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I. COMMISSION COMMUNI{CATION

“TRANSPORT INFRASTRUCTURE"

1. PURPOSE OF THIS COMMUNICATION

1.1 This communication deals with transport infrastructure in terms of
Title XI| of the Maastricht Treaty on European Union, which concerns
trans-European networks: It lays down the procedures for Community
involvement in the construction and financing of those networks.
implementation of this Title entails use of the new decision-making
rules by the Counclil and Parliament and consulitation of the Committee
of the Regions.

1.2 While the Commission, In line with Parliament‘s request to that
effect, is willing to anticipate the application of those provisions of
the Treaty, it cannot overlook a number of problems arlising in the
transitional period, particularly in the transport Iinfrastructure
field, which requires a certain continuity If measures are to be
effective.

1.3 Last December the Council asked the Commission to present by May a
report on the progress of work conducted at its behest on the
masterplangs for combined transport, motorway and inland waterway
networks, taking due account of the decisions of the Maastricht
European Councli. The masterplans follow on from the high-speed rall
network masterplan already approved by the Counclil.

1.4 The Commission’s intention to make the Coheslon Fund operational
next year presupposes that masterplans identifying transport projects
eligible for support from that fund will be available at very much the
same time.

1.5 The Commission belleves it possible to meet both of the above
requirements. It feels there is nothing to stop presenting at this
time masterplans based on the Treaty currently In force so that the
Council and Parliament might begin work as soon as possible. The entry
into force of the Maastricht Treaty will alter the legal basis and
decision-making procedures governing the masterplans. ([t may even be
agreed with the Council and Parliament that the work accomplished prior
to the Treaty’'s entry into force be viewed as a *"first reading” In
respect of the prerogatives of the new - and as yet unestablished -
Committee of the Regions, to which the matter will have to be
submitted.

1.6 The Community already has a Community transport I[nfrastructure
policy Iin the shape of a three-year Regulation due to expire on
31 December. A legal vacuum Is Iincompatible with that Community
policy’'s consistency and could threaten certain major projects now
being financed. The Commission therefore feels it necessary to propose
that Regulation (EEC) No 3358/90 be extended beyond that date, pending
the entry into force of Title XI| of the Treaty and any attendant
implement ing procedures.
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1.7 Apart from these transitional problems, the communication, in |ine
with the Treaty on European Union’s stance on trans-European networks,
gives a broad overview of the approach that the Commission hopes to
develop In the fleld of transport infrastructure. The aim is to
establish a trans-European network for each mode of transport,
gradually Integrating them Iin a mulitimodal approach destined to guide
future Community action, with due regard for the principle of
subsidiarity. The Community will accordingly restrict itself to
promoting and encouraging national projects of Community interest.

1.8 It is against this background that the Commission is presenting to
the Counci! and Parliament:

- a general communication regarding trans-European transport
networks;

- a proposal for the amendment of Council Regulation (EEC)
No 3359/90;

- the report required by that Regulation on the work so far;

- three proposals for network masterplans (combined transport,
motorways and inland waterways).

Masterpians for the remaining modes (conventional rallways, air and
sea) are under preparation and will be proposed next year.

2.1, Existing rules and regulations

The revival of Europe’'s economy in recent years has been accompanied by
substantial growth iIn transport. Major economic and soclal change
coupled with Iincreasing integration have increased the demand for
mobillity.

Thus, between 1970 and 1988, the volume of traffic in the Community
grew by 3.1X a year for passengers and 2.3X for goods: simple
extrapolation of these figures to 2000 suggests that volume will be 30X
higher than In 1988 or nearly twice that of 1975. The growing
saturation of some Community transport networks highlights an alarming
problem, particularly on the eve of the entry Into force of the
internal market, which Is expected to bring a further increase In
traffic.

The situation has been aggravated by liberatization in Central and
Eastern Europe, which is likely to lead to the develiopment of new types
of transport (primarily East-West), for which infrastructure has long
been underdeveloped.
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This situation should normaily have led to increased investment, but
the figures show that, in real terms, the share of GNP invested in
transport infrastructure deciined from 1.5% in 1975 to 1X in 1990.

This accounts for the accentuation of the imbalance between transport
volume and Investment. If the trend is not reversed soon, the
objJective of “the free movement of persons, goods and services"

throughout the Community, a gine gua non for the completion of the
integrated internal market In 1993, will not be achleved.

This Is why transport infrastructure has for some years been a sudject
of concern not only to Industrialists! and transport operators,2 but
to petliticlans as well. As long ago as December 1988, the Rhodes
European Council was calling on the "Council! to consider with the
Commisslion possibliiities In this area".

Long before that European Council meeting, the Community had equipped
itself with an Instrument enabling it to assist the harmonious
development of communications networks of Community Iinterest, namely
the Tramsport |Infrastructure Committee, which was set up In 1978 to
ensure coordination between Member States.3

With a view to strengthening coordination and promoting the development
of intra=Community networks, the Commission for many years argued for
the right to encourage Member States to carry out transport
infrastructure projects of Community interest. it also under!ined the
importance of a multimodal system.

It was very-difficult to obtain acceptance for Community action In this
fleld. Only In 1882 did the Councili accept a one-year Regulation on
the financing of transport Infrastructure  projects, thereby
acknowiledging the need for the coordination of national! policles.
However, until 1900 the ysar-to-year renewal of such a Regulation
blocked medium— and long-term action.

in 1980 the efforts of the Commission and Parllament4 to obtain a
muitiannual Reguiation that would enable financial constraints to be
caunterbalanced by a longer-term commitment bore fruit in the form of
Council Regulation (EEC) No 3339/60 of 20 November 1990 based on
Article 78 of the Treaty.

The Transport Infrastructure Committee’s role was transformed for the
purposes of Implementing that Regulation. It became a regulatory
committes as well as an advisory committee.

1 industry has long been sounding the alarm: the Round Table of
European I(ndustrialists has, since its inception in Aprii 1983,
repeatedly drawn the attention of poiiticians to the need to do
something about growing transport demand.

2 CER 1989: proposal for a European high-speed rail network
{RF 1990: AIMSE - the blueprint for the European motorways of
tomorrow.

3 Council Decision of 20 February 1978.

4 E.Q. Romera report, Doc. PE 148.168 (final).



2.2 Elnanclal support to 1992

In order to encourage Member States to invest In projects of European
interest that would not otherwise be accorded the same degree of
priority, the Coomission in 1882 obtained the inclusion in the budget
of resources for that purpose. After a series of annual regulations,
the three-year Regulation (EEC) No 3359/90 was adopted In 1990.

Article 11 of that Regulation provides for the Commission to report to
Pariiament and the Council on the experlence gained In the
implementation of this financial support operation from 1982 to 1991
incliusive. That document is annexed.

The report shows that Community investment of ECU 702.7 million has led
to the moblilization of ECU 11 167 million, an Investment factor of 186.
This Community policy has led to a considerable degree of alignment in
Member States’ Iinvestment policy objectives and prilorities. The result
has been the establishment of an initial development phase for networks
of Comunity interest, particularly in the field of inland transport.

in the regions, the action programme has been complemented by the
regional Funds. Thus In the period 1989-93, the ERDF will have
contributed aimost ECU 7 billion for transport infrastructure In
Objective 1 regions, iIncluding at least ECU 3 bilfion for sections of
major infrastructure of European interest.

The ECSC (in the fleld of raiiways) and the EIB have also provided
loans to finance transport Infrastructure projects.

The results and the experience obtained provide a soiid foundation for
capitalizing on the new opportunities offered by the Maastricht
agreements. The multiannual programme has proved the most suitable
instrument, particularly in view of the long periods required for the
preparation and execution of projects. Since national planning and
programming, to which Community measures must be subsidiary, is aiso
muitiannual, effective and consistent Community action requires a
similar temporal approach.



3. THE NEW APPROACH
3.2 Irans-European networks in the Treaty on European Union
{Maastricht)

Groundwork for the single market could not be restricted to transport
alone: it had to Inciude telecommunications and energy too.

Following discussions at  ministerial level, the Council in
December 1889 and June 1990 showed the importance It attached to
networks of European Iinterest and called for “the development and
interconnection of trans—-European networks, notably in the area of air
traffic control, the linking of the main Community conurbations by
broad-band telecommunications networks, the most efficient surface
communications |inks and energy distribution.*

The Commission responded with the communication of 10 December 1990
entitied “Towards trans-Europsan networks: for a Community action
programmo".1 Parliament backed the Commission’s approach In Its
resolution of 7 April this year.2 Because completion of an area
without internal frontiers has brought an urgent need for trans-
European networks in the four sectors of transport, telecommunications,
energy and vocational training, their construction has been stipulated
In the Treaty on European Union.

In Articles 129b to 129d, Title XI| provides that trans-European
networks in the areas of transport, telecommunications and energy
infrastructure should contribute to the establishment of the internal
market and the promotion of economic and sociai coheslion.

The Treaty further stipulates that, in order to achieve this dual
objective, “the Community:

- shall establish a serles of guidelines covering the objectives,
priorities and broad lines of measures envisaged in the sphere of
trans-European networks; these guidelines shall Identify projects
of common interest;

- shall iImplement any measures that may prove necessary to ensure
the interoperabllity of the networks, in particular Iin the fileld
of technical standards;

- may support the financial efforts made by the Member States..."

In the transport field, the Commission had aiready begun the groundwork
for this.

1 COM(80) 585 final.
2 Resolution A3-0125/92.
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This policy must, however, also be developed in coherence with the
principle of subsidiarity.

wWhen applied to the trans-European transport networks, there are a
number of aspects of this principle to be considered Iin terms of the
extent of Community action.

The principle objectives of the networks are to ensure the efficlency
of the internal market, by improving the mobility of people and goods,
and to reinforce economic and social cohesion.

To achieve these objectives, Community action is needed on:

- the visibility of the overall development needs of the transport
networks in the Community as a whole and beyond, In a muitimodal
perspective which ensures that the capacities and inherent
problems of each mode are taken into account (drawing up master
plans);

- the conditions of interconnection (completing the missing |Iinks)
and interoperability of existing national iinks (e.g. ensuring
technical harmonization) in order to ensure their total efficlency
at Community leveli;

- the development, consistent with existing networks, of new
networks where their absence causes isolation (integrating
tandiocked, island or isolated regions) or hampers the development
of part of :the Community’'s territory (participation In the
internal market);

The task of definition should be carried out at Community level but it
is for the Member States to determine the precise details, the timing
and the pace of completion of the Infrastructure required to achleve
the network defined. The indicative nature of the master plans defined
at Community level allows Member States the freedom to act or not to
act, but their actions must follow the guidelines which they have
accepted at Community level.

The Incentives at the Community‘'s disposal must ailow it to heip reduce
certaln constraints at national leve! and convince a Member State, If
necessary, to carry out a project which (s within ite fleld of
compotence and is In the general interest. It is In this spirit that
Community financing will favour measures on support or incentlives.



-9 -

Council Decision 78/184/EEC of 20 February 1978 setting up the
Transport infrastructure Committee was the beginning. It Jed
eventuaily to the Council’'s request in December 1989 that the
Commission set up a high-level working party with 2 view to drawing up
a high-speed rall msterplan.1 Ten months later the Commission was
asked to set up similar working parties, first for combined transport
and then for roads and Inland waterways. The Committee‘'s brief must
now be extended to cover maritime and air transport, since the
muitimodal approach has now become a priority.

As a result of cooperation with the Member States and interest groups,
the Commission, as explained in the working paper of
29 November 1991.2 now has draft network masterplans for the four
modes of transport mentioned above, which it is presenting, together
with this communlication, for the approval of the other institutions.

Preparations are now also under way for the drafting of network
masterplans for conventional railiways, maritime and coastal shipping
and air traffic control.

The establishment of masterplans for ail modes of transport herailds a
multimodal transport system, capitalizing on the advantages of the
different modes. Such an approach has become vital, since It paves
the way for more rational use of existing and future infrastructure
and so recognizes the environmentai constraints on the expansion of
transport infrastructure. It Is one of a series of measures required
to reconcile the transport Iinfrastructure needed to provide the
mobil ity generated by the freedom of movement with the need to respect
the environment.

In the fileld of maritime transport, ports and sea corridors should be
integrated IiInto the muitimodal system by ensuring their connection
with other transport networks. The different aspects of this
integration are aiready being studies with Interested parties. At the
same time a proposal for a traffic management system is In the
pipeline (the establishment of a vessel traffic system (VTS)). It
should also contribute significantly to the protection of the
environment by reducing the risk of accidents at sea.

The need to develop a transport network that is more sensitive to the
environment s another major element of the Community’'s new policy
approach. In its Green Paper on Transport and the Environment, the
Commission identified the areas in which transport has a major impact,
be it in the form of local air and noise pollution at local level or
global warming - some 25X of the Community‘'s COp output Is
generated by transport use. The Green Paper, born both of the
Community’s commitment to stabilize CO, emissions and the goal of
sustainable development set out iIn the 5th Environmental Action
Programme, asserts the need for new thinking in transport if mobllity
is to be sustainable.

1 Doc SEC(90) 2402 final.
2  SEC(91) 2274.
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At the fourth Informal meeting of the ministers responsible for
regional policy and land~use planning, held In Lisbon on 15 and 18 May,
it was agreed that account must be taken of the territorial and
regional aspects of trans-European networks, namely:

- the links between regional and local infrastructure;

- the concept of “overall viabllity* (incorporating land-use and
environmental considerations);

- the need to coordinate the different network financing
instruments.

The efficiency and Interoperabllity of the various modes of transport
will be further Increased by the deveiopment of an Iinformation,
management and command and control system drawing on state-of-the-art
communications technologies.! Furthermore, the white paper currently
being prepared by the Commission will show the importance of
Iintermodality as a wmeans of achieving greater flexibility In the
management of supply. Intermodality should aiso heilp resolve the
transport system’s capacity problems by integrating different networks
and connecting them to the urban network.

When priorities are being established, a distinction must be made
between long—-term objectives, i|.e. those to be attained within 10 to
20 years, and medium—term projects for execution on a time-scale of
6 years, the duration of the financial perspectives.

Thus the masterplans describe the Infrastructure of Community interest
needed to meet Increased demand for mobility. They also detall the
priority projects to be implemented as and when funds become avatilable.

The limited resources avalilable will be allocated to priority projects
In acoordance with policy objectives: a substantial percentage could,
for example, be earmarked for rail and inland waterways In view of
thelr comparative advantage Iin terms of protecting the enviromment,
while road could be a priority In other regions for reasons of economic
and social cohesion.

Articie 120d provides that the series of guidelines shall be adopted by
the Councli, aeting In accordance with the new joint declislon-making
procedure. Since the new Treaty is not yet in force, the Commission
proposes that the legal instruments be based on Articles 75 and 84(2)
of the Treaty and that they be transitional to permit their amendment
once the Maastricht agreements and their implementing provisions have
entered into force.

1 Account should be taken of the experience obtained from research
programmes, such as DRIVE, EURET and ATLAS.
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The Commission draws to the attention of the Community institutions the
fact that there must be continuity In transport infrastructure measures
if projects, and in particular the high-speed rail network, currentiy
receiving Community support are to continue according to plan.

3.2 Future financing

in the years ahead transport infrastructure will require considerabie
financial Investment. The volume of Iinvestment required (n the
Community‘s transport infrastructure during the period 1980-2010 has
been estimated at from ECU 1000 billion to ECU 1500 billiilon, 1{.e.
between 1 and 1.5X of GDP.

However, there is a danger that Member States’ budget resources and
borrowing capacity will become increasingly scarce. The tax burden
appears to have reached the limits of the acceptable, while the scope
for increasing the pubiic debt burden is !imited, especially in view of
the 1997-99 deadline agreed for monetary union.

It is clear that any effort to Increase the volume of present
Investment, for which Member States retain chief responsibility, wiil
require new solutions to the problems of financing.

The background to all this may be found In the Commission’s
communication of 10 December 1990 on trans-European networks! and the
explanatory memorandum of the Commission communication of 24 February
concernlng the declaration of European interest of infrastructure
projects. As eolsewhere, private-sector financing is becoming
increasingly Important In the transport sector. To that end, the
declaration of European interest will, in the form proposed, encourage
and succour transport Infrastructure projects financed wholly or partly
by the private sector.

The use of varlious Community instruments for the financing of trans-
European networks was broached by “From the Single Act to Maastricht
and beyond: the means to match our ambitions"3 and "The Community’s
finances between now and 1997“.4 Coordination between them must be
improved.

The horizontal networks policy will be supported iIn Spain, Portugatl,
Greece and Ireland by the Cohesion Fund or, where appropriate, by the
regional Funds.

A special EIB operation Is also planned, Iin particular for the
impiementation of the financial support instruments listed iIn
Article 129c of the Maastricht text.

COM(90) 585 final.
COM(92) 15 final.
COM(92) 2000.
COM(92) 2001 final.

ahWN =
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The 1993 budget

The 1993 budget framework for transport infrastructure operations must
be consistent with the overall perspectives proposed by the Commission
in the two documents mentioned above. The guide!ine given covers the
Community’'s financlial contribution to the development of trans-European
networks under budget heading 4, which concerns horizontal Internai
policies.

The transitional nature of the extension of the action programme in the
fleld of transport iInfrastructure requires that financing for next year
be established within the perspective for the Delors || package and the
proposals of the 1993 preliminary draft ©budget. A sum of
ECU 180 milllion Is requested for this year. As emphasized In
Commission communication COM(92) 2001, the role of Community
intervention after the entry Into force of the Maastricht Treaty should
be characterized by three criterlia:

- close coordination of national and Community programmes,

- effectiveness, through the identification where necessary of the
implications of economic and soclial cohesion,

- an emphasis on promotional measures and incentives in line with
the principle of subsidiarity.

Community financla! support in the field of transport infrastructure
has generally taken the form of cofinancing. Financing procedures will
gradually be brought into line with Title XII of the Maastricht Treaty.
During the transitionai period the Community will glve priority to
feasibility studies and interest rate subsidies, in line with the
Regulation of 20 November 1990, and subsequently (other than the
Cohesion Fund or the ERDF) to the three forms specifically mentioned In
Article 129c, namely feasibility studies, interest rate rebates and
loan guarantees.

At the same time, and in a similarily transitional vein, thought must be
given to the possibility of using the Cohesion Fund to finance trans-
European transport networks in Spain, Portugal, Greece and ireliand, for
which the Commission has earmarked ECU 1.565 billion. Although that
fund should be set up by the end of next year at the very latest, an
interface will be necessary between it and the networks proposed In
this communication In accordance with Articles 1289¢ and 129d of the
Treaty on European Union.

The following table illustrates the modal breakdown of the Community
funds avaiiable under the networks heading for the period 1993-97.



indicative breakdown of ald for transport

Network

High-speed rail

Combined transport and
conventional railways

Motorways
inland waterways

Alrports and alr traffic
control

Maritime transport

Alr traffic control only

Southern European VTS
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Total
investment
(ECU billion)

150

100

120
15 to 25

N.d.

infrastructure in 1992

Projects of
Community
interest
(ECU biltlion)
45

15

12
2

3=

1=

TOTAL

Breakdown
of funds
available
1993-97
(%)
30

20

18
7
20

100



- 14 -

3.3. Cooperation with non-member countries

The EEA Agreement, the Europe agreements with Poland, Czechosliovakia
and Hungary, and the cooperation agreements with the other countries of
Central and Eastern Europe provide for close cooperation between the
Community and (ts co-signatories in the field of transport
infrastructure. The same is true of the Alpine transit agreements
recentiy Initialled with Switzerland and Austria. Last year's transit
agreement with Yugosiavia will have to be renegotiated with the
republics concerned.

Within this framework, the Community will! have to promote the
interconnection of its network of major European routes with those of
its neighbours. The AGR, AGTC, TEM and TER agreements concluded at
Geneva within the framework of the ECE for the identification of the
major European routes wili also have to be taken into account. The
Commission will continue to work in the ECE for the application and
deve iopment of these agreements.

The above is In the spirit of the conclusions of the Prague Conference
on pan-European transport policy.

4. THE PROPQIAL FOR A NEW REGULATION

in 1ine with the preceding point, this communication Iis accompanied by
a Commission proposal amending the Regulation to ensure the
continuation of the Community action programme In the field of
transport infrastructure in the light of the Maastricht agreements.

The amendmsnts do no more than bridge the gap between the three-year
programme (1990-82) and the new Treaty. The changes include the
filling-out of the objectives to bes pursued. The articles laying down
the procedures for Community financlial support are unchanged.

The declaration of European utility provided for in Article 2 of the
present Regulation will Iin due course be replaced by the Declaration of
European Interest proposed by the Commission on 24 February,!
depending on the order In which this proposal for extension and that
proposal concerning the declaration are adopted.

1 cOM(92) 15 final - Proposal for a Council Regulation (EEC)
concerning the declaration of European interest of Iinfrastructure
projects.
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4.1. Oblectives

Article 1(1) of the proposal includes most of the objectives for the
development of networks of Community Interest that have proved
themseives Iin previous years. Some new objectives have, however, been
included to underiine the need for interconnection and interoperability
not only between national networks but between modes too. Traffic
management, safety and respect for the environment have |lkewise been
inciuded among the objectlives.

Article 1(2) of the proposal extends the powers of the Transport
infrastructure Committee to the air and maritime sectors In order to
preserve the multimodal approach and take account of their growing
importance to the transport system.

4.2 In9_g11nn519n_91_1hg_nL9nLimm:_gl_iinnnslnl_aunnnLl

The extendesd action programme folliows the broad lines of the previous
Regulation., Article 3 is particularly important in that it specifies
those priority projects of each network masterplan eligible for
Community financial support under Articlie 4, where such support Iis
vital to bringing the project under way.

To the list of priority projects In Article 3 of the Initial Regulation
have been added the Iiniand waterway, motorway, conventional rall,
maritime transport and alr networks. The traffic management system has
also been included.

The amendment made by Article 1(5) provides for an annual report.
A new Articie has been added on forecasting at Community level.
As regards the duration of the Regulation, Article 1(7) provides that

it will be replaced, as and when necessary, upon the entry into force
of the Treaty on European Union and its implementing provisions.
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5. CONCLUSIONS AND PERSPECVIVES

In pursuit of aims connected with the working of the internal market
and econamic and social cohesion, the scope of future Community policy
on the European transport Infrastructure network must be widened.

The short-term measures planned for this purpose and covered in part by
the proposals accompanying this communication are:

(2) the establishment by the end of next year of series of guidelines
for the djfferent modes of transport, such as high-speed raif,
road, inland waterways, combined transport, transport by air or
gsa, and for a European multimodal transport system; the
development with the Member States of cooperation in the field of
transport forecasting;

(b) the continuation and reinforcement of measures taken since 1982
with regard to transport infrastructure financing, based in
particuiar on the adoption of muitiannual programmes and the
focusing measures on the priorities established when modal
masterplans are drawn up;

(c) the implementation of measures relating to (nteroperability
between networks.

At the same time, further back-up or follow-up measures must be planned
to support the action taken, namely:

(a) the coordination of Community or other financial Instruments with
a view to developing trans-tEuropean transport networks;

(b) the decisive role that trans-European transport networks must play
in land-use management and narrowing the gap between reglons;1

(c) the conclusion, within the appropriate forums, of agreements with
non-member countries regarding the interconnection of different
networks and measures for the interoperability of those networks;

(d) the enhanced coordination of measures aimed at ensuring that
transport Infrastructure is developed and used In a context of
sustainable mobility;

(e) the study of methods for the social and economic analysis of
infrastructure projects to identify clearly criteria of Community
interest without neglecting externalities, all of which entails a
suitable information system;

(f) the in-depth analysis of the interplay of transport infrastructure
and safety with a view to infrastructure measures aimed at
increasing safety, especially on the roads;

1 Cf 4th informal meeting of the ministers responsible for regional
policy and land-use planning, held in Lisbon on 15 and 16 May.
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the promotion of private-sector Iinvestment, and risk capital in
particutlar, through the establishment of a framework conducive to
solving the problems associated with public-sector and private-
sector partnership and permitting projects to become seif-
financing in the longer term;

the development of a European approach on the application of the
“ugser pays" principle with a view to helping rationalize the
allocation of the capital avallable for new investment;

the continuation of concertation with the industry and other
groups interested in transport infrastructure, and In particular
with regard to logistics, telecommunications and telematic
systems;

the continuation of research projects, especially in the fleids of
the traffic management and control and the Interoperablliity of
networks.

the establ ishment of the schemes needed for the standardization of
transport Infrastructure and its use.
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Proposal for a
COUNCIL REGULATION (EEC)

amending Regulation (EEC) No 3359/90 for an action
programme Iin the fleid of transport iInfrastructure
with a view to the completion of an integrated
transport market in 1992

e ———

THE COUNCIL OF THE EUROPEAN COMMUNITIES:

Having regard to the Treaty establishing the European Economlic
Community, and In particular Articles 75 and 84(2) thereof,

Having regard to the proposal from the Commission,
Having regard to the epinion of the European Parliament,
Having regard to the opinion of the Economic and Social Committee,

Whereas, since the first muitiannual financial support programme for
infrastructure projects is due to expire at the end of 1692 and the
various Community networks remain incomplete, it is vital that the
present prograsme be éxtended;

Whereas transport Infrastructure is crucial to the werking of the
internal market;

Whereas pllot projects should be planned to further the
intercperabl ity and interconnection of networks;

Whereas the maritime and air sectors are aiso part of an ln'togrltod
tranaport market;

Whereas the equilibrium of Europe’'s territory, and in particular |inks
with isolated.regions, is of constant concern when transport networks
are being planned;

Whereas objectives should take account both of users’ interests and
requirements refating to the environment, safety and the rational use
of energy; ’

Whereas forecasts of future traffic development and land use willl be
needed and It is therefore desirable that the national foreeasting
organizations and institutions and the Commission should cooperate;
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Whereas, pending more comprehensive measures based on future decisions
relati to trans-European networks, Council| Regulation (EEC) No
3359/90'should be transitional in nature;

Whereas that Regulation should not lay down an expiry date In order to

prevent any gap In the actlion programme in the fleid of transport
Infrastructure,

HAS ADOPTED THIS REGULATION:

Article 1

Counci| Regulation (EEC) No 3359/90 of 20 November 1990 Is hereby
amended as follows:
1. Article 1 is replaced by the following:

“Articie 1
The Community shall Ildentify transport Infrastructure projects of
Community interest within the framework of the action programme defined
beliow and aimed at meeting one of the following objectives:
- - eliminating bottienecks;
- eliminating missing |inks;

- integrating areas which, geographically, are either I|andiocked
islands, or sltulted on the periphery of the COnuunlty,

- reducing the costs associated with traneit traffic and cembined
transport in cooperation with any third countries concerned;

- providing high-quaiity links between the major urban centres,
Including high-speed rail 1inks;

- ‘furthering the Interconnection and interoperability of different
transport networks with a view to a Community-wide multimodal
network;

- improving compatibility with European networks outside the
Comminity in cooperation with the non-member countries concerned,
particularly in Central and Eastern Europe;

- ensuring optimal traffic management;

- ensuring a high level of safety for all modes of transport;

- protecting the environment and foster the rational use of existing
and future infrastructures."

1 0J No L 326, 24.11.1990, p. 1.
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2. A new Article 1a is added:

“Ar le 1

Council Decision 78/174/EEC(®) shail apply mutatis mutandis to
maritime and air transport infrastructure.

(*) OJ No L 54, 25.2.1978, p. 16."

3. In Article 3, points 4 to 7 are replaced by the following:
‘4, iniland waterway network
East-West routes

- Twentekanaal-Mittellandkanal |ink

- improvement of the Mitteliandkanal and the |inks between the
Elbe and the Oder

- links between the Eibe/Oder and the Danube (non-Community
project)

North-South routes
- wide link between the Seine and the Scheldt
River ports
- Intermodal development"”
S. irana-European road network

- cross-border |inks

- |links to $candinavia

- |inks to Central and Eastern European countries

~ Interconnection of the motorway network with other networks
~ bypassing of major cities

6.  conventiopal rail networks

-~ Community internal and external cross-border projects
- refurbishment and modernization of networks

7. the maritime network

- Mediterranean VTS (Vessel Traffic System) installations
- port deveiopments for combined transport and short sea
shipping

8. t rt

- airport development, including aids to navigation and to
intermodality

- Integrated air traffic management system in pan-European
airspace
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9. lraffic mapagement system

Development, for all modes of transport, of command, control
and information systems using new communications technology

10. links with Greece and Ireland

Strengthening all types of modal links within and with both
these Member States."

4, The following is added at the end of Article 5(3):
“, without prejudice to the special rules permitting the
cumulation of support from the Community budget.*

5. in Article 11 "31 December 1991" is replaced by *“31 December each
year".

6. A new Article 11a is added:

“Article 11a
National and other transport forecasting institutions and organizations

and the Commission shall cooperate in the preparation of Community-wide
forecasts.”

7. The second paragraph of Article 12 is deleted.

Article 2

This Regulation shall enter into force on the seventh day foliowing Its
publication In the Officlal Journal of the European Communities.

This Regulation shall be binding iIn its entirety and directly
applicable in all Member States.

Done at Brussels, For the Councli|
The President
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EINANCIAL STATEMENT

SECTION 1; FINANCIAL IMPLICATIONS
TITLE OF OPERATION
Trans-European transport networks

BUDGET HEADING INVOLVED: B85-70
700 - Transport infrastructure

LEGAL BASIS

Articles 74 and 84 regarding the common transport pollcy.
Extension of Regulation (EEC) No 3359/90. New Titie XiI of the
Treaty, concerning trans-European networks, signed at Maastricht
(Articles 120b, 120c, 129d).

DESCRIPTION OF OPERATION
Specific objectives of operation

once the infrastructure networks to be developed have been clearly
identified In masterplans, the Community must be able to assist
network construction by heliping to fund projects of common
interest covered by those masterplans. The aim is to speed up the
construction of transport infrastructure by the Member States on
the basis of a given project’'s importance to the functlioning of
the internal market and to mobility in generatl.

Ouration

in principle, this multiannual operation should be permanent.
Begun in the early eighties, it should be governed by an updated
legal framework, the duration of which will be established at five
years, in line with the new financial perspectives.

Target population

The Member States primarily, but also any promoter of transport
infrastructure or anyone elise eligible under the above Regulation.
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CLASSIFICATION OF EXPENDITURE: Differentiated appropriations/
non-compulsory expenditure

TYPE OF EXPENDITURE
100X grant: NO

Subsidy for Joint financing with other sources in the publlc
and/or private sector: YES

interest rate subaidy: YES
Other: Loan guarantees, feasibility studies

Should the operation prove an economic success, Is there provision
for all or part of the Community contribution to be reimbursed? NO

Will the proposed operation cause any change In the level of
revenue? If 8o, what sort of change and what type of revenue l|s
involved? NO

FINANCIAL IMPACT
Method of calculating total cost of operation

The progress of projects of Community Iinterest eligible for
support is accelerated by the efforts at Community level of all
concerned by a given transport network, such as high-speed rail,
waterways, road, combined transport or VIS (Vessel Traffic System)
and ATC (Air Traffic Control). These efforts have made |t
possible to calculate the sums needed for the construction of a
network, and In particular for projects of Community interest.

Many studies will probably be needed next year to datermine the
feasibility of projects and their Impact; some projects may
already begin to be financed or benefit from grants, interest rate
subsidies or loan guarantees.

Total annual Investment in projects of Community Iinterest |Is
ostimated at ECU 10 billlon (out of a total annual investment of
ECU 50-80 billion). When the planned aid of ECU 180 million Is

. being allocated, priority must be given to projects of Community

interest which would not otherwise be carried out, or at least not
with the same degree of urgency. The rate of return on the
projects to be financed will also determine whether or not aid is
given.

There will be a particulariy heavy Iinvolvement in preliminary
studies, since, while vital for assessing a project’'s feasibllity,
they are always difficult to finance.
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7.2 8Breakdown of operation by component

(ECU mitlion)
BREAKDOWN 1992 BUDGET 1993 PDB X CHANGE
Grants to projects 81.8 p.m.
interest rate subsidies 20 100
Studies 38.9 80
Loan guarantees - p.m.
140.7 180

7.2 Indicative schedule of commitment appropriations
PAYMENTS (ECU milllion)

Commitment 1993 1994 1995 1996 1997 subsequent
appropriations years

93 180 70 30 40 40
94

95 p.m. (Package Delors i1)

o6

97

8. What anti-fraud measures are planned Iin the proposal for the
operation?

Article 10 of the present Regulation contains specific provisions.
That Article remains unchanged.
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SECTION 2: ADMINISTRATIVE EXPENDITURE (pact A of the hadget)

1. Will the proposed operation involve an increase In the number of
Commission staff? (f so, how many? YES, 9 (3 x A, 3 xB8, 3xC)
2. Administrative expenditure Invoived in the propoeed operation
BREAKDOWN 1992 BUDGET 1983 PDB . X CHANGE
- Expenditure on temporary - 250 000
staff and other human
resources
- Expenditure on offlice space N 60 000
- Expenditure on publications ! 100 000
and information
- Computing L 80 000
- Other operating expenses - . §0 000
TOTAL (1] §10 000
Man-years 4/8
1. OBJECTIVES AND MISTW WITH FINANCIAL PROGRAMMING
This operation directiy concerns the conetruction of the trans-
European networks, which the Treaty on European Union (Article 3
of the Treaty; Title Xil) regards as a vitali Community policy.
it relates primarily to transport Iinfrastructure and the
appiication to that infrastructure of information technology
designed for traffic management.
This policy Is explicitiy included in the Delors || package set
out in the Commission communication of 12 February 1992 (COM(92)
2000) .
1.1 |s the operation incorporated in the financial programming of the
DG for the years concerned? YES, a five-year action programme.
1.2 To which broader objective defined In the DG’s financial

programming does the objective of the prepoesed operation
correspond?

Single market, economic and social cohesion, construction of
trans-European transpdrt networks, mobility, common transport
poliey.
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Main factors of uncertainty which could affect the specific
results of the operation

The Member States’ national budgets; their priorities are,
however, Included in Community programming.

GROUNDS FOR THE OPERATION

A policy to promote Community transport infrastructure networks
presupposes the availability of budget resources for that purpose.

While all forecasts suggest a steady growth In transport demand
(at present 3.5X% a year, compared with annual GOP growth of 2.3%X),
the expansion of transport infrastructure is siow and subject to
delays for both environmental! and financial reasons.

Networks are at present far from homogeneous and affected by
“missing [inks", bottienecks and relative obsoiescence: this is
particularly trus near borders, In underdeveloped regions, at
points where they cross major naturat barriers or In non-member
countries of transit,

Since 1986 several Commission communications have underiined both
the need to resoilve financing probliems and the value of financlal
frameworks, which, supported by the Community budget, would help
raise capital for investment in the sector. Besides grants, these
frameworks include interest rate subsidies, budget guarantees, tax
breaks and measiires to enhance a project’'s ability to finance
itself.

To ensure the effectiveness of the Community operation, the
Commission‘s most recent communications hightight the value of
muitiannual budgeting and stress the importance of programming and
focusing aid.

Cost: Community ald averaging up to 15X of the total investment in
the projects selpcted.

Spin-off effects (impact beyond the specific objective(s)):
Facilitation of economic activities; Integration of isolated
areas; mobility of goods and persons.

Multiplier effeat (ability to raise capital from other sources):
Public and private capital in the Member States is uniocked by the
Community operation; pooling the available resources Is made
easier.
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MONI!TORING AND EVALUATION OF THE OPERATION

impiementation of the Treaty on European Union entaiis the ongoing
monitoring and evaiuation of the operation, Iinasmuch as It Is
governed by a framework previously approved by the Council in the
form of a series of guidelines (Article 128c of the Treaty).

Performance Indicators selected: transport costs, congestion
costs, economic and social benefit, improved logistics

Details and fregquency of planned evaluation: the Transport
Infrastructure Committee Is responsible for monitoring. The
Regulation provides for triennial reports.



STATEMENT OF THE IMPACT ON SME AND EMPLOYMENT

Subject: Proposal for a Council Regulation amending Regulation (EEC)

3.

No 3350/90 for an action programme In the fileld of
transport infrastructure

Administrative obiigations arising from .appiication of the
provosed Regulation

None .

Advantages for small firms
The amendments to the regulation have no direct impact on SME and
employment. But the execution of the different network

magsterplans and their constituent projects may, however, be
assumed to be beneficial.

Disadvantages for small firms
None .
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REPORT

on the experience gained In the Iimplementation of the transport
Infrastructure policy provided for in Article 11 of Regulation (EEC)
No 3359/90 for an action prograame In the fleld of transport
infrastructure with a view to the compietion of an integrated transport
market in 1992

Since 1982 the Community has been conducting a financing policy
with specific budget resources with a view to:

- stimulating investment and channelling it towards the
modernization of networks of Community interest;

-~ unlocking other sources of financing.

in the period 1982-92, ECU 702.7 miilion was earmarked for the
execution of this policy, contributing to an investment totalling
ECU 11 billion. With a rate of contribution of 6.5X, this pollcy
has proved particularly effective in the mobilization of financing
(a factor of 16).

The type of financing breaks down as follows:

IYPE AMOUNT (ECU MILLION)
- Projects

* Grants §55.05

* Interest rate rebates 79.85
- Studies 68.00

TOTAL 702.70

The poiicy has proved no less effective in achieving priorities,
particulariy since the adoption of the action programme permitting
budget resources to be allocated, programmed and concentrated on a
multiannual basis.

As regards the chief priorities (see Table 1), mention shouid be
made of the successful involvement in the Channel! Tunnel, both In
terms of the funding of preliminary studies - relating to
technical and economic feasibility and the financing of the fixed
link = and the construction of the associated infrastructure, the
financing of which had previously blocked the entire project.



1)
(2)
(3)
(4)
(8)
(6)
N
(8)
(9)
(10)

(11)

(12)

(**)

PRIORITIES COST HEADING 700
Channe! Tunnel *= (1) 700 38.7
TGV Nord * (2) 3 500 139.7
TGV Sud * - —
Brenner route * (3) 1 800 50.9
Pyrenean cressings (4) 128 29
Links with Iberian Peninsula (5) 1 460 49.8
Links with ireland (8) 226 28.1
Scanlink *= (7) - 488 3.8
Links with Greece * (8) 821 04.2
Combined transport *= (9) 850 §3.2
Other:
Border Infrastructure 800 83.6
iniand waterways 82 8.2
Bypass roads (10) S28 81.7
Studies (11) (*=) 68
Other (12) 45 8.7
TOTAL 11 167 702.7

For planning see footnote (11)

Additional infrastructure.
B, NL, D, L.

Existing line.

Somport tunnel.

investment in E, F, P.
Dublin-Belfast (road/rall), AS/ASS North Wales Coast Road.
Electrification of the railway network. :

Rail/road routes ldomeni/Evzoni-Thessaloniki-Athens-Patras.
Tunne! widening and Intermodal platforms.

London, Dublin, Luxembourg, Madrid, Tordesiilas Inter alia.

Planning: Channel Tunnel (0.8), TGV Nord (17.5), TGV Sud (14.3),
Brenner tunnel (5.7), Scanlink (7.2), high-epeed rail link with
Eastern Germany (10), combined transport network (0.5),
integration of - |berian rall networks (high-speed and combined)
(1.58), links with Greece (2), European command and control system
9).

Chavants tunnel, Dordrecht bridge, port of QOstende.

Cost: ECU 265 million. NB the strategic nature of the studies In
the context of future investment. E.g. the Channel Tunnel Rall
Link Route Evaluation (cost: ECU 3 849 million), the Hamburg-
Copenhagen (ink (Fehmarn) (cost: ECU 4 000 million), the Lyon-
Turin link (cost: ECU 4 248 million), the Brenner Tunne! (cost:
ECU 10 000 million) connection to the Portuguese and Spanish high-
speed rall network (cost: ECU 4 908 million).
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tn this way road projJects such as the M 20, A 20, A 2070, E 40,
A 26 or RN 28 In the United Kingdom, France and Beligium have been
carried out with Community support from budget heading 700.
Community support amounted to ECU 26.7 million of a total
investment of ECU 400 million.

Heading 700 support for rall Infrastructure directiy connected
with the Tunnel has focused on the London-Folkestone Iine
(ECU 10 million out of a total of ECU 300 mililon).

Community aid for this operation totalled ECU 38,7 million. With
a total Iinvestment of ECU 700 million, this gives an investment
factor of 19.

High-speed rall link: Paris - London - Brusseis - Amsterdam -
Cologne, with particular regard to sections in:

Belgium

Community support has enabled this country to surmount the most
ssvere obstacles to the execution of the project, namely
environmental and financing probliems. Heading 700 credits covered
half the cost of the Belgian study into the envirormental impact
of the construction of this line, while the project‘'s financlal
sot-up Includes a Community contribution of ECU 200 miiliion over
10 years in order to capitaiize on its self-financing potential.

Belgium has already received ECU 79.685 million in Interest rate
rebates for the execution of this project: when set against the
total cost of the investment, some ECU 1 650 million, this gives
an investment factor of 20.7. In ten years time this factor s
expected to be 8.2.

Ihe Netheriands

ECU 30 million has been granted for projected investment on the
Antwerp-Amsterdam route, inciuding the construction of a new high-
speed rallway line, which will branch off from the Schiphoi-Leiden
1ine towards Rotterdam and from Rotterdam to the Beigian border.
The total cost of the Iinvestment is put at ECU 1 450 million.
Over ten years the Community Iis expected to contribute
ECU 172 million to this project. Today‘'s Investment factor of
48.8 is expected to be 8:5 in ten years time.

Germany

ECU 20 million has been granted for Iinvestment on the Aachen-
Cologne line. Against a total investment of ECU 250 million, the
investment factor 12.§.

United Kingdom

Support has been provided for the technical, economic and
environmental assessment of the different options for the London-
Tunnel line. Envirommental problems have prevented the government
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from finalizing the new route or deciding on how to finance It.
The study is costing ECU 35 mitlion, of which heading 700 Is
covering ECU 17 million. The construction work is costed at ECU
3 849 million.

Luxembourg

Support has been provided for the electrification of the
Luxembourg-L | ége line. The total cost of the work Is
ECU 178 million: ECU 84 million In Luxembourg and ECU 94 milllon
in Belgium. ECU 10 milllon has been granted for Iinvestment in
Luxembourg, an investment factor of 8.4.

ln_this operation, the Community has provided ECU 139.7 million
{plus ECU 17.5 miliion for pilanning in the UK) of a total
Inveatment of ECU 3 500 mitlion (plus ECU 3 849 million),
representing a current investment factor of 2§5.

The Sevi | le-Madr id-Barce lona-Lyons-Tur in-Mi lan-Venice-
Tarvisio/Trieste high—-speed rail line

This Involves the execution of preliminary studies for each
section. A total of ECU 19.1 miliion has been granted for the
planning of the TGV Sud:

- ECU S5.2 million for the France-Medi terranean-Spain-Portugal
route (including Madrid‘s Atocha station),

-~ ECU 13.9 million on the France-italy route.
The cost of the studies totals about ECU 95 mitlion.
The Brenner rail crossing

The construction of a new base tunne! Iis being considered as an
alternative to the expansion of trans-Alpine road traffic. The
project is costed at ECU 10 biliion. Heading 700 support
totalling ECU 5.7 million has heliped pay for the preliminary
technical, economic and financial feasibility studies.

Heading 700 has also been used to increase throughput on the
existing railway (ine, for the construction or widening of
tunnelis, for the Iintroduction of two-way running and for track
straightening. The support provided totais ECU 50.9 miilion out
of a total of ECU 1 800 million, vielding an investment factor of
35.4.

Pyrensan crossings

Community support has focused on the Somport route (Bordeaux-Pau-
Zaragoza-vVaiencia), and the construction of the tunnel In
particular.

ECU 20 million of a total of ECU 125 million has been committed.
This represents an investment factor of 4.3.
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Links with ireland

With a view to improving |inks between ireland and the rest of the
Community, support from heading 700 has focused on:

- doubling the width of the A5/AS55 North Wales Coast Road, an
operation costing ECU 180 million (involving the Pen-Y-Clip and
Rhualit Hill bypass), of which the Community le providing
ECU 16.1 miliion, an investment factor of 11.7;

- modernization of the Dublin-Belfast raiiway line at a total
cost of ECU 70 million, of which heading 700 is providing
ECU 9 million, an investment factor of 7.8.

-~ the North-South Dub!in-Belfast road, including several bypasses
(Dunleer, Wexford, Shankili-Bray), among them the Dublin ring
road, at a cost of ECU 110 million, of which ECU 17.4 million
came from hesding 700, providing an investment ratio of 1:6.3.

Support totals ECU 42.4millfon out of a total investment of
ECU 369 milllon. an investment facter of 8.7.

Scanl ink
Heading 700 support has been focused mainly on:

~ the preliminary studies and work required for the construction
in Dermark of the Store-Beit, Oresund and Fehman fixed |inks at
a total cost of ECU 6 000 miliion, of which heading 700 Iis
providing ECU 7.2 miliion;

- the electrification of the raliways, and In particular the
Ringsted-Odense Iine, at a total cost of ECU 80O mililion, of
which heading 700 is furnishing ECU 13.8 mililon;

- the Oresdum fixed link (earthworks), costing ECU 400 miliion,
ECU 8 milliion of which comes from heading 700.

Ihe overall volume of these investments is ECU 405 mitlion,
ECl §57.2 million of which Is accounted for by heading 700 support,
representing an investment factor of 8.1.

Links with Greece

Heading 700 support for Improving access to Greece has focused on
modernizing the Nor th-South idomeni(raii)/Evzoni(road)-~
Thessailoniki-Athens-Patras routes, In particular:

- the upgrading of the Idomeni-Thessaloniki-Athen-Patras rail
line at a total cost of ECU 279.8 million, ECU 37.3 mii!llion of
which was provided under heading 700;

-~ doubling the width of the Evzioni-Thessaloniki-Athens-Patras
road at a total cost of ECU 241.S million, ECU §6.9 miltiion of
which came from heading 700;
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- feasibility studlies concerning the new lgeumenitsa-Volos road
and two-way running on the Xorinthos-Patras railway line.

Links with the lberian Peninsuiar "‘

Heading 700 support for this operation includes:

- work on road iinks In France: the RN 20 (ECU 9 mililiion of a
total of ECU 54.2 million);

~ upgrading links In Spain: the N 1 road (ECU 8 million of a
total of ECU §7.9 million), the Coslada-Alcali! and Zaragoiza-
Barceiona raillway lines and Madrid’s Atocha statien
(ECU 20 million towards a total cost of ECU 1 088 miilion);

- upgrading links In Portugal: the Paredes-Penafiel! road
(ECU 1.8 million out of ECU 10 miliion), the Beira-Alta and
Northern rail lines (ECU 11 million of a total of
ECU 205 milllon).

(investment in the |berian Peninsular has aleso been financed under
the headings of “bypass roads®, "combined traneport®, °*TQvV-Sud®,
"Pyrenses”. Such projects include the M 40, the Valencla-
Barcelona Line, the Lisbon intermodal terminal, the Tordesillias
ring road and .Somport. Of a total cost of ECU 440 mililen,
ECU 49.¢ has bean covered by heading 700.)

14 Vo . a» LT LYY DL G RY - i -t EE
factar of28. (in fact, heading 700 is providing ECU 90.1 million
of a total of ECU 1 838 miliion, an investment factor of 18.8.

3. Heading 700 support for the studies nesaded for plamning the
various operations Is particularly significant (see Table 2).
Funding for stidies covers ECU 68 million of & tetal cost of
ECU 265 million. The total! investment required for the execution
of works amounts to sbout ECU 40 billion.

TABLE 2
. STUDIES (ECU milliion)

PROJECT HEADING 700 INVESTMENT |NVOLVED

TGV Nord 17.5 3 500

TGV Sud 14.5 15 000

Brenner route 8.7 10 000

Scanlink ' (7.2 e ooo_

Links with Greece 2.0 2 410

Other 21.3 )

Total 68 about 40 000

Plus Igoumenitsa-vVolos road.
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4. The breakdown of the sums by country was as follows:

HEADING 700 — BREAKDOWN BY COUNTRY (ECU MILLION)

Belgium 91.85 (13.07%)
Denmark 37.00 ( 8§.27%)
Germany 47.30 . ( 6.73%)
Greece €7.00 (13.80%)
spain 88.90 ( 8.38%)
France 67.80 ( 9.68%)
lreland 26.80 ( 3.70%)
Itaty 91.30 (12.99%)
Luxembourg 19.00 ( 2.70%)
Nether tands 48.48 ( 6.90%)
Portugal 22.20 ( 3.10%)
United Kingdom 85.80 (12.17X)
EEC 9.80 ( 1.39%)

TOTAL 702.70 (100%)
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COMMISSION COMMUN ICAT ION

on the creation of a Trans-European Road Network

i, FRAMEWORK OF WORK TO BE CARRIED OUT BY THE COMMUNITY

1. Following the European Council of Maastricht, the Commission
indicated in its programme for 16921 that it iIntended to submit
concrete proposais to the Counci! concerning the trans-European
networks.

The present communication meets this objective as far as the road
network is concerned, this being an exceptionally Important network for
enabling the movement of people and goods within the frontier-free area
and the internal market, strengthening the economic and soclal cohesion
of the Community and creating an environment favourable for European
competition.

This communication ailso falis within the framework of the proposal for
a Regulation amending Council Regulation No 3356/60 of 20 November 1990
on the second multiannual action programme 1090~-1992 on transport
infrastructure?, presented at the same time by the Commission3.

At the same time the Commission meets the express request of the
Council of Ministers in charge of Transport which in its meeting of
16 and 17 December 1991 had asked it for concrete proposails concerning
the Trans-European Road Network.

2. In drawing up its proposals, the Commission particularly took
into consideration the recommendations adopted by a group of national
and internationa! experts, the Motorway Working Group4, specially set
up for the purpose within the Transport i(nfrastructure Committee which
met on six occasions between January 1991 and February 1992.

The Commission moreover informed the Council of the initial conciusions
of the Group in November 19915,

-t

COM(92) 2000: The Commission’'s programme for 1992.

2 Reguilation (EEC) No 3350/90 for an action programme in the field
of transport infrastructure with a view to the compietion of an
integrated transport market in 1982.

3 COM(92) ...: Drarft amendment to Regulation (EEC) No 3359/80.

4 Made up of the Commission, the 12 Member States, the ECMT, the
UN-ECE, the EIB and the following organizations: the IRF, the
PIARC, the SECAP, the ERT, the ACEA, the IRU and the (TA.

5 SEC(91) 2274 "Transport Infrastructure Networks".
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Since then the Working Group has reached a broad consensus on an
approach to the road network as a whole within the European transport
system.

The report drawn up by the Motorway Working Group titied “"Trans-
European networks: towards an outilne plan for the road network and
road traffic"! deserves special attention from the Community
institutions. Indeed, a coherent approach with a view to drawing up a
Community policy on roads, whiie adhering to the principle of
subgidiarity, would seem to be especialily necessary and urgent for all
the Member States, as well as for the International organizations, the
operators, industrialists and users represented.

This report is itseif being sent at the same time to the Council as a
Commission working document.

3. On the basis of the work carried out by the Group and taking its
recommendations into account, It (s now possibie to take a certain
number of important decisions in planning the Trans-Europesn Road
Network and Iimplementing a Community policy on roads, particularly in
terms of

- anoutline plan for the trans-European network,
- a road traffic policy,

- internatizing external factors,

- financing.

This is the object of the present communication.

4. This policy must also be developed In coherence with the
principie of subsidiarity.

When applied to the trans-European transport networks, there are a
number of aspects of this principle to be considered in terms of the
sxtent of Community action.

The principle objectives of the networks are to ensure the efficiency
of the internal market, by Improving the mobiliity of psople and goods,
and to reinforce economic and social cohesion.

To achieve these objectives, Community action is needed on:

- the visibility of the overall develiopment needs of the transport
networks in the Community as a whole and beyond, in a multimodal
perspective which ensures that the capacities and Iinherent
problems of each mode are taken into account (drawing up master
pians);

- the conditions of interconnection (compieting the missing I[inks)
and interoperability of existing national (inks (e.g. ensuring
technical harmonization) in order to ensure their total
efficiency at Community level;

1 SEC(92) ... Trans-European Networks: towards an outline plan for
the road network and road traffic.



- the development, consistent with exieting--metworks, of onew
metuorks- m thelr absance cauess lesiation (lwnm
teitiockes, |siamd or isciated regioms) or hampess
devgiapment of part of the Commnity'‘s “terrtUwy fmaﬂntlen
in the luhfm market);

The tld: of dﬂltnhn shouid be carried out at mﬂ! tewa} but it
is for .the Usmlisr Shates to determine the preciss dstails, the timing
- and= zuﬁt i totion of the infrastrustune -amiired to -sebieve
the.-notwork: - The indicative watura of -the: piane daf ned -3t
Commiin i ty: lowel- lm_-s states the fregiom:Se-act-oF 9Bt Lo sat,
‘but thelr asctions mist foliew the amm&u%m
at Communvity- Fﬁol. ;

The inceatives at tbﬁo Community’'s disposal! must &!H’! it j.c'ln&a roﬁa
cortain constezintsiat national ievel and convinmee -a:Member State, If
necemsary, to carry out a projest which le—within ite fleld of
conpetence -and is In the genersd intereet. It is In this epirit that
Community financing iwli}) favour Bessures on suppert of incontives.
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t{. CONCLUSIONS OF THE WORKING GROUP

1.  The status of the road network of interest to Europe in the
run-yp to 1993

1.1 The socio-economic importance of roads for the entire Community
is constantiy increasing.

In terms of overland transport, roads carry more than 90X of transport
users (Iin traveller km) and more than 70X (in tonne km) of goods
transported. As regards international mobility, they carry 70X of
traveilers and 60X of goods traffic.

This international traffic is concentrated mainiy on:

- the motorway network, which appears essential from an economic
point of view and Is particularly weli-suited to a frontier-free
area

- the centre of the Coomunity, geographically.

1.2 In the run-up to 1893, the European network still appears to be
ill-equipped and its smooth operation to be under threat.

The network Iis Iincomplete particularly in those countries on the
per iphery of the Community. The motorway or expressway network is still
In an embryonic state in Ireland, Greece and Portugal and is expanding
significantly iIn Spain. There are still missing links In other
Member States, such as the United Kingdom, France or Germany in its new
L¥nder.

The interoperablility of the network could be improved, particularly
with regard to the standards of the infrastructure and road signs and
signals.

At the same time, the network is threatened by the heavy Iincrease in
traffic, particularly international traffic which Is growing more
rapidly than domestic traffic. Delays are becoming Increasingly
frequent in the Benelux countries, the Ruhr, around London, the lle de
France, Northern Italy and on the North-South corridors.

1.3 Forecasts of growth in mobllity suggest that the Community is in
danger of being faced in the medium term with even more serious traffic
problems if no large-scale action is taken to combat the congestion.

2. Modernization of the network

In order to create a truly trans-European Road Network, the Working
Group Is well aware of the need to construct the missing |inks and even
missing networks In ths countries on the periphery of the Community. In
most cases these infrastructures have aiready been planned by the
Member States. It Is because of this national planning that it has been
possibie to put forward an outline plan for the network up to 2002.
Nonetheless, in certain countries (Germany, Greece, Spain, France and
ireland) with longer-term plans, some 5 000 km of 1inks for the trans-
European network will not be completed until after 2002.
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The plan for the network consists of approximately 37 000 km of |inks
of motorway or near-motorway standard, of which approximately 12 000 km
are motorways or high quality roads to be constructed in the next
10 years, with approximately 40X being sited in the outlying countrles
of the Community.

Stress is laid on the development of motorways In the four peripherai
countries (E, P, GR, IRL) currentiy with a low density of motorways.
The increase will be of the order of 70X and the length of roads will
increase from about 7 000 km to 12 000 km In total.

Execution of the outliine plan will enabie the Community area to be
structured, particularily in the outiying regions of the Community, and
will faciiitate Iinternational trade, personal mobility and regional
access to the major international routes.

Particular attention should be paid to by-passing large European
conurbations, to improving Iinter-connections with other forms of
transport, particularly with muitimodal terminais, as well as to the
development of the network across the continent in order to guarantee
transit of Community goods, and links to Scandinavia and the countries
of Central and Eastern Europe.

Standardization of the technical characteristics of the major road
infrastructures would appear to be worthwhile. A special study wili be
set up to encourage the development of a typology of Iinter-urban
routes.

Finally, the compatibitity of road equipment, particularly that
incorporating the naw technologies, must be increased in order to be
able to provide a uniform standard of comfort throughout the
trans-European network, and work on standardization should be actively
cont inued.

3. The need for a read traffic policy

3.1 In view of increasing congestion, the Community has to adopt a
proper strategy in order to optimize road mobility.

To this end, action must in particular be taken to

- rationalize existing traffic,

- encourage the use of other complementary forms of transport
(particularly for the movement of goods)

- pass on the actuail direct and indirect costs of using the network
directly to the users!.

It would appear that a structural measure on the costs of using the
road infrastructure is appropriate to reguiate traffic effectively and
maximize Initiatives for combating congestion. Whatever the possible
solutions (raising taxes, collecting tolis), concerted consideration
will actively be given to this subject.

1 in accordance with the Commisison proposal: COM(90) 540, Proposal
for a Council Directive on the charging of infrastructure costs
to heavy goods vehiciles.
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Glven the interfaces between the urban and trans-European networks, the
Working Group is of the opinion that the Community couid play a
gsignificant role in defining a frame of reference for regulating
traffic (for example with regard to the development of systems using
the new technologies) in and around towns, where traffic problems are
even more serious than on the European network.

3.2 Furthermore, In the trans-European network it will be necessary
to develop the quality of the services offered to the user who, within
a-frontier-fres area, Iis becoming more and more European. This means
that particular attention will have to be paid to the reauirements of
road safety, to the development of road I(nformation and to traffic
management as well as to optimizing travel time.

As for road safety, the choice of standards has a powerful infliuence
and those applying to motorways would bring considerable advantages in
this area. Tightening international regulations relating to road signs,
signals and markings must be looked into. The Working Group underi ined
the Importance of the proposals drawn up within the framework of the
High-Level Group on Road Safetyl.

Road information and traffic management are currently undergoing a
technological revolution which should permit a considerabie Increase In
traffic fluidity. The "intelliigent™ road and "intellligent" vehicles,
which have emerged from European research programmes such as Drive and
Prometheus, should actively aid the development of a truly innovative
traffic concept. However, a certain number of clarifications of a
political nature will have to be made rapidiy in order not to delay the
introduction of equipment for integrated traffic management. [t seems
that a concerted European plan for the Iintroduction of this
equipment and its standardization would be particularly useful.

The Community will have a major role In Introducing effective
management of international traffic on the trans-European corridors.

Finally, optimizing travel time will in turn help to optimize the
network: rest areas, service areas for professional travellers as well
as intermodal transfer complexes will enable the use of the road
network within the transport system to be rationalized.

4.  Iaking external factors into account

The creation of the Trans-European Road Network will require a better
understanding of the effects which It wiil produce, whether they are
negative (for the enviromment, for example), or positive (for spatial
deve lopment) .

1 Report of the High-Level Group on Road Safety.
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4.1 The effects of the Trans-European Road Network on the environment
will have to be analyzed specifically. In this respect, it does,
however , appear that:

- it will be necessary to limit the physical impact of the new road
links which are to be constructed and to reduce the impact of the
existing links.

- roads must play an important role in the Community strategy on
controlling <COo emissions and the Implications for the
greenhouse effect. This consideration demonstrates the
advisabll ity of optimizing mobility on the roads.

The Green Paper! on the Impact of transport on the environment: A

Community strategy for sustainable mobility further emphasizes these

two points.

4.2 The effets of the Trans-European Road Network on spatial
deve lopment shouid be felt:

- both at local level, where many regions should benefit from
better access to the international network;

- and globally, where the balance and the cohesion of the Community
will be strengthened by the creation of a network serving the
whole of the Community and non-member countries, providing the
entire population and economic agents with a high an comparable
level of service wherever they may be.

S. Einancing

The cost of turning the master plan for the network into reality Iis
estimated at around ECU 120 billlon, based on available information.

In view of the restrictions which have affected Investment In
infrastructures and of the need to look for greater mobilization of
financing capacities, particularly from the financlial markets, and of
the trend towards internalizing the external costs and regulating road
traffic mobility, it Iis probable that there will be a concerted
overhaul of the financing of road infrastructure.

Toll-levying motorways are an excellent example of successful financing
of transport infrastructure without recourse to budget capacities.

6. Einal recommendations of the Working Group

At its meeting of 27 February 1992, the Working Group adopted the
following recommendations addressed to the Commission:

*"To enable the Community to contribute to the establishment and
development of a trans-European road network, the group recommends that

the Commission present appropriate proposals to the Council in order
to:
1 Green Paper on the impact of transport on the environment: A

Community strategy for sustainable mobility.
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reach the objective of providing the territory of the Community

with a high quality road network, (.e. a network of motorwsys and

expressways, which will: )

- provide for the Interconnection of national networks, by
means of the construction of missing stretches of road and
the improvement of existing ones if necessary, so that they
are fully accessible and coherent across the Community;

- bring the interoperability of the network up to standard, in
particular by means of the standardization of road design and
the adoption of a policy of traffic management.

declare the projects |isted below to be of common interest on the
grounds of their socio-e¢onomic impact, and establiish a2 list of
priorities of Community intervention In accordance with the
foliowing criteria:

- contribution to the creation of trans~European axes;

- elimination of bottlienecks;

- integration of landiocked or peripheral regions;

- faclilitation and safeguarding of Iinternational trade,
including transit, In cooperation with any third country
concerned;

- improvement of [inks on land/sea routes;

- provision of high quality |inks between major conurbations.

These projects are the following:

(a) The completion of links as depicted on the annexed map and
upgrading of links on the existing network.

(b) The introduction of advanced telematics systems In road

transport and the application of road management measures in
the trans-European network.

promote, where appropriate and within the framework set out
above, the following (ines of action in order to ensure the
homogeneous, balanced and sustainable development of the
trans-European road network: :

- definition of a European standard of service; _

- inpiementation of measures needed to improve road safety;

- establishment of a European strategy for road traffic
management and for  optimizing- mobility on major
trans-European routes, taking regional and muitimodal aspects
into account;

- adoption of a concerted plan for road telematics;

- impiementation of measures needed to reduce the impact of the
road schemes on the environment;

~ drafting-of proposais for financing Infrastructure needed for
road transport.*



- 44 -

tHl. COMMISSION PROPOSALS

These recommendations are in line particularly with the guidelines
defined within the framework of the policy on transport infrastructure
networks drawn up by the Commission In the document COM(82)....
Transport infrastructure.

These recommendations are in accordance with the proposais already sent
to the Council on trans-European networks! and introduced in the
Treaty on political union.

Execution of the ptan of the Trans-European Road Network as it will
look Iin 2002 and the various types of action proposed to ensure its
interoperability will contribute towards guaranteeing the
competitiveness of the European economy.

The construction of the missing links, or even of the missing networks,
will significantly strengthen the economic and social cohesion of the
Community, at the same time as the action taken directly within the
framework of the Community’s regional policy. Ultimately, according to
the needs In the area of spatial development evaluated by the
Connlsslonz. the territorial balance of the Community will be
strengthened by it.

The network plan is aiso an important step forward In stressing the
need to develop a traffic policy at Community level. Such a policy is a
priority Iin view of the congestion on the roads, mobility trends and
environmental prerogatives. It shouid, In particular, address the
challenge of the estimated 35X increase in the number of vehicles
within the Community by 2010.

The setting up of urban and interurban systems using new technoiogies
for managing traffic, drawing on the resuits of the Drive and Eureka
research programmes (Prometheus in particular), will be significant In -
this respect. It should, moreover, be pointed out that the
standardization of this new equipment for traffic management wiil have
a considerable industrial impact, since European Industry will meet
with serious competition in this market from American and Japanese
Industries.

Similarily, the Introduyction of a wmultimodal transport network,
particulariy for the transportation of goods, should be made easier by
the deveiopment of ' intercomnections between the .Trans—European Road
Network and the iarge muitimodal centres. The realiocation of long-
distance traffic to the combined transport network and to the inland
waterway network would be increased by developing systems for charging
for the use of infrastructures, further Integrating the external! costs
of transportation in terms of time lost, congestion and poliution.

1 COM(90) 585 "Towards trans-European networks - For a Community
action programme”.
2 COM(91) 452 "Europe 2000 - Outiook for the development of the

Community’'s territory".
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In accordance with the Green Paper on the Impact of transport on the
environment which it has recentiy adopted!, the Commission stresses
that It is particularly necessary that road traffic contributes towards
limiting air pollution, particulariy in a mulitimodal framework, whille
not putting at risk the economic efficiency of the transport system and
the freedom of choice of the users.

The part played by the Trans-European Road Network should be evaluated
with this in mind.

in order to promote the deveiopment and smooth running of the Trans-
European Road Network, it is necessary to continue the work started In
the following way2:

- Monitor the <development of traffic flows, particularly
international flows, on the major European corridors. Evaluate
any action taken, In terms of the creation of new road
infrastructures, traffic management and transfers to other forms
of transport.

- Define a Community strategy for developing standards for the user
services In terms of Iinformation, safety and optimization of
travel time.

- Examine the consequences of cost internalization policies for
road users and for the transport system.

- Continue work on a European plan for developing equipment for
traffic management, drawing on the European research programmes
on teiematics, particularty Drive.

- Evaluate the Impact of the trans-European network on the
enviromment, so that It does not adversely affect the economic
efficiency of the transport system and the freedom of choice of
the users.

- Evaluate the impact of the trans-Eurcpean network on the spatiai
develiopment and econo-lc md soclial cohesien of ‘ﬂu cinunlty

- study initiatives to oneourm the private flmnemo of the road

infrastructures.

1 Green Paper on the impact of transport on the environment: A
Community strategy for sustainable mobility.

2 These points largely emerged from the report of the Motorway
Working Group: SEC(92) ... Trans-European networks: Towards 2a

master plan for the road network and road traffic.
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evaluate the implications for the multimodal urban transport
system of policies to combat road congestion in and around towns.

examine the interrelations between the Trans-European Road
Network and logistics systems for the transportation of goods.
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Proposal for a
COUNCIL DECISION

on the creation of a2 Trans-European Road Network

THE COUNCIL OF THE EUROPEAN COMMUNITIES.

Having regard to the Treaty establishing the European Economic
Community, and in particular Article 75 thereof,

Having regard to the proposal from the Commission(1),
Having regard to the opinion of the European Pariiament(2),
Having regard to the opinion of the Economic and Social Committee(3),

Whereas it is essential for the proper functioning of the Internal
market to Iimprove the efficiency of the transport Infrastructure
networks between the regions of the Community,

Whereas road Iinfrastructure plays a fundamental economic and soclal
role in the transport of goods and persons throughout the Community as
well as to and from third countries,

Whereas the Interconnection of national road networks needs to be
completed by constructing the links that are missing and meking the
necessary improvements to existing links In order to improve reglional
accessibllity and to reinforce economic and soclal cohesion througheut
the whole Community area,

Whereas road Infrastructure &are needed to provide Intermodal
connect ions,

Whereas environmental impact assessments for road projects must be
taken into account,

Whereas there is a need to guarantee the Iinter-operabllity of the
network to a satisfactory level, in particular through road standards
and equipment and through traffic management policles,

Whereas the development of a Trans-European Road Network requires the
formulation of a plan delimiting the priority operations to be
under taken,

Whereas the outliine plans of transport infrastructure networks are of
an indicative and evolutionary nature and tend progressively towards a
multi-modal transport system,

(1)

(2)
(3)



HAS ADOPTED TH{S DECISION:

Articie 1

The plan for a Trans—-European Road Network by the year 2002, as shown
on the attached maps in the Annex, shall be composed of moterways and
high—guallity roads.

The completion and functioning of the network shall be ensured by:

construction of the missing links and upgrading of existing
| inks, where necessary, and :

impiementation: of advanced road computerized information systems
and development of traffic management measures.

Article 2

Priority moasures shall be taken within the approprlato framework for
the following projects:

(a)

(b)

(¢)

(d)

(e)

Missing links, In particular those situated on croee-border
intra-Community axes and those of I(nterest to periphericsa! and
isolated regions;

Third country-Community !inks

= Scandinavian link
= Links with Coentral and Eastern European countries;

intermodal connections, In particular with a view to combined
transport axes;

Bypasses around the main urban centres on the trans-furopean
network ;

Traffic management projects, including demonstration projects.

Article 3

The completion and functioning of the Trans—kuropean Road Network shall
involve:

a common methadology for assessing the environmental I(mpact of
road projects;

a unified Europoin system for road classification and signs;

a8 harmonized o@t of standards to ensure full compatiblility with a
view to traffic management systems and computerized information
systems;

a traffic policy for the trans-European axes.
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Articio 4

The plan for a Trans-European Road Network by the year 2002 shal! be
indicative in nature, being intended to promote action by the Member
States and, where approriate, by the Community with a view to carrying
out projects relating to the networks. This Decision shall not entail
any financial commitment on the part of the Member States or the
Community.

Articie §

This Decision Is addressed to the Member States.

Done at Brussels, For the Councli |
The President



_50_




- - ' d
- - -
-y
- d -,
-
S e *




SCHEMA DIRECTEUR OU aucm noum
TRANSEUROPEEN MOMZION

TRANSEURQPEAN RCAD nmnou
OUTLINE PLAN (2002 HOMZION)

UBITSCHEMA O€S TRANSEUROPAISCHEN
STRASSENNETZES HORIZONY 2002

e QDTN AMTTNGANR TRWSS

- aon on es  ANFPLUIRIENAIANY
CORNEFIONS AVEC LIS Py Teas
e KK

DANMARK CQALE 1.1000000




-53-

SCHIMA DINECTEUR DU MESEAY R0ITKR
vaswmm MORION 20¢°.
TRAMMSLUROPCAN ROAD NETWORK

OJUTLINE PLAN (1003 HORIZONI
 LEMTSCHEMA OES TRANSEUROPRISCHEN
1 SYRASSENNETIES IMONRZONT 20021




_54_

B

IT00C LNOTINOW SILLINNISDNILD
MINOOUNITIVML §3¢ VIRNIBLTN
WOTNON T80T) WV INNLNO
WOMLIN OVOU NVEJOUAISNWL

(500T NOBUOW MIBLOUNDISNVML
VBLLNAOW AVESIV NO YNLOBWNO VWINDY

YSLINIWNOYI - / J

kllll...kz_zzg_ \l...
"J‘ ‘

O'{\:’yo
%/
J




AL . B R
L1 ] LRI N ™ AT
cnrmisivenirimirn — | Y/ 4\
L L S e . VOYNVYO
INOTINON 080! NV INTILND £ \N e
IOMAIN GVON WVIJOUNISHVNL : ~
(2002 MOTWOW ...-te..._.ua..s.p— /a\!\
YHLNAOY NVISIN NO ¥NILIIWA YNINIS
e, . _$31L00V AV _uniwa vn | 2P
,- / \
y; ) _ |
| ) < b / “
: & A} / _
VION3IIVA —, / — I}
.f. w /) - ey, ~ - P - - 7
\ )
\ ) )
4 \ “
/ \ H
\ 4
] J rd
2} V4
oA \ aavn NS /
' \\
) ,
- Vd
VNO1DuVE ;
[} ” - 4
| e -t
V4
il
anNoovVIIval,/ "
[ ]
;
’ /
2 - oy,
/ ~~ \
II F —/ ‘l’\l—fl /
Y \
M \ \
\ F) rl\'/ ﬁl‘\l‘
Y =k ovena ¢ \ 2
\ . ’ Y S
\ h) 0aINA0 SN
b ] ="~ b ]
) 4 Se
y \ ~
“ YNNYOI WV

B o/



_36-

(]
'4
CLERMON
FERRAND
\ D i
v 7
' 7
/"-"-§"‘*4”
BORDEAUX "
|
{
1
]
7/
TOULOUSE
\
- J 1
/
)
\
I
|

-
LYOh

s 1 777

Tscmua omecTeun Dy miseau nouTHR

TRANSEUROPEEN MORTON 20021

TRANSEUROPEAN AOAD NETWORN
CUTLINE MLAN 12002 WCRLZON
LEITSCHEMA DES TRANSELUROPAISCHEN
STRASSENNETZES HOPIONT 200N

~ 4

A Nice

—

CEmme—— AN TANTASTREALETININD

- s s @ PANIQMARSIDSITLANTY
CONNCEDuE AVEC LIS ¢4V THRS

"""" THAS COUETEY COuNECTOuS

VIASADVUITN WIT DANNT ARDIOPN

I“:l.l :‘ Vl_.‘.ﬂo.w




e

_57_

ey ____._\...-.-
/

PLO000 S 1 PWIS

UNY' I

.z.. i UN MITRNOWSEIA
L IHIN0D AULANE" U, TUTeTeDes
rL v SR SV SeedTeess

LURIVOINNNYE Wy o e oo e
CRInS IV UD LIV Y] emmem—

-~
~
\n\!lv\ ~
~
~ ~ <, =
* )
( xcouﬂ
7
P, s
-~
—— -~/ 4
I _--!
\\\ / .
! L7
4 g
\ 7 NIILIWN
\ll
31 - ~s” I—
\
- \l\
NIgNa
. - s o
| .a MRS N g S SN
i \ —/ AVMIVO .mu
! \
/] S
\
) \
1 e
II &
L (-]
A | —f S
\
\lalll - }
1Sv413g \s - - c\a\\\ ~ - II/'\
=~ )
- ~=s Y
™\
. [
S
\

- e — —— - ——— ¥ —— -~

JIANGY CYISIV RO NI YIS

12007 ANOIWON SITLINNITSYYLS
NINISIYJOUNISNVEL $30 VIanOSUd

NIeON TO0L: AV IN-UNL
WOMLIN OVUYE NYIOUNISNWL

12 NODUOK NIIeOuMISHVVL




— - ——-

CAGLWRI

_58-

SCHEMA DIRECTEUR DU RESEAU ROUTIER
TRANSEUROPEEN (HORIZON 2002)

TRANSEUROPEAN ROAD NETWORK
OUTLINE PLAN (2002 HORIZON)

LEITSCHEMA DES TRANSEUROPMISCHEN
STRASSENNETZES (MORIZONT 2002V

eoscsssewes

ERISTANTAXISTWCACSTENEND
PLANIFW/PLANNED/GEPLANT

CONNEXIONE AVEC LES PAYS TERS
THIRD COUNTRY CONNECTIONS
VERSIMDUNGEN MIT DRITTLANDERN

| ITALA




- 59 -

SCHEMA DIRECTEUR DU RESEAU ROUTIEN
TRANSEUROPEEN (HORIZON 2002}

TRANSEUROPEAN ROAD NETWORK
OUTLINE PLAN (2002 HORIZON}

LEITSCHEMA DES TRANSEUROPAISCHEN
STRASSENNETZIES (HORIZONT 2002}

e EXISTANT/EXISTING/BESTEHEND —1{
———— PLANIFIE/PLANNED IGEPLANT s
CONNEXIONS AVEC LES PAYS TIEAS
---------- THRO COUNTRY CONNECTIONS <
VERBIMOUNGEN MIT ORITTUIMDERM -
NEDERLAND SCALE: 1:2.600.00 / (= —

AMSTERDAM

. 5-

O\
N

UTRECHT

=T | 7




_60-

SCHEMA OWMECTEUR DU MESEAU MOUTHR '
TRANSEUROPEEN (KORIZON 2002i

TRANSEUROPEAN ROAD NETWORK

| OUTLINE PLAN (2002 HORIZON)

| LEITSCHEMA 085S TRANSEUROPKISCHEN
STRASSENNETZES INORIZONT 20021

— UXIETARY NS TG STIHINOD
——— - PLANFEPLANNEDLILAN

CONNERIONS AVEC LES PAYS THAS
secccse=s  THIRD COUNTRY COMNECTIONS
VERSIMOUNGIN Ut OMTTUANDERN

PORTUGAL " SCALL. + 2.000.000

""-\_2 VISEU
~

COIMBRA

"~—--’-_—-‘§

-




_61_

—— e e emme i —— — e e e = = = am—e e a—m + e ——

: |
: ]
|
h -3
. ‘SMHA OWMLICYEUR DU RESEAU ROUTHR p N

1

TAANSEUROPELN MORIZON 20021

TAANSEUROPEAN ROAD HETWORK
' OUTLINE PLAM (2002 HMORIZON)

P LEITSCMEMA DES TRANSEUROPAISCHEN 1
+ STRASSENNETILS ONZONT 2002}

D em e rumssomen

o TmERERES Y'd
| l UNITED !_II_GOON stid veoseoen | %

ABERDEEN '

s LONDON >

Ud N,

<'I'>SOUTHAMP‘I’ON
PLYMOUTH /

"




- 82 -
STATEMENT OF THE IMPACT ON SME AND EMSOVMENT

Sublect: Proposal for a Council Decision on the ereatien of a Trane-
European ma Network

None . '
2. Advantages for smail firns
The nln'adnmam for small firme are:

- the development of a speed network fer the whole Community
territory, '

- the imptementation of a policy for combating congestion and
economic wastes which it involves.

None .
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COMMISSION COMMUNICATION

on the creation of a European iniand waterway network

1. ANTRODUCT ION
1.1 The importance of iniand waterway

A sound infrastructure is one of the factors on which the development of a
single Internal market and economic growth throughout Europe depend.
Together with road and rail Inland waterways form one of the three so-
called modes of surface transport.

As such it forms part within Europe of a very diversified network of
differing capacity. Its role is, however, not simply confined to that of
transport, it has other contributions to make to the economy.

As the 2000 Plus Report and predictions by various economic study
ingstitutes have underlined, road and even raiil infrastructure have now
reached saturation in many places.

It is unlikely that the problem can be solved by simply developing or
improving road transport or buiiding new raii links. Clearly there will
have to be an attempt to develop Iniand waterway transport which is cheap,
non-polluting, consumes I|ittie energy and has spare Iinfrastructure and
vesse| capacity. Inland waterways have a very special role to play In
Community transport Iinfrastructure policy as they can link up national
networks and operate in conjunction with other modes of transport.

1.2 MWork aiready undertaken

At its informal meeting in Rotterdam on 5 and 6 July last year at which |t
discussed transport policy, the Council underiined the importance of a well
developed infrastructure for an effective transport and traffic policy Iin
Europe.

The Commission was asked to coliaborate with national experts in drawing up
a project to define Iinland waterway networks. This was seen as a
continuation of the work aiready undertaken on the high-speed train,
combined transport and road infrastructure networks.

in the course of these discussions attention was drawn to the need to
eliminate bottlenecks and weaknesses In the links to and from Centra! and
Eastern Europe.
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The Commission accordingly convened for 30 September last year a meeting of
a Group composed of government representatives from Member States and
organizations representing infand waterway operators and users.
Representatives of the UN Economic Commission for Europe, the European
Conference of Ministers of Transport and the Central Commission for
Navigation of the Rhine were also invited to attend as observers.

The Group has been asked by the Commission to consider the following
aspects:

(a) a plan of waterway Infrastructure in the Member States;
(b) identification of priority projects;

(c) establishment of a master plan for inland waterways of Community
interest.

At its meoting on 3 February this year the Group adopted a report after the
inclusion of a number of amendments; this was forwarded to the Transport
Infrastructure Committee! for discussion on 11 and 12 March. This report,
which forms the basis for future action, contains a number of conclusions
based on d&avallable information and a proposed master pilan for Inland
waterways of Community interest.

1.3  Main conclusions

1.3.1 Inland waterways offer a real alternative to road and rall transport
which, on some major routes Iin Europe, are becoming congested and
whose growing use can only have a delesterious impact both on the
enviromment and transport costs.

1.3.2 |If iniand waterway transport is to be made more attractive and more
economic, a more integrated European network must be created. This
can be done by completing the links which are missing and
eliminating the main bottlienecks which exist at present.

1.3.3 in order to promote its Integration with other modes of transport,
the opportunities offered by combined transport2, especiaily for
the Initial and final stages of freight operations, need to be taken
into account and certain Iniand ports need to be carefully developed
as Intermodal ilogistics centres for this type of transport.

1.3.4 These objectives need to be given practical expression in a master
plan of inland waterways of Community interest. Such a plan should
be based on the present and anticipated pattern of interregional
traffic flows and take account of opportunities for transfer from
other modes of transport. The technical specifications of the
projects to be undertaken under the plan are sufficiently
broad-based.

-h

Councii Decision 78/174/EEC of 20 February 1978.
2 See the Commission Communication concerning the creation of a
European combined transport network (COM(92) 230/4).



1.3.5 This policy must also be deveioped In coherence with the principle
of subsidiarity.

When applied to the trans-European transport networks, there are a
number of aspects of this principle to be considered Iin terms of the
extent of Community action.

The principle objectives of the networks are to ensure the
officiency of the internal market, by Improving the mobillty of
peopie and goods, and to reinforce economic and soclial cohesion.

To achieve these objectives, Community action is needed on:

- the visibility of the overall development needs of the
transport networks In the Community as a whoie and beyond,
in a multimodal perspective which ensures that the
capacities and inherent problems of each mode are taken
into account (drawing up master plans);

- the conditions of Interconnection (completing the missing
links) and Interoperablliity of existing national |inks
(e.g. ensuring technical harmonization) In order to ensure
their total efficiency at Community jevel;

- the development, consistent with existing networks, of new
networks where their absence causes Isolation (integrating
landiocked, lisiand or Isolated regions) or hampers the
develiopment of part of the Community’'s territory
(participation in the internal market);

The task of definition should be carried out at Community level but
it is for the Member States to determine the precise details, the
timing and the pace of completion of the infrastructure required to
achlieve the network defined. The Indicative nature of the pilans
defined at Community leve! alliows Member States the freedom to act
or not to act, but their actions must follow the guidelines which
they have accepted at Community level.

The incentives at the Community‘'s disposal must allow it to help
reduce certain constraints at national leve! and convince a Member
State, If necessary, to carry out a project which Iis within Its
fleld of competence and is in the general Interest. It is in this
spirit that Community financing will favour measures on support or
incontives.
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Yhe Commission's proposals

The Commission suggests that the Council, In accordance with the
appended proposal:

(a)
(b)

(¢)

approve the master plan drawn up on the basis of available data;

approve the foliowing list of missing links and bottienecks to
be given priority within an appropriate framework:

1) upgrading of the Mittellandkanal and construction of
the agueduct over the Elbe at Magdeburg;
(i) upgrading of the |inks between the Elbe and the Oder:
(i) linking the Twentekanaal and the Mittel landkanal;
(lv) linking the Seine and Scheldt in France and Belgium;

(v) upgrading the Scheidt-Rhine (ink in Belgium (southern
gsoction and Charleroi-Brusseis Canal);

(vi) upgrading the eastern section of the north-south ! Ink
via the Meuse and the Lanaye and Jullana Canals to
the Rhine;

(vii) tinking the Rhine and Rhéne;

(viil) upgrading the Elbe betwesn Magdeburg and the
Czechosiovak border;

(ix) linking the Main and Danube and upgrading the Main
and Danube between Straubing and Viishofen;

(x) upgrading the Danube between Vienna and Budapest
(non-Community project);

take note of its Intention to examine further appropriate
measures with the Member States to builld the links which are
missing and eliminate the bottlienecks identified Iin the master
plan,

It should be pointed out that the Commission has included the first
four projects |isted above in its proposal for a Council Regulation on
the implementation of a second transport infrastructure programme.



2. INLAND WATERWAYS IN EUROPE
2.1 Classification of Iniand waterways

The European inland waterway network Is very diverse In terms of Its
technical characteristics.

in 1961 the European Conference of Ministers of Transport adopted
Resoliution- NO 8 on the classification of iniand waterways and standard
vessel and Infrastructure dimenmsions. This Is |llustrated I(n the
folliowing tabile which also includes the ECE's classification which Is
based on vessels’ demdweight capacity.

TABLE
Class Length Beam Draught Headroom Deadweight
capacity
(m) (m) (m) (m) (tonnes)
0 <250
) 38.50 5.00 2.20 3.55 250-400
I 50.00 8.60 2.50 3.956 400-650
Ny 87.50 8.20 2.50 4.20 850-1000
v 80.00 8.50 2.50 4.40 1000-1600
v 9§.00 11.50 2.70 6.70 1800-3000
Vi < 3000

With the development of pusher craft and, to a lesser degree, container
trangsport the 1981 classification no longer fully corresponds to
reality, especliaily on certain Iinternational routes where these two
techniques have taken off.

For all these reasons the ECMT and ECE embarked last year upon a study
of a new single classification.

This will probably be adopted by the ECMT at the meeting of Ministers
of Trangport in June and by the ECE at the annual meeting of its main
Working Party on inland Waterway Transport in October.



2.2

loland waterway |inks

There are four major links - In the broadest sense of the term:

2.2.1

2.2.2

2.2.4

The Rhine link connecting the main Dutch and Beigian seaports
(Rotterdam, Antwerp, Amsterdam, Ghent) with Germany (the Ruhr,
industrial zones of Frankfurt, Mannheim and Stuttgart) with
Strasbourg and the Metz-Nancy industrial region In France and
with the north of Switzeriand (Basie). The main waterways are
the Rhine and its tributaries (Moselle, Main and Neckar), to
which shouid be added the Weser-Datteinkanal and the Rhein-
Hernekana!l which connect the Rhine and the waterways of northern
Germany.

The east-west |ink connecting certain northern and eastern areas
of Germany, in particular the new Linder of the former GDR, with
the western part of Germany, the Netheriands and Beligium. The
most important waterways are the Eibe (Hamburg), the Weser
(Bremen) and the Ems, pius the Dortmund-Ems Canal, the
Elbe-Seitenkanal and the Elbe-L(ibeck Canal. The Mitte!llandkanal
and, to a lesser extent, the Klistenkanal provide the structure
of the east-west route on to which are grafted the waterways
ment ioned above.

The north-south Ilink connecting the Netherlands, Belgium and
France via waterways other than the Rhine. Two rivers, the
Meuse and the Scheidt, link the Dutch and Beigian seaports, as
well as Dunkirk, with the interior of the Benelux countrlies and
the industrial regions around Lille in the north of France. The
main waterways are the Scheldt, the Meuse, the Lys, the Sambre,
the Albert Canai, the Charleroi-Brusseis Canal, the canal
linking Brussels with the Scheidt, the Ghent-Terneuzen Canal and
the series of canals linking Dunkirk with Lille.

The Seine basin and the Dunkirk-Lille [(ink are sometimes
considered as forming part of this (ink. It must be pointed
out, however, that the Canal du Nord, the main waterway linking
the Seine and the Scheldt, can only take vessels with a maximum
capacity of 700 to 800 tonnes provided their beam Is less than 6
m. Consequently there is a lack of continuity in this link
between the northern France, the Seine which connects the
seaport of Le Havre with Paris and the Oise, an important
tributary fiowing from the north.

The south-~east Iink, incliuding navigation in the countries
through which the Danube filows. As a result of the
liberalization policies embarked upon by the countries of
central and eastern Europe this river has taken on a new
importance for the Community. The Danube flows from southern
Germany to the Black Sea, through Austria, Czechoslovakia,
Hungary, Yugosiavia, Bulgaria, Romania and the former USSR.
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in addition to these four main !inks there Iis the Rh&ne-Sadne |ink
which connects the seaport of Marseille with the Lyons and Dijon
regions. There are also a number of small waterways which connect
various points along several of these links. In France, for example,
the Canal de [’Est connects the Moselle with the Belgian network and
the Rhine-Rh&ne Canal [inks the Saéne near Dijon with the Rhine near
Bagsle; both waterways are restricted to vesseis of 350 dwt. Finally,
between the waterways of northern Germany and those of Poland a whole
network of canals links the Mitte!iandkanal and the Elbe with the Oder
and Vistula In Poland, thus extending the east-west link.

2.3 Traffic fiows

According to forecasts by various institutes for economic studies, the
anticipated changes in transport demand and logistics needs will lead
to an increase In the volume of traffic on the Rhine from
297.5 million tonnes In 1989 to 300.9 million tonnes in the year 2000.

On the east-west link around six mililon tonnes were carried In 1988
between the FRG and the former GDR, to and from Beriin or to and from
other regions of the GDR. Iniand waterway transport demand between the
Federail Republic and the countries of eastern Europe (incliuding the new
German Linder) is expected to rise to around 19.4 miillon tonnes.

Although traffic on the north-south {ink as a whole Increased by some
8X between 1982 and 1987, It is important to note that all the flows to
and from France and Belgium and the Netherlands registered a decl!line
during this period. According to estimates, traffic could be expected
to grow by 1.78 million tonnes in the year 2000, providing freight
regulations on the north-south market are |iberallized.

in 1988 only 2.5 million tonnes of south-east traffic were recorded
between the FRG and the countries through which the Danube flows.
Experts predict the volume of traffic will rise Iin the future to
between 5 and 7 miiiion tonnes. If trade between Germany and other
Danube states is taken Into account, total trameport demand on the
south-east 1ink could reach between 8 and 10 million tonnes.
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Table: Traffic flows on the main European waterway links (mililon
tonnes)
Rhine link East-west North-south South-east
1ink tink Iink
1989 traffic 297.5 8.31 47.32 2-7
Forecast 2000 308.9 19.4 49.1 8-10
variation (X) + 4.2 +133.8 +3.8 +200-300

Source : NEA/PLANCO

1 1988 figure.
2 1987 figure.

2.4.

Conciusions

A certain amount of information can be gleaned from the present state
of the network.

2.4.1,

2'4.2.

2.4.3.

2.4.4,

2.4.5.

The situation on the waterway |inks between western Germany (the
Ruhr, Hamburg, Bremen, Frankfurt, Stuttgart, Mannheim), eastern
France (Strasbourg) the Netherlands, Beligium, Luxembourg and
northern Switzeriand (Basle) is In general satisfactory.
Nonetheless, there are certain weak points in the network.

in dues course an increase in the flow of goods between western
and eastern Europe can be expected, béginning with those regions
whose oconomies are more developed, that is to say: the five
new German Linder, Czechoslovakla, Hungary and Poiand. Existing
waterway [inks are not capadle of coping with this increase.

inland waterways play an insignificant role in transport betwsen
the countries of north-western Europe and those to the south.
This is In part due to the state of the French waterway network
but aiso to the fact that neither ltaly, Spain nor Portugal can
be Ilinked iInto this form of transport. Nevertheless, as an
element of combined transport inland waterways could be used for
the initial and final road sections of combined freight
operations to those countries, for exampl!e via the Rhdne.
Combined sea/inland waterway transport is another possibility in
this respect.

The above comments apply also to transport betwsen north-western
Europe and Scandinavia and the British Isles,

With the opening of the Main-Danube Canal this year there will
be a new direct 3 000 km (ink via the Rhine basin from the North
Sea to the Black Sea through southern Germany, Austria,
Czechosliovakia, Hungary, Yugoslavia, Buigaria, Romania and the
former USSR.
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The present and future Iimportance of the waterway in question
for International intra-Community transpart, transit traffic snd
trade with ity countries: In most cases the waterway
will be situated on one of the main traffic arterles comnecting
seaports with nfo’t industrial centres or comurbations;

epportunities fc’rI transferring traffic from other modes of
surface transport |to the waterways to retisve road and rail
congestian; ; Int | logistics coentree using combined
transport techniquss would have to be available alongside the
waterway or mlghbburlm waterways;

the project’s eon_tnbuuon to the integration of the overail
network: newiy tructed or upgraded waterwvays must be able
to ecarry dcontainer traffic on sectiens where It can be
deve loped; j

sithaugh there is [no time to discuss this aspect in any detail
hare, emphasis Id be put on the ecomomic benefit of any
eonstruction or ading project for a particular waterway:
the benaflits mlgé'g from its use must be greater than the sum
of the coets its upkeep, maintenance and operstion
(cost/benef it ratio greater than 1).

Oon this basis the fo!l ing links of Commuinity Interest have been
identified on which the fpllowing projacts can be undertaken:

(a)

(b)

(c)

etet-weet Iink: |improvement of the mtl@n&, via the
Mitteltandikinal with extensions to the east towards the Paolish
frontier and the west towards the Twentskanst!; improvements to
the Eibe bet{ween Mrwﬂu—sﬂtmn and the Czechoeiovak
border;

north-eouth 1ink: | improvement of the l(inks between the Benalux
seaports and Dunkirk and central and esstern Belgium, the Paris
basin, the Woselie and, eventuatlly, the Rhéne;

south-east link: completion of the RhIne-Main-Janube Iink and
olimination: of the bottlenecks created by Insufficlent depth of
water at certain points, by certain bridges on the WMsin and
Main-Danube Canal and by certain sections of the Demube
(Regensburg- to Passau).
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3.2.1 [East-west link

The north German and east European waterway networks are !inked by the
Elbe and the Mittellandkanal. Navigability on the latter is hampered
by the water levels of the Elbe, which is not canalized Iin the area of
Magdeburg. For a large part of the year the Elbe is not accessible to
large vessels. The water levelis fluctuate but the average annual
draught, especially up river from Magdeburg, (11) Is below the 2.5 m
required for classes Il and i1]1. At |ow water the east German Inland
ports (Beriin and Magdeburg) are accessibie onily to shallow-draught
vessels and the industrial regions of Halle and Dresden, Czechosliovakia
and Poland cannot be reached. Nor does the Eilbe downstream of
Magdeburg In the direction of Hamburg (10)! offer a suitable 1ink at
low water, but the Mittellandkanal and the Elbe-Seitenkanal serve as a
reasonable alternative.

in view of the expected increase In traffic In these regions, the
gshallow depth of the Elbe (1.3 m at low water) is a major obstacle.
The section of the Elbe in Czechosiovakia has already been canallzed.
in Germany some upgrading is being considered.

If further regulation work Iis undertaken, it would be economically
feasible to increase the draught from 0.2 to 0.3 m on most sections of
the Etbe. This would enabie some raiil traffic to be transferred to the
waterways.

However, no solution has yet been found to the probiem of how to
improve the poor navigablility on certain sections of the Elbe caused by
to the hard bedrock and steep gradients, particularly in the Magdeburg
region. Similarly, It Is not economically feasible to canalize the
Elbe to raise the draught to 2.5 m or more all the year round because
of the very high cost of the considerable infrastructure work this
would invoive and conseguently, there is littie prospect of this being
undertaken. This also appliles to any idea of bullding lateral canals
with fewer locks with lifts.

The construction of an aqueduct has also been considered where the
Mittellandkanal crosses the Elbe (7). The bullding of a dam on the
Eibe to enable vesselis to use the river throughout the year s
technically feasible and Is being considered as an alternative
solution.

The Mittel landkanal is at present accessible only to class |1l vessels
with a draught of 2 m. The German Government has drawn up & plan for
two-barge pushed trains and large self-propelied craft (11.4 beam and
2.8 m draught) to operate on the Mittel landkanal, the Eibe-Have! Canal,
the Havel as far as Beriin and the Ilink to the Magdeburg ports.
Upgrading of the western section of the Mittellandkanal has been under
way since 1965 and has been completed on most sections of the canal
(8). Since It has been possible to raise headroom under bridges to
only 5§.25 m, containers can be carried in two stacks only.

1 The figures in brackets correspond with those on the map
attached to the master pilan of inland waterways of Community
interest.



- 74 -

Economic ways must be found of extending the east-west |ink towards the
Polish border to establish "attractive" waterway |links with the port of
Stettin, Warsaw (Oder-Have! Canal) and the industrial region of Silesia
(Oder-Spree-Canal) (9). At present the maximum draught is only 1.85 m
on the two canals which link up with the Oder. The southern route ls
the Oder-Spree Canal which can be used oniy by vessels with a maximum
capacity of 600 tonnes.

In the Netherlands It is planned, In the west, to comnect the
Mittellandkanal and the Twentekanaal by bullding a new 50 km long
canal (6) linking the Rhine estuary ports and the Mittellandkanal.
This will provide a much shorter route than the present one between the
Dutch and Beligian seaports, via the Wesel-Datte!/Rhein-Hernekanal!, and
eastern Europe. A pre-feasibility study carried out by the Dutch does
not consider that the feasibility of such a project has yet been
demonstrated. The Germans will also be carrying out an economic
feasibility study.

3.2.2 North-south Iipk

A north-south artery could be establiished by improving |inks between
the coastal ports from Amsterdam to Dunkirk and the Meuse and Scheldt
industrial hinterland and with the Paris and Lyons regions. At present
only small vessels can reach these regions via this route.

iIn France the Scheldt-Seine, Seine-Moselle and, eventualiy, the
Mose | le-Sadne |inks would have to be upgraded.

The Scheldt-Seine link (14) will have to be Improved if inland waterway
transport s to be developed. The Canal du Nord, which is at present
the main lInk between the Belgian network and the Seine and Oise, Is
navigable only by self-propeiled craft or 700 to 800 tonne barge
trains. The proposed upgrading of this north-south link to 4 500
tonnes would Iinvolve re-routing via the Saint Quentin Canal. This
project is being studied by the relevant French authorities.

in a second phase, a new |ink between the Seine and Mosells (15), which
would be extended In the longer term to |ink the Mosslle and Sadne
(168), will provide a waterway I|ink to France’'s major Industrial
centres. Given the considerable volume of traffic between the Benelux
and Paris and Lyons, such a waterway would be of direct benefit to a
number of European countries Incliuding southern Europe (via the
Mosel le-Seine 1ink connecting with the Rhéne).

In addition to the construction of these missing links, creation of a
north-south waterway route of Comminity importance invoives eliminating
a certain number of bottlenecks. Modernization of the |inks between
France and Beigium has already led to the upgrading of the Scheldt.
From now on work must be concentrated on improving the I[inks with
Dunkirk by upgrading to class IV the Lys, by increasing headroom at the
Courtrai bridge (19), completing the work of upgrading to class IV the
Canal du Centre between Mons and La Louviére (20) (constructing a lift
at Strépy-Thieu, a cana! bridge at Houdeng and completion of the
Strépy-Thieu section), upgrading the Nimy-Blaton section of the Nimy-
Blaton-Péromes Canal to class |V and widening the lock at Evergem sur
le Ringwaart near Ghent (21).
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Several other improvements could usefully contribute over time to the
deveiopment of navigation on the north-south route. In the Netherlands
the widening of the Zuid Beveland Canai to take four-barge trains,
doing away with the locks at Wemeldinge in 1993 and renovating those at
Hansweert, would aliow the Rotterdam-VIissingen-Ghent/Antwerp link to
be upgraded.

In Belgium most of the network’s main waterways have been upgraded to
take 1 350 tonne vesseis. Once the lock at Wijnegem s completed by
the end of this year/beginning of next year, the Albert Canal between
Antwerp and Liége will be navigabie for 9 000 tonne barge trains
between Wijnegem and Llége (although navigation will continue to be
limited on the Antwerp-W|)negem section to 4 5§00 tonne vesseis).
Further south, completion of a fourth lock at Lanaye on the Lanaye
Canal which connects the Albert Canal to the stretch of the Meuse in
the Netheriands would reduce waiting time and improve navigational
safety in the event of a breakdown of the present Ilock system.
Upgrading of the Meuse in southern Beigium and replacement of old
barrages by modern infrastructure to improve water control will help
develop navigation on the eastern section of the north-south |ink (23).
Finally, mention should also be made of the lock at Hingene which is
virtually completed. This will Iink the Scheidt to the Brusseis
Maritime Canai. A major drainage and dredging project is under way to
enable the Charlieroi-Brusseis Canal to again carry 2.5 m draught
vessels.

3.2.3 South-east 1ink

The main gap iIn the Iinland waterway network between north-west and
centrai Europe shouild be plugged this year when the Main-Danube Canal
is completed (24). This will be navigable for two-barge pushed trains.
The Main itself is navigable for articulated trains only on special
authorization. It will not be accessible to two-barge pushed trains
until the mid 1990s. There are, however, a number of other projects
planned for this waterway: the despening of the river downstream from
Aschaffenburg to bring the draught up to 3.1 m and between
Aschaffenburg and Bamberg upstream from Freudenberg to provide a
draught of 2.9 m.

Work Is being carried out on the German section of the Danube
downstream from Regensburg and in Austria to bring it up to the same
gauge as the Main-Danube Canal. In the long term it is hoped to make
the Danube downstream from Regensburg navigable by four-barge pushed
trains. Finally, the problem of headroom under the bridges over the
Main and the Main-Danube Canal must be taken Into consideration; this
constitutes a major impediment to the expansion of container traffic on
this route (25).
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2.4  Rhine-Rhéne link

The proposed Rhine-Rh8ne link will provide access from northern and
eastern Europe to the Mediterranean and vice versa through a wlde-gauge
inland waterway network incorporating the Rhine, the Rhine-Main-Danube
link and the Rhéne.

The Rhine-Main-Danube I|ink, which will come into service this year,
will Iink up the inland waterways of north-west Europe, the major
Benelux ports and eastern Europe.

The Rhine-Rhéne Iink wil! Improve communications between the
Med|terranean countries and eastern and northern Europe and provide a
Iink between the Black Sea and the Mediterranean.

Problems will be encountered on the north-south link in the years
ahead. At present the only route Iis through the Alps or the Rhoden
Corridor. However, with the iIntroduction of restrictions on road
traffic in Austria, where there is a night-time ban on heavy goods
vehicle between 2200 and 0600 hours, and In Switzeriand, which |s
considering tax measures, traffic will switch to the Rhéne valley.

Consequently rational use will bhave to be made of existing
infrastructure and national networks will have to be IInked up in order
to develop complementary means of transport. The completion of the
Rhine~-Rhéne !ink creating a wide-gauge Inland waterway network will
provide Increased freight capacity by: inland waterway and sea,
combined transport, container transport and maritime cabotage services
from Spain to Séte or Marseille from where goods can be shipped by
inland waterway to northern Europe.

3. Other projects in the Community
3.1 The Rhine 1ink

The Rhine basin and Schelidt-Meuse network of waterways are connected to
the Netherlands downstream only by the Waali-Meuse Canal. A navigable
link from the Rhine near Neuss, Germany, via Aachen to the Meuse in
Belgium, In the area of Liége, was designed but never got off the
drawing-board. Such a new canal would offer an additional route
through a heavily Industrialized region (1). Germany does, however,
not consider such a project to be economically feasible.

As far as the elimination of the existing bottlenecks on the Rhine and
its tributaries is concerned, mention should be made of the project to
upgrade the locks near Kembs on the Rhine lateral canal (2) and the
deepening of the Rhine in its central course upstream from Koblenz (3).
On the Waal, deepening of the channel and Improvements on the bends at
Eriecom, Hulhuizen and Haalderen above NI megen are proposed to alliow
the passage of six-barge trains (4). On the Amsterdam—-Rhine Canal it
is proposed to eliminate certain difficult points, especially near
Zesburg; at present four-barge pushed trains cannot be loaded to their
max imum draught.
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The alm of ensuring a draught at low water of 2.1 m, equivalent to a
draught of 3 m at mean water, on the Rhine has virtualily been achieved.
Control operations to Iimprove navigation on the Rhine should aliso
enable erosion of the river bed to be measured and appropriate actlon
to be taken to reduce It. Flood water contro! and management of water
resources is also proposed for the upper reaches of the Rhine.

On the Moseile (5) the rapid growth In the volume of traffic
necessitates modernization work to increase the draught from 2.7 m to
3 m; this will make waterway transport more cost-effective. Iinitially
the capacity of a number of overloaded locks, beginning with Fankel and
Zeitingen, which are the busiest, needs to be increased, Upstream from
Thionville work will be undertaken to canalize, upgrade and deepen the
Mosel ie.

3.3.2 East-west |ink

A certain amount of work, especially deepening of the Dortmund-Emskanal
between Dattein and Bergeshdvede (12), will have to be undertaken to
improve the waterway network linking the North Sea with the Rhine In
western Germany.

3.3.3 North-south link

The absence of an adequate 1ink between Zeebrugge and the Scheldt-Meuse
basin (17) excludes the possibility of transporting containers and bulk
cargoes by water to the Beiglan Interior and the industriallzed regions
of north-west Europe. Although the port of Zeebrugge is witnessing
rapid growth and extension of its installations, there are no real
pians for a waterway link with its hinterland. The canal linking the
two Iimportant seaports of Ghent and Zeebrugge needs upgrading to at
least class VI.

Construction of the Caberg Canal would create a direct |ink between the
Jullana and Ailbert Canals by eliminating the need for vesseis to make
the present detour via Maastricht and Lanaye (18). In the Netheriands
improvements on the Meuse, the Lisse-Buggenum lateral canal and the
Jullana Canal (22) are proposed to permit the passage of two-barge
pushed trains. On the Meuse it is proposed to build an additional lock
at Lith.

3.4. Waterways of regional Importance

There are certain areas in the Community where iniand waterways are of
greater regional importance and are often not linked up to the main
European network. This chiefly concerns the Po (ltaly), the Douro
(Portugal) and Tagus (Spain and Portugal) basins. Some of these
regions are aiready industrialized and suffer from road traffic
congestion. Others will be able to develop their industrial fabric.
Consequently, the development of iniand waterways will provide enormous
opportunities for them all. The Po network, In particular, Is of
interest to transit traffic passing through Austria and Switzerland,
which give It a certain Community interest.
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Under italy‘s general transport plan construction work is to be carried
out on the Po and Venice waterway network (28), where the voliume of
traffic is considerable (67X of freight In italy is concentrated in the
four regions of Piedmont, Lombardy, Emilia-Romana and Venice). It is
hoped that some of this traffic, which at present operates solely by
road, wil! be transferred to the inland waterways.

The study carried out on the proposed waterway !inking the Adriatic and
the Danube (29), forms part of a project which involves six countries
("iniziative esagonale”).

An application has been made (to the G24) on the Community’'s side for
funding for a feasibility study.

3.5. short and mediun-term priorities in Eastern Europe

Oonce the Main-Danube Iink Iis open and on compietion of some
improvements on the south-east route, around 19685, there will be a
direct link from Rotterdam to the Black Sea for two-barge pushed
trains. The canal Iitself may be open this year, permitting the
carriage of goods by water to and from Austriaz, Hungary, southern
Czechosliovakia and the other eastern European countries through which
the Danube filows.

The main difficulty encountered on this route Iis the draught on the
Danube between Bratislava and Budapest (1.6 m), which makes navigation
risky (28).

Three dams had been planned for the Vienna-Budapest section of the
Danube where it was uneconomic to maintain the draught of 2.5 m on
navigable sections recommended by the Danube Commission along the whole
section. The Hainburg and Nagynaros barrages have not been bulit for
environmental reasons but the Gabcikovo barrage s going ahead.

in the medium and lohg term the upper section of the Danube will
continue to be a bottieneck as the main traffic flows cuiminate here
(10 days’ voyage from the point of ioading). High construction
standards have to be used because of the draught of vesseis and the
problems connected with low water. More modest projects than those
originally planned are now being considered. It should, however, prove
possible to eliminate the bottlieneck downstream from Passau by means of
appropriate measures owing to good hydrauliclity.

3.6. Long-term projects in Eastern Europe

Iin the coming years the need to expand the inland waterway network and
In particular the usefuiness of a |ink between the waterways of the
east-west route and the Danube basin (13) may well show itself in
coentral Europe. Construction of canals between the Elbe, Oder and
Danube is a project on an even greater scale than the Rhine-Main-Danube
link. It would link up east Europsan, German and Polish waterways with
the Danube countries.
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in 1959 the UN Economic Commission for Europe set up a group of experts
to study the feasibility of the project. In 1982 their study was
published and at the present time efforts are being made to encourage
the countries concerned to plian, design and finance the project.

4. Other possibilities for imorovement
4.1, Combined transport

While road and rail transport are approaching the limits of their
capacity on the principal routes, the spare capacity of the inland
waterway fleet could advantageously be utiiized, especially in the form
of combined transport. Container transport and, to a lesser extent,
roll-on roll-off (Ro/Ro) transport on the Rhine and Danube is growing
apace; container transport on the Rhine rose from 40 000 TEU In 1977
to 450 000 TEU in 1990.

in order to build on the assets of combined transport using inland
waterways it Is essential to target minimum technical demands for
vessels, waterways and trans-shippment points (ports/terminals). To
provide cost-effective combined transport services vesseis must be able
to carry containers in stacks of at least 4 wide and 3 high; this
necessitates a minimum helght under bridges of 7 m (including a safety
margin). Ro/Ro services are operated mainly by vessels In class V or
above.

if the minimum infrastructure reguirements (draught, headroom) are
taken into account, the following waterways are well suited to
container transport:

(a) the Rhine: from Basle to the North Sea;

(b) north-south route: Ilinking canals between Amsterdam, Antwerp,
Ghent and between Brussels and the Rhine; the Meuse up to
Namur, and the Juliana and Alibert Canals;

(¢c) south-east route: the entire section of the Danube downstream
from Deggendorf woulid be suitable for 4 wide x 3 high stacked
container transport provided navigablliity upstream from Budapest
ls guaranteed.

The folilowing waterways are suitable to some extent (l.e. for
3 wide x 2 high stacked containers):

(a) Rhine basin: Moseile up to Nancy, the canalized Sarre, the
Neckar ;

(b) east-west route: the Elbe-Seitenkanal, (upgrading of the
Mittel landkanal is proposed);

(¢c) north-south route: Schelidt, Seine as far as Parls;

(d) south-east route: Main-Danube;

(o) the Rhéne and Saéne up to Chailon.
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This network has been defined! by a high-level Working Party set up
under the Councli! Resolution of 30 December 1990. It is based on an
economic and technical analysis of inland waterways’ ability to provide
an eofficient service for container and swap body transport. The
present network Iis not very ilarge but requires Investment Iif it Iis to
be extended. This could be provided through the projects forming part
of the inland waterway master plan.

4.2  Information systems

Rapidly evolving information technology provides an opportunity to
improve traffic guidance and controli. Communication between the
operator of a vessel and an on-shore control centre can lead to greater
efficiency iIn the use of the waterway and greater transport speed and
safety.

The Commission Is considering a proposal concerning potential |IT
applications for inland waterway transport under the RLD programme
European Nervous System (ENS). This will regquire a massive research
programme Into the definition and use of standard European messages for
the operation of locks and traffic control centres along waterways.
One of the main objectives of such research Is the creation of a
harmonized information technology network between the relevant national
authorities; this will make iniand waterways an important component of
the logistics chain with greater use of inland waterway vessels in an
integrated muitimodal transport system.

S. Eollow=up

Although some significant conclusions have already been drawn, It |is
impogsible at this stage to formulate an overall strategy.
Consequently, the work embarked upon by the Group needs to be
cont inued.

Future work should concentrate on:

5.1 forward studies into traffic flows and cost/benefit analyses
which are essentia! to an economic assessment of the master
plan’‘s projects;

§.2 the (primarily environmental) potential of the new |inks given
the pollution which a growth In traffic In other inland modes
might cause without an iniand waterway infrastructure;

5.3 an analysis of techniques enabling inland waterways to be used
for the initial and final stages of freight operations Involving
coastal or short-sea transport;

1 See the Commission Communication concerning the creation of a
European combined transport network (COM (92) 230/4)
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5.4 the use of harmonized information systems for inland waterways
and information technology which will make a significant
contribution to traffic safety and rationallization and will,
thereby, increase infrastructure capacity through more efficient
operation of the existing network; .

5.5 a study of (public or private) financing techniques for inland
waterway infrastructure;

5.6 a more sustained policy to promote the use of iniand waterways
in tandem with infrastructure measures to ensure more effective
investment in network upgrading.

On this basis an overall strategy can be mapped out in the light of
scientific and policy data and the relevant conclusions and
recommendations can be put before the Councii. The Commission will
undertake the requisite work.
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Proposaifor a

COUNCIL DECISION

on the creation of a European inland waterway network

THE COUNCIL OF THE EUROPEAN COMMUNITIES,

Having regard to the Treaty establishing the European Economic
Community, and in particular Article 75 thereof,

Having regard to the proposal from the Commission!,
Having regard to the Opinion of the European Par | lament2,
Having regard to the Opinion of the Economic and Social Comm|ttee3,

Whereas it Iis essential for the proper functioning of the internal
market that the Community‘'s transport Iinfrastructure between major
seaports and the industrialized regions of the European hinterland be
improved and made more efficient through the development of an inland
waterway freight transport network;

Whereas inland waterways can play a greater role in trade, since they
offer a less expensive, less-poliuting and low energy-consuming mode of
transport;

Whereas there is considerable spare vessel and infrastructure capacity
in this sector and it is a mode which lends itself to use with other
modes of transport;

Whereas a master plan must be drawn up to ensure technical consistency
between waterways and to define the priority measures to be taken In
order to develop a European inland waterway network:

Whereas action should focus on the links which carry most freight
traffic in the Community;

Whereas the outiine plans of transport Infrastructure networks are of
an indicative and evolutionary nature and tend progressively towards a
muiti-modal transport system,

—h
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HAS ADOPTED THIS DECISION:

Article 1

The European Iinland waterway network shall incorporate existing river
basins and a number of major traffic arteries using rivers and canals
and the branches and Iinks which connect them. It shall serve
industrial regions and major conurbations and I1ink up the major
seaports. The minimum technical specifications adopted for the
network’s waterways shall correspond to class IV and permit In a
satisfactory way the passage of vessels used for combined transport.
The network shall be deveioped over a period of at least ten years as
specified in the master plan in the Annex.

Article 2

Priority measures shall be taken within the appropriate framework to
create the Iinks which are missing and eliminate the following
bott lenecks:

- upgrading of the Mitteliandkanal and construction of the
aqueduct over the Elbe at Magdeburg;

- upgrading of the |inks between the Eibe and Oder;
- Iinking the Twentekanaa! and the Mitte! landkanal;
- linking the Seine and Scheldt in France and Beiglum;

- upgrading the Scheldt-Rhine I1ink In Beigium (southern section
and Charleroi-Brussels Canal);

- upgrading the eastern section of the north-south link via the
Meuse and the Lanaye and Jullana Canals to the Rhine;

- linking the Rhine and Rhéne;

- upgrading the Elbe between Magdeburg and the Czechosliovak
frontier;

- linking the Main and the Danube and upgrading the Main and
Danube between Straubing and Viishofen;

- upgrading the Danube between Vienna and the Black Sea
(non-Community project).
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Article 3
This plan shai! be Indicative in nature, being intended to promote
action by the Member States and, where appropriate, by the Community
with a view to carrying out projects relating to the networks. This

Decision shall not entalil any financial commitment on the part of the
Member States or the Community .

Article 4
This Decision is addressed to the Member States.

ODone at Brussels, For the Councli

The President
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STATEMENT OF THE IMPACT ON SME AND EMPLOYMENT

Sublect: Proposal for a Council Decision on the creation of a

European inland waterway network

Administrativa obligations arising from appiication of the
prodosed Reaulation

None.

Advantages for smail firms

The development of a European Iinland waterway network will
benefit semal!l businesses In general by improving transport
conditions, and especially small businesses which use semi-
finished products in particular.
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