst 
simultaneously taking part in the Thames Gateway regeneration which involves a major 
spatial reorientation at the national scale. 
 
The North West and Yorkshire and Humber regions have also identified the importance of the 
Ireland-Continental Europe landbridge as the potential catalyst for regional development and 
as a counter-balance to development in London and the South east. Hence there are proposals 
for the development of a major new urban region along the M62 corridor between Liverpool 
and Hull linking the major conurbations with new transport opportunities. It will be 
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interesting to see how the government handles the overall national spatial implications of the 
northern corridor against the pressures in the South east. Neither of these can be determined 
purely on national grounds as both affect transit traffic to and from Ireland. 
  
At the local level, under the previous TPP system, local authorities were required to bid 
annually for capital resources within a transport policy framework. Decisions on funding 
under the TPP system were largely taken on individual schemes rather than on the strategy as 
a whole. The new LTP system involves the development of 5 year plans which should provide 
a more stable framework for funding an entire programme and integrate capital and revenue 
spending in the same framework. In two-tier local authorities, shire counties and their 
districts, the preparation of the LTP has itself to be a joint responsibility, given the division of 
competences.  
 
The LTP should allow the local authority greater discretion in the allocation of funds to 
individual schemes, and although it provides a basis for a more integrated approach to all 
modes (TPP schemes, with their emphasis on capital projects, tended to favour road 
development), which will allow for multi-modal solutions. The LTP does not provide the 
finance for the largest local schemes such as light-rail. These are typically the subject of some 
form of public-private partnership authorised by ministerial order under the Transport and 
Works Act 1992. By moving away from an essentially project by project approach to a 
strategic approach, it has become more important to provide a framework for monitoring and 
assessing progress. Hence establishing clear targets and performance indicators has become 
part of the system which has to set objectives, consistent with the government’s transport 
policy, analyse local problems and opportunities and set up a long-term strategy together with 
a fully costed 5-year programme which is likely to be affordable within the government’s 
spending review. 
 
Schemes proposed within the LTP have to meet the government’s criteria for scheme 
appraisal. Outside the scope of the regular LTP framework local authorities can also bid for 
funds under a number of specific initiatives, particularly associated with the promotion of 
public transport. The urban and rural bus challenges have enabled what are essentially 
demonstration projects to be funded as a means of showing what can be achieved. These go 
beyond the endorsement of such other ideas as quality bus partnerships where local authorities 
agree with private sector operators of commercial bus services to make significant 
commitments to improved infrastructure such as raised curbs and priority schemes whilst the 
operator makes a commitment to invest in new vehicles. Further initiatives deal with cycling, 
walking, the concept of home zones and the particular problem of school transport which 
makes such a significant contribution to urban congestion. A key initiative for LTPs is the 
encouragement of employers to produce Travel Plans which concentrate on the means of 
reducing the use of car for both commuting and work journeys through the promotion of 
public transport and the encouragement of travel clubs and car sharing (Department for 
Transport, 2002b). 
  
One of the main problems which has been faced in the attempt to introduce a wider set of 
spatial objectives into the appraisal of transport projects has been the difficulty of defining 
unambiguous indicators. Following the SACTRA (1999) Report on Transport in the Economy 
it was clear that there was no simple adjustment which could be made to the standard 
appraisal methodology to allow for wider economic benefits or costs, but that the complexity 
of the linkages identified in that Report also made it difficult to have a simple set of indicators 
which would capture these wider impacts. The New Appraisal to Appraisal (DETR, 1998) 



 114 

identifies five criteria which schemes must satisfy alongside 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 and get good value for money; 
• accessibility – to improve access to facilities for those without a car and to reduce 
severance; and 
• integration – to ensure that all decisions are taken in the context of the 
Government’s integrated transport policy. 

 
These criteria, especially the accessibility an integration criteria, are still defined in a very 
limited manner, but have also been used as part of the multi-modal studies which have 
attempted to evaluate alternative solutions to wider transport problems, including for example 
the best ways of solving the problems of accessibility to areas with poor access by all modes. 
In this way there has been a start on trying to incorporate wider spatial effects within a 
strategic approach (Department for Transport, 2002a). 
 
 
 

The rise of low-cost airlines in the UK 

The rise of low cost airlines. 
 
The UK, along with Ireland, has led the market in airline deregulation and the rise of low-cost 
airlines. The two European market leaders, Ryanair and easyJet, are based in Ireland the UK 
respectively, although they have both continued to establish further hubs across the EU as the 
market opportunities have arisen. Ryanair in particular has sort out secondary and regional 
airports as destinations and both have sought to develop new markets. This has involved a 
wide range of city destinations, but also services to locations which can service tourists 
(including second home owners).  
 
Ryanair provides services from 19 airports in the UK. The major hub is London Stansted, 
from which it serves 74 destinations in May 2005, and which has shown the fastest growth of 
all traffic between the UK and the continental EU. Stansted’s traffic grew over fourfold 
during the period 1994-2003 when total traffic through South-east ports and airports actually 
fell by 2% (see Figure X). Other major hubs are Glasgow (Prestwick), London (Luton) and 
Liverpool. Although Ryanair has developed large numbers of rather small airports as 
destinations in other countries (for example the airports at Charleroi to serve Brussels, Hahn 
to serve Frankfurt or Weeze to serve Düsseldorf), within the UK it has concentrated on the 
second tier airports in order to develop markets which are more distant from the existing 
major airports. For example, the use of Liverpool, from 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 pattern with services from 11 airports in Greta 
Britain. This again includes three airports serving London (Luton, Stansted and Gatwick) and 
some of the major airports such as Glasgow (where it uses the main city airport) and 
Edinburgh. EasyJet serves 26 destinations from Luton and Stansted and 29 from Gatwick. 
The others are second tier airports, again Liverpool is a main base with 13 destinations 
served. In total the network links 62 airports in Europe. 
 
Ryanair and EasyJet have developed with a twin strategy of providing airline travel to groups 
which would previously have not used it, but also have broken into the business market with 
no-frills service on short distance routes. Beyond the two main carriers a number of more 
regionally focused carriers have developed with a primary focus on the leisure market, 
although also serving cities which can be both business and leisure destinations, such as 
Amsterdam, Berlin, Prague, Milan. For example Jet2.com has built a network based on 
Manchester, Leeds-Bradford and Belfast to a total of 23 different destinations. EUjet uses a 
small local airport in East Kent to serve 18 destinations, four in the UK, two in Ireland and 
the rest mainly tourist destinations. Some of the new entrants have not lasted very long in a 
very competitive market. However, several of the emerging companies from the EU’s new 
member states are also serving major destinations in the UK not least in connection with the 
growing labour mobility being experienced since entry.  
 
Changing access to air in the UK has therefore implied both the increasing range of 
destinations offered by low-cost airlines, but also significantly that these are operating from 
airports much closer to people’s place of residence. The need to travel to one of the London 
airports, Manchester, Edinburgh or Glasgow has therefore been reduced. Since much of the 
increase has been in short distance travel to European destinations this has helped the growth 
significantly. These developments imply mainly the need to use car for access, although other 
than the London airports, only Manchester and Birmingham have good rail connections. Rail 
access is planned for Edinburgh and improved rail connections for Liverpool. Most of the 
other airports do not yet carry the volume of traffic, nor can future traffic projection be seen 
as reliable enough to support better access by other modes.  
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Switzerland88 
 
One of the main challenges for future transport policy and sustainable development in 
Switzerland is the expected long-term growth of traffic (see box below).  Due to this, Swiss 
policy is currently starting to formulate a "sustainable mobility model" that goes beyond a 
relatively narrow focus on goods traffic.  Such a model needs to establish principles, long-
term goals and measures that will align future mobility needs of the society and the economy 
with sustainable development.   
 

Long-term traffic forecasts for Switzerland89 
 
Swiss forcasts predict that overall mobility will continue to grow over the next 20 years by between 
+18% and +48%.   
 
The anticipated rise in individual transport between 1997 and 2020 varies between +16% and +31%, 
depending on assumptions about population and economic trends and the underlying transport policy 
scenario. Road traffic is expected to contract from 85% of the total to date (baseline 1997) to around 
74%, while the percentage of transport by rail is likely to rise from 15% to up to 26%.   
 
Distances travelled by goods transport on Switzerland's roads will increase by between +36% and 
+87% by 2020, a forecast growth that is much higher than the linear trend (+27%).  These growth 
figures already include the effects of the heavy vehicle fee (HVF) and of 40t limit, as well as other 
ancillary programmes.  Growth in tonne-km by rail will be between +48% and +96%. 
 
 
In terms of transport policy, the overall objective of the Swiss Federal Council is to guarantee 
sustainable mobility.  According to the ministry chiefly responsible for implementing the 
Swiss transport policy, the Federal Department of the Environment, Transport, Energy and 
Communications (DETEC), this means: 
·  to manage the necessary mobility in the most environmentally friendly manner possible 

and to internalise exogenous cost in order to prevent that mobility grows uncontrolled at 
the expense of the environment (ecological sustainability), 

·  to ensure that mobility needs are satisfied in the most economically efficient manner, so 
that the financial cost remain bearable for the state (economic sustainability), 

·  to ensure that all sections of the population and all areas of the country have access to 
mobility (social sustainability). 

 
In the recent past, a larger number of major political decisions in the field of transport were 
taken90 to realise sustainable transport policy in Switzerland. Several of these decisions, 
which are currently implemented, also contain specific longer-term measures that aim at 
realising the above-mentioned “sustainable mobility model” in Switzerland (e.g. reform of the 
National Railway-Stage 2, urban transport, leisure traffic, non-motorised traffic modes, 
implementation of the road traffic telematics model, specific sectoral transport plans). Beyond 

                                                
88 www.uvek.admin.ch/verkehr ; www.are.admin.ch 
89 Source: Eidgenössisches Departement für Umwelt, Verkehr, Energie und Kommunikation: Aggregierte 
Verkehrsprognosen Schweiz-EU. Zusammenstellung vorhandener Prognosen bis 2020. Bern, 2002 (Bundesamt für 
Raumordnung, ARE). 
90 e.g. implementation of the 1st  step of the Federal Rail Reform and planning of the 2nd  step; promoting the shift of freight 
transport on rail; realisation of the “New Transalpine Rail Corridor” (NEAT); preservation of the national road network; 
implementation of the national telematics plan for road transport; elaboration of a national transport security policy; national 
measures for stimulating "slow means of transport"; realisation of the national airport system Switzerland; conclusion of a 
number of international agreements on transport with the EU and neighbouring countries. 
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this, the national transport policy also aims at eliminating a few existing missing 
links/bottlenecks on the national highway network (Wallis, Jura, Basel/Zurich area) and at 
rendering traffic within the domestic metropolitan areas or between them more effective. With 
regard to the latter aspect, it is worthwhile mentioning the very successful and highly 
optimised metropolitan transport system in the “Greater Zurich Area”. Forward-looking and 
long-term oriented regional and local transport policy has allowed establishing a public 
transport system that displays the world’s highest usage rates (see also case study box below).  
 
The use of intelligent transport systems is also an important component of the Swiss transport 
policy and a national guideline plan has been elaborated for road traffic.  One objective of an 
increased ITS-application is to free additional capacity on roads (the estimate is at about 
10%), but also management and security aspects are important topics that are pursued via ITS 
applications.  In the field of freight transport, ITS applications are already used in the context 
of lorry tolling and new prospects for private use will emerge with the implementation of the 
second generation of tolling tools (tracking and tracing of freight). Beyond the road system, 
Swiss authorities also see additional potentials for an increased ITS-application in the field of 
rail transport and public transport. 
 

Case Study: 
Zurich’s optimised Public Transport Policy91 

Approximately one million people live in the 171 municipalities of the Canton of Zurich and app. 
360.000 live in Zurich-city properly speaking.  Today, each of Zurich's inhabitants uses a bus, a light 
rail vehicle (LRV) or ferry boat more than 500 times a year.  This is more than twice the number of 
trips per capita in Europe's largest cities like London, Paris or Berlin, and represents one of the highest 
per capita usages of public transport in the world.  More people use public transport in Zurich than 
private automobiles. These results are directly attributable to the highly attractive and reliable public 
transport system in place. Zurich's public transport system is worldwide first rate in terms of fare 
integration, time sequencing between service modes and physical integration at major transfer points.  
 
The success is mostly due to a forward-looking transport policy, which is now practised for more than 
25 years both at the level of Zürich region (Canton) and especially by the City of Zurich itself.  
 
The Canton's transport policy, through a public transport act adopted in 1988, calls for the provision 
of "good public transport services" for all continuous built-up areas with at least 300 inhabitants and 
jobs, including all trainees/students. "Good" means that there must be a bus or a train stop in a 
catchment area within a distance of 400 m, or a train stop within a distance of 750 m, with at least one 
service per hour. In 1990 a 400 km network of suburban railway (S-Bahn) was accomplished, serving 
the whole of the conurbation.  The regional S-Bahn project has about doubling the capacity of the 
former bottleneck posed by the Central Station and made it possible to introduce new connections and 
diametrical lines.  In the same year, all public transport providers in the Canton of Zurich where 
brought together under one authority, the "Züricher Verkehrsverbund" (ZVV).  The ZVV provides a 
dense network of "trams", trolley buses, diesel buses, ferries and regional rail service, with 262 lines 
totalling at length of 2300 km.  The network runs in the whole Canton of Zurich approximately 50 km 
north south and 40 km west east. The ZVV offers a user-friendly and fully integrated fare structure 
system that ensures its customers can write all types of transport with just one ticket.  Since 1995, 

                                                
91 Sources:  

·  Case Study: City of Zurich www.cf.ac.uk/archi/research/cost8/case/transport/switzerland-zurich.PDF 
·  METRO-TRANSIT: Joe Marie, Why Zurich is a model for public transport. www.metro-

magazine.com/t_featpick.cfm?id=90505236 
·  Ruedi Ott (Head of Traffic Planning, ETH/SVI): The Zurich experience: A successful transport policy 

(24.01.2004). 
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ZVV has established a unique partnership with "Mobility Carsharing Switzerland" (MCS), the largest 
co-operative car sharing society in the world, known as "RailLink".92  The partnership has proven to 
be beneficial for both, as the benefits of MCS have steadily increased in recent years and Carsharing 
users have increasingly become customers of public transport.93 
 
The City's transport policy aims at giving maximum priority to public transport (improvement and 
encouragement of public transport) and at restrictively managing private motor vehicle traffic.  
Already at an early stage, the first initiatives in the field of public transport aimed at speeding up trams 
and buses in order to make them more reliable (e.g. construction of dedicated tram rail tracks and 
separate bus tracks). In addition, the "SESAM traffic control system" has been implemented which 
provides the required maximum priority for public transport vehicles at traffic lights. Finally, a "public 
transport vehicle control system" was implemented which locates vehicles to within 10 m and 
provides real-time information to all tram and bus drivers on any time of timetable changes and traffic 
disturbances (increase of punctuality and regularity).  With regard to private car traffic, the city's 
policy strategy mainly aims at effectively supporting the priority given to public transport.  The overall 
approach focused mainly on reducing private traffic, on relieving residential areas of private traffic, on 
not constructing new parking places in town and on reducing the number of parking spaces four 
commuters.  
 
The overall transport policy approach, but especially customer-friendly changes of the public transport 
of the city of Zurich, has brought many new passengers.  Between 1984 in 2002 the number of 
passengers increased from 209.000 to 282.000 per year (+ 35%).  In the first year of service of the 
suburban "S-Bahn" (1990), the number of passengers on the network lines grew by 24%.  The growing 
was then continuous and reached 87% in 2003.  In 2002, around 322.000 people were entering the city 
daily for work or other reasons.  240.000 of them did by it train, using the suburban railroad network 
(74%).  In the town of Zurich every fifth person with a driving licence owns no car (22 %) and only 
62% of the persons with driving licence has an uncle are that he could use at any time (the remaining 
16% can use the car of a relative or friend after arrangement).  Analysing the daily average distance 
per person in the city of Zurich the good positioning of the public transport can be read.  In average 
each person over six years old in the city of Zurich makes 3.3 km (10.5%) on foot or by bicycle, 17.2 
km (54.6%) by motor vehicle and 10.3 km using the public transport (32.7%). 

 
 
Among the above-mentioned major transport policy decisions adopted in Switzerland, one 
can briefly summarise the following ones that strongly affect 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 and freight transports in Switzerland are of a 
border-crossing nature, a coordination of the Swiss transport policy with the EU-transport 
policy is a vital necessity.  The new agreement ensures this coordination and helps to fulfil 
the relevant article anchoring the Alps' protection in the Federal Constitution (Art.84). It is 
one of the 7 bilateral Swiss-EU agreements that came into force on the 1st of June 2002. 
 

·  The distance-related “Heavy Vehicle Fee” (HVF): The HVF is enforced in 
Switzerland since 1st of January 2001 and replaces the previous flat-rate heavy vehicle 
fee.  It shall in particular help restricting the increase in heavy freight traffic on roads, 
promoting the transfer of goods traffic to rail and to relieving the strain on the 
environment. The HVF corresponds to the transport policy formulated in the EU 

                                                                                                                                                   
92 The aim of RailLink is to provide ZVV customers with direct and quick access to automobiles when they arrive for 
business or pleasure at a rail station. 
93 Prior to becoming MCS members, individuals used public transport for 63% of their journeys, compared to 75% after 
obtaining membership. 
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Commission's White Paper of September 2001 and is also supported by international law 
in the "Overland Transport Agreement" concluded between the EU and Switzerland. The 
principles of the HVF are largely regulated by the transit conditions of the Overland 
Transport Agreement. Switzerland agreed to increase the authorised weight limit of trucks 
from 28 t up to 40t. As compensation, road pricing has been significantly increased. After 
completion of the first phase of the NEAT programme (completion of the basis tunnel 
Lötschberg), transit for a truck from Basel to Chiasso will cost approximately € 200. The 
objective is clearly to shift transit traffic of goods from the road to the railway. Road 
pricing for trucks does not apply only to transit traffic, but also to inland traffic. The 
whole road network is subject to pricing. Payment control takes place both at national 
borders and on the motorway and road network, so that high efficiency is ensured. The 
introduction of road pricing for trucks in Germany in January 2005 had no negative 
impact on Switzerland, because the level of road pricing in Switzerland is higher. On the 
contrary, the addition of German and Swiss tariffs on long-distance transport chains 
favoured modal shift from road to railways. This shows that efficiency of road pricing in 
terms of modal shift requires good transnational coordination. 
 

·  Public financial support to 4 large-scale transport projects in Switzerland94, of which 
at least two are of major importance for the EU: The concept of a New Transalpine 
Rail Corridor (NEAT) through the Lötschberg and the St. Gotthard mountains has already 
received public approval back in 1992 and was re-shaped in November 1998. The NEAT-
concept aims at realising one of the most important goals of the Swiss transport policy, a 
shift of the Alps-crossing heavy freight transport from road to rail, and is also part of the 
Switzerland/EU agreement on “Overland Transport”. With the completion of the two 
strategic tunnel projects, the rail capacity in terms of freight transport will significantly 
increase (at around 50% of the total freight traffic crossing the Swiss Alps) and also 
considerable gains in travel time will be realized (i.e. 1h less on the link Bern-Milano). 
With regard to the European high-speed rail network, Switzerland proactively pursues a 
policy of improving the connections in the East and the West of the country to the 
neighbouring national networks (France, Germany). This policy, which indirectly helps 
strengthening the economic position of its major economic centres (greater Zurich area, 
Basel, Geneva), also includes the payment of direct financial support for the upgrading of 
high-speed rail infrastructures on the territory of the neighbouring countries ("interest 
contributions"). This financial support has already been approved by a public vote of the 
Swiss people in November 1998.  Within this wider context, several bilateral agreements 
have been concluded between Switzerland and the neighbouring states (Germany95, 
Austria96, France97, Italy98, Lichtenstein99), which mainly aim at coordinating cross-border 
rail traffic, at ensuring access to the neighbouring rail networks and/or at coordinating 
specific projects.  

                                                
94 "New Transalpine Rail Corridor" (Neue Eisenbahn-Alpentransversale, NEAT); reform of the Federal Railway  ("Bahn 
2000"); noise reduction on Swiss railways; the integration of Switzerland into the European high-speed rail network.   
95 Switzerland/Germany: coordination of cross-border rail traffic, elimination of capacity limits in the field of individual and 
freight transport for the northern and eastern access to the "New Transalpine Rail Corridor" (NEAT). 
96 Switzerland/Austria: mutual coordination of envisage projects with regard to measures on the German side in the eastern 
part of Switzerland. 
97 Switzerland/France: connection of Switzerland to the French TGV-network, coordination of the long-term rail 
infrastructure planning, possibility of Swiss financial support on French territory that aims at improving TGV-connections 
(lines Paris-Geneva and Paris-Lausanne/Bern). 
98 Switzerland/Italy: extension of the rail-link towards the Italian high-speed train network, mutual long-term infrastructure 
planning. 
99 Switzerland/Austria/Lichtenstein: agreement in preparation. 
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Annex 3: Structuring projects from Study 2 
 
In the context of Study 2, a relatively large number of potential cooperation projects could be 
identified. While some are of bottom-up nature, others have a more strategic character. Their 
development and implementation requires however that new forms of strategic cooperation be 
developed in the context of the next transnational cooperation programme, involving 
stakeholders with real decision powers, both in the public and private sectors. 
 
Hereafter, a limited list of strategic cooperation projects with structuring character are 
presented, grouped in 5 categories. 
 
1. Transnational corridors 
 
Because of the presence of a large number of significant transport hubs, of intense transport 
flows and of an insufficient modal shift in NWE, the issue of sustainable transport systems on 
major corridors remains the most important priority in NWE. In this respect, various 
cooperation projects with structuring character can be developed. 
 
a) Development of rail and intermodal freight services on East-West corridors 
 

Background 
 
In the context of the recent EU-enlargement, freight flows in the East-West direction are 
growing throughout NWE. While the development of rail and intermodal freight services has 
progressed on North-South corridors, significant deficits still exist on East-West corridors, 
where the share of the road mode is particularly high.  
 

Project focus 
 
Transnational cooperation should aim at developing long-distance rail (rail freight shuttles) 
and intermodal freight services (including also the maritime, waterways and road modes) 
from the ports of the northern range (Southampton, Dover, Felixtowe, Le Havre, Dunkerque, 
Zeebrugge, Antwerp, Rotterdam, Amsterdam) towards eastern France, Switzerland, southern 
Germany, Austria, Hungary, the Czech Republic, Slovakia. Deficit in East-West rail freight 
services is particularly important in the French part of NWE. Increasing the share of rail 
freight should also be applied to the corridors linking Ireland through the UK. 
 
The project should establish a strategic co-operation platform among all key actors involved 
in intermodal freight transport along the specific corridors selected in order to ensure a 
coherent transnational approach for establishing an integrated and efficient long-distance 
intermodal system. The work of the strategic platform should be supported by issue-specific 
working groups (i.e. on rail freight transport, inland waterway transport, nodal points for 
freight transhipment). 
 
Cooperation strategies should consider a number of complementary measures such as the 
mobilisation of rail freight and intermodal operators, the solution of inter-operability 
problems between national railways, the elaboration of a more comprehensive and transparent 
information base on available freight along the respective corridors, broken down by main 
commodity categories, the development of ITS applications facilitating the tracing and 
tracking of goods along the transport chains, the possible involvement of maritime 
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conferences and similar organisations which are very influential in the shaping of transport 
chains on ports’ hinterland connections. 
 

Type of actors to be involved 
 
Various types of actors should be involved in the project: 
 
- Public authorities responsible for freight transport 
- Authorities responsible for the maintenance and development of rail infrastructure (problems 
of inter-operability) 
- National railway companies and other rail freight operators, 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 commodities (fruits and vegetables) from Mediterranean regions towards the 
large cities of NWE. 
 

Background 
 
While rail freight / intermodal services have progressed in recent years on North-South 
corridors to and from NWE, this does not apply to all types of commodities. The largest part 
of fruits and vegetables from Mediterranean regions towards large cities of NWE is still 
transported by trucks. This type of transport is particularly damaging for the urban 
environment, because the destinations of such transport flows are mainly the inner-urban 
areas of large cities (Paris, Lille, Brussels, London, Rotterdam, The Hague, Amsterdam, 
Frankfurt, Cologne, Düsseldorf etc.), while their origins are rural areas in the Mediterranean 
countries. 
 

Project focus 
 
Transnational cooperation should aim at developing rail freight / intermodal services between 
the Mediterranean regions, in particular from Portugal, Spain, southern France and Italy, and 
the large cities of NWE. A specific requirement is high average speed (fresh products) and 
specific transport conditions (refrigeration) along the whole transport chains, including the 
road transport sections at both ends of the railway service. In this respect, problems of railway 
interoperability issues at the French-Spanish border (different railway gauges) should be 
solved in such a way that no unacceptable delay is generated. 
 

Actors to be involved 
 
Following categories of actors should be involved in the project: 
 
- Loaders (fruit and vegetable cooperatives in the Mediterranean regions) 
- Gross purchasers of fruits and vegetables in the large cities of NWE  
- Railway and intermodal operators, private logistics companies 
- Authorities responsible for railway infrastructure (interoperability) 
- Transport authorities of the large cities of NWE and local transport operators (organisation 
of final product distribution at local level) 
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c) Increased use of ITS  (Intelligent Transport Systems) applications for improving 
intermodal freight transport 
 

Background:  
 
An increased development of efficient long-distance intermodal systems is necessary both on 
North-South and East-West corridors throughout NWE. In order to meet these challenges, the 
use of advanced transport telematics technologies (ATT) or Intelligent Transport Systems 
(ITS) can be a very promising approach. Already the ITS-projects supported under the 
“Telematics Applications Programme” (TAP) of the 4th EU-Framework Programme for 
Research and Technological Development (1994-1998) have shown that rail freight transport 
across Europe can be made more integrated100 and that intermodal freight services can operate 
more efficiently, especially by introducing new and innovative ITS-applications101 for freight 
transhipment at nodal points (e.g. freight handling terminals, seaports, inland waterway ports). 
Yet, there are considerable potentials for further improvements. Especially waterborne 
transport and rail freight transport need to be better integrated in the wider intermodal 
transport chains. In the field of waterborne transport (maritime transport, inland waterway 
transport), ITS applications can enhance more optimal planning of container transport 
including co-operative management of resources, automatic identification, tracking, tracing 
and monitoring of equipment, vehicles, drivers and cargo, not only at the port area but also 
throughout the intermodal water/land logistics chain. With regard to rail freight transport, the 
use of modern information technologies can help improving the attractiveness of railways and 
stimulate the emergence of new services. 
 

Project focus:  
 
A transnational co-operation project in the field of ITS should help eliminating existing 
bottlenecks for intermodal freight transport along two or three major freight corridors and 
stimulate site-specific or corridor-related efficiency-improvement of intermodal freight 
transport services. The project should focus on the most sustainable transport modes (rail, 
inland waterways) and also address the important role of nodal points for freight 
transhipment. 
 

·  ITS solutions should be elaborated and implemented for the various fields of the 
transport chains. An improved transnational co-ordination and punctual upgrading of 
existing ITS-applications in various fields is also necessary. In the context of inland 
waterway transport, the project should design joint management tools that allow 
further increasing the efficiency of transnational transport flows on rivers and channels 
and optimise the waiting time at locks. With regard to rail freight transport, the level 
of networking between existing cargo tracking / tracing systems should be realised in 
order to stimulate modal shift. In addition, there is also a need to jointly develop new 
tracking / tracing systems that work smoothly on long-distance transnational routes. 

 

                                                
100 Via the development of techniques and tools for transport infrastructure and fleet operators (harmonised systems for train 
control and communication, advanced systems for train positioning, freight management tools) or the deployment of 
infrastructure for vehicle operators (on-board applications, on-board positioning). 
101 Use of advanced telematics applications for electronic data interchange, transhipment, storage and transportation in order 
to facilitate all of the related operations.  These applications can help reducing cost / transport time in the door-to-door 
movement of goods and offer novel solutions for better co-ordinating / integrating the numerous parties involved in the wider 
intermodal freight transport chain (i.e. throughout specific freight corridors). 
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·  The co-operation project should also allow designing and implementing new 
transnational freight flows information services that are widely accessible/usable by 
different types of transport operators.102 Co-operation could, for example, help to 
establish real-time transnational information systems for private inland waterway 
transport operators and/or rail freight transport operators on existing road cargo flows 
that represent "modal shift/transfer potentials". An increased level of transnational 
information that is widely accessible enhances modal shift in cargo transport, tends to 
stimulate investment in new ITS-applications103 and supports the emergence of more 
integrated logistics corridors in North West Europe.  

 
·  The project should design and implement appropriate ITS-applications that allow to 

achieve a better networking and linking of existing nodal points for freight 
transhipment in North West Europe along major transport corridors (e.g. freight 
handling terminals, seaports, inland waterway ports). With regard to seaports, for 
example, new ITS/ATT applications could be established that improve information on 
the port–hinterland transport relationships in order to advise on congestion or delays in 
ports and on routes to them, enabling shippers to redirect 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 inland waterway transport;  
- semi-public or private companies running freight handling terminals,  
- seaports or inland waterway ports;  
- private logistics companies.  
 
2. Promotion of the development of waterway transport 
 

Background 
 
Freight transport on waterways is one of the most sustainable transport forms in terms of 
externalities. NWE has the most developed waterway network on the whole continent. 
Existing waterways have however a capacity which is under-used, because of a number of 
constraints. 
 

Project focus 
 
Transnational cooperation should contribute to eliminating a number of obstacles to the 
development of freight transport on waterways. The necessary measures could be the object 
of one or more projects. They refer to: 
 
- the need to develop a coherent and needs-adapted network of service areas along the main 
waterways (on the model of service areas existing along the motorways) in order to facilitate 
                                                
102 Currently, ITS techniques are largely used by private companies (for instance in the field of road transport) or by port 
authorities (for instance for the management of calls). A large amount of information is exchanged in this context, but in a 
confidential way. It should be investigated if and in how far a part of this information could be made available for public 
interests, for instance to increase security and efficiency of transport flows (reduction of congestion). 
103 In Belgium, for example, insufficient container transport flows on inland waterways explain why new tracing and tracking 
systems are not developed in this context. 
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the access of waterway users to a range of services (purchasing of products for daily life, 
postage, telecom, repair and technical assistance etc.). Equivalent standards should be 
developed for the equipment of service areas with facilities along the waterways of NWE. 
 
- the need to motivate and inform young people about the opportunity to work in the field of 
waterway transport, due to the shortage of manpower expected in the years to come in this 
sector. Many operators of inland waterways are family enterprises and the children are less 
and less motivated to take over the business of their parents. Transnational cooperation should 
therefore develop information and training activities in the direction of young people to make 
sure that the sector will not decline because of lack of manpower. 
 
- the need to network inland ports to develop transport opportunities on waterways. 
Networking activities should include the development of common standards for ports 
facilities, the exchange of information of freight flows 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 transport users 
 
3. Transnational coordination in road pricing policies 
 

Background 
 
The generalisation of road pricing (at least on motorways) is advocated by the Common 
Transport Policy of the EU (White Paper). In NWE, it is progressively being implemented, 
but on a purely national basis. The introduction of road pricing for trucks on the German 
motorways on the first of January 2005 has generated significant traffic diversion towards the 
motorways of the neighbouring foreign regions which are not subject to road pricing (France, 
Luxembourg, Belgium, Netherlands). The introduction of road pricing, which is already 
applied in Switzerland and on a large number of motorways in France, is envisaged in other 
countries like the Netherlands and the UK. In order to avoid and eliminate undesirable side-
effects of road pricing, transnational cooperation is required. 
 

Project focus 
 
The project should aim at first at investigating and assessing the behaviour and evolution of 
trucks traffic on a number of routes influenced by road pricing policies, in particular in 
various cross-border situations (road pricing only on one side of the border, road pricing on 
both sides of the border etc.). In a second stage, measures should be worked out in order to 
harmonise the impacts of road pricing on both sides of national borders and to eliminate 
undesirable traffic diversion effects. The harmonisation should be conceived so as to make 
alternative transport modes more competitive (as it is presently the case for transnational 
routes between Switzerland and Germany). 
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Actors to be mobilised 
 

- National and regional transport authorities of the relevant countries and regions 
- Transport research institutes 
- Professional organisations of the transport sector 
- Technical bodies involved in the development of road pricing systems and control 
 
4. Increased use of ITS applications on the Trans-European Road Network 
 

Background:  
 
A major issue of strategic importance for the territorial development of NWE in the coming 
decades will be the growth of traffic flows. In fact, the most recent Europe-wide traffic 
forecasts up to 2020 (TEN-STAC Study104) show a sometimes very significant increase of 
freight & passenger traffic on major parts of the Trans-European Road Network (TERN) 
within NWE. Since around a decade, the use of advanced transport telematics technologies 
(ATT) or Intelligent Transport Systems (ITS) across the different modes of transport (road, 
rail, water and air) is generally considered a means that can alleviate traffic congestion or 
bottlenecks and contribute to safer, cleaner and more efficient transport. In the field of road 
transport, however, a relatively fragmented patchwork of regional and national traffic 
management services does exist that frequently still lack of appropriate interconnections, 
interoperability and continuity on long-distance routes especially in metropolitan areas or 
across borders. In order to overcome this fragmentation, the European Commission has 
started already back in 1996 to support a number of large-scale co-operative ITC-initiatives105 
in the context of its TEN-T Multiannual Programme. Three of these Euroregional TEN-T 
initiatives cover the largest part of the transnational NWE co-operation area (CENTRICO-
initiative106, STREETWISE-initiative107, CORVETTE108). The experiences made in these 
individual initiatives could be a good basis for developing further a coherent transnational 
ITS-approach covering the entire NWE, which could help facing the expected growth of 
traffic flows on the road network.  
 

Project focus:  
 
A transnational co-operation project should promote a wider application of ITS / an 
introduction of new ITS-applications on those parts of NWE’s Trans-European Road Network 
that will have to face increasing freight & passenger traffic, but also on important alternative 

                                                
104 TEN-STAC “Scenarios, traffic forecasts and analysis of corridors on the Trans-European Network”. Coordination: NEA 
(NL). European Commission, 2004:. 
105 ARTS, SERTI, CORVETTE, CENTRICO, STREETWISE, VIKING. 
106 CENTRICO (Central European Region Transport Telematics Implementation Coordination) aims at improving cross-
channel information services especially by (1) making best use of existing infrastructure to provide early services, (2) by 
providing the data needed for emerging information services, (3) by developing long-term solutions using NWE technologies 
and (4) by evaluating traveller reception, the effect on service expectations and future requirements for integrated services. 
107 STREETWISE (Seamless Travel Environment for Efficient Transport in the Western Isles of Europe) covers the 
following operational objectives for ITS-applications: (1) intermodal transfer of freight, (2) pre-trip planning of ferry crossing 
and routeing to avoid congestion, (3) monitoring journey time reliability across networks and (4) re-routeing of vehicles in 
case of poor weather conditions to improve safety. 
108 The CORVETTE initiative was started in 1996 with the aim to ensure the continuity and the quality of the services offered 
in the Eastern Alpine Area of the Trans European Road Networks (TERN). CORVETTE develops and deploys new ITS 
systems and enhances existing ones on the TERN in order to improve the quality of the services and to guarantee the 
continuity and interoperability of the services through the borders. By this, the 4 CORVETTE-partners in the alpine area 
(Bavaria/Germany, Austria, Northern Italy and Switzerland) recognise the importance of ITS in making better use of road 
networks and in providing information to the European traveller. 
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inter-regional corridors (with development potentials) and inter-urban links. 
 

·  In a first phase, the project should identify the spatial implications linked to further 
traffic growth on those TERN-segments of NWE where significant capacity and 
congestion problems are likely to occur in the future. It should also assess the 
experiences made with the 3 Euroregional ITS-initiatives109 covering parts of NWE, 
with the aim to identify potentials for a further extension / improvement / inter-
connection. 

 
·  The project should – during a second phase – allow designing concepts for better 

integrating the existing Euroregional ITS-initiatives (CENTRICO, STREETWISE, 
CORVETTE) in a wider transnational approach covering NWE and for adapting them 
to the new framework conditions. In addition, practical solutions for a deployment of 
new co-operative ITS-applications / services on the most sensitive segments of the 
TERN and on other important inter-regional or inter-urban links should be elaborated. 
An example could be the development of information systems for users on 
transnational motorways that take into account the cultural diversity of users (i.e. 
traffic information provided in different languages etc.). 

 
·  The third phase of the cooperation project should focus on actually implementing the 

previously designed integration / adaptation concepts and on realizing the deployment 
of new ITS-applications on the most sensitive segments of the TERN. The result at the 
end of this process would be a more integrated / interoperable and extended ITS-
system capable of facing the expected congestion problems in the field of passenger 
and freight transport and of optimizing road traffic in the NWE. 

 
Type of actors to be  involved:  

 
- Public national, regional and local authorities;  
- public and private actors involved in the CENTRICO/STREETWISE/CORVETTE 
initiatives; 
- other semi-public or private companies active in ITS-infrastructure deployment and/or ITS-
service provision. 
 
5. Preventing a “digital divide” in the field of broadband infrastructures in the 
Ardennes-Eifel-Hunsrück area 
 

Background:  
 
As an enabling technology, broadband is at the core of a further development and delivery of 
numerous innovative ICT-applications (e.g. e-Health, e-Business, e-Government or e-
Learning etc.) and offers great potentials for further improving the positive cohesion impact 
of the Information Society.110 Recent data of 2003/2004, contained in a Communication of the 

                                                
109 CENTRICO, STREETWISE, CORVETTE. 
110 Improved communication systems through broadband allow people to communicate and share information regardless of 
their physical location, which is particularly significant for remote and rural areas. Improved interactivity enables citizens 
located in those areas to participate more actively in the social and democratic life. Broadband improves their living standards 
by bridging distance, facilitating healthcare, education and access to public services. 
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Commission111, show however that the risk of a “digital divide” in the development of high-
speed connectivity or broadband is real, also within NWE. Compared to the EU-15, Member 
States fully or partly covered by the transnational co-operation area North-West Europe are 
characterised by significant differences in broadband take-up112. The growth in broadband 
connections is mainly taking place in densely populated urban areas and especially the rural, 
sparsely populated or peripheral areas are under-served (situation of market failure). A part of 
NWE for which it should be investigated in how far joint problem solutions could be adopted 
for preventing the emergence of a “digital divide” is the Ardennes-Eifel-Hunsrück area 
covering parts of Belgium, France Luxembourg and Germany. In Belgium, parts of the 
Ardennes are not yet covered by adsl Internet connections113 which is likely to inhibit 
economic development and the location of enterprises. Also in Luxembourg, the more 
sparsely populated rural north of the country displays some weaknesses (especially outside 
the few "urban" centers) with regard to a provision of broadband infrastructures. Although it 
would be desirable to improve the situation, practical options for doing so (e.g. by means of 
local public-private partnerships) is relatively limited in practice114. In France, in the contrary, 
a recently adopted law makes possible for local and regional authorities to take public action 
in the field of telecommunication and to allocate public resources with an objective of 
territorial equality (and not of competitiveness)115. 
 

Project focus:  
 
In order to stimulate a spatially well-balanced, inclusive and sustainable development of the 
Information Society in North-West Europe, a transnational co-operation project addressing 
the issue of high speed connectivity (broadband) could be launched for the Ardennes-Eifel-
Hunsrück area with the following focus:  
 

·  In a first phase, the project should allow (1) to investigate the existing coverage and 
future expansion plans with regard to adsl/cable networks, (2) to identify innovative 
financing models that exist at national, regional or local level (public, public-private, 
private models) for extending broadband infrastructure in under-served areas and (3) 
to exchange experience on innovative regional/local demand aggregation policy 
approaches. The aim could be to identify good practice solutions for infrastructure 
financing/deployment and demand aggregation that have transfer potentials. 

 
·  On ground of previous results, the cooperation project should - in a second phase – 

design a series of joint transnational actions that allow deploying an interlinked 
infrastructure covering parts of the Ardennes-Eifel-Hunsrück area that will not be 
covered by broadband in a mid-term perspective (e.g. technical feasibility studies; 
design of a legal model allowing to jointly run/explore the transnational 
infrastructure). In parallel, joint transnational measures for demand aggregation should 
be developed across the area in order to create a sufficient market potential for 

                                                
111 Connecting Europe at High Speed: National Broadband Strategies. Communication from the Commission to the Council, 
the European Parliament, the European Economic and Social Committee and the Committee of the Regions. COM (2004) 
369 final. 
112 Only the Netherlands and Belgium are in a leading position that is clearly above the EU-15 average, whereas the UK and 
Ireland are at the lower end significantly below the Community average. But also with regard to SME broadband take-up, all 
NWE-countries (except Belgium) are characterised by a ratio that is well below the EU-13 average. 
113 It is also the case for a number of business parks in the Province of Liège. 
114 The most important reason is that the central government level tends to hinder such activities either by using the 
instrument of legal supervision of local authorities (Gemeindeaufsicht - Ministry of Interior) or by monopolising actions in 
this direction (Ministry of economy). 
115 This is being done in two fields: mobile phone infrastructure and Internet access at a speed of 2Mb/sec. 
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broadband-based services etc (e.g. elaboration of an assessment of demand potentials; 
design of a transnational marketing concept). 

 
·  The third phase of the cooperation project should focus on actually implementing the 

previously designed transnational infrastructure deployment and demand aggregation 
measures across the Ardennes-Eifel-Hunsrück area. The result at the end of this 
process would be an existing and operating transnational broadband infrastructure 
with a basic (and extendable) service offer that is characterized by long-term 
sustainability (in terms of operation and financial revenue). 

 
Type of actors to be  involved:  

 
- Public national, regional and local authorities;  
- semi-public companies and/or development agencies;  
- private companies active in ICT-infrastructure deployment 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 (8th April, 2005) 
 
- Mrs. Kathryn Pain ( Institute of Community Studies) 
- 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 Council) 
- 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 IIIB North Sea Contact Point) 
- Mr. Gideon Amos (TCPA) 
- Mr. Roger Read (METREX) 
- Mrs. Victoria Henshaw (Core Cities Group) 
- Mr. Vincent Goodstadt (Glasgow and the Clyde Valley Structure Plan Joint Committee) 
- Mr. Egon Walesch (Environment Agency) 
- Mr. Alastair Pollock (Thames Gateway South Essex Partnership) 
- Mr. Arno Schmickler (SEEDA) 
- Mr. John Hack (ODPM) 
- Mr. Gerard Burgess (GLA) 
- Mr. Jim Leask (Colchester Borough Council) 
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Team study 2: 
 
Prof. R.Vickerman (CERTE; University of Kent) 
 
c) Workshop in Dublin (1st April, 2005) 
 
Persons invited at workshop Study 2 : 
 
- Frank O'Donnell, Principal Officer, Dept. Community Rural & Gaeltacht Affairs 
- Owen Shinkwin, Senior Planner, Dublin Transportation Office 
- Jeanne Meldon, Member, Comhar-National Sutainable Development Partnership 
- Phillip McGowan, Regional Planning & Transport Division, Dept. Regional Development (Northern 
Ireland) 
- Bruce McCormack, Planning Inspector, Dept. Environment Heritage & Local Government 
- Gerry Browner, Senior Architect, D/EHLG 
- Seamus Treacy, Staff Officer, Mid West Regional Authority 
- Seamus Boland, CEO, Irish Rural Link 
- David Hedigan, Enterprise Policy Development, Enterprise Ireland 
- Peter Stafford, (Dr) Research Fellow, Urban Institute UCD 
- Patricia Potter, Director, Dublin Regional Authority 
- Kenny Liam, Director, General Council of County Councils 
- Joe Gatins, Northern Regional Manager, National Parks & Wildlife Service 
- Stephen Blair, Director, Southern & Eastern Regional Assembly 
- Jim McGovern, Director, West Regional Authority 
- Majella Kelleher, Head of Development Services, Sustainable Energy Ireland 
- Conor Skehan, Head of Dept, Environment & Planning, Dublin Institute of Technology Bolton Street 
- Egan Vivienne, Project Manager, Border Regional Authority 
- Adrian Devitt, Senior Policy Advisor, Forfás 
- James Stone, Director, Midland Regional Authority 
- John McAleer, Director, South West Regional Authority 
- Jim Walsh, Professor, NIRSA National University of Ireland Maynooth 
- Tadhg O'Mahony, Environmental protection Agency 
- Rege McCabe, IBEC (Irish Business & Employeers Confederation) 
- Aisling Reynolds, UCD Planning School 
- Sheevaun Thompson, Research & Policy Officer, SouthEast Regional Authority 
- Maire-Anne Sertour, Graduate-Local Development and Transport Cooperation, SouthEast Regional 
Authority 
- Patricia O'Hara, Policy Manager, Western Development Commission 
- Martin Sokol, Urban Institute UCD 
- Catriona Ryan, National Monuments, Dept. Environment Heritage & Local Government 
 
Team Study 2: 
 
Prof. R.Vickerman (CERTE; University of Kent) 
 
 
d) Workshop in Brussels (27th 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 (21st April 2005) 
 
Mr. C. Wallet (Ministry VROM; DG Ruimte/NIB/SON; the Hague) 
Mrs. K. van Essen (Ministry VenW; Rijkswaterstaat, RIKZ; 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; University of Wageningen) 
M.r Nooy (RSD; the Hague) 
 
Team Study 2: 
 
Prof. R.Vickerman (CERTE; University of Kent) 
 
e) Workshop in Bonn (3rd May, 2005) 
 
- Mr. Alexander Spieshöfer (Institut für Landes- und Stadtentwicklungsforschung und 
Bauwesen des Landes Nordrhein-Westfalen (ILS NRW) - Forschungskoordination 
(Dortmund) 
- Mr. Holger Bach (Leiter Koordinierungsstelle Mobilitätscluster Wirtschaftsförderung 
Region Stuttgart) 
- Mr. Hans-Herm.Paulsen (Objekt-u. Logistikmanagement; Leiter Obj.-u.Log,M. 
Projektmanager InterPorts Mülheimer Verkehrsgesellschaft;  Mülheim) 
- Mr. Axel Finger (Raumordnungsverband Rhein-Neckar;  Mannheim) 
- Mr. Till Bode (Region Stuttgart / Europabüro; Brussels) 
- Mr. Scholz (Baudirektor; WSA Mannheim)  
- Mr. Matthias Hartmann (Amt für Stadtentwicklung und Statistik 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 Fédérale de la Communication; Bern) 
Mr. C. Küng  (Sous-Directeur ; Office Fédéral du Développement Territorial ; Bern) 
Mr. A. Monney (Office Fédéral du Développement Territorial) 
 
Team study 2 : 
 
J. Robert (Tersyn ; Strasbourg) 
Dr. T. Stumm (Eure-Consult ; Luxemburg) 
 
g) Interviews in Luxemburg 
 
Mr. Guy Besch (Ministère des Transports), contacted and questionnaire reply promised for 
June. Mr. André Weidenhaupt (Centre de Ressources des Technologies pour l'environnement, 
CRTE).  
Ms. Sabine Stölb (Ministère de l’Intérieur et de l’Aménagement du Territoire, Direction de 
l’Aménagement du Territoire). 
Mr. Jean-Claude Sinner (Ministère de l’Intérieur et de l’Aménagement du Territoire, 
Direction de l’Aménagement du Territoire). 
Mr. Philippe Peters (Ministère de l’Intérieur et de l’Aménagement du Territoire, Direction de 
l’Aménagement du Territoire). 
 
Team study 2 : 
Dr. T. Stumm (Eure-Consult ; Luxemburg) 
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