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Transport at the crossroads of regional development

If there is one sector linked closely to regional development it is surely transport. Transport infra-

structure is one of the most visible examples of what can be achieved by aid from the European Re-

gional Development Fund (ERDF) and the Social Fund. As one of the principal items of expendi-

ture — around EUR 23 billion disbursed between 1994 and 1999 and almost EUR 35 billion allocated 

for the 2000–06 period — this aid has given a powerful boost to the economic launch or relaunch of 

many disadvantaged regions or regions undergoing restructuring.

Transport is one of the main driving forces of economic activity and cohesion, and thus a key element 

in the Lisbon strategy for growth and jobs. Without effi  cient transport networks there can be no com-

petitiveness. Transport networks are vital for encouraging establishment of companies and develop-

ment of centres of excellence and tourism. Th ey are also a central factor in European territorial cohe-

sion, constituting an essential link for communities and being a precondition for quality of life and 

employment in urban neighbourhoods and in rural areas, as well as in sparsely populated mountain, 

island or other remote regions. Transport needs are set to increase greatly in the context of an EU that 

will soon include 27 Member States, and of the new EU neighbourhood policy.

However, there is more to transport infrastructure than simply adding kilometres of road and rail. 

Transport systems are at the crossroads of ‘sustainable development’ in economic, social and environ-

mental terms. Th ey must be part of a global approach that takes into account the real impact of invest-

ment directed at creating and sustaining local activities and jobs, a balanced and polycentric develop-

ment of the European area, and the reduction of damage to the natural and human environment.

In the face of the pollution and congestion linked to road traffi  c, there is a need to prioritise inter-

modal transport by which diff erent types of transport are combined along a single route, in particular 

through rail links. Th ere is also a need to promote public transport more widely, to encourage energy 

savings and diversifi cation, and to encourage the development of clean transport technologies. ‘Sus-

tainable mobility’ is also a matter of R & D and innovation, for example.

Th ese are challenges that must be faced at regional, local and European level, in the framework of the 

common transport policy and the trans-European transport network (TEN-T). In this respect, in April 

2004, the European Parliament and Council identifi ed 30 priority projects that represent an investment 

of EUR 225 billion by 2020. On 20 July 2005, the Commission defi ned the political and technical coor-

dination procedures for achieving the TEN-T, including the appointment of six European coordinators 

and the creation of an executive agency. From a regional policy point of view, this will play a major role 

in developing quality transport during the 2007–13 period in accordance with the priority objectives 

proposed by the Commission, i.e. convergence, regional competitiveness and employment, and territo-

rial cooperation. It will also have the means to match the importance of the task.

Th e editorial team
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Following the theme ‘Working together on regional 

growth and jobs’, the third Open Days left no doubt 

about the degree of commitment to this goal in the 

EU. About 2 500 delegates attended the event, 

choosing from amongst 70 workshops covering four 

themes: the three priority objectives (convergence, 

regional competitiveness and employment, territo-

rial cooperation) proposed by the Commission for 

the 2007–13 programme period (1), and manage-

ment of the Structural and Cohesion Funds.

Most participants came from national, regional or 

local authorities and administrations. Others came 

from European institutions or associations, ex-

change and cooperation networks, development 

agencies, study centres and consultancy offi  ces, uni-

versities, socio-professional organisations, etc. Th ere 

were also about 100 representatives from regional 

media. About a third of the registered participants 

came from the 10 new Member States. Between 600 

and 1 000 delegates attended the three plenary ses-

sions. In addition to the Brussels meeting, other 

events were held in EU cities and regions as a means 

of establishing closer contacts with citizens.

10 October. Th e opening session debates concen-

trated in particular on the results of the public 

consultation, which closed on 30 September, on the 

‘Community strategic guidelines for cohesion, 

2007–13’. Th is was a Commission communication 

submitted in July that profi les future regional de-

velopment programmes (2). Th e results of the con-

sultation show there is wide support for the pro-

posed guidelines. Th ere is a balance amongst the 

more than 200 contributions received between the 

desire for diversifi cation of priorities to meet re-

gional needs, and for concentration of eff orts on the 

most disadvantaged regions.

Open Days 2005 — The call from Europe’s 
cities and regions: ‘Give us a solid agreement 
for cohesion’
A speedy conclusion and a good agreement on the 2007–13 fi nancial perspectives: these were the 

main concerns expressed by participants during the debates held at the ‘Open Days — European Week 

of Regions and Cities’, which took place in Brussels from 10 to 13 October on the initiative of the Euro-

pean Commission (Directorate-General for Regional Policy) and the Committee of the Regions (CoR), 

with the cooperation of the European Parliament and 106 regions and cities from 26 countries.

(1)  See the Inforegio site at: http://www.europa.eu.int/comm/regional_policy/sources/docoffi  c/offi  cial/regulation/newregl0713_en.htm

(2)  Communication from the Commission: http://www.europa.eu.int/comm/regional_policy/sources/docoffi  c/2007/osc/050706osc_en.pdf

Results of the consultation (working document): http://www.europa.eu.int/comm/regional_policy/sources/docoffi  c/2007/osc/report.pdf
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Th e consultation also collected various comments on ques-

tions such as the territorial dimension of cohesion, the dy-

namic role of cities, sustainable regional development and 

the eff ectiveness of partnerships. Th ese observations will 

be taken into account in the fi nal version of the guidelines, 

after the Council has pronounced on the Commission’s 

legislative proposals for cohesion policy reform (3).

Ways of achieving a strong and innovative 

cohesion policy …

Mention of programmes inevitably leads to the question of 

budgets. A sound fi nancial framework is essential to enable 

the regional development partners to implement, without 

delay, the next generation of programmes to be co-fi nanced 

by the Structural and Cohesion Funds from 2007. In this 

way they will be able to contribute to relaunching growth 

and jobs, a process in which regions and cities have a key 

role to play as they are closest to the reality on the ground 

and are most in tune with the expectations of citizens.

Regional Policy Commissioner Danuta Hübner and CoR 

President Peter Straub both emphasised the urgent need 

for agreement by the Member States on the fi nancial ques-

tions. Th ey stressed that any additional delay, following the 

failure of the Council discussions in June, could aff ect 

growth and jobs in the regions. ‘We must act now,’ stressed 

Mrs Hübner, as without a good fi nancial agreement, ‘it is 

becoming pointless to speak of solidarity, cohesion and com-

petitiveness’. Mr Gerardo Galeote-Quecedo, President of 

the European Parliament’s Committee on Regional Devel-

opment, reinforced the message: ‘We need an agreement, 

not just any agreement, but an agreement that guarantees 

cohesion policy.’

12 October. Th e second session was the Committee of the Re-

gions’ 61st plenary session and welcomed for the fi rst time ob-

servers from Bulgaria and Romania. A debate launched by Mrs 

Hübner on the subject: ‘Regions and cities, key players in re-

gional policy and the Lisbon agenda’, was the occasion for the 

CoR members to repeat their concerns on budgetary prospects. 

Recalling the position adopted by the European Parliament on 

8 June in favour of a ‘realistic and ambitious’ agreement, Euro-

pean Parliament President Mr Josep Borrell sought to sum up 

the general feeling: ‘Th e Union cannot allow itself to paralyse 

policies that are its very reason for being, and to fail to keep the 

promises of solidarity made to the new Member States …. Th e 

EU budget is a vital instrument in implementing its policies and 

ambitions. You, who represent the regional authorities and 

manage a large part of these funds, know this very well.’

Among the many items on the agenda at this session was a 

discussion on the ‘Integrated guidelines for 2005–08’, 

which were ratifi ed by the Council in June and are destined 

to form the basis of the ‘national reform programmes’ 

adopted by the Member States to encourage growth and 

jobs as part of the Lisbon strategy. Th e CoR advocated ‘to-

tally decentralised’ implementation of this strategy, call-

ing, for example, for the position of the local and regional 

authorities to be taken into account when drawing up and 

adjusting these guidelines. More generally, the CoR re-

quested that the said authorities should be consulted at an 

early stage in drawing up European legislation.

On the subject of State aid, the CoR stressed the need for a real-

istic approach to possible reductions in sparsely populated areas 

where services fi nanced by the public sector are not backed up 

by competitive private services. Other discussions focused on 

the role of regional and local partners in training, the role of 

universities in implementing ‘Lisbon’, the 2005 review of the 

Gothenburg strategy for sustainable development and the need 

for action to combat climate change.

(3) http://www.europa.eu.int/comm/regional_policy/sources/docgener/informat/reg2007_en.pdf

Commissioner Danuta Hübner speaking at the closing session of Open Days 2005, at the European Parliament.
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…in all the Union’s cities and regions

Finally, an opinion adopted unanimously by the CoR 

stressed that ‘despite a strong increase in productivity over 

recent years, greater and more regular growth … is essen-

tial if we are to reduce economic and social disparities.’ A 

worrying increase in this was noted in certain Member 

States by the ‘third interim report on cohesion’ presented 

to the Commission in May 2005. For the CoR this makes it 

even more important to implement an ‘active’ cohesion 

policy covering the whole of the European territory, includ-

ing prosperous regions, in order to strengthen growth and 

jobs. Th is in turn raises the issue of the legislative and fi -

nancial framework for this policy.

Concerns about this were often expressed forcefully by 

many regional delegates and were particularly in evi-

dence at the Open Days closing session. ‘It is vital for 

Heads of State and Government to reach agreement on 

the financial perspectives in December, under the Brit-

ish presidency. The agreement must be based on the 

Commission’s proposals, and be acceptable to the Euro-

pean Parliament. … It must be based on the principles of 

solidarity and a step-by-step approach, for the old as 

well as the new Member States’, stressed Mr Galeote-

Quecedo.

Danuta Hübner pressed home the same point: ‘As time 

passes, I can see more and more anguish and confusion in 

our cities and regions. … Thanks to the input of many of 

you here, we have put on the table a modern policy target-

ing its resources on growth and jobs, contributing to the 

competitiveness of the Union and matching the expecta-

tions of our citizens,’ but, she added, without a speedy 

financial agreement ‘many of our efforts will be wasted.’ 

For his part, Mr Albert Bore, Vice-President of the CoR, 

emphasised the need for ‘a modern European cohesion 

policy based on the principle of solidarity, as that is the 

only way through which Europe’s citizens can find work, 

… for innovative ideas that are shared so that the Union 

can be competitive and survive in today’s global society.’ 

Throughout the Union, ‘local and regional authorities 

are against the re-nationalisation of cohesion policy,’ he 

added.

Twenty-fi ve fl ags and one future

Mrs Hübner welcomed the results of the 11 October meet-

ing of regional development ministers, at which the Mem-

ber States lent their fi rm support to the Jaspers and Jeremie 

initiatives (see box). Th e Commissioner also stressed the 

need for moving in the direction of ‘more partnership and 

decentralisation. Th ese two elements are closely linked and 

they are already taken into account by the Commission in 

its approach to cohesion policy for the 2007–13 period.’ Th ey 

are an essential response to the growing complexity of eco-

nomic and social processes in a fast-changing world. Giv-

ing priority to innovation in the next generation of develop-

ment programmes is another.

‘The main message taken from this week,’ concluded 

Commissioner Hübner, ‘is that it is difficult to find an-

other Community policy that would be of so much inter-

est to our citizens. … The enthusiasm and energy’ ex-

pressed by the participants, show ‘that Europe has a fu-

ture, that it can communicate with its citizens, and that 

people place their hopes in the Union. It is our joint re-

sponsibility not to disappoint these hopes.’ One speaker 

succinctly summarised the message as follows: ‘I hope 

that the 25 f lags that are f lying here will not fade because 

we fail to find a solution.’

Other information is available at the CoR site: 

http://www.cor.eu.int/en/index.htm 

and European Parliament: 

http://www.europarl.eu.int/news/expert/documents_

presse_par_theme_page/910/default_en.htm

Jaspers and Jeremie: two irons in the fi re 

for cohesion

Two new initiatives, Jaspers and Jeremie, were pre-

sented jointly by Danuta Hübner, for the European 

Commission, and Philippe Maystadt, President of the 

European Investment Bank (EIB), to the ministers 

responsible for regional development in the Member 

States and candidate countries at an 11 October 

seminar, in Brussels. The initiatives were subsequent-

ly presented to the Member States, the regions and 

experts from international financial institutions 

(IFIs) at the ‘Financing growth and cohesion in the 

enlarged EU’ conference, held on 24 November in 

Brussels and organised by the Commission, Council 

Presidency, EIB and other IFIs.

Jaspers (‘ joint assistance to support projects in the 

European regions’) is a joint technical assistance 

service provided by the Commission, the EIB and the 

European Bank for Reconstruction and Development 

(EBRD). The idea is for experts in technical, eco-

nomic and financial analysis to provide their services 

free of charge to Member States concerned by the fu-

ture convergence objective, to assist them in design-

ing and preparing ‘large’ (1) infrastructure projects of 

high quality and so that they can benefit from ERDF 

and Cohesion Fund financing, and can be rapidly ap-

proved by the Commission.

Jeremie (‘ joint European resources for micro to me-

dium enterprises’) is a joint initiative proposed by the 

Commission and the EIB group (EIB and European 

Investment Fund — EIF) to facilitate access to financ-

ing for micro and medium-sized enterprises (includ-

ing one-person enterprises), by enabling Member 

State authorities to cooperate with the EIF in order to 

improve capacity in the field of financial engineering. 

The aim is to encourage the development of this sec-

tor that, though important in terms of jobs and inno-

vation, often faces difficulties in securing finance 

from traditional sources.

More information is available at: http://europa.eu.int/

comm/regional_policy/events/ifi /index.cfm

(1) As defi ned by the general Structural Funds regulation.
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On its foundation in the late 1950s, the European Economic 

Community faced the issue of inequalities in living standards 

between its Member States. At that time there were signifi cant 

diff erences in per capita GDP between Germany and Italy, for 

example. Yet, by comparison, the diff erences in per capita GDP 

between the various regions were even more marked: Baden-

Württemberg or the Île-de-France were much wealthier than 

Pouilles or Sicily. At the time of each subsequent enlargement 

the EU has faced this same crucial issue. Amongst the new 

countries that have progressively joined the Union (Greece, 

Spain, Portugal, Poland, etc.), there were — and are — regions 

where the per capita GDP is over 15 times lower than that of the 

most prosperous regions.

As one of the EU’s objectives is convergence between Mem-

ber States in standards of living, it is not possible to accept 

this situation or to simply allow it to be corrected by migra-

tory fl ows from disadvantaged zones to dynamic zones. 

Giving regions in diffi  culty the opportunity to experience 

signifi cant economic growth, and if possible at a faster rate 

than other regions, consequently became one of the Euro-

pean Union’s priorities. As a result, transport infrastruc-

ture was assigned a major role: that of reconciling eco-

nomic growth with social cohesion.

Despite its importance, it is also necessary to stress that infra-

structure development is not a ‘cure all’. Th ough vital to re-

gional economic growth, transport infrastructure only contrib-

utes to social cohesion if certain conditions are met.

Growth and convergence: the twofold mission 

of transport infrastructure

In a market economy, economic growth is not based on techni-

cal progress and productivity gains alone. When economic 

policy was in its infancy, renowned economists such as Adam 

Smith and David Ricardo showed that the international divi-

sion of labour also plays a major role. Even in a world without 

technical progress, closer ties between production zones with 

diff erent production costs is in itself a factor for collective ben-

efi t. Th e intuition of these pioneers was later confi rmed by the 

work of contemporary economists, leading to the famous ‘HOS’ 

(Hecksher, Ohlin, Samuelson) theory. Th is considers the free 

movement of goods and services to be a pertinent substitute for 

the unequal wealth of territories in terms of production factors. 

Even if we are too inclined to forget it, we experience this every 

day. Every time we drink tea or coff ee, every time we drive our 

car, we consume products (tropical products, petrol) that are all 

but absent from European production, but which the interna-

tional division of labour places at our disposal.

Transport infrastructure plays a key role in this. It permits the 

movement of goods and the linking of the territories in ques-

tion. German cars, Swedish furniture or Finnish telephones are 

sold throughout Europe, as are Spanish fruit and vegetables and 

Italian clothes. For producers, the development of effi  cient 

transport systems allows expansion of outlets, thereby permit-

ting mass production and a reduction in unit costs. As the latter 

more than off sets transport costs, the consumer is the system’s 

Transport infrastructure: combining growth 
and cohesion in Europe
By Yves Crozet (1)

Although vital to regional economic growth, transport infrastructure only contributes to social cohesion if certain 

conditions are met.

(1)  Professor of economic sciences, Université Lyon2, Director of the LET (Laboratoire d’Economie des Transports), UMR CNRS No 5593 (www.let.fr).

Bridge over the Bilbao–Santander motorway (Spain).
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ultimate benefi ciary. He now lives in a diverse economy domi-

nated by the exchange of ‘small diff erences’ between the Euro-

pean countries. Th e German driver can buy a Spanish car and 

the French gourmet can enjoy Italian wines.

Th e fi rst mission of transport infrastructure is thus to con-

tribute to the underlying reduction of costs and the general 

economic growth that results. But its role does not end 

there. One must also take into account the concrete impli-

cations for the territories in question. Experience shows 

that the centres of production and consumption tend, for 

evident reasons of accessibility, to be attracted to the most 

effi  cient infrastructure. Th e growth of the railways in the 

19th century and of the motorways or airports in the 20th 

century confi rmed this: transport infrastructure has a sig-

nifi cant impact on the development and relative wealth of 

territories. Regions that are well served fare better than 

isolated areas. Th is is why the launch and fi nancing of 

transport infrastructure has long been a key mission of 

states. To consolidate national unity, they have tradition-

ally either directly undertaken or closely monitored the 

building of canals, railways or motorways to ensure they 

serve the territory as eff ectively as possible.

Th e European Union was faced with the same need. As the Mac-

Dougall report (2) found in 1977, the outlying and less developed 

regions need a modern transport infrastructure to gain access to 

markets, for the purposes of supply and to fi nd markets for lo-

cally produced goods. Th e fi nancing of transport infrastructure 

thus became one of the key forms of intra-Community solidar-

ity. Insofar as solidarity between persons has remained largely a 

matter for the Member States (social insurance, assistance for 

the most disadvantaged), inter-regional solidarity has been the 

lever used by Europe to favour social cohesion by means of con-

verging standards of living. Th us, countries such as Greece, 

Spain (3) or Portugal have received large sums in European aid 

(EIB loans and subsidies) to improve their road and rail net-

works. Th e same is true today for the 10 new Member States and 

for the candidate countries, albeit on a lesser scale. Improve-

ments in the interconnection of transport networks are the 

concrete expression of Community solidarity. Th e major Euro-

pean ‘corridors’ are an example of this, as is, more recently, the 

Van Miert (4) report proposing that Europe should co-fi nance 

more than 20 major infrastructure projects, essentially for 

cross-border and thus international purposes.

Cohesion versus polarisation

In the light of the above reasoning, the key social and eco-

nomic role of transport systems justifi es the relaunch of 

major infrastructure works. Th e projects described in the 

Van Miert report should be rapidly implemented and the 

necessary budgetary and fi nancial decisions made. So why 

does it seem that Europe, and many Member States, are 

reluctant to act? What is this distracting whisper that 

transport infrastructure may not be the panacea, and that 

the expected eff ects in terms of growth and cohesion may 

not materialise? Th ese are questions that must not be 

passed over in silence or dismissed outright. On the con-

trary, they warrant careful examination because it is by 

considering them that we can identify the conditions for 

success of the twofold mission of transport infrastructure.

Let us fi rst look at the questions and the doubts of fi nan-

ciers, public and private, as they consider the prospect of 

investing in new transport infrastructure.

Th e fi rst doubt is technical and economic: will the volume of 

traffi  c announced by the project designers be confi rmed? Over 

recent years, there are many examples of over-optimistic fore-

casts: Eurotunnel, the M1 motorway in Hungary, the Rhine–

Main–Danube waterway — all represent investments whose 

eff ects fell short of expectations. Th is has resulted in decision-

makers growing wary of the risks (real construction costs, ac-

tual traffi  c, etc.) and tending to delay the fi nal decision, as in the 

case of the new rail link between Italy and France.

Th e second doubt is environmental. Will developing infra-

structure, especially airports and motorways, encourage 

(2)  European Commission, Report of the study group on the role of public fi nance in European integration (MacDougall Report) , Brussels, 1977.

(3)  European aid received by Spain in the years following its accession represented 1 % of its GDP for a period of about a decade. 

(4)  European Commission, Priority projects for the trans-European transport network up to 2020 — high-level group report, Brussels, 2003. http://europa.eu.int/

comm/ten/transport/revision/hlg_en.htm

New train depot in Drogheda (Ireland).

Aalborg (Denmark): regional airports stimulate 

economic development.
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an unsustainable mobility? When a railway line or motor-

way already runs through a sensitive area, residents are 

concerned at the prospect of any new project, even if it is 

only to widen an existing route.

Th e third doubt is social and local. Who really benefi ts 

from new transport infrastructure? Will the expected 

‘structuring eff ects’ in fact prove to be destructuring? Will 

the new motorway that is supposed to open up an outlying 

region instead speed up the exodus of jobs and the transfer 

of a section of the population to more developed areas? Th e 

expected convergence in living standards will thus be es-

sentially achieved through the mobility of the labour force, 

which is contrary to any logic of solidarity.

Th ese are legitimate doubts. At a time when Europe’s population 

is entering a phase of near stability, and when the principles of 

sustainable development are gaining credence, transport infra-

structure must no longer be presented as the magic wand that 

will solve all our problems. It should be clear that some projects, 

even those strongly promoted by certain lobbies, must be aban-

doned or postponed. Doubt should be the rule in the face of 

generous traffi  c forecasts. But that does not mean that Europe 

no longer has any need to fi nance new transport infrastructure. 

Such infrastructure remains necessary, for economic and social 

reasons, but certain conditions must be taken into account 

when studying and planning it.

A distinction must be made between countries where standards 

of living are still far below the European average and the most 

developed zones. We must not, in the name of environmental 

protection, stop Poland or Greece from acquiring an effi  cient 

motorway network. We know that the mobility of people and 

goods is a powerful factor for economic growth. We must not 

forget this lesson. Whilst we must avoid over-investment and the 

funding of low traffi  c infrastructure, this does not mean we must 

ban investment, in the new and old Member States. Th e develop-

ment of public–private partnerships (PPPs) is a good way of sepa-

rating good infrastructure projects from bad. It is a method that 

makes it possible to eff ectively identify the risks and spread them 

to best eff ect between the partners. In particular, the public au-

thorities must be very clear on the question of traffi  c risks: are 

they ready to assume responsibility for them or not?

Clarifi cation is also necessary regarding the eff ects of eco-

nomic growth and social cohesion. Rather than promising 

a general improvement, it is more logical to show what the 

eff ects of the polarisation resulting from the creation of a 

new infrastructure will be. Th e positive and negative im-

pact of new traffi  c fl ows will not spread homogeneously 

over the area. Rather than speaking generally of the ‘struc-

turing eff ects’ it is better to have recourse to simulation 

models of interaction between transport and localisation 

to highlight the winners and the losers. Th is procedure can 

lead to more or less explicit bargaining, a weighing of the 

relative pros and cons which, although not the most excit-

ing form of democracy, is nevertheless a necessary stage.

Today, the question of the eff ects of transport infrastructure on 

economic growth and social cohesion is therefore being posed 

in new terms. Although the fundamental mechanisms are the 

same (lower production costs, extension of outlet areas and 

polarisation), the heterogeneous nature of their implications 

deserves to be rendered more explicit. 

Intermodal rail–road platform in Prato (Italy).

Innovative hovercraft service in Kalmar (Sweden).
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Th e European Investment Bank (EIB) is the European 

Union’s leading fi nancial institution. In 2004 it loaned 

EUR 43.2 billion to further the EU’s objectives. One of its 

main objectives is to support investment in transport.

Th e EIB has thus become the leading source of bank loans 
for trans-European transport networks, lending over 
EUR 60 billion for investments in this fi eld since 1993. 
Th e projects are nearly always major and highly complex, 
often sparking major social debates and posing environ-
mental challenges. Implementation also often presents a 
high risk of delays, emphasising the requirement for ef-
fective project preparation and follow-up.

Over the past decade, the EIB has fi nanced projects in all 
transport sectors: roads (road and motorway construc-
tion, improvement of the Greek, Spanish and Portuguese 
road networks in particular); rail (modernisation of con-
ventional lines and construction of new high-speed lines 
in France, Belgium, Spain, Italy, the Netherlands, and the 
United Kingdom); sea (expansion or modernisation of 
port infrastructure, in particular in the Netherlands, Por-
tugal, Spain, Greece and Sweden); air (improvements to 
airports, in Italy, Greece, Germany and Ireland, for exam-
ple). Th e EIB is also very present in the new Member 
States, supporting the development of transport infra-
structure as a basis for strengthening their economies.

Th e EIB also fi nances urban transport projects. Over the 
last fi ve years it has allocated EUR 10.7 billion to projects 
of this kind, with an overwhelming 92 % going to public 
sector operations. By promoting a shift from private to 
public transport and seeking to reduce congestion, such 
projects not only aim to improve air quality and decrease 
noise nuisance, but also help to tackle climate change by 
enhancing energy effi  ciency and limiting CO

2
 emissions. 

In short, they play a part in improving the quality of life.

Th e major investments in transport in the EU regions 
contribute to territorial cohesion and boost the competi-
tiveness of the regions of the enlarged EU. By facilitating 
the movement of goods and persons between Member 

States, transport investments play a major role in stimu-
lating the internal market and improving cohesion in Eu-
rope. A large proportion of the EIB’s transport lending is 
targeted at regions lagging behind in development.

Fostering the EU’s social and economic cohesion by con-
tributing to the reduction of regional disparities is a pri-
ority mission of the EIB. Th e focus on regional develop-
ment, present since the bank was founded in 1958, has 
been reaffi  rmed and reinforced following EU enlarge-
ment to include 25 members in 2004.

Total EIB lending for regional development in 2004 was in 
excess of EUR 28 billion, representing over 70 % of the bank’s 
combined lending within the EU-25. Investments in the 
transport sector accounted for 40 % of this support. Well over 
half of transport lending to areas assisted by the Structural 
Funds went to the railway sector, including many projects for 
local rail services (trams, underground and suburban rail).

Th e bank’s lending policy is to support sound projects. To 
qualify for fi nancial support from the EIB, a project must be 
shown to be sustainable from both the environmental and 
economic standpoint, as well as demonstrating fi nancial and 
economic viability. Part of the bank’s appraisal process is to 
verify these factors as well as to examine the regulatory frame-
work, sector planning and programming. Th e EIB plays an 
important role in providing advice to project promoters during 

the appraisal process, which is one aspect of the bank’s added 

value, especially in the EU’s most disadvantaged regions.

When EU institutions work hand in hand

Over the years, the EIB’s ties with the Commission have 

deepened, in particular in regional development. In 2000, 
the Bank and the Commission signed a framework coop-
eration agreement to formalise these ties and to set out 
how the EIB’s loans and the Commission’s resources can 
be mutually complementary.

Th e EIB assists in the preparation and execution of re-
gional development programmes with a view to making 
better use of available resources. At the Commission’s 
request, the bank gives expert opinion on projects sub-
mitted for EU grant aid. In 2004, it appraised 33 projects 
submitted for fi nancing. Th is cooperation also includes 
the co-fi nancing of projects, an activity that is becoming 
even more important in the new Member States by in-
creasing the possibility for European grant aid.

Th e EIB and the European Commission have further 
strengthened their cooperation with the creation of a new 
assistance structure (‘Jaspers’ — joint assistance to sup-
port projects in the European regions) in order to assist 

Member States in the selection and preparation of major 

Cohesion Fund and ERDF projects. Th is is especially im-

portant for the transport sector where projects are often 

large, complex and with long gestation periods. 

To invest in transport is to invest in regional development: a principle 
and a priority for the EIB
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Trans-European transport network (TEN-T): Priority axes and projects

Priority axes and projects
Road
Railway

Inland waterway
Motorway of the sea

Airport project

Port project

Trans-European transport network
Road
Railway
Inland waterway

Priority project numbers

Road project

Railway project

Multimodal project

Inland waterway project

Motorway of the sea

Airport

Galileo

The priority axes and projects
  1.  Railway axis Berlin–Verona/Milan–Bologna–Naples–Messina–Palermo
  2.  High-speed railway axis Paris–Brussels/Brussels–Cologne–Amsterdam–London
  3.  High-speed railway axis of south-west Europe
  4.  High-speed railway axis east
  5.  Betuwe line
  6.  Railway axis Lyon–Trieste–Divaca/Koper–Divaca–Ljubljana–Budapest–

Ukrainian border
  7.  Motorway axis Igoumenitsa/Patra–Athens–Sofi a–Budapest
  8.  Multimodal axis Portugal/Spain–rest of Europe
  9.  Railway axis Cork–Dublin–Belfast–Stranraer (completed 2001)
10.  Malpensa (completed 2001)
11.  Oresund fi xed link (completed 2000)
12.  Nordic triangle railway/road axis
13.  UK/Ireland/Benelux road axis
14.  West coast main line
15.  Galileo
16.  Freight railway axis Sines/Algeciras–Madrid–Paris
17.  Railway axis Paris–Strasbourg–Stuttgart–Vienna–Bratislava
18.  Rhine/Meuse–Main–Danube inland waterway axis
19.  High-speed rail interoperability on the Iberian peninsula
20.  Fehmarn Belt railway axis

21.  Motorways of the sea
 —  Motorway of the Baltic Sea (linking the Baltic Sea Member States with 

Member States in central and western Europe, including the route through 
the North Sea/Baltic Sea Canal (Kiel Canal);

 —  Motorway of the sea of western Europe (leading from Portugal and 
Spain via the Atlantic arc to the North Sea and the Irish Sea);

 —  Motorway of the sea of south-east Europe (connecting the Adriatic Sea 
to the Ionian Sea and the Eastern Mediterranean to include Cyprus);

 —  Motorway of the sea of south-west Europe (western Mediterranean), 
connecting Spain, France, Italy and including Malta, and linking with the 
motorway of the sea of south east Europe.

22.  Railway axis Athens–Sofi a–Budapest–Vienna–Prague– Nuremburg/Dresden
23.  Railway axis Gdansk–Warsaw–Brno/Bratislava–Vienna
24.  Railway axis Lyon/Genoa–Basle–Duisburg–Rotterdam/Antwerp
25.  Motorway axis Gdansk–Brno/Bratislava–Vienna
26.  Railway/road axis Ireland/United Kingdom/continental Europe
27.  ‘Rail Baltica’ axis Warsaw-Kaunas-Riga-Tallinn-Helsinki
28.  ‘Eurocaprail’ on the Brussels/Brussels–Luxembourg–Strasbourg railway axis
29.  Railway axis of the Ionian/Adriatic intermodal corridor
30.  Inland waterway axis Seine–Scheldt

(Ref: Decision 884/2004/EC of 29 April 2004)

Important cities
Capital
> 500 000 inhabitants
100 001 to 500 000 inhabitants
50 001 to 100 000 inhabitants
< 50 000 inhabitants

© EuroGeographics 2001 for the administrative boundaries
Cartography: Energy and Transport DG, 26/10/2004
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A good and efficient transport infrastructure is essential 

to the proper functioning of society and the economy. It 

enables the free movement of goods, services and people 

and promotes inter- and intra-regional communication. 

It also provides the personal mobility essential for work, 

education and leisure activities. For these reasons, in-

vestment in transport infrastructure has been a long-

standing priority of EU structural and cohesion poli-

cies.

Transport also has a major impact on health and the envi-

ronment, particularly climate change, air pollution, noise, 

land use and the disruption of natural habitats. Th e sector 

is a major consumer of fossil fuels and other non-renewable 

resources and road traffi  c accidents continue to be a major 

cause of death. Th ese problems not only constitute a sig-

nifi cant economic loss, but also pose the inescapable ques-

tion of sustainability. Trends in transport development 

show that ‘business as usual’ in transport policy and prac-

tice is no longer a viable option.

Transport growth will continue. For passenger transport, 

the determining factor is car use. Although the level of car 

ownership is likely to stabilise in most EU countries, this 

will not be the case in the new Member States for some 

time to come. By 2010, the enlarged Union will have seen 

its car fl eet increase substantially. For goods transport, the 

growth and characteristics of modern economies (such as 

‘just-in-time’ systems) will increase freight. By 2010, heavy 

goods vehicle traffi  c alone is expected to increase by nearly 

50 % against its 1998 level.

As growth rates will be highest for road transport and 

aviation, the imbalance in modes of transport will grow. 

This will lead to further growth in fuel consumption, 

noise pollution and land use for transport infrastruc-

ture.

Th is diagnostic is not specifi c to the European Union and 

holds true for virtually all developed economies. Even if 

increased measures are taken to counterbalance the nega-

tive eff ects of transport growth, it will not be possible to 

meet the demands for environmental sustainability and the 

increased needs for transport without a change in habits 

and a reorientation of policy. Th e principle of environmen-

tal sustainability needs therefore to be taken into account 

for all Community aid within the framework of cohesion 

policy.

Sustainable transport, a priority of 
European policy
Support for transport systems that respect the environment is one of the four pillars of European sustainable devel-

opment strategy. Decoupling transport growth from economic growth is, in the long run, a key aim of European 

policy.

Modernised canal in Coevorden (Th e Netherlands).
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Th e Gothenburg turning point

Whilst reaffi  rming the importance of sustainable develop-

ment as a fundamental EU objective set by the treaties, the 

Gothenburg European Council in May 2001 added envi-

ronmental sustainability as a new dimension to the Lisbon 

strategy for competitiveness and jobs. It also called for a 

sustainable transport policy that should tackle rising vol-

umes of road traffi  c, congestion levels, noise and pollution 

by encouraging the use of environment-friendly modes of 

transport as well as prices that refl ect the social and envi-

ronmental costs. In this context, sustainable transport has 

become one of the four pillars of the Union’s sustainable 

development strategy. Decoupling transport growth from 

economic growth is, in the long run, a key aim of EU trans-

port policy.

Developing a sustainable transport system means not only 

new infrastructure investment but also investments that 

will make the use of existing infrastructure more effi  cient 

and environment-friendly. Sustainable transport thus re-

quires the conjunction of many policies, including the 

adoption of regulatory instruments (such as increasingly 

confronting transport users with ‘real’ prices that include 

adverse external eff ects, in particular the impact of green-

house gases). It therefore touches upon fi elds that are 

closely linked to regional policy (management of urban 

development, for example).

A regional policy concentrating on economic and social co-

hesion must therefore: take into account environmental 

sustainability when fi nancing new infrastructure, especially 

when it could trigger a modal shift; assist operations that 

aim to improve existing transport infrastructure, such as 

‘intelligent transport systems’ (1), interoperability and inter-

modality; place the emphasis on sustainable urban trans-

port; and develop infrastructure mainly where plans, meas-

ures or conditions exist to stimulate economic growth.

At the same time, setting up an environmentally sustaina-

ble transport system is a long process. Th e Commission’s 

White Paper on transport (2), sets a 30-year timeframe. Th e 

fi rst steps towards achieving its objectives must neverthe-

less be taken immediately. Th e Commission stresses the 

need to be more active in taking policy initiatives to limit 

the negative eff ects of transport growth trends. In particu-

lar, it proposes three sets of action: a) to encourage the shift 

from road transport to modes with a reduced environmen-

tal impact; b) to introduce infrastructure that has a down-

ward eff ect on transport demand by creating a situation in 

which the price paid by the user refl ects the full costs to 

society; c) to promote actions to improve the urban envi-

ronment and land-use management.

Th e promotion of sustainable transport

in the period 2000–06

Th e guidelines adopted by the Commission in accordance 

with the general provisions of the Structural Funds for the 

period 2000–06 (3), recommend that Member States incor-

porate transport projects co-fi nanced by the European 

Union in coherent strategies aimed at developing sustain-

able transport systems.

One of the Commission’s four priority recommendations 

in 1999 regarding transport for this programming period 

concerns sustainability. Th is involves both seeking to re-

duce the harmful eff ects of transport and promoting the 

use of more viable forms of transport. In particular, the 

regional development programmes should respect the 

commitment of the European Union to reducing green-

house gas emissions, which requires particular eff orts in 

the road and air transport sectors. However, the responsi-

bility for respecting these objectives resides exclusively 

with the Member States.

In 2003 these guidelines were revised to include the basic princi-

ples of the sustainable development strategy adopted by the Eu-

(1)  Th e expression ‘intelligent transport systems’ (ITS) covers a wide range of techniques applied to transport to make networks safer, more effi  cient, more 

reliable and more ecological, without necessarily having to make material changes to existing infrastructure. 

(2)  ‘European transport policy for 2010: time to decide’, COM(2001) 370.

(3)  Article 10 (3) of Council Regulation (EC) No 1260/1999.

In Hasselt (Belgium), public transport has been 

free of charge since 1997.  

Th e ‘Green Train’ of Sardinia (Italy) has given a new lease 

of life to an old section of track.   
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ropean Council in Gothenburg. Th e Commission proposed 

taking these revised guidelines into account as far as possible at 

the time of the mid-term programme reviews. However, imple-

mentation of these revised guidelines and of the proposed prior-

ity actions requires more time than is available under the cur-

rent programming period if they are to have any relatively im-

portant impact on the objectives established in Gothenburg.

According to the available data, in the programmes of the 

Objective 1 regions, the road sector continues to absorb 

more than half of the total investments programmed for 

transport infrastructure. For the Objective 2 regions, this 

sector also remains the most important in fi nancial terms, 

although it accounts for a relatively smaller proportion of 

the total (42 %). As to modes of transport that are consid-

ered to be less harmful for sustainable development, these 

absorb approximately 40 % of the resources programmed 

under Objective 1 and 57 % under Objective 2.

Th ese fi gures show the predominance of investments in 

sectors other than road and airports in the Objective 2 re-

gions. In the Objective 1 regions, on the other hand, these 

two sectors together represent 40 % of the total, a result 

that falls short of the desired balance.

Programmed investments to develop intelligent transport 

systems — a fundamental element for eff ective traffi  c man-

agement — are EUR 114 million.

Th e reason for the tendency to invest predominantly in 

road networks — which are directly responsible for green-

house gas emissions — is the remoteness of the majority of 

the Objective 1 regions coupled with the arrival of the new 

Member States.

Th e accession of 10 new countries was not a determining 

factor in this scenario, but it has helped bring about the 

present situation. Although, in the past, these countries fa-

voured rail over road transport, the trend was reversed as 

they switched to a market economy. Th e growth of private 

transport, which demands a greater traffi  c capacity in order 

to meet the new needs of the changing economic situation, 

has increased considerably the demand for road transport.

In general, infrastructure programmes for the current pro-

gramming period refl ect a continuation of the trend for a 

modal split as observed over the past decade. Infrastruc-

ture investments have been mainly concentrated in the 

road sector.

Despite this predominance of road transport investment, 

which is certainly necessary to improve accessibility for the 

less developed regions, the 2000–06 programmes include 

many examples of good practice in the fi eld of ecologically 

sustainable transport, especially for public transport.

Th is analysis applies to the current state of programming 

and it is possible that there will be some adjustments as the 

Gothenburg strategy is transposed into the programmes. 

In the cohesion countries (4), the scenario detailed above 

would be certainly diff erent if the considerable investments 

made in the rail and port sectors with fi nancial support 

from the Cohesion Fund were also taken into account.

However, independently of the results to be attained at the 

end of this period, Community funds have to refocus on 

the strategic aims set by EU policy if sustainability is to be 

imposed as an inherent element of Community added val-

ue. It is this approach that must guide us in defi ning future 

guidelines.

Post-2006 prospects

Th e proposals for reform of cohesion policy from 2007, in 

terms of the legislative as well as strategic guidelines, as-

sume that ensuring that the necessary transport infra-

structure is available to business is a condition for growth 

and employment. A modern infrastructure, based on envi-

ronmentally sustainable criteria, is an important factor in 

the attractiveness of the regions.

To maximise the benefi ts deriving from transport invest-

ments, assistance from the Structural and Cohesion Funds 

should obey certain principles.

Firstly, objective criteria should be used to determine the 

level and nature of the potential infrastructure investment. 

For instance, the potential return should be measured in 

terms of the level of economic development, the nature of 

the economic activities, density of infrastructure or degree 

of congestion of the region in question. Similarly, when 

determining social eff ects, there should be a precise calcu-

lation of the project’s environmental implications.

Secondly, the principle of environmental sustainability should 

be respected to the greatest possible extent, in accordance 

with the White Paper. Reducing the dominance of road trans-

port in Europe by promoting other modes of transport and 

combined transport should be of key concern.

Th irdly, particular attention should be paid in the conver-

gence regions to modernising their railway systems by 

(4)  13 countries: Greece, Spain, Portugal and, since May 2004, the Czech Republic, Estonia, Cyprus, Lithuania, Latvia, Hungary, Malta, Poland, Slovakia and 

Slovenia.

Th e Wolverhampton (United Kingdom) tramway is part 

of a wider urban renewal project. 
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carefully selecting the priority sections, thereby ensuring 

their interoperability within the framework of the Euro-

pean rail transport management system (ERTMS).

Fourthly, investment in transport infrastructure should be 

accompanied by proper traffi  c management, with particu-

lar attention to safety, in accordance with national and 

Community standards. National and regional strategies 

should take into account the need to achieve a balanced 

and ecological modal split that serves both economic and 

environmental needs. Th ese strategies should also include 

intelligent transport systems, multi-modal platforms and, 

in particular, ERTMS and SESAE (single European system 

for air traffi  c management) technologies. 

Intermodality and interoperability: 

two keys for sustainable transport

Th e White Paper on European transport policy set a 

course for achieving a new balance in modes of trans-

port that places greater emphasis on the most environ-

ment-friendly solutions.

Th e EU’s need for mobility is growing at a faster rate than in-
frastructure capacity. Th e result is increased traffi  c congestion 
on the principal road and rail routes, in towns and in the air, 
whilst links with outlying regions remain insuffi  cient. A sec-
ond adverse eff ect is that, unless major steps are taken rapidly, 
the expected increase in traffi  c will be concentrated on the 
roads to the detriment of other more environment-friendly 
modes of transport, such as railways or short sea routes.

So how to provide an eff ective response to the need for 
mobility whilst limiting the disadvantages arising from 
transport? In the face of this dilemma, the White Paper 
on European transport policy (2001) set a course for 
achieving a new balance in modes of transport up to 2020, 
with greater emphasis on the most environment-friendly 
solutions. Th is goal represents the most tangible contri-
bution the Commission can make to sustainable develop-
ment, respecting the Kyoto Protocol and the security of 
EU energy supplies. It involves a signifi cant reduction in 
fossil fuel consumption that will translate into reduced 
CO

2 
emissions, 28 % of which are generated by transport.

Intermodality. In developing competitive alternatives to road 
transport, ‘intermodality’ has a central role to play. It is too late 
for isolated solutions. Measures are needed to achieve better 
integration of modes of transport that potentially off er large 

capacities within an effi  ciently managed mobility chain in 

which all the services are complementary. Th is is essential for 

combating congestion and pollution and to establishing a bet-

ter cost–effi  ciency ratio in the use of energy resources. Th ese 

objectives imply in particular the promotion of railways (1), 

short sea routes and waterway navigation. Th ere are convincing 

reasons for this: over 1 km, 1 kg of petrol can move 50 tonnes by 

lorry, 90 tonnes by rail, and 127 tonnes by waterway.

Interoperability. For a policy of intermodality to be success-

ful, it is fi rstly necessary to ensure the technical harmonisa-

tion and ‘interoperability’ of systems. In this context, the EU 

‘Marco Polo’ programme aims to make interoperability a 

competitive and economically viable reality and not a mere 

slogan. Th e 13 best actions under the programme’s fi rst phase 

aim to transfer 13.6 billion tonnes/km of freight from over-

congested roads to other modes of transport. One example is 

the transport of freight between the ports of Genoa and Bar-

celona in 13 hours using high-speed vessels, a service that 

would allow road hauliers to avoid — at a competitive cost — 

using some of Europe’s most congested motorways.

In July 2004, the European Commission presented a sec-

ond package of ‘Marco Polo’ measures for the 2007–13 

period. With a budget of EUR 740 million, ‘Marco Polo II’ 

will include new actions such as ‘motorways of the sea’ 

and traffi  c reduction measures. Th e new package will also 

include the EU’s immediate neighbours. Th e Commission 

estimates that every euro invested will generate at least 

six euros in environmental and social benefi ts.

Intermodality must be accompanied by technological devel-

opments designed to increase network capacities, facilitate 

mobility and improve the safety of all transport. Th is progress 

is essential to ensure the technical interoperability of trans-

port systems, especially with regard to telematics, road tolls, 

air traffi  c management and the various rail networks. After 

years of research, we are now at the deployment stage. For the 

Commission, this is the occasion to launch three of its most 

important industrial projects ever: the ‘Galileo’ satellite navi-

gation system, the European road traffi  c management system 

(ERTMS), and the SESAME industrial project, which will be 

the operational instrument supporting the legislation on the 

‘single European sky’.

(1)  One speaks respectively about “road–rail traffi  c” and “short sea transport” for 

connections between the road and the rail, and the road and the sea links.

Trans-shipping timber at the Port of Monfalcone (Italy).
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Following the pan-European transport conferences held 
in Crete in 1994 and in Helsinki in 1997, 10 ‘multimodal 
transport corridors’ have been established in Europe. 
Corridor VII is based on the Danube waterway, Europe’s 
second-longest river (2 500 km) and one of the conti-
nent’s principal communication arteries. More than 300 
tributaries fl ow into the Danube, which drains one 
twelfth of the European territory.

Th e importance of the Danube is based not only on the 
fact that this is a principal European inland waterway 
route, but also on the role of its inland ports, which ex-
tends beyond shipping. In addition to the seaport of 
Constanza, lying at the mouth of the Danube–Black Sea 
canal, there are 44 inland ports lying on the banks of the 
Danube. Th e linking of this major water axis with other 
rail/road corridors is of crucial importance in ensuring 
the intermodal interconnectivity of the total network, 
especially as most of the Danube ports have rail and road 
links that make them attractive for combined transport.

Combined transport techniques have progressed 
greatly in recent years and today the Danube is well 
placed to become an eff ective link in the various 
logistics routes that stretch from the Black Sea to 
central Europe and on to the Atlantic — by way of 
the Rhine–Main–Danube axis — and vice versa.

However, navigation on the Danube continues to face 
a number of obstacles and ‘bottlenecks’, which pre-
vent it from developing its full potential and playing 
the role it deserves. Th e optimisation of transport on 
the Danube requires a number of measures: deepen-
ing and widening works at certain points; modernisa-
tion of its ports, shipyards and fl eets; rationalisation of 
operations; harmonisation and simplifi cation of cer-
tain institutional and legal matters.

But besides the navigational issues, there is another 
major challenge to be faced: the environmental degra-
dation of the Danube and the Black Sea requires urgent 
action. Despite the national and international initia-

tives launched over the past decade, the actions imple-
mented to date have proved insuffi  cient to remedy the 
situation and resolve the health problems that result. 
Th e only way to tackle them is through a common ef-
fort for environmental rehabilitation at regional level 
and on a major scale. Cooperation between the inland 
navigation industry and the environmental services is 
essential for this. Without such action, inland waterway 
navigation will be unable to live up to its reputation as 
the most environment-friendly mode of transport.

Th e memorandum of understanding (MoU) on the devel-
opment of Corridor VII, signed by the transport ministers 
of 10 European countries in Rotterdam on 6 September 
2001, highlights the need to strengthen the connections 
between the Danube, the trans-European transport net-
work (TEN-T) and the Black Sea. Th e document sets out a 
series of actions required to achieve this goal. At the same 
time, the meetings of the corridor chairs in Brussels 
clearly highlighted the need for greater cooperation. 
Hence the decision by Corridors IV, VII and X to launch 
the ‘Corridors south-east’ cooperation project.

Th e improvement of the Danube as a major European 
transport artery was also a central theme of the ‘Danube 
cooperation process (DCP)’ that was launched with a 
ministerial meeting in Vienna on 27 May 2002 and con-
tinued on 14 July 2004 in Bucharest. It was agreed that 
the Danube, as a cost-effi  cient and ecologically sustain-
able transport corridor, should be used to its full capacity 
for the best possible development of the Danube basin 
countries. For that purpose it would be necessary to:

>  improve navigability and thus permit uninterrupted 
passage by implementing the decisions of the Danube 
Commission concerning the depth of the fairway 
(with priority awarded to removing the existing ‘bot-
tlenecks’ between Straubing and Vilshofen and be-
tween Vienna and the Austria–Slovakia border);

>  invest in Danube ports with a view to establishing 
multimodal centres for cargo distribution in accord-
ance with the European Agreement on Inland Wa-
terways of International Importance (AGN agree-
ment), adopted in Geneva in 1996 by the United Na-
tions Economic Commission for Europe (UNECE);

>  set up a telematic river information service, since 
such a system would considerably enhance the safety 
of river users, for industry as well as leisure activities;

>  fund projects that help integrate inland navigation within 
the transport chain by means of intermodal nodes;

>  facilitate customs procedures according to the 
proposals of the Danube Commission;

>  harmonise the regulatory systems on the Danube 
and the Rhine.

To fi nd out more: www.argedonau.at

Danube countries

‘Enabling the Danube to play its role 
in European integration’
Otto Schwetz, Chairman of ‘Corridor VII — Danube’, ARGE Donauländer, and Chairman  

of the Transport and Navigation Working Group
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Expansion of Port Est on Réunion

Total cost: EUR 72 740 000
EU contribution: EUR 29 096 000

‘Lying in the Indian Ocean, Réunion is a most remote re-
gion. Most of its foreign trade is by sea, which alone ac-
counts for 99 % of trade (3.5 million tonnes in 2003). As 
the island’s only commercial port, Port Est handles more 
than 90 % of traffi  c. Th e island’s strong demographic 
growth is resulting in a major increase in port traffi  c, 
which is expected to rise at the rate of between 50 000 and 
100 000 tonnes a year until 2015. Th e port infrastructure 
must keep pace with this growth and also be able to cater 
for increasing vessel size. Expansion works involve ex-
panding the swinging circle, widening the entry channel 
and laying out a new quay. Th ese investments will allow 
Port Est to receive vessels of 80 000 tonnes and provide a 
better service by reducing waiting times. In the interests 
of sustainable development, the extracted materials will 
be stored and reused, in particular for the maintenance of 
port infrastructure.’

Serge Joseph, Director of the Europe cell, Réunion Island
serge.joseph@agile-reunion.org

FRANCE

Harilaos Trikoupis bridge

Total cost: EUR 770 000 000
EU contribution (ERDF): EUR 308 000 000
EIB loan: EUR 385 000 000

‘Linking Rion and Antirion on the western straits of the 
Gulf of Corinth, the Harilaos Trikoupis bridge is a motor-
way viaduct 2.88 km long that provides a fi xed link be-
tween the Peloponnese and continental Greece. Opened 
in August 2004, on the eve of the Athens Olympics, the 
bridge means that motorists no longer need to make a 
detour of around 40 minutes when crossing the strait. A 
total of 4.5 million vehicles crossed the bridge during the 
fi rst year of operation and it is set to play a major role in 
local and regional development, realising the vision of 
Harilaos Trikoupis, the 19th-century prime minister of 
Greece who was the fi rst to dream of such a bridge and 
after whom it is named.’

Yannis Freris, Director of Communication, Gefyra SA
ifreris@gefyra.gr
www.gefyra.gr

GREECE

Rural transport on demand

Total cost: EUR 408 800
EU contribution: EUR 201 743

‘Implemented in the County of Angus, in Scotland, the 
‘DARTS’ (demand responsive Angus rural transport 
scheme) seeks to maximise the use of local public trans-
port by providing integrated, customer-friendly, fl exible 
and sustainable services. Th e scheme covers an area of 
1 270 km² (58 % of the Angus area) and serves a population 
of 9 742 inhabitants (8.9 % of the population). It operates 
on the basis of a central booking offi  ce equipped with the 
latest communication technologies. Th e challenge is to 
implement ‘bottom up’ transport solutions that are adapt-
ed to the specifi c needs and conditions of rural transport. 
Th e project will also permit evaluation, at the technical and 
organisational level, of the transferability of demand-re-
sponsive transport solutions to other situations.’

Brian Masson, project manager, Angus Transport Forum
brian.masson@btinternet.com

UNITED KINGDOM

Th e ‘shopping bag’

Total cost: EUR 52 647
EU contribution: EUR 31 102

‘In 1999, the need to boost the effi  ciency of home care for the 
elderly led to the start of the Kauppakassi (shopping bag) 
project as part of the Urban I community initiative in the east-
ern suburbs of Helsinki. Th e social services department and 
local partners, the ‘Helykoti’ association for services for the 
elderly, and two shopkeepers worked closely together for two 
years in developing an innovative shopping model. Under this 
system, the two shopkeepers prepare the orders in the morn-
ing before opening the shops, the Helykoti staff  then arriving 
to pick up the produce ordered for home delivery using an 
electrically powered vehicle. An external evaluation confi rmed 
that all the parties have benefi ted from the system. Th e ‘shop-
ping bag’ reduces home care costs and makes life easier for the 
ageing female staff . At the same time, the shopkeepers receive 
a signifi cant new clientele, the customers are pleased, trans-
portation distances are reduced to a minimum and the silent, 
non-polluting mode of transport used is ideal for residential 
areas. Th e service has since been extended to other areas.’

Eeva-Liisa Broman, project leader, URBAN II Helsinki
eeva-liisa.broman@hel.fi 
www.urbanfi nland.info

FINLAND
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Th e South East England Development Agency (SEEDA) 
is coordinating two transnational cooperation projects 
in the fi eld of integrated transport and high-speed 
trains (HSTs). Th irty-two partners from fi ve coun-
tries — United Kingdom, France, Belgium, the Nether-
lands, and Germany — are involved in this project, 
which is co-fi nanced by the ERDF.

Th e ‘HST4i’ (high-speed train integration) project fo-
cuses on the implementation of best practice invest-
ment associated with the high speed rail network. With 
18 partners from the fi ve aforementioned countries and 
a budget of EUR 29 million, including 14 million from 
the ERDF, it is the largest Interreg IIIB North-West Eu-
rope project approved by the European Commission.

Closely linked to the HST4i, the ‘HSTconnect’ project 
aims to improve connections between the secondary 
regional transport network and the primary trans-
European high-speed train (HST) network. Th e project 
has 14 international strategic and investment partners 
and a budget of EUR 19 million, including 8 million 
from the European Union.

Two examples of HST investment

Th e two HST projects are funding very diverse invest-
ments, ranging from multi-billion euro developments 
connected to the 2012 Olympic Games to improvements 
to cross-border links at the Lille Europe HST station.

In Stratford (London), the Borough of Newham is 
building a pedestrian link between the new interna-
tional station, the local station and the old Stratford city 
centre. Th is will connect the new Stratford develop-
ment area with the existing urban fabric, integrating 
the surrounding residential communities. Both railway 
stations will serve the 2012 Olympic Park.

In Belgium, the Intercommunale Leiedal is modernis-
ing the regional network serving communities along 
the River Leie, linking them to Lille Europe. Particular 

attention is being paid to the environmental quality of 
transport hubs, train and bus stations.

Th ese two projects are making it possible to investigate 
and validate investments aimed at optimising the con-
tribution of HST stations to internal cohesion as well as 
to the external strength and competitiveness of north-
western Europe. Th ey also promote a sound and com-
plementary transport infrastructure for north-western 
Europe to support polycentric spatial development. Th e 
new stations must serve as major drivers for the regen-
eration of neglected urban areas while preserving a high 
quality environment interwoven with the surrounding 
urban fabric. A key objective is to improve station design 
and functionality for travellers as well as to fully inte-
grate stations into the local community. Th e station and 
immediate station vicinity are seen as spatial, social and 
economic crossroads for urban areas.

Transnational activities as a key 

element in HST projects

To expand the knowledge base of the partners and in-
form the wider community, both the HST4i and HST-
connect projects include a varied programme of interna-
tional activities in the form of studies, workshops and best 
practice visits, one of which — the HST design work-
shop — was held in Utrecht on 10 November on the sub-
ject of HST station design, access planning and layout of 
the immediate vicinity. Th e workshop conclusions have 
been published in the form of an HST design guide.

Another joint activity of the two projects is production of 
an HST impact study that aims to demonstrate the add-
ed value of the HST4i and HSTconnect projects in terms 
of their socioeconomic and environmental impacts.

A strategic approach

Th e HST projects are creating the right conditions to 
encourage economic growth and employment in and 
around stations. Th ey are contributing to the search for 
sustainability by addressing questions of mobility and 
competition at local and regional levels. In strategic 
terms, the HST projects reveal the leverage eff ect the 
ERDF can have for transport projects of local or regional 
importance. Th ey lend an added value to such invest-
ments by promoting better design, faster implementa-
tion, additional infrastructure and increased knowl-
edge. Finally, they place these regional transport invest-
ments in a wider European context and demonstrate 
that both regional and local partners can be successfully 
involved in the implementation of European policy.

To fi nd out more: http://www.hst4i.net

Interreg IIIB North-West Europe

‘Integrating the high-speed network as a 
contribution to European planning policy’
Gösta Weber, coordinator of the Interreg IIIB ‘HST4i’ project, South East England Development 

Agency (SEEDA)
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It is a dark night and just a few street lamps cast a pale 

light on the white facades of the houses of Sanlucar de 

Guadiana, on the opposite bank, on the Spanish side. 

‘Can you see these motorboats? Th ey are all moored for 

the night now. At this time, it is only the duty doctor who 

can still manage to cross the river,’ remarks Carlos Cruz, 

public relations manager for the Region of Algarve. We 

are on the Portuguese bank of the Guadiana, in Al-

coutim (pop. 700), directly across from Sanlucar, in 

Spain. Th e river is just 200 metres wide at this point, but 

no bridge has ever connected these two villages. Th e 

nearest fi xed link for vehicle crossings to Spain is 50 km 

to the north, just outside Paymogo, or 50 km to the 

south, at the Guadiana international bridge, completed 

in 1992. Despite the fall of the two dictators on the Ibe-

rian peninsula and the entry of both countries to the 

European Union, the Guadiana at Alcoutim remains a 

diffi  cult border to cross. ‘It is probably the inhabited 

place in Europe where the distance between two bridg-

es — 100 km — is the greatest! Interreg is looking at the 

possibility of building a bridge between Alcoutim and 

Sanlucar, but no timetable has yet been set,’ regrets Car-

los Brito, Alcoutim’s long-standing local MP and coun-

cillor who also runs the local monthly Jornal do Baixo 

Guadiana. ‘As a way of drawing attention to the need for 

the two banks to have a land link, our cross-border asso-

ciation Alcoutim–Sanlucar organised a fête during 

which we formed our own ‘bridge’ by placing end to end 

all the boats from the two villages.’

Th e proposed bridge — with an estimated construction 

cost of EUR 15 million — would not be a luxury, espe-

cially in the light of a recent increase in contacts be-

tween the inhabitants of these two villages, with the 

Transport for southern Portugal as it enters a new stage in socioeconomic 
development

The Algarve at the crossroads
Despite the major imbalance that remains between the interior and the coast, the Algarve, which was Portu-

gal’s poorest region 50 years ago, is now its third-wealthiest in terms of per capita GDP. As such, it will cease to 

qualify as an Objective 1 region after 2006. The European Union has contributed greatly to this progress, in 

particular through massive funding of improvements to the transport infrastructure, whether road, rail, air or 

maritime. Yet despite this very important and very visible eff ort on the infrastructure front, some concerns 

remain. The Algarve is still an outlying region that is very dependent on tourism and will therefore have to be 

careful to make the right choices if it is to sustain its growth and remain competitive.

Motorway interchange: the Algarve now benefi ts from a rapid link to Lisbon and Spain. 



|  p. 20  |  inforegio  |  panorama  |  No 18  |

           Transport,     a driving force for regional development

Portuguese buying houses on the Spanish side and more and 

more Spaniards using the services available across the river in 

Portugal. In macroeconomic terms, the small agglomeration 

would also like to become an outlet for Andevalo, a nearby 

Spanish region that is even more isolated and for which the Gov-

ernment of Andalusia is currently implementing a major devel-

opment plan. ‘We would also start trading again, in livestock in 

particular. Th ere was a lively livestock trade between Spain and 

Portugal at this site in the 1930s,’ explains Carlos Brito.

Road and river

Despite the absence of a bridge, Alcoutim has experienced 

a genuine economic revolution over the past year, a kind of 

small-scale model of what the Algarve as a whole has experi-

enced over the last 30 years.

Protected by virtue of its isolation, the wild and natural 

environment of the Guadiana is now a major asset. Since 

the spring of 2005, two cruise companies, one Portuguese 

and the other Belgo-French, call in at Alcoutim. Departing 

from Portimão in the former case and from Seville in the 

latter, they bring several hundred visitors a week to the area 

and are proving a real boon for local commerce.

Also, and most importantly of all, there is the road. Com-

pleted in July 2005, the works to convert the existing IC 

(‘itinerary complementary’) 27 into a national highway of 

excellent quality make Alcoutim a safe 25-minute drive 

from Vila Real de Santo Antonio, ‘capital’ of the lower Gua-

diana on the coast. Th e journey time is one quarter of what 

it had previously been. Alcoutim now fi nds itself located on 

the major north–south road link that runs parallel to the 

Guadiana and that leads to Beja, in Alentejo. Th e moderni-

sation of the IC27 brings the promise of regeneration for 

the whole of the Algarve interior, the Serra de Caldeirão.

‘It is very important to encourage accessibility, but an area must 

also possess an internal economic dynamic. Fortunately that is the 

case here,’ stresses Carlos Brito. With the road and the river 

cruises, Alcoutim will be able to expand and diversify its tourist 

activities, opting for high-class tourism, such as hunting. Atten-

tion will also focus on making the most of local produce: the small 

cheese producers, for example, will be able to expand their mar-

kets, and the municipality of Alcoutim, which now has a realistic 

prospect of attracting investors, is preparing to create an enter-

prise zone. Finally, the population is already beginning to stabilise 

as a result of the road, the rural exodus being off set by the recent 

arrival of newcomers from the towns of Villa Real or even Faro.

Th e modernisation of the IC27 is an excellent example of the syn-

ergies that operate between the three Algarve transport pro-

grammes: the ‘Accessibility and transport’ national operational 

programme (EUR 3.312 billion, with EUR 280 million for the Al-

garve), the PROAlgarve regional programme (EUR 108 million 

for transport) and Interreg IIIA Spain–Portugal for cross-border 

projects. In the case of the IC27, for example, the Monte Francis-

co–Odeleite section (EUR 17.5 million) received funding from the 

‘Accessibility and transport’ operational programme while the 

Odeleite–Alcoutim section (EUR 14.4 million) is an Interreg IIIA 

project for which the ERDF meets around 50 % of the costs.

More generally, over the past 10 to 15 years, European 

aid — the ERDF and Cohesion Fund in particular — has 

enabled a considerable improvement in the major regional 

and inter-regional road systems, the IC27 being the second 

north–south route linking the Algarve with the rest of Por-

tugal. Roughly speaking, modernisation of the regional 

road network is centred on two axes, the one perpendicular 

to the other: the lengthening to the Algarve of the A2 mo-

torway, which runs north–south across the country, and 

the construction, in an east–west direction along the very 

urbanised coastal strip, of the ‘Via do Infante’, a four-lane 

highway that now links Lagos with the Spanish border.

Rail links

Th e railways have not been neglected either. Co-fi nanced by the 

Cohesion Fund (over EUR 320 million out of a total of some 

EUR 400 million), the ‘Modernisation of the Algarve link’ is part 

of trans-Europe transport network (TEN-T) priority project No 8, 

the ‘Portugal–Spain–central Europe multimodal axis’, completed 

in 2004. Th e works were carried out in four phases corresponding 

to four sections totalling 339 km and also including station reno-

vation. Renovation of the track foundation, route correction at 

certain points, the erection or modifi cation of bridges (including 

A cruise ship stops off  at Alcoutim.

Faro station, terminus of a modernised line.  
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the famous 25 April bridge in Lisbon), the removal of level cross-

ings, line electrifi cation and the modernisation of signalling and 

telecommunication systems now permit a journey time between 

Faro and Lisbon of just three hours rather than the previous four 

and a half hours. Jorge Rodriguez, regional signalling manager 

with the REFER, the Portuguese railways, explains the benefi ts of 

this in-depth modernisation: ‘In addition to the time savings, there 

is also greater safety, reliability and punctuality. Our variance 

from the timetable is now three minutes compared with the 15 or 

20 minutes previously. Comfort has also increased greatly as the 

new quieter carriages have come into service, not to mention the 

ecological benefi ts of electrifi cation.’ Th e result is a 30 % increase in 

passenger traffi  c, ‘but also a new, more dynamic image for the rail-

ways,’ adds Jorge. ‘You see more and more people working on the 

train with their laptop computers.’

Th e second tourist revolution

Campos Correia, President of the Algarve Regional Development 

Coordination Committee (RDCC), sums up the regional strate-

gy: ‘Our objective is to make the Algarve one of Portugal’s and Eu-

rope’s most competitive regions within the next 10 to 15 years. Im-

proved transport systems are very much a part of our territorial 

action plan that has a number of aims. Firstly, to link the Algarve 

to the ‘backbone of Portugal’, which is eff ectively achieved with 

completion of the A2 motorway (to Setúbal, Lisbon, Porto) and 

modernisation of the Lisbon–Faro rail link. Th en we must eff ec-

tively link our region to Spain, which we are doing thanks to the 

‘Via do Infante’, and ultimately provide a rail link between the 

Algarve and Andalusia. Finally, we must also develop local trans-

port, such as surface metros within the regional conurbations of 

Lagos–Portimão–Lagoa and Loulé–Faro–Olhão, each of which 

has a population of between 100 000 and 200 000.’

Yet despite this very important and very visible eff ort in 

terms of infrastructure — and the undoubted pride in the 

progress made — concerns remain. ‘We are at the cross-

roads and we must be sure to make the right choices,’ warns 

Antonio Mendes, director of Faro airport.

Built in 1965 and benefi ting from European aid on several occa-

sions to permit modernisation and expansion, today Faro is Por-

tugal’s number two airport in terms of passenger traffi  c (4.7 mil-

lion in 2004). As Antonio explains, ‘it is essentially an ‘incoming’ 

airport, an entry point for foreign tourists and people with a sec-

ond home in the region.’ Th e property boom in the Algarve over 

recent years has made these second-home owners as numerous 

as the tourists. Th e airport’s clientele, in terms of airlines as well 

as passengers, is therefore changing. Since 1999 there has been a 

marked decline in charter fl ights and an increase in the budget 

airlines. Users are also tending to avoid the tour operators and to 

Covered market in Olhão: the upgrading of fi shing ports includes the restoration of old buildings where new activities are starting up.

A traditional butcher’s in Monchique: the improved road 

network is opening up better markets for local produce. 



|  p. 22  |  inforegio  |  panorama  |  No 18  |

           Transport,     a driving force for regional development

make their own travel arrangements at the cheapest possible 

price. ‘Apart from this change that we are seeing just about every-

where in Europe, we are having to face a much more serious diffi  -

culty: our tourism is nowhere near as competitive as it used to be. 

We are too expensive for the poor and not sophisticated enough for 

the rich,’ Antonio Mendes admits without hesitation.

Th e recent developments at Faro airport in fact apply to the 

Algarve as a whole. Everybody here agrees that tourism is and 

will remain for a long time to come the motor for the regional 

economy, but only on condition that it evolves to regain its com-

petitiveness and establish its durability. And this despite the 

competition of international tourism, despite a coast that has 

been paved over too much for today’s taste and despite the for-

est fi res that have disfi gured some areas renowned for their 

natural beauty, such as the Serra de Monchique.

Th e Algarve is in search of a ‘second tourist revolution’. ‘We 

must move up a notch, diversify our tourism with products with 

a high added value — as we have done with golf, which is a suc-

cess — and make the tourism and leisure cluster a lever for other 

economic sectors based on knowledge and innovation,’ advises 

RDCC President Campos Correia, who cites, as an example, 

sailing and even top-level sports tourism, as off ered by a world 

class development in Villa Real de Santo António.

Staying the course

As so often in Portugal, salvation could come from the sea. Th e 

‘Instituto Portuario e dos Transportes Maritimos’ is the public 

body that manages the ports and maritime transport as well as 

inland navigable waterways — in the Algarve this is essentially 

the Arade and Guadiana rivers — for the whole of southern 

Portugal. Two main sectors of activity are involved: fi shing and 

tourism. If they are to develop, the port zones must be modern-

ised, adapted or even given a new vocation. Th e Institute’s Man-

aging Director, David Assoreira, explains: ‘After 30 years of rela-

tive stagnation, we are noting a general deterioration of the port 

infrastructure, especially as we must now open up our ports to 

the public and allow residents, tourists, children and walkers to 

enjoy them. We therefore need to improve both the ports them-

selves and the port environment.’

Olhão, the Algarve’s leading fi shing port, is undergoing major 

works to improve the approaches (laying out of green and lei-

sure areas, signposted walks, etc.) and adapt infrastructure 

(dredging, replacement of the breakwater with other more ef-

fective forms of protection, new quays, landing stages, mooring 

areas and various equipment for fi shermen and users of the 

pleasure port, restoration of the old covered market, etc.) for a 

total amount of nearly EUR 6 million, half of it fi nanced by the 

ERDF. Th e fi shing port of Logoa is also being revitalised, in this 

case with the emphasis on ship repair. With the boom in sail-

ing, this is an activity that could grow considerably over the 

coming years. ‘Th e Algarve shipyards have an important com-

parative advantage,’ explains David Assoreira. ‘Th ey combine 

quality and speed, and have the advantage of a climate that al-

lows work to continue in the open air throughout the year.’

Benefi ting from promotional campaigns in North America for 

a number of years now, at the Miami Fair in particular, the port 

of Portimão has seen a boom in the cruise market. In 2002, 17 

cruise ships stopped off  at the port, rising to 28 in 2003, 36 in 

2004 and 54 in 2005. By way of example, on 16 August 2005 a 

total of 5 000 passengers disembarked in the town! Portimão 

has much to off er with its picturesque port set amid a magnifi -

cent landscape that is very popular with yachtsmen, plus no 

fewer than 16 golf courses. It also conjures up images of the 

major Portuguese expeditions that set sail from nearby Sagres 

and it is sometimes possible for visitors to spend a few days at a 

luxury hotel before continuing their cruise. A US cruise com-

pany in fact owns a major hotel complex in the area.

Co-fi nanced by the European Union, the dredging of the port 

and building of a new quay (165 m so as to provide room for 

three vessels at any one time) are essential if large cruise liners 

are to dock. Th e too frequent disembarkation at sea is not al-

ways practical, and 160 passengers in wheelchairs recently had 

to disembark from the liner Legend of the Seas in this way.

Th e Port Institute also has high hopes for the Algarve’s two 

principal rivers: the Guadiana of course, but also the Arcade 

that is navigable as far as Silves. ‘Salvaging the river’s memory’ 

will thus permit increased tourist interest in this former Arab 

capital of the Algarve. However, it is also necessary to promote 

nautical activities among young people and David Assoreira 

regrets the lack of training opportunities for maritime person-

nel in the region, with the exception of fi shermen. ‘Th is is in-

dicative of an unfortunate situation: Portugal should and could 

further develop its maritime activities. Th at would be both a re-

turn to its roots and help strengthen its economic future.’

Th us, at a time when it has all but overcome one of its major 

handicaps — the insuffi  ciency and obsolescence of its transport 

infrastructure — the Algarve has new, more complex and more 

diffi  cult challenges to face: EU enlargement, globalisation and 

the resulting continuous eff ort to boost competitiveness. Not 

that this is in any way daunting for the President of the Regional 

Development Coordination Committee. ‘Growth and conver-

gence require a long-term eff ort’, stresses Campos Correia. ‘One 

must persevere, always bear in mind one’s long-term goals and 

engage in continuous self-assessment. Development has its highs 

and lows. What is important is to pursue one’s path and to stick 

to the course you have set.’

To fi nd out more: www.ccdr-alg.ptTh e Port of Olhão.
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Estonia, Lithuania, Latvia, Poland, Finland

‘From Warsaw to Helsinki: “Rail Baltica”, an 
imaginative, strategic and sustainable project’
Pavel Telicka, coordinator, trans-European transport network

On 20 July 2005 I was appointed by European Com-

mission Vice-President Jacques Barrot to be one of 

the six trans-European transport network (TEN-T) 

‘coordinators’. Th e Commission’s objective in mak-

ing these appointments, which have since been ap-

proved by the Council and European Parliament, 

was to give new political impetus to a number of 

priority rail projects. Th e job of the coordinators is 
to facilitate implementation of these projects, espe-
cially those with a cross-border dimension

I am personally responsible for ‘Rail Baltica’. Th is is an 
imaginative, strategic and sustainable rail transport 
project involving the four new EU Member States on the 
Baltic Sea — Poland, Lithuania, Latvia and Estonia — to-
gether with Finland. With its north–south axis running 
from Helsinki to Tallinn and on to Warsaw, Rail Baltica 
will link the Baltic States and Poland directly to the heart 
of the European Union, strengthening the single market 
and improving the integration of the countries through 
which it passes. Th e short 70 km border that divides 
Lithuania and Poland is the only land link between the 
Baltic States and the rest of the EU. Th e creation of eff ec-
tive and sustainable transport links across this border is 
therefore of great importance not only for the countries 
concerned but for the EU as a whole.

As a preliminary step, the Regional Policy DG is 
carrying out a feasibility study that should be com-
pleted by the end of 2006. Th is aims to determine 
the potential economic viability of the rail link 
while also taking a number of related aspects into 
account, most notably the project’s environmental 
impact. Following initial discussions with the po-
litical authorities I am hopeful that an improved 
rail link from Tallinn to Warsaw can be economi-
cally viable, but we must await the study fi ndings.

Th e Rail Baltica link will attract businesses along the 
corridor that is already served by the ‘Via Baltica’ road 
link. In terms of spatial development, it will complete 
the Interreg action in the Baltic Sea area. It will also be 
able to link Poland and the Baltic States with the ‘Nor-
dic triangle’ currently being discussed by the Scandina-
vian countries, as well as linking Russia and the heavily 
populated St. Petersburg region.

Th e current traffi  c fl ow in the area remains largely 
east–west due to the large quantities of Russian prod-
ucts, principally raw materials, which are bound for the 
EU by way of the Baltic ports. Th e region’s strategic 
importance could increase greatly, however, if China — 
as it is currently contemplating — chooses to save time 
by dispatching its products by rail across Siberia to the 
Baltic ports rather than by boat through the Suez Ca-

nal. Th e Rail Baltica link could then represent a north–
south link for this traffi  c.

Th e project will also provide a sustainable alterna-
tive to road transport for freight and ultimately 
passengers travelling in this direction. A number of 
Baltic State governments already view the Rail Bal-
tica link as a tool for development and already there 
seems to be competition developing between the 
Baltic cities as to which route the line should take. I 
see this as a healthy sign.

Yet for the project to be a success considerable political 
unity is needed amongst the fi ve participating coun-
tries as to the potential it provides. Genuine determina-
tion is needed to get this project up and running. I see it 
as one of my key tasks to facilitate this unity of purpose 
and vision. I will therefore remain actively engaged 
with all the stakeholders. Th is includes potential cus-
tomers and users, the social partners, the regional and 
local authorities, rail system manufacturers and the rail 
operators themselves.

As to fi nance, the costs of Rail Baltica — or rather 
‘TEN-T priority project 27’, to give the full offi  cial 
title — can be borne by the Cohesion Fund for up to 
80 % of the total in certain circumstances. While it 
ultimately depends on the amount of the 2007–13 
fi nancial perspectives (1), some infl uential political 
fi gures, in particular many MEPs, are in favour of 
full fi nancing of priority transport projects.

I have travelled the Helsinki to Warsaw route myself, 
sometimes with journalists, to see with my own eyes 
the present state of infrastructure and to measure the 
delays and bottlenecks. I intend to be very active in 
helping to ensure that this major European regional 

axis is in place as quickly as possible.

(1)  Th e 2007–13 fi nancial perspectives were not yet known at the 

time this article was written (November 2005). 
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Helsinki station (Finland).



           Transport,     a driving force for regional development

Started in 2000 and completed in 2004, diverting the 

path of the River Llobregat was a key moment in Barce-

lona’s history of transport. Some ambitious projects for 

the ‘port and free zone’ put forward in the early decades 

of the 20th century, which envisaged building major 

port infrastructure south of Mount Montjuïc, already 

saw the River Llobregat as the physical limit of the fu-

ture port. Th e Spanish Civil War and period of interna-

tional isolation that followed subsequently slowed 

Spanish economic growth considerably and that of the 

Port of Barcelona along with it. Th e 1959 ‘stabilisation 

plan’ marked the resurgence of the Spanish economy 

and its reopening to the outside world. Barcelona went 

on to regain its role as an inter-oceanic port and the 

need to expand was once again felt.

Diverting the River Llobregat was a precondition 

for port expansion. It was fi rst envisaged in the 

1960s and certain projects at the time — such as the 

one drawn up by the Barcelona Chamber of Com-

merce, Industry and Navigation — proposed works 

that would have had a very signifi cant ecological 

impact, with a rerouting of the river to fl ow into the 

sea nine kilometres south of the present outlet.

It was in 1994 that the authorities fi rst came up with 

what has since become known as the ‘Delta plan’. Under 

this plan, the canalisation and rerouting by two kilome-

tres of the Llobregat is the central feature of a range of 

works that not only expands the port but 

also develops the airport, provides new 

road and rail links, a water purifi cation 

station and a vast protected natural area.

After rerouting the river, work on ex-

panding the Port of Barcelona was fi nally 

able to start in December 2001. With a 

budget of EUR 1 billion, including 

EUR 277 million from the Cohesion 

Fund, the expansion involves increasing 

the port surface area by 1 265 hectares 

(2.3 times its present size) and the con-

struction of 30 km of quays.

Th e current works are the basis on which 

the port will be able to develop, both 

quantitatively (new quays, new cranes, 

new access routes) and qualitatively (new 

sea routes, more European links, im-

proved customer service). Th e number of containers is 

expected to increase from two to six million, making 

an annual volume of 90 million tonnes.

Th is vast project also involves providing the im-

proved access that the larger port will require. Th e 

space freed by the former riverbed provides an ex-

cellent corridor for future land links. A four-lane 

motorway, reserved solely for heavy goods vehicles, 

will be built along this route and link up directly to 

the Spanish and European motorway network. 

Also, four new railway lines will leave from the new 

cargo stations planned for the new quays.

Maximum attention is being paid to the environment 

in extending the Port of Barcelona, with a set of meas-

ures designed to reduce the possible negative impact of 

the works. In addition to strictly respecting the port 

regulations and environmental legislation, the port de-

velopment includes a number of provisions designed to 

improve the state of the Llobregat delta as a whole. For 

example, a 10-hectare area of wetlands has been pre-

served at the site of the former riverbed in order to 

protect the fauna that lives there. Another operation 

currently under way — the import of millions of tonnes 

of sand to lay out a 2 km long beach south of the new 

river mouth — is a further example of the desire of the 

port authorities to create sustainable infrastructure 

that respects the environment.

Spain

‘Expanding the Port of Barcelona 
involved diverting the Llobregat and 
respecting the environment’
Josep Oriol, General Manager, Port of Barcelona
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           Transport,     a driving force for regional development

Renovation of Sofi a airport

Total cost: EUR 148 756 000
EU contribution: EUR 50 000 000

‘Sofi a airport is the principal entry point for businessmen 
and tourists into Bulgaria. Yet its present facilities pro-
vide a poor level of service for passengers and operators 
alike. Th is ISPA project involves the construction of a new 
passenger terminal and related infrastructure: access 
roads, taxiways, parking areas, etc. It forms part of a 
wider project that includes the extension and realignment 
of the runway to cater for larger aircraft and to reduce 
noise disturbance for the residents of Sofi a.’

Nelly Yordanova , Ministry of Transport and Communi-
cations of the Republic of Bulgaria
nyordanova@mtc.government.bg

BULGARIA

Extending the Budapest ring road

Total cost: EUR 334 893 000
EU contribution: EUR 284 659 050

‘Th e Cohesion Fund is co-fi nancing the construction of a 
motorway around the Hungarian capital. Completion of the 
26.5 km eastern section will link up the M1, M3, M5 and M7 
motorways as well as a number of national roads running 
into Budapest. By relieving congestion in the capital, the 
project will mark the end of a daily nightmare for motorists. 
In addition to providing a smoother fl ow of transit traffi  c, 
especially heavy goods vehicles, the new ring road will re-
duce pollution in the city and encourage new businesses to 
move into the area. Th e infrastructure respects the strictest 
environmental and safety standards. Th e works are due for 
completion in November 2007.’

Tompos Attila, EU coordinator, National Motorway Co.
tompos.attila@nart.hu

HUNGARY

Modernisation of the Bratislava 

Rača–Trnava railway line

Total cost: EUR 51 422 000
EU contribution: EUR 38 566 500

‘Th e Bratislava Rača–Trnava line is a part of the fi fth Eu-
ropean corridor that runs through Slovakia from Bratisl-
ava to Čierna nad Tisou on the Ukrainian border, by way 
of Žilina and Košice. In Žilina, it crosses the sixth corri-
dor that runs to Warsaw and then on to Gdansk on the 
Baltic. Th e main objective of this line modernisation is to 
ensure good access to the trans-European transport net-
work and ensure high quality rail links between the coun-
tries in question. Th e works, carried out between March 
2002 and December 2005, were fi nanced by ISPA and in-
cluded in particular the construction of a pre-stressed 
concrete prelocation 750 metres in length, the removal of 
level crossings and renovation of all stations between 
Bratislava Rača and Trnava. Th e safer and quieter line will 
allow trains to travel at speeds of up to 160 km/h.’

Miroslav Matúšek, Railways of the Slovakian Republic (ŽSR)
Matusek.Miroslav@zsr.sk

SLOVAKIA

Expansion of the port of Gijon

Total cost: EUR 563 900 000
EU contribution (Cohesion Fund): EUR 247 500 000
EIB loan: EUR 250 000 000

‘Th e EU is making a major contribution to modernising 
Spanish port infrastructure. A partner of the Structural 
Funds, the European Investment Bank (EIB) comple-
ments loan fi nancing with technical assistance, especially 
for needs evaluation. One recent example is the very 
promising investment made in Gijon. Financed by the 
Cohesion Fund coupled with an EIB loan, the expansion 
of the main port in Asturias aims to increase the handling 
and storage capacities for sea freight passing through Gi-
jon. Th e project mainly involves strengthening the break-
waters and expanding the storage and berthing areas to 
cater for larger ships.’

Andrew Allen, European Investment Bank
ALLEN@eib.org

SPAIN
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Fifteen years after the reunifi cation of Germany, 

Magdeburg (pop. 227 000), which this year cele-

brates its 1 200th anniversary, is a city undergoing 

radical change. It forms one of the points of the 

‘industrial triangle’ in central Germany’s Saxony-

Anhalt, a region where innovation is a tradition. As 

such, it was the ideal location in which to welcome 

some 150 participants who took up the invitation 

from the Saxony-Anhalt Ministry of Finance, the 

managing authority for the region’s Objective 1 

programme, and the European Commission, which 

jointly organised the event.

Building on the success of the two previous initia-

tives of this kind, in Sheffi  eld (United Kingdom) in 

2003 and in Rovaniemi (Lapland, Finland) in 2004, 

the aim was once again to promote the exchange of 

experiences and best practice among managing au-

thorities and implementing bodies responsible for 

Objective 1 and 2 Structural Fund programmes, in 

the context of the revised Lisbon strategy for 

growth and jobs.

Two plenary sessions and three workshops provided 

the opportunity to learn the lessons from 19 

projects selected in the eight aforementioned Mem-

ber States, and relating to three major themes: ‘In-

novation’, ‘Research and development’ and ‘Infor-

mation society’.

Partnership, the key to success

Of varying size and nature, these projects each have 

their own story to tell, a starting point and develop-

ment. Each in its own way provides a response to 

today’s challenges: globalisation and the loss of 

competitive advantages, the need for innovative 

developments and new approaches to R & D, access 

to knowledge and sustainable development. Each is 

an expression of the eff orts of local actors to set up 

a public–private partnership to promote an idea 

and a vision, contributing goodwill, energy and pa-

tience — in short ‘investing in hearts and minds’ 

with the desire to succeed even when the risk ap-

pears high.

Th e Structural Funds, a springboard for 

innovation

Th e debates highlighted the special role the Struc-

tural Funds can play in this process by making up 

for any fi nancial defi ciencies and promoting a 

multidisciplinary approach. Th is kind of seminar 

is a valuable opportunity for delegates from the 

new Member States in particular to familiarise 

themselves, on the basis of examples of best prac-

tice, with launching and managing projects co-fi -

nanced by the Structural Funds. For all those 

present it was an opportunity to establish contacts 

and to network.

In parallel with the debates and workshops, four 

fi eld trips gave participants the chance to visit a se-

ries of projects co-fi nanced by the Structural Funds 

in Saxony-Anhalt. All participants appreciated the 

quality of this well organised event, which ended 

with a voyage of discovery through the region’s 

landscape and history.

Th e following website contains summaries of the 18 

seminar workshops and about 30 other projects:

http://www.best-practice-magdeburg.de/projects.html

Third ‘Competitive regions: shaping best practice’ conference

Magdeburg, the capital of best practice

Magdeburg, the capital of Saxony-Anhalt, one of the new German Länder, hosted the third ‘Competi-

tive regions: shaping best practice’ conference, attended by the managing authorities of Objective 1 

and 2 programmes in eight Member States (Austria, Denmark, Germany, Latvia, Lithuania, Slovakia, 

Sweden, United Kingdom), as well as representatives of other countries and of the Commission, name-

ly Danuta Hübner. The debates highlighted the key role of the Structural Funds in launching and im-

plementing innovative projects of a nature to bring growth and jobs.



REGIO and networks
In search of territorial potential

Th e aim of ESPON (European Spatial Policy Observation Network), funded by the 
Interreg initiative, is to present the results of the latest studies on the structures, dy-
namics and impact of European spatial planning policy. Its 2005 report aims to con-
tribute to the revised Lisbon strategy, improve regional competitiveness and support 
the territorial cohesion and cooperation objective by showing the diversity of means 
available for exploring and drawing on Europe’s territorial potential. 
http://www.espon.lu/online/documentation/programme/publications/

Online portrait of the regions

Eurostat, the Statistical Offi  ce of the European Communities, has launched a new web-
site — ‘Portrait of the regions’ — that presents a range of comparable information on Eu-
rope’s diverse regions. Visitors can navigate through the site by using the clickable maps 
or entering the name of a region. Th is site builds on the series of publications of the same 
name, fi nanced by the Regional Policy DG and published between 1993 and 2001. 
http://epp.eurostat.cec.eu.int/pls/portal/url/page/SHARED/PER_GENSTA

Eurostat has also published a new edition of the statistical yearbook of the EU 
regions, covering the 254 regions of the 25 Member States plus the 14 regions 
of Bulgaria and Romania.  
http://epp.eurostat.cec.eu.int/portal/page?_pageid=1073,46587259&_
dad=portal&_schema=PORTAL&p_product_code=KS-AF-05-001

OECD statistics

Available in English and French, Th e OECD Factbook 2005 is the fi rst edition of a new 
statistical annual from the OECD (Organisation for Economic Cooperation and De-
velopment). More than 100 indicators cover a wide range of fi elds: economics, agricul-
ture, education, energy, environment, foreign aid, health and quality of life, industry, 
information and communications, population, labour force, trade and investment, 
taxation, public expenditure, research and development. Data is provided for all 
OECD member countries (with the total for the complete zone) and, for many fi elds, 
also for selected non-member countries. Th e links (‘Statlinks’) provided in the graphs 
and tables enable the reader to transfer the data directly to other applications. 
http://www.oecdbookshop.org

Eurocities: a tour of employment initiatives launched by 

Europe’s cities

Th e Eurocities network has published the results of its study on local employ-
ment initiatives covering the 2000–04 period. Based on data collected in 17 
European cities, Eurocities presents innovative measures aimed at encouraging 
the integration of unemployed persons in the labour market. Th e results high-
light the crucial role played by the cities in increasing the effi  ciency of central-
ised policy and in developing new ways of combating unemployment. In par-
ticular, the cities are developing a coordinated approach to problems of em-
ployment and social diffi  culties (poverty and exclusion). Th ey also help create 
new services such as neighbourhood help for elderly people. 
http://www.eurocities.org/

REGIO agenda

Dates Event Place

7 and 8 March 2006 eurOreg — economic forum of European regions
http://www.euroreg.fr

Paris (F)

2–5 May 2006 Urban Futures 2.0 — conference on urban partnership 
and urban governance
http://www2.stockholm.se/english/frameset/main/
urban_futures2.0.pdf 

Stockholm (S)

18 and 19 May 2006 eEurope4all — cutting-edge technology
http://www.e-europe4all.net/index.htm 

Newry (UK)

1 and 2 June 2006 Island identities in the face of tourism
identites-insulaires@iut-laroche.univ-nantes.fr

La Roche-sur-Yon (F)

6–8 June 2006 World Investment Conference — making Europe more 
attractive and competitive
http://www.world-investment-conference.com/
default.asp 

La Baule (F)

22 June 2006 Evaluation of the Structural Funds Warsaw (PL)

Community strategic 

guidelines 2007–13

Available in the 20 offi  cial languages 

of the EU.

Regions matter

Structural Funds actions in the 25 

Member States and Bulgaria and 

Romania.

Multilingual CD-ROM.

Th ird progress report 

on cohesion

Available in 21 languages.

Latest 
publications
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http://www.uitp.com/home/index.cfm

One of the oldest international associations — founded back in 

1885 — Th e International Association of Public Transport (UITP), 

with 2 700 members in over 80 countries, is the global reference for 

all public transport actors: operators, authorities, industrialists, etc. 

Its activities cover all modes of public transport as well as related 

safety and environmental issues. Th e UITP is also an important ini-

tiator in its fi eld, in particular through the UITP European Union 

Committee which, in July 2005, published the position paper ‘Public 

transport, the Lisbon strategy and sustainable development’. Th e 

multilingual website (EN and sections in FR, DE and ES) presents 

many other publications, including case studies.

http://www.aivp.org/ville_26.html

Representing more than 100 port cities on fi ve continents, the Inter-

national Association of Port Cities (IACP) is a network of decision-

makers and experts founded in 1988 that provides the only interna-

tional structure for exchanges on issues of urban and port develop-

ment. It focuses in particular on helping set up city/port projects, 

including the search for partners and funds. Its website (in EN, FR 

and ES) gives access to a wealth of information, project factsheets 

and some 200 Internet links.

http://www.eu-tapestry.org/

Tapestry (Travel awareness publicity and education supporting a 

sustainable transport strategy in Europe) was set up to evaluate the 

eff ectiveness of campaigns for sustainable transport, in three fi elds: 

alternatives to road (intermodality); public transport; safety, health 

and the environment. Th e project results, which can be consulted 

on this site, include 16 case studies culminating in a set of ‘best 

practices’ and recommendations for those involved in transport 

policy at European level.

www.womenalpnet.org

Th e ‘Women alp net’ is a network set up by Interreg IIIB (transna-

tional cooperation) on the assumption that women have a role to 

play in creating a more balanced and sustainable alpine space. Th e 

fi nal objective is to off er women quality services that encourage 

them to become involved in local economic development. A series 

of tools (studies, network of services, pilot actions, etc.) are available 

in the languages of the countries concerned: Italy, France, Switzer-

land, Austria and Slovenia.
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2007–13: preparing the new generation of programmes with the Inforegio site

Th e Member States and the regions are preparing the upcoming 2007–13 programming period. Th e Inforegio 

website presents extensive information and important documents of interest to all the actors involved in this 

endeavour. Th e aim is to facilitate exchanges between these stakeholders and to inform the general public about 

progress. Do not hesitate to address your questions and contributions to the Regional Policy DG.

http://europa.eu.int/comm/regional_policy/debate/forum_en.htm


