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Driving force for regions – 
visions for CENTRAL EUROPE.

Focus: Mobility makes European regions more competitive

People: Discussing existing networks and future visions 

Feature: Building connections in harmony with cities and citizens

Profi les: Ways of connecting regions and communities

Projects: Working together on common challenges

Contact: Facilitating the success of projects
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Tackling mobility, accessibility and transport is one of the main goals of 
the CENTRAL EUROPE Programme. Accessibility is a precondition 
for jobs and growth as well as a key factor for economic development 
and the reduction of disparities in the programme area. It facilitates the 
movement of people, goods and information, increases effi ciency and 
improves the development prospects for the regions.
There are not many policy fi elds within the European Union in which 
the goals and achievements are better visible than in transport. For most 
Europeans travelling within Europe without long and time-consuming 
border controls became reality. This is just one example. Mobility is 
more and more becoming an increasing need nowadays. Overcoming 
borders is not just positive in practical terms, it is most of all a strong 
sign for a Europe which is growing together.    

The CENTRAL EUROPE Programme area covers almost one fi fth of the EU landmass and is inhabited by around 28 per-
cent of the EU population. In an area like this, connectivity is a key aspect. Transport and accessibility is not just about hard 
infrastructure like roads, rail and harbours, but it is essential for social and economic life as a whole. As an area Central Eu-
rope provides a differentiated image in terms of accessibility: It disposes of highly accessible regions in its heart but has also 
large areas in rural and peripheral regions, where missing or neglected transport lines cause a weak level of accessibility.
The CENTRAL EUROPE Programme deals with the issue of accessibility as one of its main priorities. As the name Central 
Europe states, the programme area is an important linkage between Western and Eastern Europe and the Baltic and the  

CENTRAL FOCUS

Transport and the Central European regions ........... 4 

CENTRAL PEOPLE

The transport sector provides
more than 10 million jobs .................................................... 8 

Call for change in the EU logistics pattern .............10 

Connection between land and sea .................................14 

CENTRAL FEATURE

The future of the European transport system ........17 

TEN-T: Building far-reaching connections ...............20 

CENTRAL REGIONS

The CENTRAL EUROPE Map ...........................................24

REGIOPROFILES

Speeding up rural communities .....................................26 

The growth of an airport ....................................................30 

Going underground in South Moravia ........................34 

CENTRAL PROJECTS

BATCO/Via Regia+: Promoting 
environmentally friendly transport .............................36 

Overcoming borders in Central Europe

the CENTRAL EUROPEAN2

INTER-Regio-Rail: Removing barriers 
to regional rail transport ...................................................42 

CENTRAL CONTACT

Words teach, examples attract ........................................46 

In the service of fruitful transnational 
co-operation  ..............................................................................48 

IMPRINT ......................................................................................49

THREE  |  SEPTEMBER 2010 3

content

Christiane Breznik Walther StöcklChristiane Breznik

Mediterranean Sea. Without connectivity the European project must fail. Connecting regions and bringing them closer to-
gether is the fi rst step in a series of measures to overcome the challenges which have to be solved.
No region can overcome the challenges alone. And also accessibility and transport cannot be seen as a fi eld on its own. Its in-
terrelations to economy, environment or social policy have always to be in the mind of decision makers. How can transport 
policy create achievements to make Europe greener and environmentally friendlier? How can Europe become more compet-
itive through the use of different forms of connectivity? How can connectivity improve the situation of Europe’s citizens?
This is also true for the projects which have already been approved by the CENTRAL EUROPE Programme so far. 12 
projects in priority accessibility dealing among others with TEN-T networks, green urban transport, logistics, regional rail 
services, ICT solutions and save transport show the broad fi eld of accessibility. But also projects within other priorities are 
strongly connected to the fi eld of connectivity. Projects on zero-emission transport for example or projects dealing with the 
issue of clusters in the automotive sector.   
Having produced a video, in which interviews with citizens in all eight Member States of the CENTRAL EUROPE area 
were performed, showed the high importance of transport issues. This is not only true on a political level, but also one of the 
strong wishes expressed by the citizens. Especially improvements in urban transport are very much expected by the citizens 
in the future.
This third issue of the Central European highlights all the different 
aspects of accessibility. Long distance connections, public transport, 
green transport, high speed internet connections, multimodal logistics 
and many more are presented with new and fresh ideas coming from 
the European, national and regional level. 
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As Swiss transport geographer and spatial researcher Paul 
Messerli has noted, “High speed transport axes are axes of 
prosperity”. Connectivity, communication, and our exten-
sive level of social and economic interaction are essential 
features of everyday life that would be impossible if all parts 
of Europe were not easily accessible.
Even before the Roman Empire reached its peak, long 
streets connected Central European cities and regions. As 
early as 500 BC, Celts built far-reaching roads in order to 
conduct trade. And the Romans achieved a very high stand-
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ard in improving access, constructing the fi rst paved roads 
around 300 BC. The most famous Roman road is by far “Via 
Appia” in today’s Italy. Almost as famous is the fi rst mostly 
paved road connecting different countries, which was the 
4.000-kilometre long “Amber Road”, stretching from the 
Baltic Sea to the Mediterranean.
The purpose of the Amber Road was to make it possible to 
bring valuable amber into the Roman Empire. Although the 
means of transportation have changed since then, the main 
function of transportation remains the same: to overcome 
space in a minimum of time.

A priority in Europe

More than 2.000 years later, transport and connectivity re-
main high priorities on every political agenda, whether on 
the regional, national or European level. Today the EU 27 
contains around 5.000.000 km of paved roads, out of which 
61.600 km are motorways. In addition there are 215.400 km 
of rail lines — of which 107.400 km are electrifi ed — and 
41.000 km of navigable inland waterways.

The CENTRAL EUROPE Programme supports 

projects that deal with transportation and ac-

cessibility with the understanding that Europe’s 

competitiveness and the quality of life of its citi-

zens depend on good mobility. This was true in 

Roman times, and is even more valid today.

By Winfried Ritt and Markus Stradner

Transport  
and the Central European regions

CENTRAL FOCUS
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“Today the EU 27 contains around 
5.000.000 km of paved roads, out of which 

61.600 km are motorways. In addition 
there are 215.400 km of rail lines — of 

which 107.400 km are electrifi ed — and 
41.000 km of navigable inland waterways.“

Winfried Ritt Markus Stradner
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Connectivity and mobility have long been a top priority 
for the European Union. The idea of creating Trans-Euro-
pean networks for transport (TEN-T) had already emerged 
by the end of the 1980s, in conjunction with the proposed 
Single Market. To talk about a big market made little sense 
without providing for the free fl ow of goods, persons and 
services within that market. Properly linked regions were 
essential to establishing a well-functioning Single Market.
The ultimate policy objective of the TEN-T is to establish a 
single, multimodal network, using traditional ground-based 
structures and equipment and intelligent transport systems, 
to enable safe and effi cient traffi c. Increasingly, the objective 
also involves the deployment of innovative systems that not 
only promise benefi ts for transport but also has substantial 
potential for industrial innovation.

Railways, roads, waterways

The infrastructure components of transportation are: road, 
rail and inland waterway networks, “motorways of the sea”, 
seaports, inland waterway ports and airports and other in-
terconnection points between modal networks.

Disparities in the quality of infrastructure increased when 
the EU expanded, and there was a clear need to connect pop-
ulation centres and improve transnational accessibility in-
frastructure. Transport policy especially focused on Central 
Europe because the region connects the western and eastern 
parts of Europe as well as the Baltic and Mediterranean seas. 
Like a knot in the middle of the continent, Central Europe 
is crossed by many transportation connections and TEN-T 
axes. Not less than eight of the 30 priority axes actually pass 
through the centre of Europe, including the railway axes 
from Lyon to the Ukraine border, from Berlin to Palermo, 
from Gdansk to Vienna, another axis reaching from Athens 
to Dresden and the axis connecting Paris with Bratislava. 
One waterway axis connecting the North Sea at Rotterdam 
with the Black Sea in Romania also crosses Central Europe, 
as do the motorway axes between Gdansk and Vienna and 
motorways of the sea, which affect northern German, Polish 
and Italian regions.

A wide range of measures

Along with big infrastructure, multimodal logistics plays a 
crucial role in managing transportation. Deciding the best 
way to connect the different modes of transportation is es-
sential for the competitiveness of a region. It is vital, for 
instance, to facilitate a smooth and easy transition from a 
port to rail or road transport — or to connect an airport 
effectively with public transport. One of the main goals of 
the EU in this respect is to bring more goods from the road 
to environmentally friendlier modes of transportation. In 
2008 almost 75 percent of all goods within Europe were still 
transported by road.
But reducing the negative environmental effects of trans-

portation involves more than long railway connections or 
waterways. Given the need to meet EU goals on climate 
change, encouraging green transport is very important, not 
only for far-reaching connections, but also on the local and 
regional level. And improvements are not just needed in 
public transport, but also in individual transport.
Better accessibility also means improved access to public 
services, information and communication. High-speed ac-
cess to the internet increases competitiveness, especially in 
more rural areas. That is why connecting Europe through 
high-speed internet is one of the major goals of the Europe 
2020 strategy, which was presented by the European Com-
mission in 2010. NeelieKroes, Commissioner for Digital 
Agenda, made this point clear during a speech at the World 
Congress on Information Technology, when she said: “Some 
people compare the roll-out of the internet to the way rail-
way and electricity networks have transformed our lives 
over the last 150 years. They do not mention that we need 
to achieve in 10 years with the internet what we have spent 
150 years achieving with the other networks. Many Euro-
pean countries still lack High Speed Trains: we are promis-
ing high-speed internet by 2020 at the latest. Your jobs, your 
health, your standards of living and your ability to leave the 
world a better place than when you arrived – this all pivots 
around maximising the potential of ICT.”

The role of regions

Transport plays a major role in the Europe 2020 objec-
tives, which focus on intelligent, sustainable and integrated 
growth and seek to address the recent economic crisis. “This 
crisis has reversed much of the progress achieved in Europe 
since 2000. We are now facing high levels of unemployment, 
sluggish structural growth and excessive levels of debt. The 

“The programme could, for instance, build bridges between key actors and strengthen 
links between education and research, policy development and companies.“

economic situation is improving, but the recovery is still frag-
ile. At the same time, the world is moving fast and long-term 
challenges — globalisation, pressure on resources, climate 
change, ageing — are intensifying,” the European Commis-
sion said in a statement when launching the strategy.
All efforts aimed at making Europe more competitive have 
to be followed through with a regional approach. It is 
within the regions that actual policy is set in place, and the 
CENTRAL EUROPE Programme assists on this level by 
bringing regions together to share new solutions to the chal-
lenges of transportation. In addition to facilitating informa-
tion exchange, the CENTRAL EUROPE Programme also 
supports many specifi c projects that address transportation 
needs.
Exchanging experiences on TEN-T, on multimodal and 
green transport, and on better connectivity in the regions 
through the use of ICT will bring positive effects for an area 
that takes up almost a fi fth of the EU landmass, Central 
Europe.  ■

Winfried Ritt is Senior Project Manager at the CENTRAL 
EUROPE Programme Joint Technical Secretariat in Vienna. 
He is fi rst of all in charge of project within priority two of 
the Programme – Accessibility.
Markus Stradner is Head of communication at the CEN-
TRAL EUROPE Programme Joint Technical Secretariat in 
Vienna and editor of the CENTRAL EUROPEAN.

“CENTRAL EUROPE projects, regardless of their focus 
or priority, have to adopt a knowledge-based approach.“
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“Given the need to meet EU goals on 
climate change, encouraging green 

transport is very important, not only for 
far-reaching connections, but also on the 

local and regional level. And improve-
ments are not just needed in public trans-

port, but also in individual transport.“

“Connecting Europe through high-speed 
internet is one of the major goals of the 

Europe 2020 strategy“
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ce: As a Member of the European Parliament, you travel a 
lot, especially between Strassbourg, Brussels and your home 
town in Styria, Austria. What is your experience with long-
distance travel and the local travel you do in different cit-
ies?

Leichtfried: I have mainly had good experiences. I try to 
use the train as much as possible, for example for my jour-
neys to the plenary meetings in Strasbourg. When it comes 
to quality and reliability, I really see that railway systems 
shouldn’t be fully liberalised, like they were in Great Brit-
ain. This spring, when the volcanic ash clouds prevented air 

travel, I saw that rail systems aren’t suffi ciently well estab-
lished and connected, so they cannot handle huge masses of 
riders. I think the public transport sector has to be more 
fl exible, they need to be better linked to local systems, like 
buses and metros, and there should be better links between 
regions – which is one of the most important aspects of my 
work in the Committee on Transport and Tourism.

ce: Because Austria is in the middle of the continent, the 
country is very much affected by all measures involving the 
transport policy fi eld in Europe. What are the main challeng-
es for Austria and the whole Central Europe area in future 
transport policy?

Leichtfried: The aim in developing Austria’s infrastruc-
ture is to help establish Austrian locations as major econom-
ic centres in a climate of intensifying cross-border competi-
tion, and to provide infrastructure that facilitates greater use 
of environmentally friendly modes of transportation. So the 
aim is not just to manage existing or predicted traffi c fl ows 
“passively,” but rather to “actively” shape regional struc-

CENTRAL PEOPLE is a 
forum for interviews with 
political-level stakeholders 
from the EU and the CEN-
TRAL EUROPE Member 
States and regions.

CENTRAL PEOPLE

JörgLeichtfried, Member of the Committee on Transport and Tourism in the 

European Parliament and Head of Delegation of the Progressive Alliance of 

Socialists and Democrats (S&D) of Austria speaks about challenges in European 

rail transport and the importance of big trans European networks.

tures in a way that will meet the needs of Austria’s national 
and regional economies. This has prompted the need for 
an appropriate degree of interoperability, particularly with 
Austria’s neighbours who have just joined the EU, and also 
a focus on the railways, which, because of the amount of 
ground to be made up, will be receiving almost two thirds of 
all proposed investment spending.

ce: You are a supporter of the Baltic-Adriatic corridor. What 
positive impact do you expect from this?

Leichtfried: The Baltic-Adriatic Corridor, one of the most 
important north-south routes in Europe and the eastern-
most crossing of the Alps, connects the Baltic Sea with the 
Adriatic. It runs through Poland, Czech Republic, Slovakia, 
Austria and Italy. Thus it traverses Europe’s former frac-
ture line to connect upwardly mobile economic regions in 
three new member countries with economically important 
agglomerations in Austria, and northern Italy. Advantages 
include the reduction of travel times in 2025: between Vien-
na and Graz from about two-and-a-half hours at present to 
one-and-three-quarter hours; between Graz and Klagenfurt 
from almost three hours at present to less than one hour; and 
between Vienna and Klagenfurt from around four hours at 
present to about two-and-a-half hours in the future.
Of particular concern to me is the Semmering base tunnel 
between Lower Austria and Styria in Austra. The advan-
tages of this are obvious: with the modal shift to rail, we 
can achieve greater competitiveness and time savings, with 
positive consequences for people, the environment and the 
economy.

ce: In your view, what are the major challenges to be 
achieved in future transportation policy?

Leichtfried: The transport sector is extremely important 
for the development of the European Single Market. It will 
enable freedom of movement for citizens and goods within 
the European Union. Transportation is also an essential ele-
ment for the development of the EU and its regions, and it 
has a direct infl uence on the social cohesion of the regions. 
For this reason, transport policy must not be regarded as 
being isolated from other policy areas. The transport sec-
tor represents 10 percent of the EU’s economy – as a pro-
portion of gross domestic product – and it provides more 
than 10 million jobs. But it also produces around 25 per-
cent of total CO2 emissions. Thus, the transport sector is 
directly linked to regional, environmental, economic, social 
and employment policy. The transport sector faces several 
major challenges, including the need to serve a growing and 
increasingly ageing population. I am convinced that popula-
tion growth can create serious problems in terms of safety 
and capacity, because everyone has a fundamental right to 
benefi t from professional and private mobility.

ce: Transport policy is mainly addressed on the national and 
transnational level. What can regions do to improve the situ-
ation in their areas?

Leichtfried: Regions should use the new EU funds to im-
prove their transport systems. Thanks to new rules backed 
by the Regional Development Committee of the European 

Parliament, regional development projects in Member States 
will get faster and easier access to Structural Funds. As part 
of the EU’s “anti-crisis” measures, advance payments will be 
increased for projects that help create jobs in the countries 
hit worst by the downturn. With total resources of �347 bil-
lion for 2007-2013, EU cohesion policy supports budgetary 
stability and public investment in EU regions. It is also nec-
essary to think in terms of transport without borders – tak-
ing a less national and more regional approach.

ce: Transportation and connectivity play a major role in the 
Europe 2020 strategy. What is the position of the European 
Parliament in this respect?

Leichtfried: We have several measurable goals in the trans-
port sector. The most important are: A 40 percent reduction 
in deaths and serious injuries on the roads from 2010 to 2020; 
a doubling of the number of bus and rail users in urban areas 
by 2020; a 20 percent reduction in CO2 exhaust emissions 
from road traffi c compared with 2010, achieved through suit-
able innovation and measures to avoid empty vehicles; a 20 
percent reduction in the electricity used by rail vehicles com-
pared with 2010; starting from 2011, a requirement to fi t an 
ERTMS-compatible system to all new railway rolling stock 
and link lines; a 20 percent reduction in pollution caused by 
aircraft throughout EU airspace by 2020; and fi nancial sup-
port for the creation of multimodal connections (platforms) 
for inland waterway transport to promote a 20 percent in-
crease in the number of such platforms, by 2020. ■

“The transport sector 
represents 10 percent of 

the EU‘s economy and it provides 
more than 10 million jobs. But it 
also produces around 25 percent 

of total CO2 emissions.“

“I think the public transport sector has 
to be more fl exible, railway systems need 

to be better linked to local systems, like 
buses and metros, and there should be 

better links between regions.“

The transport sector provides 
more than 10 million jobs

the CENTRAL EUROPEAN8 THREE  |  SEPTEMBER 2010 9

Jörg Leichtfried
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ce: Does the debate about the future of transport policy at 
EU level complement decisions taken on the national level? 
Can you give an example of this in Italy?

Costa: Unfortunately, this kind of debate is not wide-
spread in Italy, so I cannot give a suitable example. Howev-
er, broadly speaking, on transport policy and especially on 
transport infrastructure, I have noticed a “misalignment” 
between European, national and local priorities. For in-
stance, at the European Union level, the development of a 
competitive railway network is the priority, and this work 

Call for change in the EU logistics pattern

is co-fi nanced by the TEN-T budget, for a maximum of 20 
percent on cross-border projects. Meanwhile, at the national 
level, motorways are enjoying a higher priority, and member 
states are seeking EU fi nancial support through EU regional 
and Cohesion Funds. This support can theoretically amount 
to 80 percent of eligible costs in convergence regions (re-
gions with lowest development rates within EU). This situ-
ation often leads to a lack of funds or huge delays for the 
construction of high-priority projects, which are penalised 
in favor of other projects. This misalignment illustrates the 
diffi culty of raising interest in EU issues at the national level, 
and conversely, a lack of interest in regional or local themes 
at the EU level.

ce: The future of the Trans-European Networks has been 
considered within the Commission´s Green paper on future 
TEN-T networks. Where do you see the main bottlenecks of 
the strategy that is presented by the Commission?

Costa: I personally believe that ensuring the future of 
TEN–T networks depends on two key elements that are 

CENTRAL PEOPLE

Paolo Costa is president of the Port of Venice and a former Member 

of the European Parliament, where he served as chairman of the 

transport committee. The CENTRAL EUROPEAN asked him about 

the future challenges of TEN-T policy, new views on transportation 

connections and the advantages of the port of Venice.

related to the European Commission’s strategy: implemen-
tation and funding.
As for implementation, the EU should make better use of a 
treaty provision (art 171.2 TFU and 171.3) that allows the 
Commission to take any useful initiative to promote coor-
dination among member states for any national-level policy 
that might have an impact on the achievement of the ob-
jectives of TEN-T policy. This strategy should entail, for 
instance, the improvement of planning and implementation 
phases through instruments like an incentive-based mecha-
nism.
The second issue that has not been properly addressed is 
funding. The fi nancial resources available are limited – and 
not even suffi cient to support the current Priority Projects. 
For the next fi nancial period (2014–2020), to be discussed 
next year, it appears that little room is left for an increase of 
this amount. The current economic and fi nancial crisis that 
we are still facing in Europe will narrow even more the avail-
ability of public funds, as it happens during so-called “rainy 
days”, when capital investment is the fi rst item to be can-
celled within public budgets. During the last two years, sev-
eral EU countries, such as Ireland, Spain, Italy and Greece, 
dramatically reduced, or announced plans to reduce, their 
investments in infrastructure – an indication that fi nancing 
a comprehensive network is unrealistic. Moreover, the situ-
ation is not positive within the private sector: A European 
capital market for public-private partnership has not been 
developed fully. In this context, the “added value” required 
of EU co–funding in the implementation of TEN-T is con-
stantly increasing. This brings up another, broader issue: the 
low degree of priority given to TEN-T policy. Increasing 
the importance of TEN-T policy should be a key compo-
nent of the Commission´s strategy.

ce: For planning future Trans-European Networks, the pro-
posed methodology will focus on “core networks,” which 
should overlay the existing “comprehensive network.” How 
will these “core nodes and links” be defi ned? Do you agree 
with this approach?

Costa: I agree with the Commission’s approach, which is 
the result of last year’s public consultation, to create a Core 
Network, consisting of core links connected by core nodes, 
overlaying the existing comprehensive network. It is clear 
that the existing comprehensive network is too broad to 
be implemented and, applying the subsidiary principle, it 
should be left to Member-State or regional-government re-
sponsibility.
However, if we learn from the mistakes of previous TEN-T 
policy, the Core Network should enjoy two additional fea-
tures: It should be affordable and indivisible. The Core Net-
work should be “affordable” in the sense that only links and 
projects that can be co-fi nanced should be included in the 
project. Achieving “indivisibility” means that the network 
should be considered concluded only when the last section 
of the last project enters into operation and so-called positive 
externalities are realised. This Core Network should enjoy a 
“special European interest,” which will enhance the imple-
mentation and the solution of the fi nancing instruments.
The selection of core nodes, and consequently core links, 
will be the main issue for TEN-T development. A hierarchy 
of nodes should be established, creating three layers. In the 
fi rst layer, all the nodes with a national relevance are includ-
ed. In the second layer, nodes relevant to interregional traffi c 
should be included, and at the lowest layer, regional-only 
nodes should be added. The Core Network should ensure 
links among nodes, in the fi rst and maybe on the second 

11the CENTRAL EUROPEAN10

“Misalignment between European 
and national policies illustrates the 

diffi culty of raising interest in EU issues 
at the national level, and conversely, 
a lack of interest in regional or local 

themes at the EU level.“
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“If we learn from the 
mistakes of previous TEN-T 

policy, the Core Network 
should enjoy two additional 

features: It should be 
affordable and indivisible.”

“Cross-border coordination 
and implementation is pre-requisite 

to realising large infrastructure 
projects, such as the cross border 

sections of the core network.”

the CENTRAL EUROPEAN12 13

layer. A further distinction should be made between pas-
senger and freight transport. While core nodes for passen-
ger transport mainly involve cities, the situation is slightly 
different for freight, because ports and inland terminals are 
often located far away from main cities.
Moreover, EU 2020 objectives, such as decarbonisation of 
transport logistics and an increase in competitiveness, re-
quire change within the EU logistics pattern. Asia has be-
come the engine of freight and passenger fl ows: Intra-Asian 
container trade in 2009 has been estimated to be 56.2 million 
TEUs and the traditional transatlantic route is only 10 per-
cent of the total amount (5.2 million), while the Euro-Asian 
route is around 16.2 million TEUs. This tremendous change 
might imply a shift in EU traffi c fl ow from Northern Range 
ports to Mediterranean Ports, as a way of lowering both 
transit time and green-house-gas emissions.
Meanwhile, the convergence of Eastern Europe countries 
has changed internal market trade fl ows: European econom-
ics is increasingly tilting towards the East. Although West-
ern European Countries are still the richest (93 percent of 
EU GDP in absolute terms), Eastern European Economies 
are the most dynamic: The GDP growth rate in the EU 12 is 
2.9 percent, compared to a growth rate of 1.5 percent in the 
EU 15. To cope with those shifts, it is necessary to improve 
port connections and to include them on the future Core 
Network, as in the case of the PP23 Railways Axis (Gdansk/ 
Warsaw Brno/Bratislava Wien towards Bologna and North-
ern Adriatic Port).

ce: How important is coordination on cross-border, or even 
transnational infrastructure development when planning the 
transport networks?

Costa: Cross-border coordination and implementation is 
pre-requisite to realising large infrastructure projects, such 
as the cross border sections of the “core network”. Indeed, 
administrative barriers, diverging national priorities and 
different planning culture between EU member states can 
seriously increase time and costs of infrastructure, hamper-
ing the fi nal construction. For instance on Priority Project 
6 (Lyon-Trieste-Divaca/Koper-Lubjana-Budapest–Ukraine 
Border), it took several years and much effort from Europe-
an coordinators Loyola de Palacio and Laurent Brinkhorst 
to fi nally defi ne a shared solution for Italy and Slovenia. The 
agreement will be signed soon.
During my presidency of the Committee on Transport and 
Tourism at the European Parliament, a fi rst preliminary 
agreement had been signed in 2008, but the route chosen 
was not approved by several Italian public administrations 
and the alternative was not accepted by Slovenian authori-
ties. This is just an example of the challenge involved, but 
translational infrastructure planning is full of these exam-
ples, especially on cross-border sections.
Maybe, as I already mentioned, in this case the EC should 
really make a better use of Trans-European Network treaty’s 
provisions, in order to speed up planning and implementa-
tion process supported by EU coordinators.

ce: The CENTRAL EUROPE Programme supports projects 
forming transnational partnerships of national, regional and 
local institutions to focus on such issues as development of the 
transport networks. Along with connectivity, these projects 
also address economic and environmental considerations. 
Where do you see a value-added of these cooperation projects?

Costa: In my opinion, projects such as those founded by 
the CENTRAL EUROPE Programme have their added 
value in creating room for developing and sharing positive 
experiences, in setting up a network of partners to draw 
shared solutions to common problems and in enhancing in-
novation and knowledge dissemination. Additionally, they 
will contribute to so-called positive externalities such as: 
common “institutional learning”, improvement of internal 
administrative procedures, creation of new business oppor-
tunities for the private sector – as well as creating a network 
of contacts to enhance European society.
In particular, the eastward tilting of the EU economy is en-
tailing a shift from the so called “blue banana” to the “or-
ange pumpkin”, changing transport fl ows and infrastructure 
needed in Central Europe, which is becoming the most dy-
namic part of the continent. Despite the progressive imple-
mentation of several priority projects on railways, road and 
inland waterways, a multimodal transport system is still far 
from complete, and it is crucial for the competitiveness of the 
area because congestion costs and other negative externali-
ties, such as environmental pollution, will increase. Only by 
involving local and regional administrations will it be pos-
sible to tackle such issues as promoting alternative logistics 
services, improving quality of infrastructure and services or 
increasing the quality of Human Resources.

ce: In line with the “Europe 2020” strategy, future transport 
should be cleaner and more innovative. Can you give an ex-
ample of what decision the regional/local level could make in 
order to achieve this objective?

Costa: Regional and local authorities play a great role in 
boosting innovation in the transport sector through the de-
velopment of pilot projects and through the deployment of 
new technologies, which must also be applied elsewhere. 
Incentives should be established at the national and Euro-
pean level for stimulating the continuous innovation proc-
ess. Common programs and projects to boast transnational 
cross-border cooperation among regional and local authori-
ties are a unique tool, of which the EU should make the best 
use. This function of Regional and Local authorities was 
also one of the main issues at the latest International Trans-
port Forum in Leipzig “Transport and innovation: unleash-
ing the potential,” and it was also a key issue at the TEN-T 
Days in Zaragozza.
Current and developing technology for urban mobility 
and city logistics offer several windows of opportunity for 
regional or local governments that are willing to invest in 
innovation. For instance, car sharing or “smart infrastruc-
ture,” which provides real-time information about traf-
fi c, can decrease both road congestion and emissions. For 
freight transport, a good example is given by city ports lo-
cated at the city’s outskirts. The project “Padova city-port,” 
supported by the local municipality, developed a delivery 
network based on clean last-mile transport. Goods are car-
ried in the intermodal terminal “Interporto di Padova,” 
where they are transhipped and re-grouped by their fi nal 
destination and delivered by electric and natural gas-pow-
ered vans. This model has already produced some positive 
externalities: an increase of car-load factor, a reduction of 
both the amount of kilometres and the number of vehicles 
in the city centre.

ce: Since last year you are acting as the president of the Port 
of Venice and are no longer MEP. How did you cope with 
this change of perspectives?

Costa: This change in perspectives has entailed a different 
approach, but I see the “natural” evolution of my previ-
ous work as chairman of the European Parliament’s TRAN 
committee being carried out. Indeed, I am involved in the 
concrete application of several matters in which I was previ-
ously involved, such as the development of the Trans-Euro-
pean Networks, participation at the multiannual and annual 

call for improving Venice Port Infrastructure and security, 
and carrier liability for Cruise passenger rights.
Moreover, I am still deeply involved in transport policy, as 
chairman of the Expert Group on “Trans-European Net-
works and connections outside the EU” and as a member 
of the International Transport Forum Advisory Board, an 
international think thank created within the OECD family.

ce: What role will the Venice port play in future transport 
networks? Can you outline also the biggest challenges the 
Port of Venice is currently facing?

Costa: As an important multimodal node – for inland wa-
terway, railway, road and air transport – connecting Central 
Europe with the Mediterranean and Asia, the port of Ven-
ice will play a key role in the future of the Trans-European 
Networks. Venice, and more broadly the Northern Adri-
atic, enjoy a unique geographical advantage, being the most 
northern part of the Mediterranean Sea.
Indeed, as a study from IAUV University of Venice pointed 
out, Venice has the best transit time for a container sent from 
Asia (via Port Said) to Munich – and also to Paris. This route 
also produces lower CO2 emission than traditional routes 
through the Northern Range.
The current economic and fi nancial crisis is showing that 
there is a shift in global routes, creating a window of oppor-
tunity for developing new traffi c routes.
I think there are three main challenges that the port of Ven-
ice has to face to move from a geographical advantage to an 
economic advantage.
The fi rst one is improving the competitiveness of the Medi-
terranean ports as compared to the North Sea ports, from Le 
Havre to Hamburg. This challenge requires the Venice port 
to build the necessary alliances with all ports from Valencia, 
Spain to Constanza, Romania on the Black Sea.
The second challenge – an integral part of the fi rst – is that 
the North Adriatic ports have to gain the role of multi-ports 
in Europe, managing the ships that access the Mediterranean 
from Suez so that they can go up to the Adriatic. This chal-
lenge can only be overcome by transcending the competitive 
concerns of other multi-ports across the Mediterranean, and 
it is manageable with success only if there is a close alliance 
– made up of cooperation and competition – with the ports 
of Ravenna, Trieste, Koper and Rijeka. The Northern Adri-
atic Port Association (NAPA) was set up for this reason.
The third challenge is one that Venice can only win together 
with the entire Italian port system: This system needs to be 
able to compete with the other European ports on the basis 
of up-to-date norms. At stake is the Italian quota of Medi-
terranean transhipment, especially for the ports of Southern 
Italy, and the quota of the overall European market, with the 
multi-ports of the Tyrrhenian and the Northern Adriatic. ■
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ce: The Port of Koper is a large harbour with a long his-
tory and high importance for moving people and goods in 
Central Europe. What are the main challenges that ports in 
Europe like yours are facing in the 21st century?

Veselko: Today, the port is not merely a harbour for trans-
ferring freight between sea and land, it is also a distribu-
tion centre and a vital logistics hub. Thus its facilities and 
organisation must be able to meet the requirements of its 
clients. At the same time, Luka Koper� the company that 
operates the Port of Koper� faces ever-increasing expecta-
tions and demands from the local community. Accordingly, 

the company strives to establish a balance between commer-
cial demands and objectives and the needs of the social and 
physical environments in which it operates.

ce: There has been steady growth in cargo throughput at the 
Port of Koper. Does that imply that new investments and 
massive enlargements of the port’s area are being made?

Veselko: Cargo throughput at Koper increased from 5.1 
million tonnes in 1993, to 16 million tonnes in 2008; those 
15 years saw the biggest growth in the port’s 50-year his-
tory. Last year, cargo dipped to 13 million tonnes as a conse-
quence of the global recession, and this was the fi rst down-
turn in throughput in the company’s history. This decrease 
is defi nitely a transitional phenomenon, and the trend will 
undoubtedly turn upwards again.
During its decades of growth, the port did not expand in 
terms of area. Indeed, it remained confi ned within the zone 
prescribed for it 40 years ago. However, many new open and 
enclosed storage facilities and much transport infrastructure 
has been constructed over the years. Meanwhile, a great deal 

CENTRAL PEOPLE

The Port of Koper in Slovenia has grown in symbiosis with 

the environment and local population for 50 years. CENTRAL EUROPE 

asked Gregor Veselko, President of the Port of Koper Management Board, 

about the past and future of the port, and efforts to cooperate with 

partners from different regions and countries.

of investment has been made into the acquisition and up-
grading of machinery and equipment. In recent years, a large 
portion of these investments have supported technological 
measures and technical solutions in the fi eld of environmen-
tal protection and ecological preservation.
Spatial expansion has been made seaward, through invest-
ment in the extension of Pier I and the reclamation of its 
hinterland areas work that allows for an increase in handling 
and storage areas for the container terminal. This invest-
ment, which was completed last year, now allows the port 
to service the largest post-Panamax vessels. Due to the fact 
that the Port of Koper has been rather compressed within 
its given frame, expansion will become essential in the near 
future: We intend to construct a third pier and expand the 
port into the hinterland.

ce: How do you combine these expansions with protection of 
the environment?

Veselko: First of all, it should be mentioned that the Port 
of Koper rose from the sea, i.e. through land reclamation 

Connection between land and sea

and in-fi lling. Thus, over the decades, new areas of land have 
been created. The principles of sustainable development and 
a company policy oriented towards environmental protec-
tion mean we must utilise the space as rationally as possi-
ble. Meanwhile, impacts on the environment are remedied 
at source, or at least kept to their lowest and most tolerable 
level.

ce: Can you name some of the measures taken already in 
order to minimize the negative environmental impact of the 
port’s core activities?

Veselko: The provision of all port services has been com-
plaint with the ISO 14001 environmental management 
standard for 10 years. We constantly monitor and control 
the impacts of port operations on the environment, while 
co-operating with the competent professional environmen-
tal institutions. Real-time measurements of noise and dust 
particle emissions are published online through Luka Kop-
er’s portal (http://www.zivetispristaniscem.si/). In relation 
to cargo handling operations, we monitor and analyse the 
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“During its decades of growth, the 
port did not expand in terms of area. 

Indeed, it remained confi ned 
within the zone prescribed 

for it 40 years ago.“
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actual and potential impacts on the environment, as well as 
deploying such technical measures as anti-dust curtains, wa-
ter sprays and enclosed conveyor systems. Through the in-
troduction of adequate technologies, we are able to ensure an 
optimal reduction in environmental impacts. The company 
also attends to the rational consumption of energy and wa-
ter, and it separates, processes and recycles the wastes gener-
ated by port-related activities to the highest extent possible. 
(Separated waste accounts for 85 percent of the total.)

ce: A port is also a place close to the water where people live 
and walk for recreation. How do you combine the economic 
and social aspects of your activities? Do you involve the citi-
zens of Koper in your activities?

Veselko: The creation and expansion of the Port of Ko-
per has substantially infl uenced the development of the city 
of Koper and the neighbouring region. The port provides a 
great deal of employment, not only for those who actually 
work in the company, but also for about 500 others who 
work in related sectors, such as transport and forwarding 
services. In addition to the economic benefi ts it provides, 
Luka Koper has for decades contributed to the social devel-
opment of the town by fostering activities and endeavours 
in such spheres as sport, culture and the arts. The company 
has also provided donations and sponsorship for health-ori-
ented and humanitarian activities that improve the quality 
of life in the region. Through the adoption of the national 
spatial plan for the Port of Koper, the local community will 
acquire additional areas that are currently used by the port. 
Furthermore, Luka Koper has made substantial investments 
into local infrastructure (roads, a marina and recreational ar-
eas); and, through guided tours of the port, we try to famil-
iarise people with our activities.

ce: Good cooperation with a range of partners is essential to 
achieving success and positive economic development in the 
transportation business. What importance does international 
cooperation have for your activities?

Veselko: Even in the fi rst decade of its operation, Luka 
Koper became more international as it started to outgrow 
its original function of supplying the Slovene economy. To-
day, only 30 percent of total cargo throughput is going to 
the local market, while 70 percent is transit cargo going to 
other Central and Eastern European markets. When Slov-
enia became a full member of the European Union, the Port 
of Koper also became a Border Inspection Post for cargo 
arriving from overseas. Luka Koper is thus fully engaged in 
the global economy, and international co-operation is an es-
sential component of our marketing and operations.

ce: The development of multimodal systems in the transport 
sector is taking on increasing importance in recent years. How 
is the port involved in this cooperation? Is there still potential 
to enhance the connection between water, rail and road?

Veselko: Multimodal transport is an essential element in 
global logistics chains: From the place of origin to the fi nal 
destination, freight has to be transported by various means. 
The philosophy of logistics has evolved in parallel with tech-
nical solutions employed in multimodal transport, with per-

haps the most evident of these solutions being containerisa-
tion. Practices have been upgraded and refi ned to employ 
the most rational, effi cient and — from a broader perspective 
that includes the need for environmental protection — the 
most appropriate modes of transport. One such practice that 
has been developed in recent years is the EU’s Motorways 
of the Sea project, a transport policy that can considerably 
contribute to relieving the problem of Europe’s congested 
overland transport infrastructure.

ce: The CENTRAL EUROPE Programme empowers re-
gions by supporting cooperation activities. Your institution is 
especially interested in establishment of logistic alliances and 
platforms. Can you give a concrete example of how you can 
benefi t from this experience and what such projects can do 
for you?

Veselko: Currently our most intensive engagement in this 
fi eld pertains to the activities of the recently founded North 
Adriatic Ports Association (NAPA). In conjunction with 
three Italian ports (Trieste, Venice and Ravenna) and the 
Croatian Port of Rijeka — which will soon be joining the 
Association — we intend to establish a Northern-Adriatic 
port system. This new port system will serve the require-
ments of the hinterland economies, and Central Europe as a 
whole. The intention is to simultaneously cater for a portion 
of the cargo emanating from the Far East, which is currently 
shipped via a much longer route through the congested ports 
on the northern side of the European continent.
Luka Koper also enjoys good commercial and logistical re-
lations with the Cargo Center Graz in Austria. One recently 
completed development project has been the creation of an 
inland road-rail container terminal at Curtici near Romania’s 
western border with Hungary. The company is also engaged 
in a number of European projects and collaborates with nu-
merous partners in Slovenia and the broader region. ■

The rapid and uncontrolled growth of mechanical modes 
of transportation over the last two centuries has upset the 
balance of urban development. European cities used to 
develop in harmony with the landscape, environment and 
social structures in a way that allowed for the establish-
ment of infrastructure that was not only functional over the 
long-term but also beautiful. When walking was the main 
mode of transport, it was essential to eliminate the need for 
long-distance travel. All necessities for life and social devel-
opment were accessible within walking distance, and cities 
were designed in a way that minimized the amount of body 
energy required for mobility.
The situation changed when artifi cial energy was used to 
power rail-based vehicles that could carry people around 
the city and between other cities at a rapid rate: The balance 
between the urban and rural environment was lost. Goods 
and people could now be concentrated in urban agglomera-
tions, where railway stations and tram or subway networks 
were built. These modes of transport changed the macro-
urban structure, but they did not impact the harmonious 
relationship between humans and their urban environment. 

That harmony remained one of the strong points of Euro-
pean cities.
It was the introduction of the automobile, offering individ-
ual transport in cities, that fostered truly dramatic changes 
in urban life after World War II. Public space, for millen-
nia the life’s blood of many human activities within cities, 
was converted into carriageways and parking for cars. Free 
movement for automobiles was given priority over other 
concerns in land-use decisions.

The 20th century fascination with automobiles

The effortless speed offered by automobile transportation 
was so impressive that transport and urban planning profes-
sionals often uncritically extrapolated personal experiences, 
making decisions based mainly on plausible assumptions 
rather than scientifi c sound grounds.
The three pillars of traditional transport science are:
• growth of mobility
• time saving by increasing speed
• freedom of modal choice

CENTRAL FEATURE

Hermann Knofl acher from the Technical University of Vienna, 

Institute of Transportation Research Center of Transport Planning 

and Traffi c Engineering advocates for changes in the urban traffi c 

situation to improve the quality of life for its citizens.

The future of the European transport system: 
Harmony between city and transport

“Luka Koper has for decades 
contributed to the social development 

of the town by fostering activities 
and endeavours in such spheres 

as sport, culture and the arts.”
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While it is tempting to assume that automobiles affect these 
three pillars positively, an examination shows this is not the 
case.

More trips is not more mobility

Growth of mobility has become a mantra in transport policy 
as well as in transport science. But it is necessary to question 
what mobility means. The empirical evidence suggesting 
that automobiles increase mobility is based on the observa-
tion that the number of car trips increases with increased 
motorization. In 1975 I discovered a similar relationship be-
tween the length of cycle paths and the percentage of cyclists 
in cities. If we combine these two observations, we could 
use the fallacious argument that we would have maximum 
mobility if the people buy more cars and we only build cycle 
paths. This is obviously not true.
What is counted in both cases is the number of trips taken, 
but there is no analysis of the purpose of these trips. Why 
does a person leave their home? To fulfi ll some need that 
cannot be fulfi lled at home or in the neigbourhood – so there 
is a defi cit of opportunity that forces someone to go farther 
than they can walk. Viewed this way, increased trips means 
there is an increased number of defi cits – which is negative.
Since each trip has a purpose and the number of purposes 
does not change, there is no real increase in mobility. The 
number of trips hasn’t changed. Each trip by car replaces a 
walk, a trip by bicycle or a trip with public transport.
Given that the number of trips taken is constant, the trans-
port system does not foster “growth in mobility” but rather 
growth in automobile trips as opposed to other kinds of 
trips. Still, some researchers would look at increased car 
trips and reach the misleading conclusion that mobility is 
growing.

Faster trips do not save time

The average travel speed in Austria for individual movement 
increased about ten times between 1955 and 1980. If greater 
travel speed saves time, there must be plenty of spare time left 
for the Austrians – and even more for the Germans, whose 
travel speed is even faster. But we are not seeing an increase 
in free time. What is happening? Empirical data about travel 
time distribution show that all individual transport users 
– pedestrians, cyclists, motorcyclists and car users – spend 
the same amount of time on travel as they always did.
This is because increased speed makes it possible for people 
to travel further. As the speed of transportation increases, 
the distance travelled increases proportionally. The system is 
not reducing travel time. In fact congestion has increased.

Effects of high speeds on local business

Low-speed transport systems encourage local contacts and 
strengthen communities. These transport systems are nec-
essary to support small- and medium-sized enterprises, to 
facilitate long-term employment and to encourage social 
contacts within society. High-speed transport works against 
the kind of community-centred system that is valued by a 
future-oriented human society. In the last 40 years, I have 
successfully introduced bottlenecks for cars with positive 
effects for the local economy and the health and happiness 

of people. By using pedestrianised urban areas and intro-
ducing priority for cyclists and surface public transport, it 
is possible to achieve positive results from increases in con-
gestion. The city of Vienna, which has implemented these 
kind of measures since 1975, was rated the world’s most live-
able city in 2009 and 2010 by the Mercer Quality of Living 
Survey. Thus it is a misleading simplifi cation to calculate an 
economic loss due to congestion.

Freedom of modal choice – but not for real people

As I showed in 1975, the relationship between car and hu-
man is based on an extremely basic evolutionary level: body 
energy. Compared to a pedestrian, the driver of a car ex-
pends half the body energy per minute while moving 10-
30 times faster than a pedestrian. The opportunity to save 
body energy gives drivers a very instinctive and deep-seated 
attraction to cars. This kind of physical connection can be 
stronger than the connection that binds inhabitants to their 
city, their environment – even their family.

A focus on traffi c fl ow is not the answer

Addressing traffi c fl ow will not solve modern transport 
problems. In the past, when congestion appeared, bottle-
necks were removed, more lanes were provided and mo-
torways were built. Yet, as more of this infrastructure was 
provided, congestion increased. Traditional transport plan-
ning and transport policy has actually created problems for 
transport and the environment, rather than solving them. It 
is important to avoid a damaging concentration on reducing 
congestion.

Parking is the problem

Existing parking regulations mean that people must be pro-
vided parking places where they live, work, shop, etc. Mak-
ing room for all that parking is a perfect way to trap peo-
ple into becoming drivers while destroying public transit. 
The focus on parking spaces has two negative effects: urban 
sprawl in housing and concentration of economic activities 
outside of the city, close to motorway junctions. The inner 
structure of the city has been destroyed due to the space de-
mands of cars, which crowd out activities that are important 
to a liveable city. With the loss of quality of life in the city 
centre, people seek to move to better places around the edge 
of the city, thereby increasing urban sprawl. Today, thanks 
to 50 years of urban planning that has mistakenly empha-
sised the importance of parking spaces, many people in 
Europe are trapped in the car society. They have no pedes-
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trian access to workplaces, shops or social activities, but 
instead live alongside endless carriageways with parking 
lanes, in a system dependent on the availability of cheap fos-
sil fuel.

The solution: Change of the parking structure

The solution to the problem lies in reorganisation of park-
ing. It must be a core goal of the European Commission 
to give people a chance to at least choose between public 
transport and cars. To achieve this goal, the Commission 
should develop a guideline stipulating that the distance be-
tween human activities and parked cars must be greater than 
the distance between human activities and public transport 
stops. This would put a focus on local community and ac-

tually create time by reducing travel. Increasing the variety 
of human activities within walking distance will support 
small- and medium-sized enterprises, improve employment, 
reduce dependency on fossil fuels in Europe and strengthen 
public transport. High-speed trains are not the future. What 
we need is a well-operated railway network providing op-
portunities for people to travel in a socially positive mode 
from one point in Europe to any other. We don’t need to 
build motorways for truck transport, but rather hundreds 
of rail stations for good transportation that connects each 
region with the others in a safe and environmentally friendly 
manner. Cars should be parked outside of the cities, villages 
and settlements, so that the centres of our communities have 
fresh air and a quieter environment, where people can live 
safer, healthier lives. ■

“It was the introduction of the automobile, 
offering individual transport in cities, 

that fostered truly dramatic changes in 
urban life after World War II. It must be 
a core goal of the European Commission 
to give people a chance to at least choose 

between public transport and cars.“
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ce: The Trans-European Transport Network Executive 
Agency (TEN-T EA) is in charge of managing the technical 
and fi nancial implementation of the Trans-European Trans-
port Network (TEN-T) programme. What was achieved so 
far and what are the next steps?

Beckers: The TEN-T EA is currently managing a port-
folio of more than 400 open projects, from both the 2000-
2006 and 2007-2013 funding schemes. The majority of the 

projects and most of the funding – totalling �8 billion for 
the period 2007-2013 involve the rail sector, which alone ac-
counts for more than�4 billion in projects.
Out of the 30 Priority Projects established by the European 
Commission, four have already been completed: the Betuwe 
line, the Cork–Dublin–Belfast–Stranraer rail axis, Malpensa 
airport and the Øresundbridge. And progress is being made 
every year on the remaining initiatives.
The main objective of the Agency is to increase the effi cien-
cy of the technical and fi nancial management of the TEN-T 
programme and its projects. It completed its fi rst year of full 
operational and fi nancial autonomy in 2009, and achieved a 
number of specifi c objectives including:

•  a decrease in response time to benefi ciaries’ queries and 
requests for payment;

•  shortening of the time needed to evaluate and adopt fund-
ing decisions;

•  the launch of its external website;
•  successful organisation of the 2009 TEN-T Calls for Pro-

posals, including an Info Day and external evaluation.

CENTRAL FEATURE

„The TEN-T Executive Agency is responsible for managing the technical 

and fi nancial implementation of the TEN-T programme and is therefore 

one of the EU‘s most important conduits of infrastructure funding. Dirk 

Beckers, Executive Director of the agency answers questions about the 

effects that big transport axis have on European regions.“

In 2010, the Agency will continue to build on its successes 
and increase the effi ciency of operations by streamlining 
working methods, internal organisation, structure and staff 
management, while also developing new tools.

ce: The Central Europe Programme area — which includes 
the Member States Austria, Czech Republic, Germany, Hun-
gary, Italy, Poland, Slovenia and Slovakia — is crossed by 
many European transport axes. What are the most important 
effects for this region coming from TEN-T projects?

Beckers: TEN-T projects offer great return in terms of 
speed, safety, environmental protection and effi ciency, to 
mention but a few positive effects. The regions where these 
projects are located — and especially those crossed by pan-
European Priority Projects, PPs — benefi t from having a 
revamped or brand new transport infrastructure network 
(be it air, river, sea, rail or road) capable of matching the de-
mand of both freight and passengers. This, in turn, leads to 
increased prosperity as people and goods are allowed higher 
mobility.

Of course there is also the practical aspect of having often 
large infrastructure works in the regions, something which 
leads to higher levels of employment and has a positive fall-
on effect on the whole of the economy.
These regions will also see a shift to more environmentally 
friendly modes of transport in the future, as these are priori-
tised during the allocation of TEN-T funding, again ensur-
ing a benefi t in real terms for citizens.

ce: What are some of the most promising TEN-T projects in-
volving countries of the Central Europe area? Why are these 
projects important?

Beckers: Central Europe is in a strategic position with re-
gards to transport infrastructure, linking the western side of 
the continent with its eastern and southern regions. Projects 
in the region are hence abundant and cover all modes of 
transportation. Furthermore, the area is also crossed by a 
number of Priority Projects, which by their very defi nition 
can be understood to be of key importance to the network 
as a whole. These are:

TEN-T: Building far-reaching connections
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“TEN-T projects offer great 
return in terms of speed, safety, 

environmental protection and 
effi ciency. The regions where 

these projects are located benefi t from 
having a revamped or brand new 

transport infrastructure network.“

“These regions will also see a 
shift to more environmentally 

friendly modes of transport 
in the future, as these are 

prioritised during the 
allocation of TEN-T funding, 

again ensuring a benefi t in real 
terms for citizens.“
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PP 6: Railway axis Lyon-Trieste-Divaca/Koper-Divaca-
Ljubljana-Budapest-Ukranian border, an important 
east-west link crossing the Alps between Lyon and 
Turin and between Italy and Slovenia.

PP 1:  Railway axis Berlin-Verona/Milano-Bologna-Na-
poli-Messina-Palermo, a key north-south axis 
crossing the Alps along the Brenner Corridor. One 
of the TEN-T EA‘s largest projects, the Brenner 
Basis Tunnel is located on this Priority Project.

PP 17: Railway axis Paris-Strasbourg-Stuttgart-Wien-
Bratislava, an east-west oriented axis crossing very 
densely populated areas in the centre of Europe.

PP 18: Waterway axis Rhine/Meuse-Main-Danube, one of 
the longest corridors, crossing Europe transversally 
from the North Sea at Rotterdam to the Black Sea 
in Romania.

PP 25: Motorway axis Gdansk–Brno/Bratislava-Vienna, 
linking Gdansk, Poland to the Czech Republic and 
Slovakia.

PP 23: Railway axis Gdansk–Warszawa–Brno/Bratislava-
Wien, consisting of the modernisation of the two-
branch railway axis between Gdansk, Poland and 
Brno, Czech Repblic with Nove Mesto and Vahom 
in Slovakia.

PP 22: Railway axis Athens–Sofi a–Budapest–Wien–Praha–
Nürnberg/Dresden, linking eastern Member States 
through a major railway axis.

PP 21: Motorways of the Sea, affecting northern Germany, 
Poland and the Italian regions.

Naturally all projects lying outside these PPs are also im-
portant, as they all ultimately contribute to the realisation of 
the Trans-European Transport Network. More information 
can be found on the TEN-T EA‘s website (http://tentea.
ec.europa.eu/en/ten-t_projects/).

ce: The Commission has launched a big consultation process 
on the TEN-T policy. What were the main fi ndings of this 
consultation?

Beckers: The European Commission opened the TEN-T 
policy review by publishing a Green Paper (COM (2009) 44 
fi nal) on which more than 300 stakeholders expressed their 
views in a Public Consultation. The Commission published 
a “Summary Report on the Public Consultation” and other 

EU institutions and consultative bodies have also reacted to 
the Green Paper.
Furthermore, in order to review the trans-European trans-
port network policy, the Commission has set up six expert 
groups, dealing with: methodology, integration of transport 
and TEN-T policy, intelligent transport systems and new 
technologies, connection of the TEN-T to third countries’ 
networks, fi nancing in general, fi nancial instruments, and 
non-fi nancial instruments.

ce: By 2020, TEN-T will contain 89,500 km of roads and 
94,000 km of railways, including around 20,000 km of high-
speed rail lines suitable for travel at 200 km/h or more. The 
inland waterway system will amount to 11,250 km, includ-
ing 210 inland ports, and there are a further 294 seaports and 
some 366 airports. Which means of transport are of major 
importance for Europe’s transport scheme?

Beckers: All means of transport affect the co-modal use 
of the network. It is of major importance to maximise the 
effi ciency of each mode, both individually and collectively. 
Currently the approach is to stimulate the growth of trans-
port modes that can contribute to shifting traffi c from our 
already congested road network and can do so whilst at the 
same time improving the impact on the environment.

ce: Improving the environmental quality of Europe is one of 
the important policy fi elds for the European Union. As trans-
port is one of the main polluters, how can TEN-T projects 
help to improve the situation?

Beckers: First and foremost it is worth mentioning that all 
TEN-T projects have to comply with the relevant EU leg-
islation regarding the environment (Natura 2000, the Water 
Directive, etc.) and hence they offer a guarantee to citizens 
that no environmental harm will come from the building of 
infrastructure.
In addition to this, TEN-T projects favour environmentally 
friendly modes of transport, like rail or inland waterways. 
Out of the 30 Priority Projects, only fi ve involve road infra-
structure. This approach means that in the future passenger 
and freight traffi c will benefi t from improved infrastructure 
in modes that are increasingly environmentally friendly. ■ 

“All TEN-T projects have to comply with 
the relevant EU legislation regarding 

the environment and hence they offer a 
guarantee to citizens that no environmen-

tal harm will come from the building of 
infrastructure.“
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KÄRNTEN

OBERÖSTERREICH

SALZBURG
STEIERMARK

TIROLVORARLBERG

BERLIN

FRIULI-
VENEZIA 
GIULIA

BAYERN

BRANDENBURG

MECKLENBURG-VORPOMMERN

SACHSEN

SACHSEN-ANHALT

THÜRINGEN 

VENETO

VALLE 
D’AOSTA

BOLZANO

LIGURIA

LOMBARDIA

PIEMONTE

TRENTO

EMILIA-ROMAGNA

PRAHA

STŘEDNÍ ČECHY

JIHOZÁPAD

SEVEROZÁPAD

SEVEROVÝCHOD

ZACHODNIO-
POMORSKIE

LUBUSKIE

CENTRAL EUROPE covers eight 

EU Member States and more than 

60 regions. About 148 million citizens 

or 28 percent of the EU population live in 

this area. It is an area with high economic 

disparities and great opportunities. 

It is also an area that is growing 

closer, where increasing cross-border 

and transnational cooperation helps 

to overcome borders that have been 

so important in the past.

BADEN-WÜRTTEMBERG

CENTRAL REGIONS

DEUTSCHLAND

ÖSTERREICH

ITALIA

SLOVENIJA

MORAVSKOSLEZKO

BURGENLAND

NIEDER-
ÖSTERREICH

    NYUGAT-
 DUNÁNTÚL

DÉL-DUNÁNTÚL

KÖZÉP-DUNÁNTÚL

DÉL-ALFÖLD

ÉSZAK-ALFÖLD

        ÉSZAK-
MAGYARORSZÁG

    KÖZÉP-
MAGYARORSZÁG

ZAKARPATTIA
CHERNIVTSI

IVANO-FRANKIVSK

LVIV

VOLYN
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OPOLSKIE

WIELKOPOLSKIE

KUJAWSKO-
POMORSKIE

ŁÓDZKIE

ŚWIĘTOKRZYSKIE

MAZOWIECKIE

ZÁPADNÉ 
SLOVENSKO

STREDNÉ 
SLOVENSKO

VÝCHODNÉ 
SLOVENSKO

This issue highlights 
the following regions:

Bayern Region

Jihovýchod Region

Wielkopolskie Region

WIEN
BRATISLAVSKÝ

ŚLĄSKIE

MAGYARORSZÁG

SLOVENSKO
ČESKO

POLSKA

UKRAJINA



Speeding up rural communities

REGIOPROFILES

The use of faster internet to improve connections, 

especially in more isolated areas, has been an important facet 

of the European agenda, especially since 2005. The example of 

Bavaria shows that there are many ways to achieve this goal.

Regioprofi les 
offers a platform 
for regions to share 
strategic visions, 
achievements and 
ambitions.
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In 2005, when the European Commission launched its 
i2010 Strategy, the goal was to make Europe more competi-
tive through further integration of information and com-
munication tools into the economy — and into the lives of 
all citizens.
Germany has been on the forefront of implementing the 
strategy, and the work undertaken in Bavaria, and the rest of 
the country, provides a good example of what can be done.
The i2010 strategy has three main focal points: developing 
an open and competitive market for information society 
services; increasing European Union investment into re-
search on information and communication tools; and sup-
porting the creation of an information society that includes 
everyone living in Europe.
When the Commission presented its half-term report in 2008, 
some progress had been achieved. More than 50 percent of 
the people in the EU already used the internet on a regular 
basis, 80 percent of them were connected through broadband 
and 60 percent of all public services in Europe were com-
pletely available online. In the year 2007, 40 million people in 
Europe had newly begun to use the internet and 77 percent 
of all companies in Europe used a broadband connection.
Nevertheless the EC also found some huge challenges to 
be overcome in future. While Sweden, Finland and Den-
mark posses a high rate of research activities in the fi eld of 
information and communication and have an 11-18 percent 
higher broadband connection rate than the United States, 
countries like Slovakia, Poland and Latvia do not even reach 
1 percent of the population with broadband.

Europe 2020: Digital agenda stays on the radar

In general the indicators in 2008 showed a huge gap in con-
nectivity between the different Member States. One fi nding 
was that around 40 percent of all Europeans never used the 
internet. The internet defi cit is especially high in Bulgaria, 
Romania and Greece, where more than 60 percent of the 
population never used the internet. That is why Viviane 
Reding, then Commissioner for Information Society and 
Media, called for Member States “to increase their efforts in 
order to close the gaps, improve cross-border communica-
tion services and advance these services which connect rural 
and remote areas to the data highway.”
Now that we are in 2010, the digital agenda of the i2010 
Strategy is still of high relevance for the EU. The Europe 
2020 Strategy, one of the fl agship initiatives proposed by 
the EC, calls for sustainable economic and social benefi ts 
from a Digital Single Market and demands that all Europe-
ans should have access to high-speed internet by 2013.
One of the countries taking impressive steps in this direc-
tion is Germany. Since 2002, the German federal govern-
ment has been seeking to make it possible to connect every 
German household with broadband by the end of 2010. 
As a second step, the German government is seeking to 

make 75 percent of all households connected via a line with 
50MBit/sec by 2014.
As a web page about the initiative explains: “It seems to be 
clear that area-wide, fast internet connections are as indis-
pensable for a modern information society as electricity, wa-
ter and streets.”
Despite its initiatives, Germany had a big gap between met-
ropolitan and rural areas in terms of internet connections for 
a long time. In 2007, the EC agreed to help Germany, with 
�141 million to support an increase in the number of high-
speed connections, especially in rural areas. Neelie Kroes, 
the current European Commissioner for Digital Agenda and 
former European Commissioner for Competition has said: 
“I am glad that German people and enterprises in rural areas 
will have the possibility to close the gap with metropolitan 
areas through investments taken by public bodies.”

Connecting rural areas

Around 800 municipalities did not have internet connec-
tions at the time this effort began. Taking the fi gures of 2008 
in account, Germany is in most cases above average in con-
nectivity, but nevertheless not on top. With 27.5 percent 
broadband penetration, Germany exceeds the EU average, 
ranking ninth overall. Three quarters of all households have 
internet access but only 73 percent of them use broadband 
connections and only half of all broadband subscribers have 
access speeds above 2Mbit/sec — in this respect Germany 
ranks 17th among the EU 27. The DSL coverage in rural ar-
eas, on the other hand, has grown from 55 percent in 2005 to 
89 percent in 2008. In rural DSL coverage, Germany again 
ranks ninth in the EU.
One reason for the low penetration of high speed internet is 
the strong concentration on Digital Subscriber Line (DSL) 
connections in Germany. In all, 97 percent of internet us-
ers employed this technology for their connection to the 
web. In comparison to all countries in Europe, this marks 
the lowest number of alternative infrastructure for broad-
band technologies. One disadvantage of DSL is that not all 
households can be technically connected via this technology. 
Alternatives only existed in areas that were already well con-
nected. But in recent years, possible alternatives are increas-
ing in areas where there is no DSL connection available.
Different solutions have been explored. One of them is to 
use TV frequency ranges that are not used anymore due to 
the change from terrestrial to digital transmissions. Another 
opportunity is expanding the internet via the electricity net-
work or satellite and wireless LAN connections.

Co-funding speedy connections in Bavaria

Bavaria has started a very ambitious project in this respect. 
In order to delete white spaces in broadband coverage from 
its map, the region began an initiative to co-fund different 
possibilities to connect rural areas to the data highway. After 
two years, Bavaria is already able to give some good prac-
tice examples that show that various alternatives may help to 
close the gap between regions with high broadband internet 
penetration and the ones with less penetration.
More than 370 applications for additional funds for projects 
in the County of Bavaria were accepted by 2010. The fi rst 
co-funded project to provide high speed internet via fi -

“In general the indicators in 2008 showed 
a huge gap in connectivity between the 

different Member States. One fi nding was 
that around 40 percent of all Europeans 

never used the internet.“

the CENTRAL EUROPEAN28

bre optic cable was undertaken in the small community of 
Mühlhausen. At the groundbreaking for that project, Katja 
Hessel, State Secretary for Economic Affairs in Bavaria, 
noted: “Quick internet connection provides small- and me-
dium-sized business of the community a big advantage of lo-
cation. Mühlhausen has taken the right step into the future.”
The same technology has since been used to expand coverage 
to other rural areas, such as Diedorf, where 2,700 households 
and 75 companies were connected to the internet. Shortly af-
ter the project in Mühlhausen, in July 2009, the fi rst co-fund-
ed wireless LAN connection was set up in Postbauer-Heng. 
“The example of Postbauer-Heng shows the importance 
of alternative providers for a better broadband infrastruc-
ture,” said Martin Zeil, Minister for Economy in Bavaria.

A different solution was chosen by Bernbeuern, where 
quicker internet connections were made possible with Uni-
versal Mobile Telecommunications System (UMTS) tech-
nology. UMTS can be an economical and speedy solution, 
especially for smaller communities.
Yet another route worked for Schnaitsee, which became the 
fi rst community in Bavaria to provide broadband via fre-
quencies that became available when terrestrial TV channels 
went digital.
As the example of Bavaria shows, when it comes to expand-
ing broadband, there are a lot of roads that lead to Rome. 
The rest of Europe can take some lessons from the region 
as the EU continues to prioritise the development of more 
competitive, stronger broadband in rural areas. ■

“It seems to be clear that area-wide, fast internet connections are as indispensable 
for a modern information society as electricity, water and streets.”

“In order to delete white spaces in broadband coverage from its map, the region began an 
initiative to co-fund different possibilities to connect rural areas to the data highway. 

After two years, Bavaria is already able to give some good practice examples that show that 
various alternatives may help to close the gap between regions with high broadband internet 

penetration and the ones with less penetration.“
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Growth in routes

The basic role for a regional airport like the one in Poznan 
is to provide access to air transportation for the region’s in-
habitants and foreign guests. It is preferable to offer a va-
riety of fl ights from different carriers, to enable unlimited 
traffi c fl ow for different types of passengers – whether they 
are travelling on business, individually or by charter plane. 
Economic and social functions are dealt with at the same 
time, so that the airport runs as a business, boosts tourism 
and facilitates mobility of the region’s inhabitants. To meet 
all the expectations and needs of air passengers, Poznan 
Airport has based its development on three types of carri-

The growth of an airport

ers: traditional airlines, low-cost carriers and charter fl ights. 
Providing services for different types of passengers also 
helps the airport maintain an economic balance.
Through gradual development of its route network, Poznan 
Airport has increased its traffi c numbers signifi cantly. The 
airport’s traffi c grew 40 percent in 2008, and in 2009 it han-
dled almost 1.3 million passengers. When it comes to devel-
oping routes, professional analysis of air travel demand was 
of vital importance, and it contributed to successful negotia-
tions with the airlines. Poznan Airport, as a participant in 
the EUROPLANE project in 2007, benefi ted from research 
done by Uniconsult and MK Metric in the fi eld of regional 
airports’ air travel demand. The analysis, co-fi nanced by the 
INTERREG IIIC Programme, is based on the newest fore-
casting technology, which uses socio-econometric models. 
Poznan Airport was the fi rst in Poland to avail itself of new 
route-development evaluation and demand simulation. The 
airport introduced seven out of the 11 routes indicated by 
the analysis. The growth in traffi c necessitated development 
of the airport’s infrastructure, to ensure that those using the 
airport are well-served in every way.

In an effort to serve the region better, Poznan Airport 

increased routes and passenger traffi c. 

This change was made possible by improvements 

and development in the entire facility.

“Economic and social functions are 
dealt with at the same time, so that 

the airport runs as a business, boosts 
tourism and facilitates mobility of the 

region’s inhabitants.”

31
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Beefi ng up security

The airport’s management has taken several important steps 
to improve the safety and security of passengers. The Secu-
rity Department was built up in terms of human resources 
and equipment, including vehicles. The airport area has been 
protected by extra-high fencing. The internal terminal was 
adapted and reorganised to conform to Schengen require-
ments. This adaptation itself was a big investment, and the 
airport management combined it with some security mod-
ernisation. The airport recently invested in a station for its 
rescue and fi re-fi ghting brigade. This completely new and 
modern building is equipped with all the facilities neces-
sary to allow for effi cient operation of emergency services 
in case of an accident.
The airport has also been granted EU fi nances for a project 
called “The Improvement of Poznan Airport Protection 
System.” Two sub-projects are included: One involves pur-

chase of new rescue and fi re-fi ghting vehicles and the other 
covers security. The Airport Security Plan has been created 
together with the Civil Aviation Offi ce the Police Depart-
ment and the Border Guard. Thanks to EU co-fi nancing, the 
airport is improving its actual security system with an intru-
sion detection system and an integrated radar and camera 
system. The patrol road around the whole airport area will 
be modernized within this project, too.

Expanding the terminal and other infrastructure

Increasing capacity is a big challenge, because it refers to al-
most every element of airport infrastructure. So far, several 
investments have been made. The passenger terminal was 
expanded in the departures and arrivals zone, on the basis of 
the Schengen Treaty, which requires increasing the area of ar-
rival and departure zones, especially the departure zone. In-
vestment also covered new security control stations leading 
to the Departure Hall, new duty-free shops and new gates.
In addition, the airport has invested in modernising the lug-
gage transportation system – thereby providing faster lug-
gage delivery to and from planes – and apron extension. The 
apron extension provided up to 17 aircraft standing posi-
tions next to the terminal and a new ground operations pro-
cedure and taxiing organisation.

“Increasing capacity 
is a big challenge, because it 

refers to almost every element 
of airport infrastructure.” 

the CENTRAL EUROPEAN32

There is still much to be done when it comes to capacity 
improvement, and this work is covered by the long-run in-
vestment programme, which includes plans for the develop-
ment necessary to handle passenger traffi c during the UEFA 
Euro 2012 Championship. First of all, a new taxiway is to be 
constructed, parallel to the runway, with rapid exit taxiways. 
Also, the passenger terminal is to be extended. In the near 
future, the existing terminal will take over the role of the de-
parture zone and a new building will hold arrivals, the lug-
gage transportation system and the technical area. The apron 
will be extended, too. The coming football championship is 
one factor accelerating the airport’s development, but all this 
expansion is vital for handling the growth of regular traffi c. 

Improving access 

Although Poznan Airport is located very close to the city 
centre, there are improvements to be made in terms of the 
connection to the centre. Currently, access is provided only 
by road. The time required to cover the short distance of a 
few kilometers by car, taxi or bus varies, as the trip is much 
slower during rush-hour. There is a fast bus connection to 
the railway station, with only two stops in between. Cur-
rently, the main street leading from the airport to the centre, 
or the outskirts of the city, is being modernised – two lanes 

are being constructed in both directions. The completion of 
the work will signifi cantly improve road traffi c organisation 
in the vicinity of the airport. Meanwhile, regional authori-
ties have been analysing the possibility of building a railway 
connection, leading from the central railway station to the 
airport. The project requires the construction of 3 kilometres 
of rail line and other adjustments, including building a stop 
near the terminal and adding 200 meters of a roofed moving 
walkway. With these improvements, it would take around 
20 minutes to get to the airport from the city centre.

Improvements in planning

Poznan organised a EUROPLANE conference in February 
2007, attracting a huge audience with interest in various as-
pects of regional airports. Taking part in the EUROPLANE 
project turned out to be very benefi cial for Poznan Airport 
in many ways. Thanks to its involvement in this project, the 
airport now has a better platform for co-operation with its 
owners, who have become more aware of airport issues in 
the broader European perspective. More than just an op-
portunity to exchange experience, the conference allowed 
Poznan Airport to benefi t from up-to-date analysis. The 
resulting introduction of new routes represents a tangible 
change coming out of the EUROPLANE conference. ■
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Urban areas can grow very quickly, but the speed of their 
development is dependent on the challenge of fi nding the 
best solutions for inner-city transportation and for improv-
ing the accessibility of surrounding areas. At the same time, 
we need to take advantage of technological developments 
that allow us, and future generations, to work toward envi-
ronmentally friendly transportation systems that can ensure 
harmonious co-existence of human beings and nature.

South Moravia looks to rail

The South-Moravian region, which contains the Brno metro-
politan area, has been looking for a sustainable way to com-
bine a regional rail connection with the inner-city network 
for a long time. The idea of using rail as the backbone of the 
regional transportation system was already being considered 
in the 1970s, but the fi nal plan for the project was approved 
only recently. The main goal of the project was to feature good 
transport services that increased mobility for commuters 
living 60 minutes outside the city-centre while also guaran-
teeing them a good connection to inner-city transportation.

Going underground in 
South Moravia

The solution planned by South Moravia will provide a means 
of commuting that is more attractive than road transport, 
with a connection to the regional capital that allows passen-
gers to forgo concerns of parking and traffi c congestion. The 
best way to achieve this was to avoid competing with road 
transport for space.
Rostislav Snovický from the Offi ce of the South Moravian 
Region explains: “Our aim is to present the citizens with 
an alternative to road transportation. The proposal, which 
connects the southern and northern part of the city and 
links with the regional rail connections, cuts the city in the 
middle. Setting the rail under the ground was the only al-
ternative we had, for city-planning and space reasons, and 
to avoid as much noise as possible. Easy accessibility to the 
city is secured by establishing a reasonable number of tram 
stops, which are not too far apart.”

Realising the project involves much discussion

Every major development in a city requires much discussion 
and some hard decisions. The citizens of Brno will probably 

One region fi nds an unusual solution 

to reducing congestion and bringing 

the suburbs closer. Other CE areas can 

benefi t from the lessons learned in Brno.

REGIOPROFILES

the CENTRAL EUROPEAN34

The re-construction work has already been started by the re-
sponsible authorities. The lay-by station outside the city was 
offi cially opened by Brno Mayor Roman Onderka in May 
2010. While it was only a fi rst step, this station involved an 
investment of around �121 million and fi lls in an important 
part of the puzzle of better transport in South Moravia.
The importance of the project becomes even clearer if we 
consider that Brno is in the middle of two key rail TEN-T 
networks – one connecting Berlin, Prague, Brno and Vienna 
and the other connecting Vienna, Brno, Ostrava and Kato-
wice.

Underground tram an example to other CE cities

Beyond solving South Moravia’s problems, the transport 
axis also provides an example for others. The high-speed 
tram connection, which operates in the city centre and runs 
partly underground, represents a transport solution that is 
unique in the Czech Republic. Because the tram covers a 
considerable distance underground, more than 4 kilometres, 
and has around 11 underground stations, Brno joins a club 

often do not meet the capacity parameters, they take up pre-
cious road space, they are not always cost-effective, and they 
are noisy. This proved to be the case for Brno.
Naturally, each city and region has its specifi cations and 
technical conditions that have to be taken into account. Still, 
urban planners from various cities need to learn from the 
experience of others and to bear in mind the latest trends in 
technological development. Cooperation is therefore a key 
factor in helping regions and their institutions achieve the 
most innovative and sustainable solutions. ■

“Urban areas can grow very quickly, 
but the speed of their development is 

dependent on the challenge of fi nd-
ing the best solutions for inner-city 

transportation and for improving the 
accessibility of surrounding areas.”
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of just a few Central European cities opting for this kind of 
transport project. Similar projects might be found in Linz 
or Leipzig, but this is unique among the new EU member 
states.
Like Brno and the South Moravian region, the Slovak capi-
tal of Bratislava, and the surrounding Bratislava region have 
long been looking for ways to reduce central congestion 
while improving access to nearby suburbs. Bratislava also 
began discussing the idea of an underground tram in the 
1970s, and construction work on a metro even started in the 
late 1980s, but it only lasted for a bit longer than one year. 
Mainly for fi nancial reasons, Bratislava has opted to use a 
speed-tram solution for its inner-city transportation, but the 
tracks would remain on the surface. Supporters of under-
ground rail in medium-sized cities argue that speed-trams 

 “Naturally, each city and region has its speci-
fi cations and technical conditions that have 

to be taken into account. Still, urban planners 
from various cities need to learn from the 

experience of others and to bear in mind the 
latest trends in technological development.”
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have to live with the main railway station, which is no longer 
situated in the centre of town. The railway authorities will 
have to invest millions of euros to make adjustments to the 
existing rail tracks and to fi nalise the convenient juncture 
connecting international, regional and inner-city transport. 
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The idea of a Trans-European Transport Network (TEN-T) 
was created during the late 1980s, alongside the concept of 
a “Single Market” for Europe. It was clear that one market 
would make no sense unless the various regions and national 
networks making up that market were properly linked by 
modern and effi cient infrastructure that allows freedom 
of movement for goods, persons and services. Today, the 
TEN-T is therefore a major element in maintaining eco-
nomic competitiveness and environmentally sustainable de-
velopment.
Twelve projects in the CENTRAL EUROPE Programme 
target improved accessibility. Here we outline two of these 
projects. The fi rst, Baltic-Adriatic Transport Coopera-
tion (BATCo), focuses on the corridor between the Baltic 
Sea and the Adriatic Sea. BATCo seeks to promote trans-
port that is environmentally friendly and facilitates eco-
nomic development. The second project outlined here, VIA 
REGIA PLUS, focuses on the corridor between Germany 
and Ukraine. Among other objectives, the project targets 
the improvement of railway connections along three sec-
tions of the “VIA REGIA” route.

CENTRAL PROJECTS

Profi les of two of the 12 

CENTRAL EUROPE Projects 

targeting accessibility.

36

Promoting environmentally 
friendly transport

Adriatic Axis in October 2009 – which supports the conse-
quent and immediate implementation of the Baltic-Adriatic 
Axis.

Economic development and 
environmental improvements

Accessibility is a precondition for economic development. 
The Baltic-Adriatic Transport Cooperation (BATCo) project 

BATCo: Connecting the 
Baltic to the Adriatic

is intended to contribute to the improvement of economic 
development along the Baltic-Adriatic Axis by facilitating 
the best possible integration of corresponding markets and a 
balanced development. Transnational cooperation is crucial 
to ensure the project improves the situation for every Mem-
ber State and every region included on the axis.
Along with economic development, sustainable develop-
ment is a key priority for BATCo. For that reason, every-
one involved in the project focuses on upgrading intermodal 
transport connections – and particularly on accelerating the 
implementation of high-capacity railway connections and 
infrastructure along the Baltic-Adriatic Axis – as well as 
seeking to protect the environment via the reduction of neg-
ative transport-related effects. As a fi rst step, BATCo will 
perform a transport and logistics analysis, which provides 
information on relevant data, such as freight and passenger 
fl ow/volume, and their possible axis-wide standardisation. 
Based on this data, BATCo will identify the potential for 
“green” transport and develop a decision-support model, 
which will offer the possibility to survey the effects of dif-
ferent scenarios, such as traffi c routes, use of infrastructure 
and resources, travel time and costs, on the local, regional 
and transnational level. The decision-support model will al-
low a more effi cient use of existing resources (fi nancial, in-
frastructural, logistical, etc.) and the development of appro-
priate measures and strategies. A second step will involve 
testing concrete pilot actions that are designed to reduce 
air and noise pollution caused by transport, or to improve 
transport safety.
The project should lead to improved access in the regions 
along the Baltic-Adriatic Axis, with transportation that re-
duces costs, travel time and negative environmental effects 
while also improving transport safety. Furthermore, the 
competitiveness of the business sector as well as regional 
attractiveness as a tourism destination should be increased 
– through the identifi cation of current transnational busi-
ness potential and stimulation of transnational cooperation 
and through greater future potential based on improved ac-
cessibility.

The Baltic-Adriatic Axis

The Baltic-Adriatic Axis, one of the most important north-south 
routes in Europe connects the Baltic Sea with the Adriatic

It runs through 5 countries connecting the three new member 
states Poland, Czech Republic and Slovakia with the 
economically important agglomerations in Austria and northern 
Italy.

The Baltic-Adriatic Axis
hinterland connections such as the economic 
areas Warszawa, Upper Silesia and Moravia 
as well as in the east and south-east of Austria
(Vienna, Upper Styria, Graz and Klagenfurt-
Villach) and northern Italy.

 also forms important 

In addition it represents an important connection to other priority 
axes of the Trans-European Transport Network (TEN-T)

The Baltic-Adriatic Axis contributes to the 
European process of growing together, being 
one of the most important trans-European railway 
axes for both passenger and freight traffic.

Priority Project 23                            Extension Pp23

Ravenna
/

In 2006, the ministers of transport and infrastructure of Po-
land, Czech Republic, Slovakia, Austria and Italy signed a 
Letter of Intent to conjointly develop the Baltic-Adriatic 
Transport Axis. The work they agreed to undertake includes 
the extension of the existing Pan-European Transport Corri-
dor VI from Gdansk to Warsaw, Katowice and Zilina – with 
branches to Poznan and Breclav/Brno – as well as a South-
Western extension to Bratislava/Vienna, Graz, Klagenfurt, 
Udine, Trieste/Venice and Bologna.
Parts of this axis are already included in the TEN-T policy 
as Priority Project 23, which connects Gdansk with Vienna. 
As a further step, the project was meant to ensure that the 
high-capacity railway that starts in Poland is connected to 
Upper Italy.
The Letter of Intent was endorsed by a common declaration 
– signed by the presidents of 19 regions along the Baltic-

Lead Partner: Regional Government of Carinthia - De-
partment for Economic Law and Infrastructure (Kärnten, AT)

Project partners: Development Agency of Carinthia 
(Kärnten, AT), ICS Internationalisierungscenter Steiermark 
GmbH (Steiermark, AT), Offi ce of the state government of 
Styria - Department FA18A Transport planning (Steiermark, 
AT), Federal Ministry for Transport, Innovation and Technol-
ogy (Wien, AT), Institute for Transport and Logistics Founda-
tion (ITL) (Emilia-Romagna, IT), Aries Special Agency of the 
Chamber of Commerce of Trieste (Friuli-Venezia-Giulia, IT), 
Regional Union of Veneto Chambers of Commerce (Veneto, 
IT), Port Authority of Trieste (Friuli-Venezia-Giulia, IT), 
Ministry for the Environment, Land and Sea (Italy / other re-
gion, IT), Autonomous Region Friuli Venezia Giulia (Friuli-
Venezia-Giulia, IT), Regional Development Agency (Slaskie, 
PL), Upper Silesian Agency for Enterprises Restructuring 
(Slaskie, PL), Port of Gda�sk Authority (Pomorskie, PL), 
Maritime Institute in Gdansk (Pomorskie, PL), Central Min-
ing Institute (Slaskie, PL), The Union for the Development of 
the Moravian-Silesian Region (Moravskoslezsko, CZ), Trans-
port Research Institute, JSC. (Stredne Slovensko, SK)

Total budget: € 3,723,374
ERDF contribution:    € 2,902,134
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The project Via Regia Plus concentrates on developing a sus-
tainable transport system between Germany and Ukraine. 
Effi cient organisation of rail freight transport is also a joint 
concern for the regions involved.
The local stakeholders have realised that current connec-
tions are insuffi cient, and they are investigating options 
for improving and better organising regional transport. Fea-
sibility studies on the potential of passenger and freight rail 
transport will be accompanied by a strategy for air transpor-
tation, studies focusing on the creation of complementary 
transport systems on the local and regional level, and strate-
gies for the effi cient coordination of spatial development.
Overall, the main focus of this project is on preparation 
of fast, frequent and comfortable rail connections between 
Berlin, Dresden, Wrocław, Kraków and Lviv.

Kraków-Lviv

Today the most comfortable way to travel between Kraków 
and Lviv is by a night train using the innovative “SUW 
2000” variable gauge system. Despite a signifi cant reduc-
tion of travel time, it still takes six-and-a-half hours to cross 
the 345-kilometre distance. To improve the situation, the 
City of Lviv is promoting the construction of a standard-
gauge track to the Ukrainian-Polish border and the con-
nection of Kraków and Lviv via high-speed services. This 
link would open fascinating opportunities for tourism be-
tween both cities, which have an outstanding historical her-
itage.

Wrocław-Katowice-Kraków

More than 4.2 million people are concentrated within the 
270-kilometre distance between Wrocław and Kraków. But 
the rail connection hardly competes with road transport 
on the parallel motorway – the average travel time is four-
and-a-half hours and high-quality offers are limited to one 
EuroCity train, “Wawel,” from Hamburg to Kraków, and 
single Express-InterCity trains between Wrocław and Kato-
wice. Since 2009, the connection between Wrocław and 
Kraków has been involved in the “battle for passengers” 
of the state railways PKP and the Regional Railways (PR) 
owned by the 16 Polish voivodships. By introducing low-
price “interREGIO” trains with depreciated rolling stock, 
PR created attractive competition for the conventional PKP 
offer.
The project VIA REGIA PLUS involved representatives 
of both companies in a public discussion. During that 
regional forum, organised in December 2009 in Kraków, a 
controversial discussion between the speakers represent-
ing the national and the regional level about the legitimacy 
of these offers took place. Such stakeholder dialogue is an 
essential part of the fi eld work of the project, because it 
motivates decision makers to undertake further steps 
toward improving the current status of the insuffi cient 
transport offer.

VIA REGIA PLUS: 
Cities and regions work for 
better rail accessibility

Berlin/Dresden-Wrocław

The defi cient quality of cross-border connections between 
Berlin, Dresden and Wrocław was one of the main incen-
tives for the cooperation of cities and regions along the Via 
Regia. The EuroCity “Wawel” still provides the only direct 
connection between Berlin and Wrocław, but the travel time 
of fi ve hours and 45 minutes is by far not adequate for a dis-
tance of 337 kilometres. Further connections are provided 
via Pozna�, with one train change, but travel times remain at 
nearly the same level.
A multitude of problems must be solved before real improve-
ment can be achieved – starting with an agreement among 
the interested regions about the route the trains should take. 
The project assisted in this process by organising a regional 
forum in Berlin in March 2010. The forum provided a new 
impulse for discussion. One result of the forum is a research 
project initiated by the German Ministry of Transport deal-
ing with the improvement of transport connections between 
German and Polish metropolitan regions.
Clearly, solutions are possible: Since March 2009, Dresden 
and Wrocław are connected by three daily direct trains, us-
ing diesel railcars as a pragmatic solution for interoperability 
problems. The success of this solution demonstrates the po-
tential of attractive cross-border connections, and it proves 
it is possible to overcome the legacy of the division of Eu-
rope through tailor-made solutions.

Outlook: 
Elaboration of strategies and 
dialogue with stakeholders

The dialogue with stakeholders demonstrated an increased 
awareness of the problems that need to be solved to improve 
rail travel offers along the Via Regia. It also underlined the 
need for joint strategies to overcome the barriers, such as 
cross-border transport. But soon the full opening of labour 
markets within all countries involved in the project – and the 
inauguration of the new Berlin Brandenburg International 
Airport – will generate additional pressure to introduce bet-
ter and faster connections on transnational levels. The part-
ners of VIA REGIA PLUS will follow this process, accen-
tuating the relevance of a sustainable, rail-based transport 
system for further growth and integration. ■

Lead Partner: Municipality of Wrocław 
(Dolnoslaskie, PL)

Project partners: Municipality of Wrocław (Dolnoslask-
ie, PL), Municipality of Kraków (Malopolskie, PL), Upper 
Silesian Agency for Enterprise Restructuring (Slaskie, PL), 
Municipality of Gliwice (Slaskie, PL), Municipality of Opole 
(Opolskie, PL), Lower Silesian Voivodship (Dolnoslaskie, 
PL), Saxon State Ministry of the Interior (Sachsen, DE), Thur-
ingian Ministry for Construction and Transport (Thüringen, 
DE), Senate Department for Urban Development Berlin 
(Berlin, DE), City of Leipzig (Sachsen, DE), City of Dresden 
(Sachsen, DE), City of Košice (Vychodne Slovensko, SK), 
Agency for the Support of Regional Development Košice 
(Vychodne Slovensko, SK), Lviv City Council (Lviv, UA)

Total budget: € 3,195,200
ERDF contribution: € 2,570,100
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ce: The project focuses on environmental and economic con-
cerns. What would you like to have achieved after fi nalising 
the project?

Schuschnig: One of the major objectives is to include the 
Baltic-Adriatic Axis, which is one of the most important 
north-south railway transport routes in Europe and the east-
ern-most crossing of the Alps, into the future TEN-T core 
network. We expect that activities carried out in BATCo 
will lead to improved accessibility within and between the 
regions and countries along the Baltic-Adriatic Axis, while 
providing a better railway and seaway connection to the 
booming Asian markets. Because environmental progress is 
strongly linked to economic prosperity, we also look for-

capacity to make environmental gains will be gone. Actually 
there is nothing that constricts environmental progress and 
therefore promotes pollution more than poverty.
Due to the connection between economic prosperity and 
environmental progress, BATCo tackles both economic as 
well as environmental concerns.
However, for the private sector, environmental concerns 
play a subordinate role in comparison to cost/time effi -
ciency. The private freight transport sector is especially cost 
and time oriented – one of the major disadvantages for rail-
transport compared to road transport as rail connections are 
still too infl exible, too expensive and too unreliable.

ce: “Green transport” is an important issue at the moment. 
Where do you see the main possibilities?

Schuschnig: Actually, from our point of view, green trans-
port is an important topic to be considered in future trans-
port policies on the regional national, and particularly, the 
European level. In transport, supply creates demand, which 
means that, for example, the improvement of the road net-
work infrastructure causes an increase of road freight trans-
port as well as individual transport. That is why policy and 
decision makers on all governmental levels must elaborate 
and implement strategies for altering the future growth of 
traffi c to the benefi t of sustainable transport. As mentioned 
before, there is a strong connection between environmental 
progress and economic prosperity, and this will defi nitely 
hinder the implementation of considerations made regard-
ing “green transport.” In this regard, it is once again the 
policy making level that must promote the modal shift in 
freight as well as in passenger transport. There should be 
less support for the road network, for example, through the 
implementation of night driving prohibitions for trucks and 
city tolls for cars. When it comes to moving both passengers 
and freight, “green transport” will be a success only if the 
necessary infrastructure is provided, connections get more 
customer-friendly and environmentally friendly modes of 
transport get more cost/time effi cient.
BATCo will promote “green transport,” in many ways, in-
cluding by identifying green transport potentials along the 
Baltic-Adriatic Axis and by providing a green transport de-
cision support model to be used by decision makers.

ce: Where do you see the main advantages in cooperation 
with other regions? And why is this cooperation a good 
idea?

Schuschnig: For BATCo, which is a transnational co-
operative initiative involving regions in the fi ve countries 
along the Baltic-Adriatic Axis, cooperation is of the utmost 
importance. This is particularly true when it comes to in-
volvement of regional and national decision makers as well 
as the regional transport and business sectors. It would be 
impossible to elaborate and implement most of the activi-
ties carried out in BATCo without the support of partners 
on location. Moreover, where actions have a regional focus, 
the language barrier would make it infeasible to inform the 
relevant stakeholders without native speakers on the spot. 
Cooperation allows for exchange of experiences and know-
how in different countries and regions, as well as the ex-
change of lessons learned. ■

ce: The partners behind BATCo intend to make their voice 
heard during the revision of TEN-T policy. What steps are 
planned in this respect? What steps have been taken al-
ready?

Schuschnig: Actually BATCo has the advantage of being 
able to build on efforts made since 2004 – when signato-
ries agreed to the fi rst cooperation contracts regarding the 
development and implementation of the “Baltic-Adriatic 
Axis”. The project is also part of an existing network that is 
much larger than the BATCo partnership. Therefore, since 
2004, the public and European decision makers have been 
made familiar with the term “Baltic-Adriatic Axis,” or its 
predecessor “Baltic-Adriatic Corridor.” In 2009 the Aus-
trian Federal Ministry for Transport, Innovation and Tech-
nology (BMVIT) and the Austrian Federal Railway (ÖBB), 
in cooperation with the regional governments of Carinthia, 
Lower Austria, Styria and Vienna, elaborated and dissemi-
nated a brochure entitled “The Baltic- Adriatic Corridor - 
Austria‘s measures in creating a continuous high-perform-
ance rail connection between the Baltic and the Adriatic.” 

The project should also benefi t from its close cooperation 
with CENTRAL EUROPE’s fi rst-call project SoNorA, 
which has just presented its TEN-T recommendations, at 
the TEN-T days in Saragossa, with the support of BATCo 
and SCANDRIA. The Saragossa gathering also featured the 
presentation of an executive summary of a study, elaborated 
under the leadership of the Austrian Federal Ministry for 
Transport, Innovation and Technology, entitled “The Baltic-
Adriatic Axis: Element of the future European TEN-T Core 
Network.”
To make its voice heard in the course of the TEN-T revision, 
BATCo will support the “Baltic-Adriatic Axis.” This means 
BATCo will support and contribute to the efforts made and 
activities performed by initiatives and stakeholders outside 
the BATCo partnership – as these initiatives are much more 
advanced. A concrete action to be carried out by the BATCo 
partnership in 2010 is the elaboration and dissemination of 
a “Letter of Support,” which should be signed by a large 
number of organisations, institutions and enterprises along 
the Baltic-Adriatic Axis in order to demonstrate the enormous 
support of the different benefi ciaries of this transport axis.

Hans Schuschnig from the Regional Government of Carinthia - 

Department for Economic Law and Infrastructure and Lead Partner of 

the project BATCO talks about what’s happening with the project, 

what the partners want to achieve and what it means for the region.

Demonstrating the positive transport-related 
economic and environmental effects

Hans Schuschnig

ward to demonstrating the positive transport-related eco-
nomic and environmental effects of the Baltic-Adriatic Axis 
to the relevant public and private stakeholders and benefi -
ciaries, as well as presenting the possibilities for increasing 
the competitiveness and attractiveness of the business sector 
and the regions along the Baltic-Adriatic Axis. And, by es-
tablishing a Business Cooperation Alliance and supporting 
cooperation on transnational logistics, we will prepare the 
framework for building up a sustainable network for future 
cooperation.

ce: What are the main connections between economic pros-
perity and environmental progress? Are there any situations 
in which these issues are mutually exclusive?

Schuschnig: Basically, from our point of view, environ-
mental progress goes hand-in-hand with economic prosper-
ity, as in fact there is no environmental progress without eco-
nomic prosperity. If competiveness in Europe gets lost, or if 
less-developed regions, especially in the “New Europe,” are 
not built up to the level of the well-developed regions, the 
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passengers travelling by bicycle. Within the scope of this 
project, the existing seating and interior walls of a rail car 
will be removed; the body, fl oor, ceiling, exterior walls and 
windows of the car will be overhauled as much as necessary; 
and racks to fi x 30-50 bicycles will be installed, along with 
fl exible seating and other installations. The investment will 
involve the transnational cooperation of all project partners, 
because the railcar will be used as a “rolling laboratory.”
The neighboring regions of Brandenburg (Germany) and 
Lubuskie (Poland) have specifi c interest in investigating the 
option of implementing a pool for rail cars that are able to 
run in Germany and Poland, in preparation for further in-
vestment. The project will address technical questions con-
cerning national safety requirements and fi nancing of such 
a rail-car pool. The fi ndings will be summarised within a 
study.
The regions of Sachsen (Germany) and Dolnoslaskie (Po-
land) will prepare a cross-border regional railway service 
tender that should lead to better connection of these two 
countries.
The German region of Stuttgart will prepare targeted 

actions to meet the needs of elderly passengers using 
regional rail transport by adopting tailor-made information 
and support services.
The Polish region of Dolnoslaskie, specifi cally the Legnica-
Glogow copper region (also known as the LGOM region) 
and the municipality of Lubin are preparing the introduc-
tion of a standard ticketing and pricing system for all the 
region´s means of transport. This kind of cooperation is a 
pilot project for the whole of Poland. ■
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As suburbs on the outskirts of cities have grown, more 
people are looking for the best way to commute to work 
in the cities. Moreover, the way we spend our holidays 
has changed, and modern customers are relying more on 
regional transport operators to get out to the countryside. 
Still, for this kind of travel, rail competes with roads: the 
use of private cars – a less environmentally friendly and a 
more energy-wasting means of transport – is dominant for 
these trips.

Cooperation for better solutions

The CENTRAL EUROPE project INTER-Regio-Rail 
seeks to promote regional rail transportation by implement-
ing pilot projects and by showing regional rail transport 
authorities ways to improve regional rail transport. Nine 
partners from four CENTRAL EUROPE countries have 
joined the project. These partners are looking for better so-
lutions to technical questions about regional rail transport 
and are trying to fi nd new answers to the differing needs of 
specifi c groups of passengers. The pilot projects will prepare 

investments for such expenditures as passengers � facilities, 
rolling stock and infrastructure. From the implementation 
of these projects, the partners will jointly draw conclusions 
about what framework conditions need to be adapted in or-
der to further improve the services offered by regional rail 
transport.
The project is also designed to address the barriers that are 
beyond its coverage, through communication with relevant 
stakeholders, and to point out these barriers to political de-
cision makers on the regional, national and European level. 
In the end this should lead to improved organisation, legisla-
tion and fi nancing of regional rail transport.

Pilot activities

Some examples of concrete activities taken as part of IN-
TER-Regio-Rail include the following projects:
In the Emilia Romagna region, the redesign and adapta-
tion of an existing railcar is envisaged. During the prepara-
tory phase of the project, partners identifi ed the need for 
the use of a new rail car suited for expanding the number of 

CENTRAL PROJECTS

Regional cooperation in the transport sector is becoming more and more important, 

especially in the rail sector, which knows no regional borders. Cooperation between 

the authorities responsible for organising regional rail transport in Central Europe 

focuses on fi nding ways to overcome common constraints, to be more effi cient and 

cost-effective, and to introduce new and innovative elements into rail transport.
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INTER-Regio-Rail: Removing 
barriers to regional rail transport

Lead Partner: German Association of Regional Passenger 
Rail Authorities (Berlin, DE)

Project partners: VBB Berlin Brandenburg Public Trans-
port Authority (Berlin, DE), Transport Federation Upper-
Lusatia - Lower-Silesia (Sachsen, DE), Verband Region Stutt-
gart (VRS) (Baden-Württemberg, DE), European Academy 
Bolzano (Provincia Autonoma Bolzano/Bozen, IT), Lubusk-
ie Voivodship - Marshal Offi ce of the Lubuskie Voivodship 
(Lubuskie, PL), Municipality of Lubin (Dolnoslaskie, PL), 
KORID LK, Ltd. (Severovychod, CZ), Emilia Romagna Re-
gion (Emilia-Romagna, IT)

Duration: 36 months

Total budget:  �€ 2,167,202
ERDF contribution:  �€ 1,694,278
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„The partners are looking for 
better solutions to technical 

questions about regional rail 
transport and are trying to 
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ce: What are the most important lessons you have learned 
through the cooperation of rail transport authorities within 
Germany that you want to transfer to partners from other 
countries involved in the INTER-Regio-Rail project?

Sippel: In our daily work in Germany, we see clearly the 
benefi ts of regional rail transport authorities cooperating 
with each other: On the one hand, the exchange of expe-
rience proves to be very helpful for the day-to-day busi-
ness of each transport authority, as they only have limited 
resources to organise regional rail transport. On the other 
hand, we need effi cient lobbying in order to support po-
litical actions that improve the framework conditions for 
regional rail transport.
The basic idea of INTER-Regio-Rail was to extend this kind 
of successful cooperation to the level of Central Europe, and 
to try to fi nd answers to the common problems and joint 
concerns of rail transport authorities on a European scale.

ce: One objective of regional rail transport associations is 
to fi nd agreement between involved parties on a standard 

ticketing and pricing system. How do you see the future of 
this type of cooperation on the transnational level?

Sippel: Look at the biggest competitor of regional rail trans-
port: When you ride a private car, you can buy fuel at any fi ll-
ing station, and you can use it to go wherever you like regard-
less of what kind of road you use and in which country you 
travel. What is more, your navigation system will automati-
cally lead you to your destination. You do not have to worry 
about timetables, connecting trains, borders and train fare.
In order to attract new passengers and to make rail transport 
more competitive, we have to remove barriers concerning its 
use. This is why the introduction of standard ticketing and 
pricing systems is a key issue for us.

ce: Similarly, agreement is needed so that the Europe-wide 
network of rail operators functions on widely accepted time-
tables. Can you explain how regions work together to create 
a convenient timetable?

Sippel: It is absolutely essential that adjacent rail transport 

Ludger Sippel is a project manager for the German 

Association of Regional Passenger Rail Authorities and is responsible 

for the coordination and implementation of INTER-Regio-Rail. 

He answered questions about the project’s goals and achievements.

Making rail transport 
more competitive

Ludger Sippel

authorities coordinate their regional rail services. Regrettably, 
at quite a number of Central Europe´s borders, this is current-
ly not the case, and passengers have to wait for a long time for 
corresponding trains or use a different means of transport in 
order to reach their destination on the other side of the border.
With the aim of improving their offering, rail transport au-
thorities have to carry out a lot of joint background work: 
Cross border services need joint funding, infrastructure 
work also requires that tenders for the services are coordi-
nated, and the interoperability of the rail cars has to be in-
sured. All rail transport authorities have to agree on a joint 
timetable that meets the demands of potential passengers, 
and fi nally, joint marketing will help rail win new passengers 
who have been accustomed to travelling by car or bus.
These challenges require a lot of know-how on both sides of 
the border, and the aim of INTER-Regio-Rail is to imple-
ment pilot projects from which all rail transport authorities 
in Central Europe can learn.
From our point of view, a precondition of successful coop-
eration is a mutual understanding of the neighbour’s culture 
and economy as well as their working procedures.

CENTRAL PROJECTS

ce: The project envisages lobbying activities to support re-
gional rail transport. How will you address the stakeholders?

Sippel: INTER-Regio-Rail is going to inform decision-
makers on the regional, national and European level about 
the benefi ts of Regional Rail Transport and at the same time 
explain to them the necessity for eventual changes in organi-
sation, legislation and the fi nancing system.
There are several communication channels that we are going 
to use: We are going to write a bi-monthly issue paper called 
„Spotlight on the Framework Conditions of Regional Rail 
Transport“ that we are going to send in different versions to 
the decision makers in our countries and on the European 
level. Furthermore we want to build up a personal relation-
ship with the decision makers. We therefore are going to 
meet them face-to-face and explain our problems to them. 
Our main messages are the following: „Let’s strengthen re-
gional rail transport! Because rail is a mean of transport that 
protects the environment and supports the regions of Eu-
rope and its citizens, let’s remove barriers that turn potential 
passengers away from rail transport!“ ■

“From our point of view, 
a precondition of successful 

cooperation is a mutual understanding 
of the neighbour’s culture and economy 

as well as their working procedures.” 
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of promotional activities include open seminars and con-
ferences, press articles, announcements and production of 
promotional materials. To facilitate the understanding of the 
concept and rules behind the CENTRAL EUROPE Pro-
gramme in Poland, the NCP has made important documents 
available in Polish on the website at  www.europasrodkowa.
gov.pl. The content of the page is going to be enriched and 
upgraded in the following months. Central Europe news in 
Polish is also published online at www.ewt.gov.pl and in-
cluded in the ministry newsletter, which is regularly sent out 
to all subscribers via e-mail.
Polish institutions and stakeholders demonstrate signifi cant 
interest in transnational cooperation. The NCP seeks to 
make this cooperation easier by pinpointing bottlenecks and 
administrative obstacles that may daunt the partners or dis-
courage potential applicants. Within its competence, the NCP 
proposes solutions to identifi ed problems and participates 
in designing additional incentives. One big success in this 
respect was the national co-fi nancing initiative for the Lead 
Partners in 2010, an effort that provides additional motiva-
tion for Polish institutions to participate in the Programme.

Targeted trainings

The NCP organises specifi c targeted trainings for the 
partners already implementing project activities, for ex-
ample through meetings devoted to fi nancial prob-
lems and fi rst-level control. In view of the third call for 
proposals, the NCP supplemented its typical informa-
tion seminars by organising a workshop for potential lead 
applicants, to offer them initial consultations on project 
ideas with both the Joint Technical Secretariat and thematic 
experts.
To ensure that the CENTRAL EUROPE Programme’s 
message reaches the widest possible circle of potential ben-
efi ciaries in different parts of Poland, the NCP cooperates 
with the network of 16 regional contact points. It not only 
provides them with up-to-date information on Central Eu-
rope but also offers specifi c training Programmes. The NCP 
understands that good cooperation with the regions will 
be of crucial importance in the course of the strategic call, 
particularly when it comes to identifying competent project 
partners. ■

“Polish institutions and stakeholders demon-
strate signifi cant interest in transnational coop-
eration. The NCP seeks to make this cooperation 

easier by pinpointing bottlenecks and adminis-
trative obstacles that may daunt the partners or

discourage potential applicants.”
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In 2007, the Polish National Contact Point (NCP) of the 
CENTRAL EUROPE Programme, operating within the 
structure of the Polish Ministry of Regional Development 
in Katowice, took over the duties of the National Con-
tact Point of INTERREG III B CADSES. This means the 
NCP is continuing communication, informational and pro-
motional activities – while assisting Polish partners in the 
course of project implementation. Even though several peo-
ple contribute to the work, the responsible person and the 
face of the NCP is Monika Strojecka-Gevorgyan.

Open Door philosophy

The NCP works on an “open door” philosophy, which 
means that all interested people and bodies can approach 
the offi ce with questions and problems. Because communi-
cation is so important, the NCP also works in close prox-
imity with potential benefi ciaries – organising information 
events in different regions, participating in regional and local 
events, and maintaining contact via e-mail or telephone.
The NCP’s approach is based on the old Latin proverb: Ver-
ba docent, exempla trahunt (words teach, examples attract). 
Translated into the reality of the CENTRAL EUROPE 
Programme, this means that concrete examples provided by 
practitioners in the Programme are better than theory. To 
this end, Polish partners of transnational projects are – as a 
rule – invited to all events, so they can present their experi-
ence and explain to the audience the benefi ts of participation 
in CENTRAL EUROPE projects.
Day-to-day activities at the NCP are focused on dissemi-
nating fi rst-hand information related to the CENTRAL 
EUROPE Programme through different media. The range 

CENTRAL CONTACT

Polish Contact Point facilitates work of project partners
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Words teach, 
examples attract

„To ensure that the CENTRAL EUROPE 
Programme‘s message reaches the 

widest possible circle of potential 
benefi ciaries in different parts of 

Poland, the NCP cooperates with the 
network of 16 regional contact points.“
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Monika Strojecka-Gevorgyan



The Hungarian Transnational Contact Point – represent-
ed by Béla Hegyesi – acts within one in the oldest insti-
tutions dedicated to territorial development in Hungary: 
VÁTI  Hungarian Public Nonprofi t Company for Region-
al Development and Town Planning (http://www.vati.hu/
main.php). After being a key actor in its fi eld VÁTI became 
the Implementing Agency for regional development and 
cross-border co-operation programmes in 1998. The scope 
of activity related to European programmes was growing 
from year to year and by 2006 determined a signifi cant part 
in the profi le of the company. In the recent programming 
period VÁTI acts as Intermediary Body for Regional Op-
erative programmes and the European Territorial Coopera-
tion programmes. Synergies of hosting seven joint techni-
cal secretariats and fi rst level control bodies of different 
cross-border and transnational programmes refl ects also in 
the tasks of the Contact Point: it oversees the CENTRAL 
EUROPE, the SOUTH-EAST EUROPE and the INTER-
REG IVC Programmes with strong links to the cross-bor-
der programmes.
Besides the standard ways of assisting Hungarian institu-

tions to learn more and be successful in the CENTRAL 
EUROPE Programme – consultations, infodays, website 
updates – the contact point prepares and circulates elec-
tronic newsletters to draw the relevant stakeholders’ atten-
tion to the calls for proposals and other milestones of the 
programme. For 2010 also a transnational event in Budapest 
is foreseen, inviting projects in the phase of implementa-
tion from both the SOUTH-EAST and the CENTRAL 
EUROPE Programmes. Similarities in the topics and struc-
ture of programme priorities provide good opportunity to 
share and exchange project results between the two spaces. 
Accessibility – as one of the main priority axis of the 
programme – brings extra added value by looking beyond 
the borders through transnational cooperation. Cross 
Europe transport corridors, the great diversity of means 
and ways of managing public transportation are just two of 
the many fi elds in which cross-program exchange of 
knowledge brings a lot to the table. Unlike any other, the 
accessibility priority is undisputedly interlinked with the 
rest of the programme’s areas of intervention: environment, 
innovation and competitiveness.  ■

CENTRAL CONTACT

Hungarian Contact Point helps bridging 

CENTRAL and SOUTH-EAST EUROPE.
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Join the CENTRAL EUROPE Community

To guide project promoters in developing their project ideas 
and to facilitate partner search and networking, the CEN-
TRAL EUROPE homepage, contains a Project Idea Data-
base and a People section. Project promoters are invited to 
register as users, enter and share their personal profi le and 
project ideas with other users or browse through the in-
formation and data posted on this site. The Joint Technical 
Secretariat and Contact Points organise regular information 

days and partner search events, which will be announced on 
the CENTRAL EUROPE homepage and in mailings to the 
CENTRAL EUROPE user community. Project promoters 
seeking guidance in their project development are invited to 
contact the Joint Technical Secretariat or their respective na-
tional Contact Points.

Visit www.central2013.eu !

The information contained in this publication does not necessarily refl ect the 
position or opinion of the CENTRAL EUROPE Programme or any of its 
programme bodies. The CENTRAL EUROPE Programme cannot be held 
liable for any use that may be made of the information contained herein.
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Béla Hegyesi
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“Transport is an essential backbone of our economies and, 

indeed, of our society. My view of the European transport 

system of tomorrow is one that is highly integrated, effi cient, 

cross-modal, resilient and low-carbon.”

Sim Kallas, EU- Commissioner for transport, 27 May, 2010
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