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FOREWORD

The European Conference of Ministers respon-
sible for Regional Planning (CEMAT) met for
the first time in 1970, and has since been trying
to contribute to the gradual implementation of a
European regional planning policy. The European
Regional/Spatial Planning Charter adopted in
Torremolinos in 1983 defines the major Europe-
wide objectives that should underlie policies for
regional planning, improvement of the quality of
life, and the organisation of human activities in
Europe.

The increasing internationalisation of not only
the economy but also all the other factors which
shape our lives and prepare the lives of the
citizens of tomorrow’s Europe, is ruling out an
exclusively national approach to the problems of
regional planning.

At its last session in November 1991, CEMAT
adopted a programme of activities directed
towards an analysis of long-term trends and
developments in terms of policies, economics,
ecology, etc. In a constantly, rapidly changing
world, forward planning is an absolute necessity
for government officials, even if forecasts are
sometimes wrong.

Implementation of this programme of activities
should help to provide the people and bodies
responsible for decision-making with the
elements they require to take the right decisions
for the future.

The quest for strategies to co-ordinate the various
sectoral policies and actions which take into
account the rights of future generations and the
fact that many of our natural resources are
limited and often irreplaceable, is the mainstay of
the work of CEMAT and its Committee of
Senior Officials, responsible for preparing its
work.

The main theme of the next session of CEMAT
is: "Strategies for sustainable regional/spatial
development in Europe beyond the year 2000".

This colloquy focused on the analysis of
problems inherent to transfrontier co-operation in
central Europe and on possible solutions in a
perspective of sustainable regional/spatial
planning.







OPENING ADDRESS

by Mag. Brigitte EDERER
Austrian Minister of State for Integration

and Development Co-operation

Ladies and gentlemen,

It is my pleasure to welcome you most cordially on
behalf of the Federal Chancellor, Dr Franz Vranitzky.

Austria feels greatly honoured to host a seminar in
Vienna, which deals with the issue of transborder co-
operation in regional planning and regional development
for the first time since the major political changes in
Central and Eastern Europe within the framework of the
European Conference of Ministers for Regional
Planning (CEMAT) and the Austrian Conference on
Regional Planning (OROK).

I am therefore particularly pleased to welcome the
chairman of the CEMAT Committee of Senior Officials,
Mr Neumann, as well as the representative of the
Council of Europe, Mr Bassi, along with all seminar
participants here in Vienna.

During the time when Europe was divided into a
Western and an Eastern hemisphere, Austria was
considered an "island of the blessed", situated in
between two major blocs which adhered to two different
systems. Dr Bruno Kreisky, the former Federal Chancel-
lor, spoke of Austria’s gap-bridging policy between East
and West as the "Austrian way". The political map of
Europe has been drawn up anew. New opportunities and
new challenges have arisen for Austria’s policy-makers.

Austria’s political and economic arena is characterised
by her application for membership in the European
Community, by the ongoing negotiations with the EC
about the terms of such membership and by Austria’s
new rtelationship with the countries in transition of
Central and Eastern Europe, which are in the process of
reforming their economic and political systems, in
particular our neighbouring countries the Czech Repub-
lic, Slovakia, Hungary and Slovenia.

For decades, Austria has been pursuing a policy of
European co-operation. This policy was based on the

understanding that frontiers - even open frontiers - must
not be an obstacle to common developments and that
international and bilateral problems can be tackled by
joint and concerted action only. An early alignment of
plans and activities will avoid unilateral, adverse
developments in some Eurcpean countries and in the
bordering regions of neighbouring states and, concur-
rently, will enable a joint exploitation of opportunities
for development.

Based on this understanding, Austria, as a member of
the Council of Europe, the OECD and the future EEA,
and a potential future member of the EC, is striving to
implement the conception of a new and larger Europe,
which would include the countries undergoing reform.
When the EC and EFTA Ministers of Finance meet in
April 1993, Austria will support the joint EC/EFTA aid
programmes for the countries now undergoing reform.
The current aid delivered by the Republic of Austria to
the countries in transition of Central and Eastern Europe
within the framework of its technical aid (ZOR) is a
natural consequence that ensues from this policy.

The new political and economic situation in Europe
poses new problems and challenges to regional develop-
ment and regional policy at the national and all-Euro-
pean levels.

1. The profound changes in Central and Eastern
Europe and the bloody conflict in the former Yugoslavia
have far-reaching consequences, both in Europe and
internationally. Austria is one of the countries affected
most strongly; while on the one hand it now has the
opportunity to penetrate new markets in the countries
undergoing reform - even though the future perspectives
may be uncertain for the time being - it must, on the
other hand, assert itself vis-A-vis new competitors on the
market.

This holds true not only for the border regions, but for
all of Austria’s industrial sites. Increasingly, labour-cost
intensive productions are transferred from Austria to the
countries in transition.




The massive influx of people from the East seeking
work, and the many refugees, pose a serious problem in
terms of immigration which requires particular efforts
on the labour and housing markets to ensure their social
and economic integration.

2. Transit traffic will no longer be concentrated in a
North-South direction, but will increasingly flow from
East to West, imposing a strain on Austria. In order to
preserve a sound environment and to maintain an
efficient economy, all countries in Europe must engage
in close co-operation to solve the problems of transit
traffic.

3. Austria’s active involvement in the process of
Western European integration has forced some sectors
of the economy, which have enjoyed wide-ranging
protection on the Austrian market up to now, to adapt
to the new requirements. The areas most affected are the
services sector, agriculture and the food industry.
However, one should not overlook the fact that even
today, much of Austria’s economy is widely integrated
in the international economic setting,

In view of the new framework conditions, Austria will
set a number of priorities in regional planning and
regional policies in the context of European integration,
eg:

Membership in the EEA and the European Community
necessitates an adjustment of regional policy instruments
and new forms of organisation and co-operation. The
EC Trade Practice Rules require a re-orientation of
subsidisation policies. Once Austria has been admitted
to the EC, these restrictions will be counterbalanced by
the opportunity to draw on EC development funds for
the benefit of Austria’s problem regions.

While paying greater attention to national and interna-
tional interdependences and to a potential shift in
regional priorities, the economy in marginal and disad-
vantaged rural areas and in Austria’s traditional indus-
trial regions needs ongoing support.

Transborder relations with our neighbouring states must
be strengthened. Negotiations on the establishment of
bilateral regional planning commissions are currently
under way with the Czech Republic, Slovakia and
Slovenia.

A good working relationship has already been estab-
lished with Hungary within the framework of the
Austro-Hungarian Regional Planning Commission. In
March of this year, this commission adopted a recom-
mendation on transborder co-operation with regard to
innovation and technology transfer centres and a recom-
mendation on traffic.

If the development of an environmentaily compatible

Eurcpean transport and traffic network is to open up
new opportunities for the regions, care must be taken to
avoid mega-centralisations in Europe by implementing
a regionally balanced network. The regional distribution
networks should therefore be effectively linked to the
central network, while the economic framework condi-
tions would have to be attuned to the requirements of a
new, environmentally socund, European transport and
traffic policy.

The expected migratory flows should be structured and
channelled in a way that reconciles the interests of the
local population and that of the migrants in an accept-
able compromise.

The areas reserved for settlement and the natural
resources must be used more economically. The natural
environment in general needs to be better preserved and
protected. In Austria, this concerns mainly the Alpine
regions which fulfil a vital ecological function for
Europe.

Throughout the many years of its activities, and based
on the diverse experiences of its member states, the
European Conference of Ministers for Regional
Planning, CEMAT, has accomplished a number of tasks
and adopted recommendations that hold promise for the
future. In recent years, the EC has recognised regional
planning in Europe as a multi-dimensional task. The
new situation in Europe has given a fresh and dynamic
impetus to regional development and regional policies
in Europe.

One cannot tell where regional planning in Europe will
ultimately stand. Many different actors and interests
have a say in charting its course. What is important for
Europe, though, is that the aim of the Council of
Europe, the EC and all other organisations involved in
regional planning and regional development and of their
co-operative efforts should be a new quality of regional
planning at the European, national and regional levels.

Today and tomorrow, this seminar will provide us with
an opportunity to discuss transborder and integrative
European co-operation in regional planning and regional
policies under different aspects and different headings.

The seminar’s outcome will constitute a significant
contribution for the next European Conference of
Ministers for Regional Planning to be staged in Norway
in 1994 and for a new quality of regional planning and
regional policies in Europe.

Along these lines, I hope that this meeting will be
conducted successfully and wish you a pleasant stay in
Austria,




INTRODUCTORY STATEMENT

by Mr Egon MATZNER
Austrian Academy of Sciences
Research Unit for Socio-Economics
Vienna

The reports presented at this colloquy refer to a variety
of cases of transborder co-operation. The cases in their
turn are the result ("epi-phenomenon”) of different
socio-economic and politico-cuitural contexts. A
typology is suggested which allows each case to be
discussed against a background of specific socio-econ-
omic dynamics. By way of abstraction, four types of
transborder co-operation (in short: TB-Coop) can be
defined:
Type 1: TB-Coop at the European level.

Cases in point are all-European planning
efforts with respect to railway, highway,
waterway and air traffic.

Model: "Groffraumordnung” as suggested
by C. Schmitt (1939).

Type 2:  TB-Coop between regions of similar, above-
average levels of productivity and income
(Rich-rich, see Fig. 1).

Case and model: Upper Rhine region
Type 3: TB-Coop between regions of similar,
below-average levels of productivity and
income,

Case: TB-Coop between the Czech and
Slovak Republics (Poor-poor, see Fig. 2).
Type 4:  TB-Coop between regions with huge differ-
ences in productivity and income (Poor-rich,
see Fig. 3).

Cases: East-West TB-Coop between regions
situated alongside the former "iron curtain”,
from the North to the South, including the
centre of Europe.

The four types of transborder co-operation relate (o
three different socio-economic contexts. This means that
the situational logic induces the acting persons and units

to behave quite differently, as game theory and histori-
cal evidence have taught us. Without dwelling on these
lessons, it will be interesting to see whether the
typology suggested allows a fruitful discussion of the
ideas which the participants in this important colloquy
will present.

Not even at the beginning of this colloquy is it a
venture to state that regional/spatial planning which
claims to be sustainable, could not be successful under
Type 4 conditions. At least not in a competitive world,
such as in Central Europe. What could be planned in its
place is a variety of semi-colonial exchanges. Are these
sustainable? To learn the lessons which the 20th century
is so rich to offer in this sense is a "challenge facing
European society with the approach of the year 2000",
which appears to be identical to that of "sustainable
regional/spatial planning in Central Europe”. To be
sustainable, TB-Coop has to reduce the huge differences
in the levels of productivity and income in the border
regions.

The crucial questions to be answered, therefore, are:

Can laisser-faire policies bring about a reduction in the
huge differences? Or is it, once again, a market-based
reconstruction programme like that after the second
world war, only this time for the former centrally-
planned countries, that is needed? Or, would governance
of markets, like that practised in Japan and the "Four
Little Tigers"”, be a better way? Or do you believe that
transborder spatial and regional planning will do the
job, as in TB-Coop of Type 2 (Fig. 1)?

Let us hope that the specific and supplementary reports,
as well as the discussion, will shed some light on these
questions, which are of great importance to us inhabit-
ants of Central Europe.
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Fig. 1: TB-Coop of Type 2
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NEW DIMENSIONS IN EUROPEAN REGIONAL/SPATIAL PLANNING: PROBLEMS, MEASURES
AND PROSPECTS IN THE FIELD OF REGIONAL/SPATIAL PLANNING IN CENTRAL EUROPE
AND ITS INTEGRATION INTO EUROPEAN-WIDE TRANSBORDER CO-OPERATION

Introductory report:

Central Europe within European-wide regional/spatial planning considerations

Mr Michel FOUCHER
Geographer
Professor at the Université Lumiére Lyon 11

Director of the Observatoire Européen de Géopolitique

(European Centre for Geopolitics)
Lyon

INTRODUCTION

Before our very eyes, a new geography of the continent
of Europe is beginning to take shape. This is in fact the
onset of a long-term process. Apart from inertia, which
accompanies any change in spatial configuration, due
account must be taken of the constraints inherent in the
territorial and productive structures inherited from the
centrally-planned economy of the past half century, as
well as of the rhythm and ups and downs specific to the
economic and socio-political transition now under way.

The need to envisage long-term change will foster
national and European policies on regional/spatial
planning; such policies will have a twofold aim - to
correct the old and new spatial imbalances within each
state and to make it easier to weld the two parts of the
continent together again.

Observation of changes since 1989 reveals the eastern
half of the continent to be more differentiated today, in
1993, than it used to be, owing to differences in the
thythm of economic and political transition. The econ-
omic depression so characteristic of central and eastern
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Europe over the last four years, as reflected in a marked
fall in GNP, is an unavoidable stage in the process of
making productive structures leaner and fitter. In some
states this has gone hand in hand with the emergence,
at varying speeds, of new structures, centred around
private initiative and multilateral assistance, and com-
pleted by channelling exchanges towards the West. In
other states, particularly those which came into being
after 1989, political crises are having the opposite effect
of biocking reform. The Balkan crises are barring the
way for European projects for regional/spatial planning
in south-east Europe.

The eastern half of the continent is now dancing to a
contradictory beat: on the one hand reform and the
green shoots of convergence with Western Europe; on
the other, crises and a backlog of delays in reshaping
the territorial map of Europe.

Faced with lasting differentiation in central and eastern
Europe, devising wide-ranging projects for
regional/spatial planning on a European scale would
seem a tricky task. Nevertheless it is advisable o
abandon the task of constructing a realistic future. In the




short and medium term, it would seem urgent to work
with those states and regions whose heads have clearly
opted for the strategic choice of enlarged European
integration by the end of the century, ie Central Europe
in the strict meaning of the term, Bulgaria and Romania.

In this introductory report, we felt it useful first to
review the state of affairs at the beginning of the wave
of democracy, since territorial areas are endowed with
strong inertia which must not be neglected when
devising new strategies. Secondly, the principal spatial
implications of transition in areas unaffected by severe,
lasting crises will be analysed on a central European
scale. We shall then examine the same issues at national
level, using specific examples. Lastly we shall review
the outlock for the future, emphasising the stabilising
role which concerted regional/spatial planning may play
in geopolitical terms.’

I. INITIAL STATE OF AFFAIRS: THE TERRI-
TORIAL HERITAGE OF A HALF CENTURY OF
CENTRALLY PLANNED ECONOMY

The half century of the old regime has left a permanent
stamp on territorial areas. The Soviet period introduced
four fundamental rifts, which still shape the countryside,
into an initially diversified context - since northern
central Euwrope, embracing Saxony-Anhalt, Berlin,
Silesia, £.6dZ-Poznari and Bohemia, had already been
transformed by the first industrial revolution, to the
extent that a state such as Czechoslovakia was ranked
eighth in the world in 1938, on the strength of its
industry.

a. Growth was largely founded on industry. Industrial
geography concerns two distinct types of region. About
half of them predate 1945, and are sited in the three
states of Northem Middle Europe, within a broad
triangle running from E6dZ and Warsaw to Halle,
Prague and Budapest. Then there are national and
regional urban centres such as Zagreb, Brasov, Bmo,
Gyor and Poznaii. The densest industrial concentrations
are found in Upper Silesia and in the sprawling crown
of Budapest. On the other hand, there are the new
industrial sites created after 1945, either close to mineral
deposits or in regions where there was a surplus of rural
labour.

The new industrial regions were often sited as close as
possible to the Soviet border and in eastern regions: the
Ekostahl steel complex at Eisenhiittenstadt was located

1. Questions of demography and migration will not be
tackled within the somewhat restricted framework of

this report.
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on the left bank of the Oder River as a symbol of the
new relationship between the DDR and Poland; Nowa
Huta opposite Krakéw, KoSice in Slovakia and Galati
on the Lower Danube in Romania reflected concerns
about defence and development based on the supply of
raw materials imported from the Soviet Union, eg iron
from Krivoy Rog and Kursk. The same considerations
applied to Kremcikovi, near Sofia, and Dunatjviros on
the right bank of the Danube downstream from Buda-

pest.

Considerations of defence, this time in a context of
national self-sufficiency or anti-Soviet protection,
explain the industrial growth of Bosnia (Zenica,
Sarajevo), of Skopje (Macedonia), of Niksic
(Montenegro) or of the Albanian complex of Elbasan.
The policy of national self-sufficiency has led to major
industrial complexes being located in the immediate
vicinity of reserves of raw materials, such as lignite at
Cottbus in the DDR and at Konin between Poznar and
LodZ in Poland, copper at Legnica-Glogéw in Silesia
and natural gas at Pulawy-Lublin in Poland.

b. Integration into the Soviet production system took
the form of the creation of networks (railways, electric
power lines, gas and oil pipelines) which in turn
spawned refineries and petrochemical plants along their
path: Leuna and Schwedt in the DDR, Plock to the
north of Warsaw, Z4iluZi to the north of Prague and
Bratislava, Leninvaros in north-east Hungary and
Szazhalombalta to the south of Budapest.

The division of labour under the Council for Mutual
Economic Assistance (Comecon 1949) introduced
productive specialisation by state, in line with the civil
and military needs of the USSR.

¢. In parallel, urbanisation advanced rapidly after
1945; almost 60 new towns were built close to indus-
trial sites. Twin towns, such as the proletarian Nowa
Huta opposite the historic, catholic capital Krakéw, the
cities of Ostrava and Bragov, Halle-Neustadt, Nowe
Tychy, New Belgrade, Novi-Zagreb, Titograd, Quyteti
Stalin. New towns such as Gheorghe Gheorghiu-Dej in
Moldavia, Dunadjvéros in Hungary, Dimitrovgrad to the
east of Plovdiv. A uniform urban landscape, made up of
long, prefabricated buildings dotted around open spaces,
and modelled largely on Soviet towns. Industrial towns,
towns for workers, designed as showcases for new
regimes and laboratories for new social relationships.

In addition, the strategic regions of the central European
theatre of conflict housed over 50 garrison towns, with
dozens of military bases and training camps. The
maximum density was attained in the DDR, around
Berlin, in Brandenburg, Mecklenburg and Saxony.



d. The collectivisation of agriculture led to a com-
plete redistribution of land in six states out of eight, and
a partial redistribution in the western and southern
regions of Poland and the plains of Northem Yugo-
slavia. Co-operative farms, state farms and agro-indus-
trial undertakings worked on huge farms.

In addition, the introduction of industrial activities into
the countryside, the political control of the growth of
large urban centres and the housing shortage combined
to create a considerable mass (one-quarter to one-third
of the rural population) of non-farmers living in the
countryside and commuting into urban centres daily or
weekly (as around Budapest).

The Soviet period created "black countries" which now
have to be restructured or redeveloped, taking into
account a characteristic feature of such regions: the
great diversification of production, such regions rarely
being dependent on a single industry. Another urgent
task will be to change their highly negative impact on
the environment. The urban heritage is severely dam-
aged and the immense suburbs and monotonous new
towns impose high maintenance costs. The industrial
regions having links with the former USSR, which were
part of an effort to redress the regional/spatial balance,
today find themselves a long way away from western
markets and, like the "black countries”, are discovering
unemployment. They are often the first regions to be
affected by the introduction of the rules of a market
economy.

The Soviet partner has ceased to be the mandatory,
attractive partner. The time has come to rechannel flows
towards the West, but the new states which have arisen
from the ashes of the USSR are still suppliers of energy
and clients for products which have no other markets.

The considerable efforts made to disperse activities
within federal states, for example in Slovakia after 1978
and in Yugoslavia since 1945, have helped to spread out
modern industrial activities without tempering regional
inequality, without slowing down migration, without
holding dissatisfaction in check and even without
preventing the collapse of these states.

Another heritage is the political and administrative
pattern of spatial organisation. The former regimes did
not apply a single model of administrative organisation.
However, the majority of existing territorial authorities
and administrative structures were created by communist
regimes. Only the Hungarian counties survived changes
in the regime.

The only spaces where it is possible to identify strong
regional authorities, resembling the French, Italian or
German regions by their size, are the former republics
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of federations now dissolved. The nine Bulgarian
regions set up in 1988 were merely an attempt to
control local administrations. The other states of Central
Europe are therefore characterised by an organisation on
the lines of counties/municipalities.

Many reforms of local administration have been
imposed. They were one of the favoured means of
attempting to adapt and export the model of a planned
economy to the states of Central Europe.

In 45 years the number of levels, and the size and role
of territorial units have been changed three or four times
in each state: in Albania in 1949, 1953, 1958; in
Bulgaria in 1947, 1949, 1959, 1977, 1988; in Hungary
in 1949, 1984; in Poland in 1954, 1975, 1983; in
Romania in 1950, 1960, 1968, 1974, 1981, 1988; in
Czechoslovakia in 1949, 1960, 1968; in Yugoslavia in
1950, 1952, 1955, 1967, 1974, 1989,

As a complement to sectoral planning, which imposed
the centralised management of all economic activities,
the administrative pattern was supposed to help control
the implementation of the plan. The instability of the
scale and pattern of regional/spatial management clearly
reflected the intentions of the communist powers -
intentions which were often contradictory in nature - to
set up a hierarchical network of administrative control,
whilst at the same time preventing the formation of
local authorities with true local roots. A new factor of
political and administrative organisation was introduced
with each change in the level and size of administrative
units. The new units were often presented as a means of
combating the bureaucracy of medium-sized towns, and
were accompanied by denunciations of territorial or
county feudalism. The hierarchy of towns was modified,
and new or industrial towns became administrative
centres in order to bolster their influence and give them
more weight in relation to "bourgeois” centres. The
statistical reading of the territory was confused as far as
a reduction in territorial inequality went, as in Bulgaria.

Successive waves of reorganisation reduced the number
of levels of local administration from three to two
(Bulgaria in 1959, Romania in 1968, Albania in 1953,
Hungary in 1984), reinforcing the role and often increa-
sing the size of municipalities or basic units, which
were given formal autonomy. Intermediate levels of
authority saw their powers limited to monitoring or
planning functions. The reduction in the number of
levels, the abolition of the higher level and the increase
in the powers of smaller units enshrined the centralised-
organisation of the state.

More radically, the reforms of the 1970s sought to
rationalise both regional/spatial management and the
distribution of activities and population,




“Systematisation” in Romania (1974) and the "systems
of population" in Bulgaria (1977) were attempts to set
up true regional/spatial planning, combating the "rigid-
ity” of territorics. Reduction in the number of local
authorities, mergers of municipalities, rationalisation of
economic activities, all these reflect the basic principles
of a Soviet model of regional/spatial management
(reform of local authorities in 1926, creation of agro-
cities).

The reforms of the 1980s, which represented an attempt
to mitigate the economic, social and political crisis,
introduced a tentative decentralisation of economic
management and gave territorial authorities greater
powers, in an attempt to reinforce representativeness and
grass-roots participation at the level of the basic units.
This was clearly one of the aims of the reforms of
1983-84 in Poland following the proclamation of martial
law, and of the local reform of 1988 in Bulgaria.

Soviet regional/spatial planning has therefore had a
lasting impact. It is in this context that a new, powerful
factor of spatial transformation will intervene, namely
economic transition, a corollary to the process of
democratisation.

II. GEOGRAPHY OF POLITICAL AND
ECONOMIC TRANSITION THROUGHOUT
CENTRAL AND EASTERN EUROPE

Transition is not limited to the introduction of market
rules. A market without a state is merely a black
market; a market economy without an administration
would be merely a Mafia economy. This points to the
importance of establishing states ruled by law and of
administrative reforms.

a. Administrative reforms since 1989

All states of Middle Europe are in the midst of terri-
torial reorganisation, In the wake of German unification
the Ldnder were restored, replacing 14 Bezirke (dis-
tricts). The states which have arisen from the
Czechoslovak and Yugoslav Federations will have to
change their local legislation.

Elsewhere, the first neceds have been met, from 1990
onwards, by legislation concerning electoral arrange-
ments for the councils of territorial authorities and
concerning the powers of such authorities, Municipal-
ities have been given wide-ranging autonomy and
extensive powers. The number of municipalities is
increasing, or to be more precise, municipalities which
were summarily merged are being split apart again.
Municipal elections have been held in Poland, Hungary,
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Czechoslovakia, Romania and Albania. The ratification
by Hungary, in April 1992, of the European Charter of

Local Self-Government promoted by the Council of
Europe is the symbol of this municipal renaissance in

Middle Europe.

Caught between the reorganisation of the activities of
the state and the new powers devolved to municipalities,
especially in the economic field, the Polish voivodships,
the Romanian counties (judef), the Hungarian counties
and the Czechoslovak districts (since 1990 regions have
been no more than statistical and electoral units) are left
today with weak resources and few powers and are not
managed by representatives elected by direct, universal
suffrage. The second period of territorial reorganisation
will involve a profound change at this level of manage-
ment and will probably involve creating more extensive
regions based on historical ties.

b. A space which is becoming increasingly
differentiated under the impetus of the market

It is important here to make a distinction between the
definition of substantial trends applying to all states, and
the consideration of variations in the rhythm of
transition.

An examination of some of the criteria of transition
reveals the following picture, as at the beginning of
1993:

- The rechannelling of exchanges towards the West
and OECD countries, at the expense of the former
Comecon bloc, is a general movement even though the
total volume of exchanges is falling because of the
recession. A movement more rapidly followed in Poland
(48% in 1991) or Hungary (over 61% in 1991), it now
extends to countries such as Bulgaria, which still has
many links with the former USSR: OECD countries
represented 50% of Bulgaria’s exchanges in 1992,
against 29% in 1991, with the share of the former
Comecon countries falling from 57% in 1991 to 37% in
1992, There is a similar situation in Romania, where
exchanges with OECD countries represented 45%-47%
in 1991.

Yet severe economic constraints still weigh heavy on
the Baltic states, where 85% of exchanges are still made
with the former USSR (energy).

- The private sector’s share of productive activity is
increasing everywhere, the record being held by Poland
(over 60% of the working population, and almost half
of GNP in 1992). However the share of the private
sector is difficult to calculate since it also includes a
sizeable parallel economy (reckoned by Morgan Stanley
to be between 15% and 37% of Poland’s GNP).



Multilateral financial assistance to projects exceeded

6 billion ecus as at mid-1992; 56% of this sum went to
Poland, 28% to Hungary, 19.5% to Romania and 16%
to Czechoslovakia, with the CIS receiving only 11.6%.

- Association agreements with the European Com-
munity were concluded by five central European states;
agreements with EFTA are under way.

- Lastly, the development of exchanges with the
OECD area reflects the importance of geographical
proximity. Although the market constituted by the states
of central and eastern Europe represent 3%-4% of
Germany’s exports, 5%-9% of Austria’s exports and
2.5%-3.3% of Italy’s exports, these being the three
principal partners, the figures are Iess for states situated
further west (1.2% in the case of France, the fourth
partner, and 0.8% in the case of the United Kingdom).

In all, four different types of geo-economic and
geo-political situations can be identified:

- four states, Poland, the Czech Republic, Hungary
and Slovenia, have begun their transitional period well;
they are all frontier states with the EEC/EFTA bloc and
it is here that transfrontier co-operation is by definition
the most meaningful;

- in three states transition lags behind because of
political constraints (parliaments are slow to adopt
privatisation measures): Slovakia, Romania, Bulgaria;
- in the newly independent states of the former USSR,
whose status is still uncertain, there is greater resistance
to reform and industrial structures remain unchanged,
priority still being given to heavy industry as the
foundation of development: Russia, Ukraine, Belarus,
the Baltic states;

- some states are in the throes of severe political
crises, either actual or looming: transition is not a
priority and economic disaster reigns: Croatia, Bosnia,
Serbia, Macedonia and, in part, Albania.

Any political crisis delays transition and rapprochement
with the EEC/EFTA bloc. Moreover, the possibilities of
catching up will depend on the economic starting point.
It is estimated that countries whose starting point is
equivalent to half the average income of the EEC would
have 1o experience growth rates of 7% per annum over
15 years, or 6% per anum over 20 years or even 5% per
anum over 30 years in order to bring them up to the
level of the average European income. Such growth is
within the grasp of the states of Central Europe, on
condition that the social consensus is maintained and
that external political risks do not interfere with
transition.
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III. THE GEOGRAPHY OF TRANSITION ON

A NATIONAL SCALE: NEW REGIONAL
DISPARITIES

It is also important toc envisage the geographical impact
of transition within each state. The work of the Obser-
vatoire Européen de Géopolitique (European Centre for
Geopolitics) (see reference list) shows that "winning
regions” and "losing regions” are gradually emerging
within states.

The main criteria of identification are: the unemploy-
ment rate; the destination of foreign investment; the
level of facilities and services; geographical position;
accessibility of markets; industrial tradition; and on the
other side of the scale, the amount of remedial work to
be done. A first analysis shows that the capital cities
and western regions (in Poland, Hungary and the Czech
Republic), frontier regions (in Hungary), regions which
are advantageously located along routes of European
interest, and areas with a strong industrial tradition are
the first to benefit from transition and from injections of
outside capital. New regional disparities are thus
emerging within each state, with some towns and
regions benefiting and others being severely affected.
The unemployment rate is one of the most objective
criteria for measuring such disparities; for example, it is
almost unknown in Prague and exceeds 17% in eastern
Slovakia.

For a more thorough analysis, we need to highlight the
changes specific to each state. This report will restrict
itself to three case studies.

a. The case of Poland

First point to note: the regions which received invest-
ment under the communists are not in the best position
for transition. Take the case of Silesia, where production
dependent on a single industry has left the population
facing stagnation and unemployment. Regions such as
the north-west (with Poznari), which escaped radical
transformation by the former regime and where the
traditional balance between different industrial sectors
remained untouched, will be quicker off the starting
blocks. Worse placed are those regions which on the
surface benefited from deliberate industrialisation to
soak up surplus agricultural labour, regions such as the
north-east of Poland, which today are witnessing a
massive return of the population made redundant by
employers in the industrial regions hit by depression or
more simply made redundant by the closure of subsidi-
aries in the region itself.

Second point to note: in view of the heavy spatial
concentration of industrial activities, big centres of
production (such as Lodz) and mining regions (Upper



Silesia and the Walbrzych basin) are facing severe
employment problems and have to rebuild their indus-
try. The appearance and spread of unemployment
emphasise the presence of pockets of latent under-
employment, aggravated by the difficulties facing
businesses turned towards the Soviet market {(the north-
east) and also the formation of potential reservoirs of
unemployment in industrial regions specialising in a
single industry (Lo6dZ, Walbrzych, Jelenia Goéra), or
those threatened by bankruptcies (Radom, Kielce,
Gdanisk).

Third point to note: even within the group of privileged
regions, those with a more balanced economic structure
(primary sector without the hard kernel of sunset
industries, a good balance between the secondary and
tertiary sectors, a better distribution of the socio-
professional structure, etc), such as the regions/cities
(Warsaw, Krakéw, Poznan), will adapt more quickly to
the challenges of the free market than will L6dZ,
Katowice or Watbrzych. On the other hand some
regions which are lagging behind according to our
indicators, such as north-east Poland, may perhaps
benefit in future from a good ecological situation
(Poland’s Green Lung Project, ie a protected zone
encompassing Bialystok, Olsztyn, Loma, Ostrolcka,
Suwatki). Such ecological development projects might
be combined with promising tourist activities.

Fourth point to note: big urban centres acting as cul-
tural, scientific and technological magnets, such as
Warsaw and Poznaii, seem to be in a better position
faced with the challenges of competition and market. In
such centres, the forward march of private firms and
joint private/public companies, co-operating with foreign
capital, is strengthening a diversified, dense economic
web. The workings of the market should also give an
edge to western regions, from Lower Silesia to Gdafisk,
which have a better infrastructure.

It is true that there was less disparity in the spatial
distribution of activities and of the population in Poland
than in other states of eastem and central Europe. Its
network of towns bears witness to this, with 14 big
cities of over 200,000 inhabitants, the most densely
populated city being not the capital Warsaw (1,651,000)
but greater Katowice (2,377,000 inhabitants spread over
16 towns). A second category embraces regional centres
with 579,000 to 850,000 inhabitants, such as LodZ,
Gdatisk-Gydnia-Sopot, Krakéw, Wroctaw, Poznail and
Bydgoszcz-Toruil, and there are a further six towns with
211,000 to 400,000 inhabitants, Szczecin, Lublin,
Bialystok, Czestochowa, Radom and Kielce.

There was a reasonable spread of industrial activity
throughout the country. Regional variations in the
proportion of jobs represented by industry were
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contained within a range running from 20-25% in the
voivodships of the eastern frontier to 40-50% in Silesia
and central Poland. Silesia however accounted for
almost 33% of all jobs, including 18% in Katowice,
followed by Warsaw (7%), L6dZ (4.6%), Poznaii and

Gdaiisk (53.3%), Krakéw (3%), Kielce and Bydgoszcz
(2.9%), with other centres accounting for 40% of the
five million or so jobs in industry.

Regional variations in income were fairly low because
of the size of the state sector (70% of jobs). However
there was one notable exception, the almost 40% higher
than average wages found in Katowice, Legnica and
Walbrzych, reflecting the relative advantages won by
the well-organised coal and copper miners.

On the other hand, differences in environmental condi-
tions were striking. The Central Office of the Plan had
identified 27 threatened zones, covering 11.2% of the
surface area of the country and affecting 13.5 million
Poles. 80 towns are affected in regions of Belchatéw,
Bydgoszcz, Toruil, Gdatisk, bL6dZ, Czestochowa,
Tarnobrzeg, Walbrzych, Legnica-Glogéw, Rybnik and
Upper Silesia.

As a result of adjustments since 1990, regional disparity
is increasing in Poland. This is happening at the
expense either of regions dependent on a single industry
once heavily subsidised - such as coal, steel and ship
building - or of regions such as the north-east and east
which are less well situated in relation to the current
corridors of growth.

The list of "municipalities threatened particularly by
structural unemployment” published in the official
Gazette (Monitor Polski, 26 August 1992), included two
whole voivodships, £.6dZ and Walbzyrch, and sixteen
others which were partly affected: Bydgoszsz, Stupsk,
Koszalin, Pila and Szczecin in the north-west, Elblag,
Olsztyn, Suwalki, Ostroleka and Ciechanéw in the
north-east, Ziclona Goéra, Jelenia Géra and Kalisz in the
south-west, and Rzesz6w in the south-east.

Similarly, voivodships which already had a high rate of
unemployment correspond, with the exception of Lower
Silesia, to rural regions which were deliberately
industrialised after 1945 and which are the first to be
affected today by the closure of factories and regional
subsidiaries.

A second factor of future disparity springs from inputs
of foreign capital. Such capital, which initially went to
the capital city (services) as well as to Wroclaw,
Poznatl, Gdatisk and Lublin, is helping to push regions
further apart. Among their criteria of choice, foreign
firms will look at the level of training of workers and
supervisors. The proportion of the working population




having a diploma is a measure of this. Compared with
an average of 9.7% for Poland as a whole, the percen-
tages range from 17.7% in Warsaw, 16% in Krakéw,
13.3% in Poznati, 11.9% in Gdaiisk, 11.5% in L6dz, to
9% in Kielce and 7.7% in Silesia (figures for 1988, in
OECD 1992). However, new investment in industry has
already been spread around, in line with the industrial
map inherited.

An additional criterion influencing investors’ choice is
the position of voivodships and towns in relation to
transport routes of European interest which are due to
be upgraded: the Berlin-Poznaii-Warsaw-Brest route; the
Dresden-Wroctaw-Krakéw-Lvov route; the Gdaiisk-
Katowice-Ostrava route; the Szczecin-Prague route. The
Via Baltica projects lie further in the future,

Three categories of regions are beginning to emerge:

- Urban regions with long-established, diversified
industry, with universities and research centres, regions
which have already been changed by the growth in
private services and jobs and which are well sited on
European routes, since the EEC has become Poland’s
principal client and principal supplier (56% and 50% in
1991), the share of the former USSR having falling to
14 and 11%. These regions are Warsaw, Poznail,
Gdatisk and Wroctaw. In the case of Krakéw, the
restructuration of the Nowa Huta steel works, sited there
for no reason other than ideology, will be a drag on the
voivodship’s future. In £6dZ, the loss of cheap textile
markets in the DDR and the USSR will require an
unprecedented effort of modernisation from the "Polish
Manchester”; however, its proximity to Warsaw, its
cultural and scientific reputation and its political power
constitute a solid foundation for successful transition.

- Upper Silesia and the Walbrzych region are special
cases because of their economic and political power,
reflected by the "mining lobby” whose interests are
threatened by the planned phasing out of subsidies. The
180,000,000 tonnes produced in 1989 attracted a
subsidy of $12 per tonne, falling to $7 per tonne for the
150,000,000 tonnes produced in 1990. The lack of
subsidies will limit production to be limited to
110,000,000 tonnes, with the loss of 180,000 jobs.

The industrial restructuration plan drawn up by the
voivodship of Katowice in 1991 defines three areas of
priority, namely ecology, culture and technology, and
housing/habitat. As well as restructuring the steel
industry and the energy sector and recycling industrial
and mining waste, the plan sets out to foster small- and
medium-sized enterprises and new technology, and to
co-ordinate planning projects. Whether the plan is fully
implemented will depend on funding by the state and on
European co-operation.
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- The future of the less industrialised regions of the
north, north-east, south-cast and west will depend on
opportunities for growth in the agricultural and agro-
industrial sectors no doubt partly helped by inputs of
foreign capital (German, Dutch and Scandinavian).
Tourism might be promoted in the north and north-east,
in Mazury. In the long-term, these regions might benefit
from the partial opening of borders. Poland, in the
midst of economic conversion, would appear today to be
a useful partner for Belarus - Poland being its first-
ranked supplier and its second-ranked customer - and
Ukraine, especially Western Ukraine. New border
crossing points have been opened at Terespol, Okopy
Nowe and Medyka, and upgraded to cope with heavy
local traffic.

In the west, the Oder-Neisse frontier marks a double
border, both with Germany and the EEC bloc, although
this has not meant that it has become a region with
strong growth. Apart from exchanges between Comecon
members, past relations with the DDR were limited at
regional level to organising the collection of workers for
metal-working and electronic factories located on the
left bank of the Oder. The economic restructuring of
Germany’s easternmost reaches is depressing the twin
towns of the frontier region and is accentuating the
propensity to emigrate. In the long term the Oder region
might attract capital under the German promotional
plan, particularly in big farms to be rented out. Similar-
ly, recovery in the Czech Republic will boost the port
of Szczecin.

The impetus for the bi-national promotional plan for the
Oder region has come largely from German capital but
it serves Polish interests which are to bolster up a
frontier region with a depressed economy.

The will to "air Poland” by promoting all frontier
interactions, not only those with West, seems to be the
main factor of foreign policy affecting regional/spatial
planning.

b. The cases of the Czech Republic and Slovakia

Regional issues have undergone a sea change since 1
January 1993 and it is now a matter of organising two
economies and two countries, independently.

Regional inequality between the Czech and Slovak parts
of the country, which weighed heavy in the balance in
the "velvet divorce”, was transformed at the stroke of a
pen into differences between two states in respect of
development.

The first impact of transition seems to have benefited
the Czech Republic far more than it did Slovakia, whose
new leaders are hoping to move forward less rapidly




and are hoping to keep a large public sector. Almost
75% of the $100,000,000 of foreign investment since
1989 has gone to the Czech Republic, and over 46% to
greater Prague and central Bohemia. Less than 1% has
gone to central and eastern Slovakia. In 1992, foreign
companies’ share in industrial production was 4.4% for
the Czech Republic and 1.5% for Slovakia. The first
effects on employment are hammering home the inequa-
lities between the Czech Republic and Slovakia. At the
beginning of 1992, unemployment in the Czech Repub-
lic was 4%, and in Slovakia 12%. Moreover, regional
variations in unemployment are substantial: for the
Czech Republic it ranges from 1.2% in the city of
Prague to over 6% in the Ostrava basin; in Slovakia it
ranges from 6% in Bratislava to 20% in the Cadca
district, which prolongs the Ostrava basin and is on the
Polish border.

According to the Federal Statistical Office, partition will
have negative economic consequences - an increase of
5-6 points in unemployment and a delay of at least a
year in the return to positive growth, but its chief
consequence will be to increase the gap between the
economic sitwation in the Czech Republic and in
Slovakia. The two economies have remained unequal.
The Czech Republic has 66% of the population but
accounted for over 70% of the national product in 1990
- 72% of electricity production, 72% of industrial
employment, 98% of motor vehicle manufacturing, 72%
of the engineering industry.

In some sectors however, a substantial proportion of
production is concentrated in Slovak territory, mainly in
the form of big firms set up after 1960, in the period of
industrial modernisation - 41% of the chemical industry,
almost the entire production of colour televisions and a
large share of clothes manufacturing (78% of the textile
industry being located in the Czech Republic).

The establishment of a modern industrial structure in
Slovakia was based on the industrial investment needs
of the Czech state, within the division of labour
imposed by Comecon, and was not an attempt (o
construct a self-reliant industrial structure. A high
proportion of industrial production, in the form of big,
interlinked installations, was incorporated into a com-
plex chain of exchanges between the two republics
before the finished product emerged; this explains the
great difficulties and arguments encountered today in
calculating each republic’s share of the national product.

The industrialisation of Slovakia was more recent, and
is therefore, overall, more modern. Nevertheless,
although there is a marked difference in the level of
obsolescence of industrial assets in terms of the quality
of industrial buildings (34% in Slovakia and 42% in the
Czech Republic), no significant difference is apparent in
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terms of the obsolescence of equipment (57.6% and
58.3% respectively).

At the moment of separation, Slovak industry appears
more vulnerable. Over 80% of Czech exports originated
in the Czech Republic. Moreover, one third of Slovak
industrial production was exported to the Czech Repub-
lic, chiefly heavy industrial products, chemicals and
construction materials. One strategic sector, the power
supply of both states, is thoroughly tangled. Slovakia
depends on the Czech Republic for its supply of elec-
tricity, representing one sixth of its total consumption,
and its supply of coal, whereas the Czech Republic
needs Slovakia's refineries and its petrochemical
industry. The entire supply of gas and oil to the Czech
Republic from the former USSR transits via Slovakia,
where there are large gas storage installations,

Even before separation, each of the two republics had
attempted to introduce measures of diversification, in
order to reduce dependence on the former USSR and to
stand on an independent footing as regards power
supplies. In November 1991, for the first time, Czech
gas pipelines were connected to the German gas pipe-
line network. A new oil pipeline will become oper-
ational after 1994, linking the two main Czech refineries
(at Litvinov and Krapuly) to Ingolstadt (Austria) and to
the Transalpine supply system coming from Trieste. The
resumption of normal operation of the Adria oil pipe-
line, coming from Rijeka in Croatia is the main hope for
diversifying Slovakia’s oil supplies. Symbolically, the
process of making the two republics autonomous is
following ancient paths, since Trieste used to be the
main port for Vienna and Cisleithania, and Rijeka
(Fiume) used to be the port for Budapest and
Transleithania.

For Slovakia, the production of electricity is vital.
Nevertheless, the principal benefit of the forthcoming
launch of the Mochovce nuclear power station, built in
co-operation with France and Germany, will be the
decommissioning of the Bohunice power station, held to
be dangerous. Beyond the power struggle with Hungary,
the importance for the Slovak authorities of the launch
of the hydroelectric power station at Gabcikovo can be
scen as a symbol of autonomy in terms of power
supplies.

The prime consequence of this dual transition, opening
up borders to the West and limiting exchanges between
the Czech Republic and Slovakia, will be to accelerate
the reconnection of both new states with the EEC/EFTA
states on its borders. In the first instance, this will take
the form of improving links and communications
between Prague and Germany on the one hand and
between Bratislava and Vienna on the other. The
Bratislava-Brno-Prague motorway used to be one of the




main corridors giving form to Czech territory. It is now
cut in two by a border.

¢. The case of Hungary

Hungary is one of the states of Central Europe where
thinking on regional policies and modern regional/
spatial planning is most advanced. Moreover, the
structure of Hungary as a country is that of a single,
vast region centred around a single capital, Budapest.
The zone of direct, daily links - shopping or commuting
- covers almost half the country, on both sides of the
Danube. The transition crisis is weakening regional
centres such as Miskolc, which formerly enjoyed greater
autonomy, whilst the rechannelling of exchanges
towards the West is extending westwards the role of
Hungarian and foreign customers located in the capital
city. The fact that almost 80% of foreign investment is
concentrated in and around the capital increases its pre-
eminence. Unemployment in Budapest is less than 2%,
whereas it exceeds 16% in six counties west of the
Danube.

The capital is the sole major junction for traffic between
the regions since, as an obligatory point of passage, it
accounts for 90% of traffic crossing the Danube. To a
great extent, this situation was created by the borders
drawn on the map in 1919-20, since the main roads
which used to lead to the Hungarian part of the empire
were located outside Hungary itself and today serve
Southern Slovakia and Western Romania.

This explains the emphasis on the construction of new
bridges downstream from Budapest, at Dunaijvaros and
Szekszérd (requests for tenders were/will be sent out in
1992 and 1993). This will be an essential element in
creating a south-west route from Austria to Romania.

The Ministry for Environmental Protection and Regional
Development (November 1991) has identified three
categories of "regions requiring action” to counteract the
heightening of regional disparity since 1989, as revealed
by migrations:

- areas which are severely affected by unemployment
and which are also under-equipped. These are found in
the north-east and south west, encompassing the
counties of N6grad, Heves, Borsod-Abaiij-Zemplén and
Szabolcs-Szatmér-Bereg;

- areas where unemployment is growing: Komdron,
Veszprém, Fejér and Tolna, Pest and Bécs-Kiskun in the
centre; Csongrad, Jasz-Nagkun-Szolnok and Hadji-Bihar
in the ecast;

- the under-equipped areas of the south west, Vas and
Zala, and municipalities along the Romanian border;
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- areas suffering from heavy industrial pollution (from
Veszprém to Miskolc).

Overall, priority in terms of granting public subsidies
and encouraging private investment (up to 50% of the
total vested) is given to counties suffering from multiple
handicaps: Borsod-Abaij-Zemplén, Szabolcs-Szatmér-
Bereg, Nograd and Baranya. 80% of regional develop-
ment funds go to these counties, to be managed by new
regional agencies.

The planned scenarios make a distinction between three
types of development:

- "successful modernisation” following a restructuring
of the region’s productive capacities to enable it to
adapt constantly to the constraints of the market: the
capital is a case in point;

- partially successful adaptation”, in some sectors
(excluding for example mines, 12 out of 32 of which
face closure, and heavy industry) albeit still having a
high unemployment rate;

- areas which "lag behind”, with declining production
and rising emigration;

The first two scenarios concern the part of Hungary
situated west of the Tisza River. The third describes the
situation of the eastern regions, which have been most
affected by the loss of markets within the Comecon
countries and whose future will depend, to a great
extent, on economic stabilisation in neighbouring
regions, ie Romania, Ukraine and Eastern Slovakia.

Tourism has been made a national priority. It involves
environmental protection plans covering the Maros
river, Kecskemét, and the mountains of the north-east,
and regional plans covering the special zone around the
Tisza lakes, Lake Velencei, Lake Balaton, the Upper
Danube Lake, Fert6 and its sprawling plain.

With regard to institutions, it can be seen that the
administrative unit preferred by the parties in power
since 1989 has been not counties but municipalities.
Counties have retained only special powers, under the
Basic Law of 31 August 1990 on the free administration
of local authorities, whiilst municipalities have been
given general powers. The creation of seven county
towns - Budapest, Miskolc, Debrecen, Szeged, Pécs,
Veszprém and Gyor - as new seats of the state’s
decentralised administration has reduced even further
the importance of the traditional pattern of administra-
tion taken over by the communists, ie the 19 counties.

Urban centres with over 50,000 inhabitants have opted
for county borough status. Local authorities thus man-




age 15% of Hungary’s GNP, a far greater proportion

than in Western Europe. Agencies co-ordinating the
efforts of local associations are encouraged in order to
attract investment. Overall, strengthening the political

powers of the municipalities increases centralisation in
cases where the municipalities do not engage in "inter-
municipal” co-operation.

Regional/spatial planning has also been inspired by two
concerns involving larger areas:

- Firstly, the position of the Hungarian plains at the
heart of Middle Europe, sandwiched between its North
and South sectors and between Western Europe and
South- East/Eastern Europe. There are plans to enhance
this key position by means of an ambitious motorway
programme launched in January 1992. By order of
priority, this covers the following motorways: M1 and
M15 between Vienna and Budapest, M5 belween
Budapest and the border with Romania and Serbia
(Vojvodina), an alternative route to the trans-European
Istanbul-Sofia-Belgrade-Zagreb route, M3 and M30
from Budapest to Western Ukraine and Eastern
Slovakia, M7 from Budapest to Croatia.

- On the other hand, the growing concern voiced in
Hungary regarding the future of Hungarian-speaking
minorities, and the determination to compensate for the
loss of markets in the former USSR and the former
Comecon countries by finding new outlets in Eastern
Europe have led the Hungarian authorities to open
borders, applying the country’s classic concept of the
"spiritualisation of frontiers”, respecting established
borders but demanding free intercourse. This strategy
will only be viable so long as tension in the countries
around Hungary does not reach extreme heights and so
long as Hungary’s most nationalistic and revisionist
political parties are kept in check.

The avowed aim is to put official relations on the same
footing as local economic relations and to make Buda-
pest the cultural capital of Hungarian-speaking minor-
ities through a policy of transfrontier co-operation.

Awkward relations with Slovakia are hampering the
effective operation of the Carpathian-Tisza co-operation
agreement, a "macroregion” which was supposed to
bring together the Hungarian counties of Borsod-
Szatmér-Zemplén and Heves, two districts of Central
and Eastern Slovakia, the Polish voivodships of
Krakéw, Nowy Sacz, Rzesz6w, Przemysl, Krosno and
Tarnéw as well as two Ukranian districts in
Transcarpathia. It does not include the Romanian
counties close to the frontier because there is no blanket
agreement between the two states, although relations at
local level are much less tense than at state level.
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On the Ukranian border, the rapid increase in the

number of people shopping in Hungary has led to the
opening of supermarkets in small towns in the county of
Szabolcs-Szatmdr-Bereg.

The Serbo-Croatian war and political pressure on
Hungarian speakers in Vgjvodina - 6,000 Hungarian
speakers were expelled in 1992 - has led to an exodus
of over 60,000 refugees, who are being housed at
Szeged and in hotels on the shores of Lake Balaton.

CONCLUSIONS: THE OVERALL OUTLOOK

As can be seen from these three case studies, internal
transition has had an immediate, lasting impact on the
shape of countries. Moreover, renewed diplomatic
freedom is allowing these states to "air" their relations,
with the West of course, but also between themselves
and with the new states of Eastern Europe.

Fresh interaction across borders is coming into play on
all sides. Projects for Euro-regions - Nysa, Tatras and
Pomerania - and the formation of joint commissions and
committees (for example between Germany and Poland)
are opening up promising avenues for the future. In
some cases, especially around Poland, these are true
innovations which deserve encouragement.

However, new checks and balances cannot be envisaged
if the only regions to benefit are those in the western
part of Central Europe. On principle, planning aims to
spread development throughout the country. It would be
dangerous, in the at times complex geopolitical context
of this part of Europe, if disparities thrown up by
modernisation were to diminish the ability of states and
public bodies to manage political crises, especially in
regions where the issue of the status of minorities is
rearing its head.

Regional and frontier issues are therefore a vital compo-
nent in defining strategies for spatial reorganisation. A
"laisser-faire” scenario might heighten the new regional
disparities and might provoke tension between neigh-
bours. Conversely, an approach governed by contract
allows programmes covering co-operation, the infra-
structure and exchanges to be envisaged, holding out the
promise of balanced development.

The efficacy of transition is at stake. What is also at
stake is greater political stability in central and eastern
Europe. This is a vital objective for wide-ranging
regional/spatial planning in Europe.
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While preparing this speech it occurred to me that the
concepts of problems, prospects and measures which
represent the usual patterns of thought for regional
planners should not only refer to spatial structure, the
subject of our planning work. If applied to planning
these three concepts could be a helpful orientation for
self-critical analysis. After all, the field lying between
the real development of the spatial structure and the
planning related to it, is possibly one of the most
important fields within the European context which I
would like to call "state of awareness". The three
concepts

- problems
prospects
and measures

on the one hand, as well as the three concepts
- spatial structure
state of awareness
planning

on the other, could be combined to form a matrix of
nine fields. Based on this framework I would like to
summarise by formulating nine statements.

I would like to emphasise that my point of view ema-
nates from the geographical location of the region of
Vienna, or Austria, and it is of course for the most part
my purely personal point of view.
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Geographical aspects draw attention to the problems of
spatial structure which is the subject of statement No. 1:

The elimination of borders within the Western European
Single Market and the opening up of the neighbouring
countries of eastern and central Europe make the
enormous disparities between the standards of living
and economic power in Europe an issue of regional
policy. ‘

This is of course nothing new. Nevertheless I do find it
appropriate in these times of confusion to stress the fact
that disparity problems are the side-effects of any spatial
community and may also be seen as positive signs of
societal development: they become more important with
growing solidarity or when - in this case literally - walls
and barriers between territories and peoples fall.

The history of the so-called reunification of Germany
until now shows us how difficult the political tasks
related to political integration are and how long such
integration processes may actually take. Considering
that in the case of Germany, relatively favourable
conditions for the reduction of differences were given,
and the amount of funds invested there can hardly be
matched anywhere else, the actual course of develop-
ments is quite different from initial expectations.

This should serve to warn us against placing too many
hopes in other border areas to the east. Here new
nations are emerging with great deficits of national
identity and self-esteem, where different languages are




spoken and where it is hardly possible to "import" any
public funds.

How problematic the effects of false forecasts may be
on the development of the former countries of the
eastern bloc can be seen in almost all of the entire area
of eastern Europe. Forecasts depend on the prevailing
state of awareness. This leads me to statement No. 2
which refers to problems of the state of awareness:

The East and the West were both taken unawares by the
developments and effects of the opening up of borders;
even the process of integration in the West is good for
surprises.

This is also nothing new but I would still like to insist
on the importance of the statement. If one looks at some
of the concepts recommended to policy-makers by
regional planners in several European countries then it
becomes obvious that this fact has not been acknow-
ledged. They act as if one can reckon with continuous
and fully controllable processes such as in the early
1970s when global development alternatives were
demanded and delivered, scenarios of trends, desires and
compromises were produced, selected and even
resolved. This cannot last for long. Regional planners
acting in this manner will hardly be considered political-
ly trustworthy and in my opinion quite correctly. His or
her sense of reality is the last thing a regional planner
can afford to lose.

The manner in which regional planning and regional
policy will be carried out in the near future on a Euro-
pean level could be decisive for the further development
of the entire discipline.

My statement No. 3 which refers to the problems of
planning is:

National regional planning is largely still an under-
developed field. The establishment of regional planning
on a supranational European level poses the danger of
placing overwhelming demands and at the same time
offers the challenge of reorientation.

The history of the evolution of regional planning begins
practically with the step from local to the supra-local,
regional level. The progress of economical and techno-
logical development was accompanied by the spatial
expansion of interrelated areas and distribution of
functions that in the end made regional planning on a
national level necessary (both in countries with
centralised and federal administration). We are now
experiencing how regional planning and regional policy
are in the process of becoming established on a Euro-
pean level.
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Of course I realise that for at least the last two decades

considerations, discussions and concepts for regional
planning have existed within the scope of the Council
of Europe. But the nature of the Council of Europe as
a consultative platform is connected to two main
barriers for the realisation and implementation of
regional planning: on the one hand, a lack of political
responsibility for carrying out measures and, on the
other, the lack of power to implement them (it does not
distribute funds).

The political level for European regional policy has only
become viable during the past three and a half years -
astonishingly fast - within the scope of the EC. The
rapid developments in the fields of work of regional
policy within the Community have more or less forced
the Commission to begin acting in a more planned and
conceptual manner. In our opinion as outsiders, the
dynamic course of developments themselves have forced
the EC to apply regional planning. The objective of
attaining political union has only increased this
tendency.

The history of the discipline of regional planning, in my
opinion, shows that with every step taken to the next
functional level upwards of the socio-economic system,
or to the next superior politically-defined community,
the mistake that occurs is of simply superimposing
planning concepts from the lower levels onto the upper
levels. For example: from my point of view it is - in
comparison - false to regard regional planning simply as
land use planning on a larger scale. By the same token,
it is questionable to attempt on a national level to
determine the size and function of units of settlement -
at least in German-speaking Europe which is organised
in federal states (Ldnder) with highly autonomous
communities.

This means that dealing with the European level implies
risks for planning work and increases, of course, the
need to co-ordinate measures. If, however, at the same
time, as the document of the Commission Europe 2000,
Outlook for the Development of the Community's
Territory seems to indicate, a change in the philosophy
of regional planning on a European level is to take
place, then you will have considerable "inner planning”
communication problems. On the other hand, I believe
the document Europe 2000 is very important because of
its clear political context and strategic orientation which
is also true for the national level. In this sense, regional
planning on a European level could also serve as
inspiration for regional planning on a national level.

This train of thought has led me to the subject of the
future prospects of spatial structure and thus to state-
ment No. 4;




The elimination of the disparity gap between West and

East is only possible in the long run. In the short term,
the situation in the east will become worse, whereby at
the eastern periphery of Western Europe a gap will
open up.

The Austrian Institute for Regional Planning (OIR)
completed a study last year which elaborated different
scenarios where eastern Europe was envisaged at
different stages of development (stable/unstable) and the
corresponding diverse strategies employed by the West
as a reaction (offensive/defensive). The result was four
scenarios. The important thing about them, however, is
their common denominator: regardless of the scenario,
the differing levels of the gross domestic product (GDP)
between West and East shall continue to grow during
the next ten years and only then will recovery begin to
become possible. During the first years of the process of
reform the GDPs shall decline by 20 to 30% in real
terms as compared to the starting year. A real decline of
the relative disparity levels of the GDPs will only occur
in the most favourable of circumstances in the coming
15 years. In other scenarios the disparities increase
drastically in some parts until the end of the period.

The implementation of the European Economic Area
alone already creates a prosperity frontier to the coun-
tries of eastern Europe in the process of reform, only
50 km to the east of Vienna. Even in the most favour-
able scenatio of development, the clear discrepancies in
prices and wages at this border shall remain for a long
time. The probability of achieving a relatively balanced
situation such as at Austria’s borders to western Europe
within this period of time is very low. Austria has the
advantage of being a direct neighbour to the countries
in the process of reform with the comparatively best
outlook for development, In spite of this, Austria’s
borders to the east serve to exemplify how wide the gap
at the eastern periphery of western Europe could be.

In the long run, no exact demarcation lying precisely
50 km east of Vienna dividing prosperous regions will
exist. What will evolve is a zone with differing levels of
prosperity which overlap both borders. The disparitics
between the countries of eastern Europe in the process
of reform will be contiguous to the disparities within the
EC. How they will affect each other is unknown. For
this reason special care should be given to matters of
regional policy. In considering this outlook it does not
seem reasonable to insist on limiting the Cohesion Fund
permanently to the western and southern peripheral
areas of Europe. Especially if one is aware of the fact
that behind the future eastern EC frontier there is
neither ocean nor sea, but eastern and central Europe.

We should also keep the state of awareness in mind
when considering future prospects.
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This is the subject of my statement No. 5:

The aggravation of conditions in the East and the gap
Jeared at the eastern periphery of the West are the
causes for the resurgence of "inter-national" and
“inter-regional” conflicts and a hindrance to the process
of European integration.

Regional planning and regional planning policy are of
course not independent from the prevailing state of
awareness. It is feasible that regional planning serves
the ends of the concepts favouring bulkheads, competi-
tion and (renewed) subsidising. Such reactions to the
new dynamism in Europe would be fatal for regional
planning. It is now already very difficult - and I am
speaking here only of regional planners - t0 make the
notion clear that a new community called Europe is in
the process of evolving, and not some new headquarters
managed according (o the usages of international
bureaucracy which does nothing else but issue
guidelines and distribute money. The present state of
awareness concerning Europe of some regional policy-
makers may be summarised roughly in two questions:
What guidelines must we comply with? and How much
money do we get?

A widespread attitude of compliance is due to subordi-
nation in connection with the expectation of receiving
financial indemnity. However, the subject at hand is not
compliance but the creation of a new community on a
continental level that will supplement our existing
system and make it more efficient.

Now I have reached the subject of the prospects for
planning itself which is contained in my statement
No. 6:

Regional planning will probably not react to this new
situation for quite a while. I would like 10 mention one
notion as an example in this context: the notion
expressed in the word "transborder” mentioned in the
title of my speech and another example is the idea of
“cartographic exercises” (as I have chosen to call them)
on the future Europe which say nothing on how policy-
makers should act.

First of all I would like to take a closer look at the
phrase "European-wide transborder co-operation”. Of
course European integration requires transborder co-
operation beginning with the internal borders of the EC
Single Market. The document Europe 2000 also
emphasises the fact that peripheral regions at internal
borders will be decisive for future development. Precise-
ly in this section on border cities and border regions
special attention is drawn, quite correctly, to the chal-



lenge the areas at the external borders, and in particular

at the future external eastem borders of the Community,
pose. In this case one could interpret the word
transborder as "EC transborder”.

In reading the title of my speech and of this seminar
one gets the impression that European regional planning
work does not go beyond transborder co-operation. This
is not true in my opinion. The "crossing” of borders in
order to reduce their undesired effects is one aspect -
the inter-national - which does help to create better
conditions for "crossing” borders between member states
and helps to reduce regional disparities. The other
aspect is, in my opinion, to develop concepts and
strategies for the whole of the EC, and in so far as
possibie for the whole of Europe. This is another,
separate and new functional level - the supra-national -
that can only be achieved in co-operation. Up to this
point the second half of the concept is correct. In other
words: transborder co-operation in Europe has the same
function for me as the inter-communal co-operation
related to regional planning within a country. This
cannot supplant regional planning for the state, or for
the functional system on a level above the communal
level.

I might have over-used the word "transborder" when
using it as an example, in my opinion, for false pros-
pects. But sometimes one does need to be exact in order
to clarify a matter at hand. We should also be aware of
the difficulties that may arise from the multitude of
languages spoken and their respective cultures. Please
permit me to digress briefly from the main subject. The
German expression, for example, Raumordnung as used
in Austria, Switzerland (only recently there) and Ger-
many has different meanings in the different countries.
This fact has also been neglected in communications in
German, This is aggravated by the fact that the word is
not translatable and the English regioral planning or the
French aménagement du territoire, do not correspond to
the content of the meaning of Raumordnung. One has to
take care with concepts in Europe. The danger always
lurks of fighting fake conflicts or achieving a fake
CONSEensus.

Now I would like to talk about "cartographic exercises”.
Repeatedly, even now after the publication of the
document Europe 2000, the demand is made for "sup-
plementary”, hierarchical axes and metropolitan systems
of master plans for final structures. Of course it is
sensible to analytically monitor developments in these
categories and if need be to draft controlling strategies.
But to this end one must 1) know what the determinants
are, and these must 2) be capable of being influenced by
regional planning. It does not make any sense in my
opinion to employ these guidelines as norms for plans.
I dare say that regional planning does not have the
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power to effectively influence the size and distribution
or the allocation of functions of centres in hardly any
country of Europe. What is the sense in terms of
regional policy in determining the size and categorising
the cities for example of Vienna, Berlin, Prague and
Budapest at the aggregation level of European maps? In
my opinion here you have a case of post-rationalisation
of planners creating the impression of developments
being controllable.

The same applies to the axial hierarchies. It is sensible
to define high-speed networks for railways and roads
because these require long-term and co-ordinated
planning measures, in particular there where massive
investments in the infrastructure should be co-ordinated,
such as in former East Germany. The word "axis" when
used in connection with high-speed railway lines is in
my opinion a semantic overkill. If one looks more
closely at the necessary distances between stops and the
required population and economic potential, then it soon
becomes clear that one is dealing with an important
linkage between centres and that what you have
between these is not an axis but a track with a mainly
disturbing impact on its surroundings. It would be much
more important to look more closely at how to "extend”
optimally the effects of constructing infrastructure
leading away from these centres into the regions, into
the areas. This requires measures that are not adequately
described with the word or image of "axis".

I see no purpose in the cartographical pictures of axes,
metropolises and networks that usually do not even
differentiate between the status quo and the status aimed
at. They do not contribute at all in my opinion to a
European regional planning oriented towards the actual
political situation since it is not even possible to define
any kind of final structures of spatial development.

Now I would like to speak of the measures needed,
which brings me to my statement No. 7:

First of all, what is already happening and what should
be promoted is the expansion of the immaterial infra-
structures which serve to reduce existing barriers to co-
operation, in particular between neighbouring European
countries which are part of a larger European region
with similar problems. Secondly, the goal should be to
install a long-term material infrastructure, preferably at
locations where an untapped potential still exists.

To what I mentioned first I would like to add that
immaterial structures are often those that last longer
than the material ones. This applies both to resistance to
change and to the extent and durability of its effects. In
this sense the best basis for balancing inter-regional
disparities are systems with decentralised power dis-
tribution within federal states.



1 would like to name as an example for the promotion

of immaterial structures on a European level, as seen
from my geographical perspective, the Alpine area
which, due to its complex combinations of functions,
doubtlessly requires European co-operation on regional
policy and thus for regional planning at the highest level
(in all senses of the word).

Here work has already been accomplished. I am think-
ing of the Working Group of Alpine Countries or the
Alpine Convention signed at the end of 1991. This type
of immaterial infrastructure should preferably be used to
identify the direct and permanent determinants for the
development of the spatial structure, and to engage in
lobbying in view of their influence on regional policy,
instead of letting oneself be carried away by "master
plans of final structures”. In other words: 1 find the
development of the Alpine region on a European level,
such as can be found in the Transit Agreement between
the EC, Switzerland and Austria, in a (yet non-existent)
common strategy to increase the attractiveness of rail
transportation for winter tourism or in the specific
components of a common agricuitural policy for moun-
tainous areas, much more important than maps with
defined structural guidelines.

A second example for the promotion of immaterial
infrastructures between neighbouring areas - from the
point of view of the location where this seminar is
being held - are the future eastern borders of the EC. If
one attempts to apply the concepts stated in the docu-
ment Europe 2000 for expanding transborder relations
between centres under the direction of the regional
centres to Austria, then you have the partner cities for
these leading centres of transborder co-operation
between Vienna and Bratislava - practically a model
case of such co-operation in central Europe - Graz and
Maribor, Klagenfurt and Ljublijana and Linz and Ceske
Budejovice. The areas of co-operation might, among
other things, be culture, education, company relations,
communal services, tourism marketing. A good basis
for the promotion of co-operative regional initiatives are
the long historical relations between these neighbouring
countries.

In this context I would like to point out that the support
of the Council of Europe is especially important for
transborder immaterial infrastructures across EC borders.

Of course one needs new immaterial infrastructures, a
need which applies especially to those regions at
prosperity frontiers which should by no means become
the "glacis to the fortress of Europe”. The massive funds
invested in trans-European transport networks should
not ignore the "new periphery” in the east. Precisely
when speaking of impulses for development, one should
mention projects such as the high-speed railway link
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Berlin-Prague-Vienna-Venice, This link could imple-
ment several of the goals stated in the document Europe
2000 at once: in addition to creating a tangential route
in the EC eastern border area it would also create a
connection for the high growth area of upper Italy to the
new peripheral areas. This is also an example of stra-
tegic importance for the whole of central Europe. I am
convinced that there is more "profit for the aim of
integration” in one kilometre of this line than in one
kilometre of some railway lines yet to be built in the
"European High Speed Railway Network (2010)"
mentioned in the document Europe 2000.

As I mentioned earlier, it is not only a matter of the
measures related to spatial structure but also to the state
of awareness of the those being addressed. This leads
me to statement No. 8:

The promotion of the community of Europe requires a
regionalised point of view in the area of regional
research, encompassing the whole of Europe with
regard to the homogeneousness of regional problems on
the one hand, and functional spatial relations on the
other, all this excluding national borders.

This is exactly the way the document Europe 2000
describes the research and planning work to be accom-
plished in the future within the scope of EC regional
policy. Of course it is important and indispensable that
determinants and indicators be viewed in relation to the
spatial and structural development of Europe on a
national level. However, in order to meet the require-
ment of an adequate regional planning for the new
Community of Europe and its functional levels, it is
necessary to aggregate the regions to superordinate units
other than those limited by the territory of a member
state. At this point 1 would like to make a personal
comment: when I was in Brussels at the DG XVI over
one and a half years before the publication of the
document Europe 2000, 1 was shown the draft map of
the "Areas of Transregional and External Spatial Impact
Studies". 1 spontaneously exclaimed that it was the first
map I had seen which expressed the perspective of
European regional planning (although it only defined
areas being researched).

For this reason it is necessary that the regional data
produced by EUROSTAT be aggregated to such "Euro-
pean areas of analysis" - in addition to those of coun-
tries. As an example taken from the lower planning
levels I would like to mention that it is common prac-
tice, at least in Germany and Austria, to use aggregates
below the level of Linder (regions in Germany, districts
in Austria) for national regional research of the whole
territory of the state and to create regionalisations and
typologies independent of the Land belonging to it.




Maps drawn up with this in mind are of great import-
ance for bringing about a state of awareness which in
my opinion is a prerequisite for future European
regional planning.

The last statement No. 9 in my matrix is related to
measures in the field of planning:

If one follows the course of thought of planning to the
end, then planning has to transform its own production
into the subject of planning, i.e. make the goal-oriented
application of means subordinate o a rational calcula-
tion. In my opinion this means that the useless task of
planning final structures should be replaced by effec-
tive strategic planning.

Regional planning is apparently the only discipline
which advises policy-makers and still sees its task in
presenting final structures to policy-makers as a solution
to the problems of society. At the very latest now - at
this turning point in history - is when we should leave
this notion behind us and embrace a strategic manner of
thinking. Planning aims at intervening in active pro-
cesses which are becoming more and more complex and
discontinuous and in reality will only be able to turn
some of the smaller wheels of the socio-spatial system.
This should lead us to take the consequences.

In a book published by BRYSON and EINSWEILER on
the characteristics of the strategic approach as compared
to the global approach prevailing until now, it is stated,
that “...simply put, strategic planning requires a more
comprehensive point of view of what may be important
than that which normally guides comprehensive
planning. At the same time, strategic planning produces
a more selective action focus."
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Strategic planning is of course more difficult in struc-
tures with separated responsibilities than in homogene-
ous units of decision. BRYSON and EINSWEILER say,
"... what is perhaps the most important paradox of
strategic planning: strategic planning is probably most
needed where it is least likely to work."

In this sense one can say that the EC Commission is
very correct in its underlying strategic concept in
European regional planning as stated in the document
Europe 2000. This should be maintained by all means
in all future updates.

Finally, I would like to state the main tasks for the
strategic work of European regional planning from the
point of view of the location of this meeting and from
my personal point of view:

1. Increase "inter-regional” co-operation as a contribu-
tion to the balance between inter-regional competition
and inter-regional separation of functions.

2. Development of "bridgeheads” on both sides of the
prosperity borders as a contribution to the diffusion of
the effects of integration.

3. Material investments in trans-European infrastruc-
ture to facilitate covering distances.

With this appeal for strategic planning I would like to
close my last statement and my imaginary matrix. I
hope that my speech has served as an orientation and
not added to your confusion.
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INTRODUCTION

The four and a half "peaceful” decades after the second
world war were a period in the history of mankind when
central and eastern Europe became the scene of an
extremely dangerous experiment. Without taking into
account the functioning of the existing economic
structure, the building of a new social-political-
economic model was attempted on the basis of Marxist
ideology and under the pressure of external super-power
aspirations. As it is known, this attempt proved to be a
failure and nowadays we are enduring and at the same
time witnessing a therapy that has no traditions or
practical experiences from previous periods of history.

This experiment - dictated from external and upper
sources for nearly half a century - caused extraordinary
damage to a large part of Europe; destroying the
different structures of the economy, which had begun to
conform to European norms, and of the society, protect-
ing and creating values. The greatest damage caused,
however, was to the consciousness of people, in their
capability to recognise the interdependence of causes
and effects, in man-centric, humane ways of behaviour.

The European countries on the cther side of the iron
curtain - which could not know by experience the
inconceivable, slyly functioning machinery of the
Orwell-type world - showed great empathy towards the
region’s peoples, disabled for so long by this machinery.
Nevertheless, today, they contemplate with shock and a
great amount of incomprehension the unexpected release
of tensions, oppressed for such a long period, causing
inestimable consequences. They do not - and cannot -
understand, the reason why the countries of central and
eastern Europe cannot put to use the possibilities for
democracy which had been expected for such a long
time; they do not understand why the creation of the
market economy to replace central planning, is faltering;
they do not have to live through the humiliating,
disappointing effects of the change of the political
power into economic power, which is affecting many
millions of honest people. From a rational point of
view, it is difficult to understand why the major part of
the population is becoming more and more alienated
from politics which leave them indifferent, and,
although there is a strong will to serve own individual
interests, why the role of the local interests in deciding,
multiplicating or restricting individual possibilities, are
not recognised.

31




The Council of Europe is fulfilling a historical mission

in organising these colloquia, as there has never been a
greater need for the countries of Europe with different
historical backgrounds and social-economic development
levels to understand each other, and show that "Euro-
pean integration” has real content and is not just an
empty slogan.

Before I begin my report, I would like to thank the
Secretariat of the Council of Eurcpe for the organisation
of the colloquy, the excellent choice of the theme, and
for making possible the substantial dialogue between
Eurcpean regions with different characteristics. This
sincere dialogue should enable developed countries and
countries awaking from the nightmare of communism -
and therefore representing a lower economic and social
development level - to clear up misunderstandings.

I. Main features of the radical social-economic
transformation, and its spatial differentiation as
the consequence of change in the political system

For decades, the spatial structure of the Hungarian
economy was characterised by the dominance of
material production - above all by forced industrial
development, The roots can be found not only in the
faults of the central economic policy, controlled by
ideology, but they also originate in the development of
the so-called "Prussian way" at the beginning of the
century, when state orders and subsidies played a
decisive role in production on an increasing scale.

The territorial location of exploitable raw materials for
industry led to a concentration of a great extent of
industry’s spatial structure; but, as a consequence of the
Trianon Peace Treaty, a significant part of the basic raw
material, ie the condition for capitalistic development
was found outside the national borders. Therefore, the
consequence was an even greater concentration of
industrial development. The country lost one third of its
original territory and its only real large town remained
Budapest, as the ring of great towns with multilateral
development potential and favourable conditions were
torn from the country. The transition to "socialist”
planned economy intensified the territorial centralisation
process. By the end of the fifties, the centralised econ-
omic management system concentrated a major part of
country’s resources into some - mainly heavy industrial
-branches. The main area of industrial development
based on the production of energy and raw maierials,
was situated above the imaginary North-East - South-
West axis of the country. More than 80% of central
resources, aimed at the development of infrastructure,
were allocated to this area during several decades.
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In the centrally-controlled development process,

macroeconomic viewpoints were not taken into account
and environment/environmental protection questions
were not considered at all. The historically-formed
strong spatial concentration of industry was eased in the
seventics, when a more decentralised development
began; but industry installed in regions with an agrarian
background and using manpower coming from agricul-
ture, could not become marketable in a European way.
This economic policy really had no influence on the
acceleration of regional development of the area below
the above-mentioned axis. There is no doubt that there
was a certain balancing process at macro-regional level
as a consequence of the economic and regional develop-
ment policy aiming at more decentralisation of the
spatial distribution of industrial development, but this
tendency at macro level could not decrease substantially
the differences in the pace and level of development
between the dynamically developing areas and the
underdeveloped ones.

The map of - traditional - differentiation at macro-
regional level was modified to a great extent by the
inevitable change in the economic structure as a result
of the change of the political system, when the regions,
which earlier showed dynamic development, become
crisis regions and the tasks of regional policy were
multiplied in a dramatic way.

Today, the most significant phenomenon accompanying
the spatially expanded crisis is unemployment, which
we have no experience in handling. At the same time,
transition to the market economy and the creation of a
new type of economic organisation have strengthened
regional differentiation. The spatial location of these
new economic activities - created on an associative
basis - leads to new concentration tendencies in the
search for favourable economic conditions; this also
means a new challenge for regional policy, aiming at
the reconstruction of regional equilibrinm.

So far, the experience of privatisation, - in the absence
of earlier experiences - is not so hopeful but cannot be
considered negligible. Its negative features are, on the
one hand, that it does not result in a transformation of
the structure and an increase in effective production, but
rather buying off the markets. On the other hand, it
results in the change of political power into economic
power of the elite on the basis of political merits. The
latter rightfully creates enormous social tensions, and
therefore keeps down national reconstruction. These
problems do not affect all regions in the same way, but
on the whole they brake the acceleration of the
country’s regional development.

The largest obstacles in the way of economic structural
change are the underdevelopment of infrastructure and




the general and grave deterioration of the environment,

consequences of earlier development policy. A great
amount of capital is necessary to overcome these
braking effects, which means an almost insolvable
problem for the country in a period of economic
recession.

As a consequence of the disproportions which have
evolved historically, the regional effects of the econ-
omic policy which has been followed for nearly half a
century since the second world war and the crisis
phenomena emerging in the process of economic struc-
tural change, the following regional differentiation can
be observed on the territory of the country:

- in some regions which were traditionally more
developed (greater agglomeration of the Capital, North-
Transdanubia, etc) there is a real chance for the start of
economic growth, and therefore acceleration of regional
development;

- part of the traditionally underdeveloped territories
(eg the north-eastern part of the country, the major part
of the Great Hungarian Plain) can move ahead on the
way to closing up; at the same time there is a threat that
the other part will fall behind the general line of devel-
opment;

- the regions significantly affected by economic struc-
tural change - and which were the scenes of earlier
forced industrialisation - a part of which became crisis
regions, are heterogeneous. Their chances of getting out
of the crisis are influenced not only by external support,
but, to a great extent, also by the militant capacity and
the inventiveness of the population living there.

II. Place, role and means of the regional policy
in influencing spatial processes

Even in professional circles it is a debatable question
whether, concerning the last decades, we can speak
about explicit regional policy or regional policy which
only followed and served the economic policy. Contrary
to many opinions, I consider, that - even if it was not
officially declared - regional policy really existed and
could show positive effects, in spite of the limits
imposed by the past political system. It was mainly
represented by a narrower profession, and it had a
restricted influence on the political and economic
power. The National Settiement Network Development
Concept, which was elaborated at the end of the sixties
following the Christaller model and came into force in
1970 (prepared by research and planning work at
European level over several years), aimed at strengthen-
ing the Hungarian urban network in the interest of
accelerating regional development. This aim was in
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conformity with the extensive development period,
when the establishment and strengthening of the net-
work of towns to provide for the country’s population
was indispensable, and it promoted also the closing up
of the underdeveloped regions.

The development of "central places” was motivated by
more rational thoughts than the shortage of resources; in
the developed countries of Europe there was also a
period of economic development, when the strengthen-
ing of the urban network played an important role in
putting energy into regional development.

In Hungary recently both the concept and its realisation
have been heavily criticised, but a serious evaluation
has not been carried out until now. The cause of the
negative approach is, first of all, the fact that the central
distribution of the resources envisaged for development
followed rigidly the settlement categorisation, which,
according to the original concept, only wanted to serve
the rational hierarchy of the provision.

In other words, not the basic principles but the dicta-
torial and schematic ways of implementation are to be
blamed for the actual phenomena of accelerated migra-
tion from rural regions to industrialised areas, from
villages to towns efc., that resulted in growing tensions
in the actual concentration phase of the urbanisation
process.

In my view, the most essential shortcomings of the
regional policy of the past decades may be explained by
the lack of knowledge related to the dynamics of
regional consequences of urban growth processes and by
the lack of adequate international experience. Even
highly qualified professionals did not recognise in time
that, due to a new phase in the economic development
process, regional policy should have been changed.

While there is no doubt that regional differences
decreased on the macro scale as a result of the ongoing
central measures, at the same time this led to increased
tensions on the micro-regional level. Regional policy
could not handle the phenomenon of agglomerations,
and the pace of development between towns and their
outskirts became even more different. As a result of
this, the regional expansion of the positive effects of
urban development was heavily hindered.

The change of the political system, the polarisation of
public power relationships, the establishment and
consolidation of self-governments, the transformation of
ownership, the building-up of a society-oriented market
economy are also creating new conditions for regional
policy. The centrally-directed management of the
previous decades cannot continue in the new situation,
partly because instead of large state investments the



developments are more and more based on local initiat-
ives, and partly because direct interventions of central

management are no longer accepted by the society on
the path to democratisation.

At the same time, the market-oriented economy repro-
duces and strengthens regional disproportions, leading
to sharpened political and social tensions. The interest
of society is inevitably to decrease the exaggerated
regional inequalities without levelling them in a nega-
tive direction.

III. Dilemmas related to the establishment
of a new regional policy

The National Regional Development Office - function-
ing in the framework of the Ministry for Environment
and Regional Policy - has been working for at least two
years on the elaboration and adoption of the principles
of a new regional policy, and on the development of a
new regional development practice. It became obvious
that changes are needed in the spheres of

legal regulation,

institutional system,

system of supports and subsidies,
intersectorial and regional co-ordination,
regional planning, and

information systems.

There are two fundamental dilemmas when developing
the Government’s regional policy, namely:

- The almost exclusive tool of the government’s
regional policy at present is the Regional Development
Fund, coming from the State Budget. Its utilisation is
regulated in a new law. Subsidies from this Fund can be
obtained through competition by selected settlements
which are considered to be underdeveloped. (The list of
applicable settlements are decided at central level
present.) There is a heavy pressure on the government
as the number of settlements getting into a crisis
situation is increasing from year to year, but the sources
of the Fund cannot keep up with their requirements.
Professional opinions differ on the effectiveness of this
way of using the Fund. Some experts say that central
resources for regional development should not be used
exclusively for crisis management, but a proportion
should be set aside for developments which could have
a driving effect on some regions with more potential for
the acceleration of economic and regional development.
- The second dilemma comes from the need to
decentralise the decision-making system in the field of
regional policy-making and implementation. There is no
doubt that we have to move towards a more
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decentralised regional policy practice, but at present we
do not have the appropriate institutional system to do
s0. Opinions of professionals and politicians vary as to
the pace and possible ways of the most effective
approach. We have (0 choose a way that enables us to
reach maximal utilisation of central resources.

IV.  The role of PHARE support for regional
development

PHARE support for regional development in Hungary
intends to help the govermment to establish a new
regional policy in conformity with the changed condi-
tions in the country and the system existing in the
European Community.

The specific objectives of the programme are to:

develop regional policy and strengthen the operation
of the Regional Development Fund

establish integrated pilot development programmes
for north-east Hungary

introduce actions to promote intermunicipal co-
operation.

The cost of the programme is 10 million ecus, its final
deadline: 30 June 1996. The utilisation of the support is
organised by the Programme Implementation Unit estab-
lished in the framework of the Ministry for Environment
and Regional Policy. The financial proposal of the
programme was approved in Brussels on 14 December
1992,

The elaboration of the detailed work plan for the
execution of the programme has already begun; parallel
to this, in the counties of Szabolcs-Szatmar-Bereg and
Borsod-Abauj-Zemplen, regional development councils
are being set up. In the composition of the councils,
important criteria are the suitable representation of the
broad society of the region, democratic decision-making,
and the co-ordination of the different interests.

V. Perspectives of the central and eastern
European region focused on European integration

In the course of the last two years while attending
different international conferences, I have seen a lot of
maps showing the possible future of Europe where the
central and eastern European region was missing. I also
saw several times the "blue banana" as a consequence
of western European integration, illustrating the concen-
tration zones which in all probability will be formed.

The extension of the "banana” changed depending on
the country of origin of the lecturer, so smaller or larger




"bananas” covered the territory of the regions playing a
central role in the future according to the forecasts. The
European concentration zone covered with a dense
network of long distance rapid railways and highways
in every variation ended at the eastern border of Ger-
many, and the lines bordering the periphery, even in the
best case, included only Austria and the environs of
Vienna, in the great territory of united Europe.

The scenario characterised by the "blue banana", as it is
known, is only one alternative of expected development,
The other, the so-called "mosaic model” envisages an
alternative picture of the future in Europe, where the
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heterogeneity of the smaller regions remains alongside
the general tendency of integration.

We consider this latter model as a more realistic alterna-
tive, even if the closing up to a higher level would be
more desirable for Europe. Qur view in favour of the
"mosaic model” does not mean, however, that we do not
consider the fundamental objective to move towards a
more balanced model. This means at the same time that,
in spite of all or existing dilemmas, we are ready to
serve the goal of a more balanced spatial structure in
Europe.







NEW DIMENSIONS IN EUROPEAN REGIONAL/SPATIAL PLANNING: PROBLEMS, MEASURES
AND PROSPECTS IN THE FIELD OF REGIONAL/SPATIAL PLANNING IN CENTRAL EUROPE
AND ITS INTEGRATION INTO EUROPEAN-WIDE TRANSBORDER CO-OPERATION

Dr Dietmar EISENHAMMER
State Chancellery of Rhineland Palatinate
Mainz

1. New parameters for regional/spatial planning
in Europe

On the threshold of the year 2000, regional planning in
Europe must adapt to a new environment characterised
by:

political and economic change in the states of
central and eastern Europe,

the completion of the Single European Market,

the creation of a unified European Economic Area,
the reunification of Germany and

the strengthening of the regional level in a Europe
of the regions,

These new parameters are having considerable reper-
cussions on all planning and settlement structures in
central Europe, particularly in the transport, environment
and economic development sectors, a fact which was
emphasised by the Ministers responsible for regional
planning at their 9th meeting in Ankara.

Europe is becoming a frontier-free area and consequent-
ly regional/spatial planning does not stop at either
internal or external borders. Spatial development pro-
cesses in Europe as a whole will therefore have to be
jointly elaborated and harmonised by the European
partners. Regional planning is therefore taking on new
dimensions in the context of international co-operation
and more particularly in transfrontier co-operation,
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which is an essential element in the policy of European
integration. In the Federal Republic of Germany, this
has been reflected in the law on regional/spatial
planning which states:

"Planning of federal territory must be so conducted that
it creates suitable spatial conditions for co-operation in
Europe and promotes such conditions.”

In recent years, co-operation has been strengthened at
various levels in Europe. The conditions for direct co-
operation between European neighbours have improved.
The process of European unification is no longer exclu-
sively taking place horizontally at a national level. The
regional level is taking on increasing importance and is
therefore making a decisive contribution to bottom-up
integration in the context of national co-operation.
Initiatives aimed at strengthening co-operation at a
regional level in a number of fields, including regional/
spatial planning, have multiplied in various European
countries such as France, Italy, Belgium and Spain as a
result of decentralisation and the weight of the European
regions is therefore growing.

At a European level, regional/spatial planning is enter-
ing into a new and important phase and has to face a
new challenge. Besides co-operation within the EEC,
co-operation with future EEC partners and with the
states of central and eastern Europe and the partners of
these countries is also important. The European




Conference of Ministers responsible for regional
planning plays an important inerface role with the EEC,

2. Transfrontier co-operation in Europe

In the Europe of the regions, co-operation beyond
national borders, both internal and extemnal is essential.
The geographical situation of many regions, the network
of transfrontier communication links and regions’
numerous economic and cultural overlaps with European
neighbours necessitate a European, transfrontier perspec-
tive on regional/spatial planning.

With the realisation of the Single Market and the
creation of a unified European Economic Area, frontier
areas will have the opportunity, in a Europe of the
regions, not only to be good neighbours linked by
shared landscapes and sometimes a shared language, but
also to revive cultural and social links and to establish
productive economic links.

In the field of regional/spatial planning, the aim of
transfrontier co-operation is

- to exchange information and experience, to discuss
problems and resolve them in order to promote the
development of frontier areas and give them new
impetus;

- to highlight the special role of frontier regions in the
European context and the specific advantages of their
position;

- to harmonise planning procedures, particularly with
regard to infrastructures, urban and landscape planning,
and to examine their effects on frontier areas so as to
identify appropriate strategies and propose measures for
implementing them;

- to give frontier regions a visible profile in regional
planning policy, and also in European regional policy;

- to improve transfrontier co-operation and co-ordina-
tion and to extend it with the aim of

*  puaranteeing balanced social and economic develop-

ment in the regions,
improving the quality of life,
guaranteeing the protection of the population,

making responsible use of natural resources and
protecting the environment,

making planned and rational use of space.
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This illustrates that the European Regional/Spatial

Planning Charter concluded at Torremolinos in 1983

retains particular significance with regard to transfron-
tier regional co-operation.

3. Regional/spatial planning requirements in
transfrontier regions

The basic purpose of regional/spatial planning is co-
ordination, not only on a national level but also in the
context of transfrontier co-operation. The Torremolinos
Regional/Spatial Planning Charter puts it clearly:
"Frontier areas, more than all others, need a policy of
co-ordination between states. The purpose of such
policy is to open up the frontiers and institute transfron-
tier consultation and co-operation and joint use of
infrastructure facilities."

These principles are still valid today.

In this regard, it should be underlined that the
co-ordination of regional/spatial planning is unthinkable
without clear ideas on its development or aims:

- covering the fundamental elements and objectives of
spatial organisation, assessment values, the objectives of
quality of the environment and ecological reference
values; projects must be harmonised in a number of
fields, including transportation, supply and waste
disposal,

- defining regions of balanced urban development and

- grounded in a concept of towns working in
co-operation.

Principles or models of development must be created in
accordance with the "reciprocating principle”, in other
words, a comprehensive bottom-up and top-down view
must be taken in order to develop transfrontier concep-
tions of regional and spatial planning and development.
These principles are to be applied in the upper Rhine
region.

4. Regional spatial planning in the upper
Rhine area

In the upper Rhine area, trilateral co-operation between
the German, French and Swiss executives has been
institutionalised since 1975 on the basis of an intergov-
ernmental agreement. This region encompasses the two
Swiss cantons of Basel (Urban) and Basel (Rural),
Alsace and some localities in the Freiburg and
Karlsruhe districts in Baden-Wiirttemberg. This
institutionalised co-operation operates on various levels:



on a national level through the Franco-German-
Swiss Intergovernmental Committee,

on a regional level, in the context of the
Franco-German-Swiss upper Rhine area Conference,

on the level of working groups/committeces of
experts.

The "regional/spatial planning” working group, set up in
1987, falls into the third category. Its terms of reference
are:
- to analyse and use the space and sector planning
documents available for the Franco-German-Swiss area
of intervention, taking account of their importance in
transfrontier terms;

- to undertake joint studies with the aim of situating
the role of the upper Rhine region in a European
context and to propose strategies and means of using the
region’s assets to the best advantage;

- to determine objectives and means that will permit
a common approach and understanding of spatial
development in the upper Rhine area.

The wording of the terms of reference point to the
importance of elaborating common concepts of develop-
ment for transfrontier regional/spatial planning; these
concepts of regional transfrontier development are
particularly important for promoting a close dovetailing
and joint development in border regions. They constitute
a major tool for European integration at national fron-
tiers.

Two development strategies have been finalised for the
upper Rhine area:

- the "PAMINA" transfrontier development strategy
in 1989, concerning the north of Alsace, the southern
Palatinate and the mid-upper Rhine, 50% co-financed by
European funds;

- the mid-upper and south Rhine transfrontier devel-
opment strategy in 1991, concerning southern Alsace,
Siidbaden and the north-west of Swilzerland,
50% co-financed by European funds.

Thanks to these two projects, transfrontier co-operation
in the upper Rhine area is acquiring a new dimension
and this includes regional/ spatial planning: hitherto, co-
operation essentially comprised the exchange of infor-
mation and mutual consultation. It will now extend
further; the development projects that have been pres-
ented comprise, firstly, an analysis of the economic and
social situation of these border regions, secondly, a
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definition of development strategies and objectives and
lastly a list of joint transfrontier measures with a list of

priority projects, some of which were to be carried out
jointly.

The realisation of these transfrontier projects is facili-
tated by an initiative from the EEC Commission for
frontier regions (INTERREG). This provides for the
award of Community aid to joint transfrontier projects
and it covers up to 50% of the total budget for regional/
spatial planning in the upper Rhine, the remainder being
met by co-financing at a regional level.

Transfrontier regional/spatial planning in the upper
Rhine area takes account of the following facts:
- the total surface area of the whole frontier region is
approximately 19,000 sq. km for a population of
4.6 million French, Swiss and German citizens;

this region employs 2 million people;
- it has around 100,000 commuters who travel daily
between the southern Palatinate, Baden, Alsace and
north-west Switzerland;

- the upper Rhine frontier area is characterised by
polarisation into areas of different activity: in Alsace
and in the north west and in the Baden section of the
upper Rhine area the tertiary sector is predominant,
whereas the situation is the reverse in the southern
Palatinate;

- overall, the average annual income for the upper
Rhine area is higher than in Norway; standing at around
17,000 ecus per inhabitant in 1988. There are wide
disparities within the region itself, ranging from a top
29,000 ecus average for north-west Switzerland, above
Baden with around 17,000 ecus followed by Alsace with
around 15,000 ecus (1989) and the south Palatinate with
around 14,000 ecus.

A recent survey carried out in the upper Rhine area and
based on this analysis drew the following conclusions
on regional/spatial planning:

- the numerous spheres of activity in the upper Rhine
arca require efficient spatial co-ordination if only
because of the growing need for space in various fields;
- transfrontier co-operation in planning projects which
will have an impact on space and the elaboration of
joint conceptions of planning and development for the
upper Rhine area are a basis for making better decisions
on the siting of enterprises and for identifying sites in
the medium and long term. To ignore these aspects is to
increase the risk of:



doubtful and risky decision-making on the siting of

enterprises;

conflict over the use of space and arguments
between the various districts involved in the event
of new sitings.

weak points in the transborder harmonisation pro-
cedure hitherto used in the upper Rhine area are:
*  intensifying transfrontier co-ordination on projects
which will have an impact on space ai various
levels, in accordance with the principles of reciproc-
ity and equivalence;

elaborating and realising joint conceptions of
transfrontier spatial development, as an action
framework for co-ordination measures from the
public authorities.

On the basis of these facts, the expert for the upper
Rhine area draws the following conclusions which are
equally valid in general terms for all European frontier
areas.

Given the need for local authorities to look ahead in
terms of planning sites, and particularly in terms of
choosing sites for enterprises, the first step would be to
draw up common guidelines which would not be bind-
ing, for the spatial and structural development of the
upper Rhine region.

These guidelines would then constitute a solid base for:
*  jdentifying common objectives and missions in the
upper Rhine area,

identifying and assessing strong and weak points,

defending the interests of the upper Rhine region
more efficiently and including its specific develop-
ment objectives in the space management policies of
the neighbouring states and the EEC,

co-ordinating and harmonising planning with a
spatial impact across frontiers,

a policy on construction sites in the upper Rhine
area.

A plan for transfrontier management and development

in the upper Rhine area could be established on this
basis.

This plan should include:

40

a network of centres with partially interconnected
functions,

a concept for siting future centres of economic
development and for designating sites for the
construction of large-scale projects such as indus-
trial estates, etc,

a plan for a communications network and infrastruc-
ture harmonised with the centres and sites,

large and significant areas of countryside, zones of
special ecological interest and proposals for trans-
frontier green spaces and the creation of protection
zones and priority assignment zones for natural
areas with significant potential,

Concepts of space management for partial zones can be
elaborated on this basis,

At the same time, it will be necessary to strengthen
transfrontier co-operation between local authorities with
regard to activities important for site planning.

With regard to intermunicipal co-operation it should be
added that co-operation at this level is an important
element in joint regional spatial planning activities, and
that it will be further strengthened by the abolition of
borders. Looking to the future, it is important that inter-
municipal co-operation should go beyond the mere
formalities of agreements, recommendations or informal
working groups and for a legal framework for district
transborder co-operation to be established. This could
then act as a basis, finally permitting some districts to
co-operate in regional spatial planning and thus fulfil
their joint mission. It will ensure that some border
districts will be able to carry out joint activities, includ-
ing essential self-administration tasks, more rapidly,
efficiently and economically. Furthermore, border
regions have an opportunity to overcome their natural,
peripheral position. The Council of Europe had set the
ball rolling in this direction with its European Outline
Convention on transfrontier co-operation between terri-
torial communities and authorities. For the Federal
Republic of Germany, the Germano-Dutch agreement of
1991 represents a breakthrough in mandatory trans-
border intermunicipal co-operation. The amendment
made to the German Constitution in the framework of
the ratification of the Maastricht Treaty in 1992 should
also be mentioned. This states that, to the extent that the
Léinder have the necessary competence with regard to
the exercise of national powers and missions, they are
authorised, with the prior agreement of the Federal
Government, to transfer the exercise of sovereign rights
to neighbouring transfrontier institutions.




This represents a decisive step forward in the effort to
create suitable conditions for mandatory transfrontier co-
operation between municipalities, in areas including
regional/spatial planning and land use plans on both
sides of the Franco-German border.

5. A citizen’s Europe

The new challenges which have emerged as a result of
the extension of Europe illustrate the need for neigh-
bouring regions to co-operate in the field of regional/
spatial planning, amongst others. The ultimate proof of
the success of this transfrontier co-operation can only be
measured in terms of how it benefits the people who
live in the region. The elaboration of regional/spatial
planning and development plans is an important aspect
of this. Comprehensive reference must also be made to
Europe.
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Conclusions

Regional/spatial planning at a European level must
formulate guidelines and ideas for common develop-
ment. European states would have to apply such prin-
ciples. When concepts of transfrontier regional/spatial
development and management are defined, they consti-
tute the framework for strategies and concrete measures
in the frontier area. In turn, the realisation of these
activities has repercussions on the principles of
regional/spatial planning at a European level.

This approach corresponds both to the principle of
reciprocity and that of subsidiarity in a citizens’ and
regions’ Europe. In future, these two elements will
constitute the pillars of European transfrontier co-
operation, for regional/spatial planning and other areas.
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NEW DIMENSIONS IN EUROPEAN REGIONAL/SPATIAL PLANNING: EXPERIENCES WITH
TRANSBORDER CO-OPERATION IN WESTERN AND EASTERN EUROPE

The Upper Rhine Regio

A model in Europe!
A model for Europe?

Mr Christian HAEFLIGER
General Secretary of the Regio Basiliensis
Basle

1. THE TRINATIONAL "REGIO" AREA

The periphery of the Regio is marked out by three
summits, all bearing the same name of Celtic origin:
Belchen (Ballon). The first (Ballon d’Alsace), in the
Vosges, marks the westernmost reaches of the Regio,
the second (Belchen) in the Black Forest, its eastern
limit, and the third (Belchenfluh), in the Jura, its
southernmost point.

Situated along the Upper Rhine, at the crossroads of
three countries, Switzerland, Germany and France, the
"Regio" to the south of the Upper Rhine is a European
frontier region. It is bordered by the Vosges to the west,
by the Jura to the south and by the Black Forest to the
east. Of its 2.1 million inhabitants, 770,000 live in the
French Haut-Rhin département, 750,000 in the south of
Baden in Germany and 580,000 in north-west Switzer-
land. However, the "Regio” grew when transfrontier co-
operation was institutionalised in 1975 and an enlarged
"Upper Rhine Euregio” extends to Strasbourg, Karlsruhe
and the south of the Palatinate and has 4.6 million
inhabitants.

The three-frontier conurbation of Basle, with a popula-
tion of 500,000 (35,000 on French territory and 90,000
on German territory) is also flanked by borders.

Far from being a mere geographical notion, the Regio
also forms a historical and cultural entity. Although the
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Rhine has often been employed as an arbitrary border,
the inhabitants of the Regio view it as a source of
rapprochement, as the highway flowing through a
common space, between the mountain ranges bordering
the Rhine plain.

This cultural link, which has never ceased to unite the
inhabitants of the Regio, is found in the language,
literature, folklore and architecture.

2. THE SWISS "REGIO BASILIENSIS" SET-UP

The Regio Basiliensis is the Swiss organisation for
Upper Rhine co-operation. Founded in 1963, it is an
association in accordance with Article 60 of the Swiss
Civil Code. It is supported both by individual members
(some 300) and by collective members (around 220):
companies, organisations and the two cantons of Basie-
town and Basle-country. Its aim is to serve as the Swiss
side’s promoter of the development of the Upper Rhine
area into an interdependent European transfrontier
region and to co-operate in its realisation.

The general secretariat is the association’s executive
body. It establishes contacts (with European organisa-
tions, for example) and then works to develop and
maintain them. It organises studies, surveys and action
programmes and co-ordinates project groups (for
example the Regio Study of the economy of north-west
Switzerland).




In 1970, an agreement between the cantons of Basle-
town and Basle-country provided for the attachment to
the Regio Basiliensis of the International Co-ordination
Department, which became a semi-public body. With
this department, now detached from the two cantons, for
transfrontier co-operation in the Upper Rhine and the
association’s general secretariat, the Regio Basiliensis is
able to act in both an official and unofficial capacity.

The general secretariat and the International Co-
ordination Departrent only have a few permanent staff:
three people work there full time, including the general
secretary, and five part time.

The Co-ordination Department, run by the head of the
Basle-town Interior Department, also acts as the secre-
tariat of the Swiss delegation to both the Franco-
German-Swiss Upper Rhine Conference and the tripar-
tite congresses. It also represents Switzerland in this
Conference’s working groups or in the project groups of
the "Interreg Rhin Supérieur Centre Sud" programme,

At European level, the Regio Basiliensis has partici-
pated in the creation of the Association of European
Border Regions (AEBR, Strasbourg 1971) of which it
assumes the role of vice-chair. In the 1980s, it collabor-
ated within the Council of Europe in creating the
Assembly of European Regions and has taken part in
the Standing Conference of Local and Regional
Authorities of Europe (CLLRAE).

Lastly, in the field of basic research, in 1975 the Regio
Basiliensis and the Foundation for Confederal Collabor-
ation set up the Institute for Research into Federalism
and Regicnal Structures.

3. PARTNERS IN THE UPPER RHINE

Numerous institutions and organisations, both private
and public, deal either exclusively or partly with issues
linked to the Upper Rhine Regio.

The following institutions are partners of the Regio
Basiliensis through its general secretariat:

- for Germany, the "Freiburger Regio" association in
Breisgau

for France, the "Haut-Rhin Regio” in Mulhouse
- for Switzerland, private and public institutions from
the cantons of Basle-town and Basle-country (university,
chamber of commerce, Christoph-Merian Foundation),
but also other Swiss cantons (Foundation for Confederal
Collaboration).
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The following bodies are partners of the Regio Basilien-
sis through its international co-ordination department:

- for Germany, the Regierungsprisidien (regional
councils) of Freiburg in Breisgau, Karlsruhe (Baden-
Wiirttemberg) and Neustadt (Palatinate), the regional
associations of "Siidlicher Oberrhein"” Freiburg and
"Hochrhein-Bodensee” (Waldshut) and the Lorrach
Landratsamt;

- for France, the general secretariat for regional and
European affairs (SGARE) of the Préfecture of the
Alsace Region (Strasbourg), the general directorate of
the Conseil Régional of Alsace (Strasbourg), the
département executive sections of the Conseil Général
of the Haut-Rhin (Colmar);

for Switzerland, the administrative and governmental
bodies of the cantons of Basle-town and Basle-country,
cantonal bodies from the rest of north-west Switzerland
and federal bodies.

With these and its other partners, the Regio Basiliensis
is a member of the following committees for transfron-
tier co-operation:

- the Franco-German-Swiss Intergovernmental Com-
mission, the Franco-German-Swiss Upper Rhine Confer-
ence and their working groups responsible for imple-
menting the basic programme;

- the tripartite Congress, ad hoc working groups and
project groups;

- the Interreg "Rhin Supérieur Centre Sud' and its
project groups;

ad hoc Periodic International Co-ordination Meet-
ings;

Upper Rhine Development Forum

Association of European Border Regions (ARFE)
Assembly of European Regions

Standing Conference of Local and Regional Author-
ities of Europe (CLRAE)

4. CHRONOLOGY OF TRIPARTITE
CO-OPERATION

The following stages have shaped tripartite co-operation
in the Upper Rhine region:




- 1963: the idea of co-operation on the scale of a
European border region emerges for the first time in
Basle with the foundation of the Regic Basiliensis
association, characterised by the participation of repre-
sentatives from political (canton), economic (companies)
and scientific (universities) life.

- 1965: creation in Mulhouse of the "Regio du Haut-
Rhin," entrusted with the same tasks and declared
French partner of the Regio Basiliensis.

- 1971 to 1975: the Regierungsprisident of Freiburg
in Brisgau, the Lorrach Landrat, the Prefect and the
Conseiller général of the Haut-Rhin département, a
member of the governments of Basle-town and Basle-
country and a group of experts meet twice a year as part
of the "Tripartite Conference”. This is prepared and
organised at the Periodic International Co-ordination
Meetings in collaboration with the bodies responsible
for regional development in each part of the Regio.

- From 1972: meeting of the fourteen bodies of the
Rhine corridor in the framework of the Upper Rhine
Developers Forum, chaired by the mayor of Heidelberg:
collaboration on a voluntary basis, consultations,
publications.

- From 1976: the Franco-German-Swiss Intergovern-
mental Commission, with international status, replaces
the Tripartite (Regional) Conference. It is made up of
three delegations of eight members, each led by the
foreign affairs minister of the relevant country. It has
overall responsibility for the Tripartite Regional Com-
mittee and the Bipartite Regional Committee, which
meet twice a year as a rule.

The Regional Tripartite Committee is made up of three
delegations of eight members headed by the Freiburg
Regierungspriisident, by the Prefect of the Alsace
Region and by a member of the Basle-town government.

The bipartite regional committee is made up of two
twelve-member Franco-German delegations.

- From 1980: development of the Tripartite Regional
Committee work programme with six main themes:
economy, transport, environment and energy, culture,
media, regional planning. Each of these themes is given
to a working group (separate from the ad hoc working
groups set up as needed, as was the case after the
Schweizerhalle disaster). Recently, the groups started to
deal with all of the terms of reference assigned by the
Intergovernmental Commission: regional economic
policy (since 1976), environment (since 1976), culture
(since 1978), rail transport (since 1978), regional
transport policy (since 1983), new media (since 1985)
and regional/spatial planning (since 1988).
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- 1982: signature of the European Convention on
Transfrontier Co-operation between regional associations

and government bodies with a view to developing and
consolidating neighbourly relations.

- 1985: setting up of the "Freiburger Regio-
Gesellschaft” with identical aims to the Swiss and
French associations established in the 1960s. Declared
their partner at the same time as the Landkreise of
southern Upper Rhine and western Hochrhein.

- 1985 to 1987: the minister president of Baden-
Wiirttemberg, the President of the Conseil Régional of
Alsace and a member of the both the canton govemn-
ments of Basle-town and Basle-country chaired the
"Universities and Region symposium,” the annual
gathering university research representatives in the
Upper Rhine and the world of business. On this occa-
sion, ten project groups finalised an innovation pro-
gramme to supplement the official basic programme.

- From 1988: the Tripartite Congress has replaced the
"Universities and Region" symposium. It is an opportun-
ity to compare the results of the working groups (on the
basis of the 1980 basic programme) and those of the
project groups (1985 innovation programme) and to
deepen reflection on the basis of a general theme
(transport in 1988, culture in 1989, environment in
1991, the economy in 1992), in the presence of numer-
ous political figures. In all three countries, the promo-
tion of the congresses is the responsibility of the
political bodies represented on the Intergovernmental
Commission. The world of science and the economy are
involved in the organisation of these congresses, for
which the three delegations alternate responsibility.

- October 1989: signature of the Declaration of Intent
for a common approach to transfrontier development by
the representatives of the Land of Baden-Wiirttemberg,
the regional associations of "Sidlicher Oberrhein" and
"Hochrhein-Bodensee”, of the DATAR, the prefectures
of Alsace, the Alsace Region, the Haut-Rhin and Bas-
Rhin départements, the cantons of Basle-town and
Basle-country and the EC. On the basis of the develop-
ment plan, which is financed jointly, contributions to the
co-financing of nine trinational projects and twelve
binational projects, in the framework of the interregional
guidelines, can be guaranteed. Since 1992, nineteen
project groups and the pilot commitice have been
working on various projects.

- November 1989: Convention for a "European
Confederation of Universities of the Upper Rhine -
EUCOR". Following the three "Universities and the
Region” Symposiums (1985 to 1987), the Universities
of Basle, Freiburg, Karlsruhe, Strasbourg and Mulhouse
institutionalised their collaboration on common courses




of study and other projects (eg REKLIP, a regional
climatological project).

- December 1989: the President of the French Repub-
lic, the Chancellor of the Federal Republic of Germany
and the President of the Swiss Confederation came to
Basle on their high-speed trains - TGV, ICE and Rail
2000 - on the occasion of the 25th anniversary of the
Regio Basiliensis. They signed a tripartite Rhine declar-
ation containing a twelve-point programme on the main
Upper Rhine projects.

- 1990: the "Conference of Upper Rhine Mayors,"
initially with sixteen members, was set up at the initiat-
ive of the towns of Freiburg im Breisgau and Mulhouse.
It was hoped to institutionalise local communities along
the lines of the COMREGIO, as a complement to the
well-gstablished state-regional level,

- From March 1991: the Regio Basiliensis, the "Haut-
Rhin Regio” and the "Freiburg Regio" have consolidated
their co-operation by setting up the "Co-ordinating
Committee of the threec Regios - KAR" which meets
three times a year. It is made up of four members of
each of the three steering committees.

- From November 1991: the Regional Committees of
the Intergovernmental Commission (see 1976} have met
jointly and under the new name of the "Franco-German-
Swiss Upper Rhine Conference.” It meets twice a year
and is made up of one German and one French twelve-
member delegation and a Swiss delegation of eight
members.

- 1992; in order to complement the official state level
(Upper Rhine Conference) and the local/municipal level
(COMREGIO level) voices are being heard in favour of
the creation of a level of regional meetings in the
framework of an "Upper Rhine Council” made up of
regional elected representatives.

5. RESULTS

As we have seen, the specific activities of the Regio
Basiliensis are conducted not only at the level of the
association itself but also at the level of official tripar-
tite meetings. It is thus not possible to interpret its
results and successes superficially without taking into
account the circumstances under which they have been
achieved.

In this respect, the Regio Basiliensis has succeeded
above all in establishing and maintaining numerous
contacts, most of which go beyond frontiers, and
building up a permanent network of information,
establishing and above all institutionalising regular co-
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operation both with public authorities within the frame-
work of the basic programme or that of the Interreg as
well as with the universities and economic circles as
part of other programmes.

This activity has also had repercussions in other spheres
of public life, providing an incentive to more informal
activities, all inspired by the Regio.

Economy

Analysis of the region’s economic development, its
strengths, its weaknesses; economic prospects.

In practical terms we have, for example:
- defined, and as far as possible, improved the legal
status of frontier workers and published a legal guide;
- compiled and updated the "Regio study of the
economy of north-west Switzerland”, which has been a
reference work on this subject for the last 14 years;

- participated, in the framework of the Interreg pro-
gramme, in the creation of the European Management
Centre at Colmar.

Transport

Promotion of a regional public transport policy; devel-
opment of a transport centre around the Basle-
Mulhouse-Freiburg axes.

In practical terms we have, for exampie:
- drawn up construction plans for rail access to the
"Basle-Mulhouse-Freiburg EuroAirport’;

- collaborated in drawing up a "Regio timetable”
every year since 1977, on sale at newspaper stands and
in railway stations, tourist offices and bookshops;

- participated in the creation of an international tariff
association for the development of short-distance traffic
and the "Regio-S-Bahn" (RER Regio) project.

Environment and energy

Examination of the conformity of large-scale energy-
supply projects with current ecological standards;
adoption of environmental protection measures.

In practical terms we have, for example:
- supported the campaign launched by the authorities
to handle the aftermath of the Schweizerhalle catas-
trophe (Sandoz), participated in the tripartite ad hoc




working groups "Improvement of safety regulations,"
"Damage to the environment/ Decontamination

measures/Compensation” and "Towards better informa-
tion";

- joined the REKLIP project, which has a budget of
several million francs and brings together twenty groups
of researchers from academic or political life or from
private companies (study of the region’s climate using
standardised measuring systems, mathematical climate
modelling, implementation of a permanent climate
observation system for industrial incidents or for the
purposes of environmental protection).

Culture

Promotion of the region’s cultural development; contacts
with cultural institutions, co-ordination of activities on
all sides of the borders.

In practical terms we have, for example:

set up the "Regio Youth Symphony Orchestra”;
- co-operated with the "Regio Educational Circle"
(annual school camps, school excursions guide, tripartite
school project);

- created the Regio Cultural Foundation (promotion
and financing of cultural activities, eg the "History of
the Upper Rhine" colloquies).

Media/communication

Development of a regional media policy; promotion of
direct regional information; prospects.

In practical terms we have, for example:
- participated, notably by taking the necessary steps
to obtain a radio concession, in the local radio project
"Rhywiille", in collaboration with newspaper publishers
from north-west Switzerland";

- collaborated in the tripartite working group "New
forms of information and communication” (harmonisa-
tion of tariffs for telephones and ionised lines entitled
""Metropolitan Area Network"”; compatibility of
Videotex, BTX and Minitel; compilation of a trilingual

glossary).
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6. REACTIONS

When an association such as the Regio Basiliensis has
such a wide variety of activities, it goes without saying

that it provokes a variety of reactions.

The most important thing, however, is that the govem-
ments of the three states concerned realise the reality
the Upper Rhine Regio represents, even if they do not
always approve of what is being done. The existence of
the Intergovernmental Commission and the meeting of
heads of state in December 1989 is an illustration of the
interest shown by governments in the "Upper Rhine
Euregio”.

As university academic studies show, along with the
numerous conferences on the subject and the reports
that have appeared in newspapers, the Regio is
recognised everywhere as a model of both regional and
international co-operation,

7. LOOKING FORWARD TO 2013

The Regio Basiliensis has set itself the goal of contri-
buting to the drawing up of regional projects in each of
the fields set out above by continuing to play its role as
the driving force behind relations between the region’s
various partners.

As far as the medium and long term are concerned,
interregional solutions are needed for the problems
facing the frontier region of north-west Switzerland.
This applies in particular to the fields of health, higher
education, vocational training, culture etc. For the Regio
Basiliensis, this will also mean participating actively to
make Switzerland more aware of the Regio’s problems.
Furthermore, it will endeavour to step up collaboration
with those Council of Europe and European Community
bodies responsible for transfrontier co-operation. The
deadline for fulfilling long-term objectives will extend
until 2013, our association’s 50th anniversary. If we
have managed to complete our work by this date, we
will probably be able to dissolve the Regio Basiliensis
association. If we have not attained our objectives, then
we will continue to co-operate in the construction of the
"little Europe of the Upper Rhine".

In more general terms, there will be a principle guiding
our actions: that of plurality. Frontiers can only be
overcome if we reconcile the various present and future
interests and involve the people, the State and economic
and scientific circles in our efforts.




8. CONCLUSIONS

Transborder spatial planning should concern itself more
with how to do things and less with what to do. Tradi-

tional planning is an extremely useful tool, but one that
is generally limited: it deals with the question of what
to do. Nevertheless, the well-known development stra-
tegies for key towns efc. are often pure ex post facto
improvements to irrational planning decisions. We
should stop setting our sights on final outcomes and in
doing so better achieve planning strategies.

As a long-standing cantonal parliamentarian, I have
learned to be wary of experts in the field and on a
personal impulse have granted myself the title of
"universal amateur”. Let us play along and be universal
amateurs. Spatial planning must become consistent and
be preceded by integrated creative economic, political
and cultural measures in key areas both by and for the
citizens. We would thus be asking the "how" question,
which means developing "solid guiding principles”
instead of following an abstract concept. And what does
all this mean? It means accepting the regions of Europe,
accepting our secret little republics, but never proclaim-
ing them, as "transcending borders” should never
become tantamount to drawing new frontiers.
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Europe is today living under the curse of Woodrow
Wilson’s well-meaning maxirn, formulated during the
first world war; he said that all people would enjoy self-
determination in creating an individual nation. I say
curse because the nation state is no solution to our
problems. Where minorities are in vain seeking their
identities, Kurdish, Yugoslav or other conflicts will
inevitably lead to deportation and cleansing, as seeking
statehood as a means to this identity cannot be an aim
in itself. We should thus not create fixed frontiers for
ethnic groups but instead provide throughout Europe
for:

human rights for each individual
- federal structures in order to decentralise power and
allow decisions to vary according to regions

- in keeping with the principle of subsidiarity, the
transfer to the regions of the political powers to deter-
mine the details of transborder integration.

These three premises would allow tomorrow’s Europe
to leave yesterday’s national borders behind without
having to abolish them.
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NEW DIMENSIONS IN EUROPEAN REGIONAL/SPATIAL PLANNING:
EXPERIENCES WITH TRANSBORDER CO-OPERATION IN WESTERN AND EASTERN EUROPE

Regional planning for the city-triangle Vienna-Bratislava-Gyor:

experiences and expectations

Mr Peter SCHNEIDEWIND i
Austrian Institute for Regional Planning (OIR)
Vienna

The area Vienna-Bratislava-Gyor

Since the fall of the iron curtain, the area at the frontiers
between Hungary, Slovakia and Austria have been given
special attention. It is not only from the Austrian point
of view that the structure and characteristics of this area
have changed fundamentally overnight.

First of all I would like to briefly describe this area.

Vienna and Bratislava are 60 km apart, from Vienna to
Gyor it is twice as far. The distance from Bratislava to
Gyor is approximately 80 km. The total number of
inhabitants of the three cities together is roughly 2.1
million, in the hinterland areas it is almost another
million. The sizes of three cities including their hinter-
land regions vary greatly. The proportion is roughly
9:3:1.

This results in a population density of approximately
300 inhabitants/sq. km for the area delimited by the
three cities. This corresponds approximately to the
density of Ldnder in the western part of Germany such
as Hessen or Baden-Wiirttemberg, and is still, however,
clearly below the level of Nordrhein-Westfalen and
other densely populated urban areas in western Europe.

If one reduces the area to the axis between Vienna-
Bratislava then for a surface of 3,000 sq. km there is a
population density of roughly 900 inhabitants/sq. km,
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The three regions are also very different from one
another in respect of their functionality and dynamics of
growth, Vienna and Bratislava have the same status
within the regional system of their state’s territory -
including the extreme peripheral location within the
respective states. Gyor however is a larger provincial
capital that shares its function with the city of Sopron
roughly 80 ki to the west according to the new admin-
istrative division (Komitat Gyor-Sopron).

The cities of Vienna and Bratislava have a past of
completely different dynamics of growth while enjoying
the same status within the state. In Vienna the popula-
tion has decreased at high rates since the 1960s, while
Bratislava recorded extraordinary high population
growth rates in the period between 1970-1991 of more
than one third (+1.8% per annum). In comparison to
developments in the respective urban regions the growth
rate gap is not as high but nevertheless considerable.
The degree of concentration of the population in the
capital of Austria is at 20% still clearly higher than in
Slovakia (9%). In Vienna the dynamic of development
- as in almost all western European countries - shows a
tendency of suburbanisation with respect to its demogra-
phy and economy, while in Slovakia the concentration
on the cities takes place mainly at the cost of the
hinterlands. This leads to very different inner-regional
patterns of mutual dependencies and problems. The city
region of Gyor has also experienced a very dynamic
period of development over the past 20 years. In
comparison, however, the relation between city and




hinterland is more balanced than in Bratislava. Since the
beginning of the liberalisation of the Hungarian econ-
omy long before the fall of the communist regime, the
region profited from its vicinity to a western frontier
and had a relatively good economic structure to start out
with.

The geography of the area is dominated by the Danube
river. Towards Gyor the region opens up to the Small
Hungarian Lowlands, To the north and north-east of
Bratislava are the Small Carpathian Mountains and to
the west and south-west the foothills of the Alps which
form natural frontiers. To the south of the Danube (on
the Austrian side also to the north) the area is used
intensively as agricultural land. Along the Danube in the
frontier area between Slovakia and Hungary there are
important sources of ground water on which large parts
of both countries depend. The high ecological value of
the landscapes connected by the course of the rivers
March and Danube as well as of the area around the
Neusiedlersee have led to extensive environmental
protection measures. On the southern banks of the
Neusiedlersee an area on both sides of the border
between Austria and Hungary has been declared a
national park. There are plans to convert large parts of
the Danube and March river meadows into a national
park.

Regional relations

The area described is divided by three state frontiers
and thus separated into three regions. The politically
impermeable frontiers and the low degree of economic
interdependency at these frontiers are factors that lead
people in these areas to live with their backs turned on
each other. The political opening up inspired hopes of
a change for the better. However, what did come into
view was the enormous economic gap that existed.
Depending on the indicator (and source quoted) the
economic levels when compared range from 2:1:10 (for
example, wages in industry 1990) to 1:1:6 (GDP per
capita in US dollars) between Hungary, Slovakia and
Austria, In view of this disparity the consequence was
a re-assessment of the regional situation which lead to
a shift in attitude from hope for new opportunities to a
more defensive attitude. A reason for this is also the
fact that this economic gap will be here for a long time.

The Austrian Institute for Regional Planning (OIR)'
completed a study in which four different scenarios
were elaborated on the economical and political devel-
opment of the countries of eastern Europe undergoing
reform, based on different conditions within the coun-
triecs and varying influences coming from western
Europe. In the most favourable of these scenarios, a
(slow) decline of the economic disparity levels between
eastern and western Europe will only begin to take
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place during the second half of a period of 15 years.
Most other colieagues working in this field have come
to more or less the same prognosis. (However, at this
point I would like to mention that the prognoses made
in the neighbouring countries undergoing reform are
quite different from these. There, hopes still prevail that
the economic disparities with western Europe will be
overcome within a few years.)

If one takes a closer look at the experiences made in
cross-border relations between the three cities of
Vienna-Bratislava-Gyor, then one soon realises that it is
not meaningful to compare all the relations at the same
time. Even if many characteristics are the same, in
detail the differences are stronger. The relations between
Hungary and Austria are politically and economically
different from the relations between Slovakia and
Austria, and to the same extent the regional relations
that exist between the capitals of Bratislava and Vienna
are completely different from those that have developed
at the border regions between Austria and Hungary, the
latter being dominated by the region Gyor-Sopron-
northern Burgenland-Wiener Neustadt. The Austro-
Hungarian border region has a longer history of co-
operation during and after the "socialist” era. This can
be seen in the much higher degree of institutionalisation
of relations in, for example, the establishment of a
Regional Council which consists of representatives of
Burgenland and the four bordering Hungarian Komitats.

I would therefore like to concentrate on the relations
between the urban regions of Vienna and Bratislava as
they are now and their future prospects.

The border region Vienna-Bratislava

The analysis of cross-border relations at the Slovakian-
Austrian frontier, as for all former borders to the eastern
bloc, is difficult because similar experiences in Europe
are lacking. In spite of the considerable disparities
within western Europe, there are no two bordering
countries that have disparity gaps in their per capita
GNP of more than 1:2. In the industrialised world, one
has to go to the border region United States-Mexico to
find similar prosperity gaps at borders such as the ones
that now exist between the EEA countries and the
countries of eastern Europe undergoing reform. This
also serves to illustrate the fact that such enormous
prosperity gaps can be maintained for very long periods
of time (and also that this gap at the frontier is lower
than the average of the states concerned. The GNP per
capita of the Mexican border region is 50% over the
national average, for the American border regions it is
mostly below the national level.

It is hardly possible to systematically analyse the
experiences made until now because of the brief period




of existence of the "new conditions”. In the three most
prominent fields - politics and administration, economy,

transportation - the "new conditions" can described as
follows:

In the field of politics and administration, very
intensive relations were soon promoted and developed
by both sides on the state level as well as between the
capital cities.

The function of Vienna as gateway to the West for
Bratislava (and Slovakia) has been established with the
apparent consent of both sides. With regard to the
labour force there also seems to be consent on keeping
the frontiers as impermeable as possible.

The opportunity of combining high (Austrian) wages
with low costs of living (Slovakia) on the one hand, and
the high demand for relatively cheap and (on the
average) highly qualified labour by Viennese enterprises
(especially in the productive sector) on the other, make
the Viennese market very attractive for labour from
Bratislava. This objective attractivity was reduced
considerably by political measures. These include,
among other things, a restrictive employment policy
towards foreigners in Austria, a lack of bilateral accords
on social security contributions and income tax such as
exist with bordering countries on the western frontiers
(to the advantage of Austrian wage earners), and the
relatively high cost for transportation to and from the
workplace within Austria. A noticeable increase in
cross-border commuters would also require increasing
the capacity of border crossings. The fact that there is
only one international roadway and railway crossing
between Bratislava and Vienna, to be precise between
Slovakia and Austria, means waiting periods at the
frontiers of at least half an hour and this is also an
effective barrier to a (highly) integrated labour market.
Of the increased number of foreign workers that have
been registered during the past three years on the labour
markets of Vienna and the eastern region of Austria, (in
absolute numbers) only a small number are from
Slovakia. The massive storming of the Viennese labour
market by Slovakian workers has not occurred until
now.

From an economic point of view Bratislava is of little
importance for the economy of the region of Vienna. To
date there are no exact data on the number of Austrian
companies engaged in activities in Bratislava (and
Slovakia). There is no doubt that the Czech Republic
and above all Hungary - at the borders and in Budapest
- are considered much more attractive.

Trade volume between Bratislava and Vienna is also
much lower than between the Hungarian cities (in
particular Sopron but also Gyor and other smaller ones)
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and the region of Vienna. This is probably also due to
the fact that trade relations are older and more balanced
in quantities than those between Bratislava and Vienna,
whereby Vienna has more to supply than the other way
around.

A concrete economic project was concluded a few
months ago between the Slovakian Government and
Austria (Burgenland and on a federal level) to build a
"transborder business park Burgenland-North/
Bratislava”. Planning work has already begun. The
objective of this business park -of the rather modest size
of 70-100 hectares - is seen mainly as a foreign policy
and economic measure. The business park has the aim
of "reinstating cross-border economic relations", of
serving to "advance and support the process of trans-
formation taking place in Slovakia" and finally of
promoting "an orderly development of the axis Vienna-
Bratislava”. The decision on the location will be reached
this spring. In the medium term, ie 3-5 years, roughly
450 jobs will be created. The symbolic value of this
project is doubtless higher than the real effect it will
have on the economy. It should be emphasised, how-
ever, that it is oriented towards the situation in Burgen-
land with regard to the size and type of the project; the
northern part of Burgenland being considered the
potential hinterland of Bratislava.

Since the elimination of the iron curtain, the main focus
in relations between Austria and the former eastern bloc
has been on transport. In Austria it is expected that the
transformation of the economies in the countries of the
East undergoing reform shall also bring about an enor-
mous rise in the amount of traffic especially on road-
ways. In spite of, or maybe because of the relatively
low traffic densities at the end of the 1980s, the level of
acceptance of rising traffic is very low. The situation is
made worse by fact that the capacity of the roadway
network is still very limited. Noticeable relief was
brought about by the partially completed expressway A4
from Vienna to Gyor. It is planned to be completed to
the frontier by 1994.

A high-speed highway connecting the A4 to Bratislava
on Austrian territory is projected but is not yet being
planned. The plans to extend roadways meet massive
resistance from ecological lobbies, who would prefer to
see the politically declared priorities of extending the
railway network implemented first.

The railway network is particularly in need of improve-
ment and extension. At present there is a local passen-
ger train between Vienna and Bratislava north of the
Danube, which connects the two cities in 67 minutes
since the measures to shorten travel times in the year
1990 were implemented. This is only 6 minutes more
than the fast train took in 1914 for this route. At that




time, there was an additional railway connection resem-
bling a tram between the two cities. The main railway

route planned for the future shall branch off from the
connecting route Vienna-Gyor at Kittsee to Peterzaika

and will merge there with the underground railway now
being planned.

In the field of freight transportation, the lack of
adequate railway infrastructure hinders the expansion of
the loading capacity to the high extent originally
planned for rail transport. The scenarios of the future
elaborated for Austria count on a fivefold increase in
passenger traffic and the tenfold increase of freight
traffic. The actual rise in cross-border traffic during the
last three years has reached the upper limits of these
scenarios, but now it is believed that after the
reorientation of the flow of trade from inter-Comecon to
East-West, the traffic loads will not rise as high in the
future,

I do not want to stop at a description of the yet very
unclear development trends in regional relations
between the cities of Vienna and Bratislava. On the
contrary I would like to discuss the long term prospects
of these relations. First, however, I would like to
mention two things:

Today is, no doubt, an era of great upheavals. The
econemic and political defeat of the "Kasernensozialis-
mus"? and the redrawing of the political map of (east-
emn) Europe and the practically simultaneous efforts to
intensify the integration process of the EC (and the
EEA) are factors that make any certainties on future
developments quite dubious. Only when the fog veiling
the restructuring taking place clears will it again be
possible to carry out planning work - especially regional
planning - again.

Planning is only meaningful in and for "linear times",
that is times of linear developments (although the lines
can be very different). And even in such "linear times"
(one might also say in times when framework condi-
tions are more or less constant) certain areas of life
move to very different metronomes - if you permit me
to use this analogy from the world of music. For the
news media it might be the hour; for stock exchanges
the day; for industry a few weeks; for politics the period
of tenure (four or more years). For changes in regional
structures - if related to infrastructure - this period is
particularly long as well as for changes in the culture of
a region, ie social habits and patterns of behaviour. In
both cases the time dimension involved is measured in
decades. The valid unit is a generation. This long-
windedness of regional and social change is nothing
new, but at points of transformation and in times of
upheaval it frequently gets out of sight. This results in
information from different fields often being directly
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related to each other. The growth forecasts for the
coming years are "proof” of the attractivity of locations;
the unemployment rates of the last few quarters serve to
substantiate the necessity and good sense of investing in

infrastructure, etc.

At this point I would therefore like to concilude that
decisions and activities made in regional planning will
make a difference primarily for the next generation.
This applies for measures and projects carried out and
for those not carried out. For this reason, these decisions
should be made as independent of daily events as
possible and should keep long-term determinants for the
development of regional systems in mind.

Secondly, the question of the future relations between
the border regions along the frontier with the former
eastern bloc in general and between Vienna and
Bratislava in particular have been discussed until now
mainly from a bilateral point of view. The notion
prevails that the enormous economic gap at this now
open frontier should be reduced in the interest of both
sides ("regional policy of open borders"). This perspec-
tive however is too narrow in the case of these two
capital cities. A re-evaluation of these (and other) cities
within the city system of an integrated Europe is now
being demanded, and quite rightly so.

The EC document Europe 2000 considers both the cities
and their functional development and interrelations and
the border regions, in particular those of the former
eastern bloc, particularly important for the development
of the regional structure of Europe. Some regional
researchers are already elaborating new large-scale axes
from Berlin via Prague and Vienna/Bratislava to Buda-
pest and further on to Bucharest. This is the background
to the long-term designs for development for
Vienna-Bratislava that I would like to discuss.

The twin metropolis Vienna/Bratislava

The notion of two big cities growing together - not only
in relation to settlement and geography but also in a
functional sense - is very alluring to regional planners
and to politicians. One might be only able to smile at
the race to become one of the top ten European urban
regions but that does not change the fact that many
people set their social and economic aspirations on such
comparisons of size. From a developmental policy point
of view it is also quite sensible to envisage such a twin
metropolis.

In roughly twenty years from now the twin metropolis
could look like this:

The two cities have grown by at least 300,000 inhabit-
ants each. The population of the iwin metropolis is




roughly 3 million, taking the axis and the relevant
hinterland areas into account and the population
continues to grow. Vienna/Bratislava is thus one of the
Jastest growing urban regions of western Europe. South
of the Danube a narrow but almost closed settlement
strip has developed along the infrastructure lines. The
social problems are enormous in both partial cities
especially in the older residential areas; massive large-
scale housing programmes alleviate the situation. The
new main areas of settlement are north of the Danube
in Vienna, in Bratislava to the east as well as in new
smaller satellite towns in the north. The attractivity of
the twin metropolis is based on the intentional division
of functions. In one city (urban region) resource inten-
sive activities especially in the productive sector,
dominate, while the other has specialised in logistic and
trade functions for the central and eastern European
area. The central location of the twin metropolis gives
it a catchment area much larger than the smaller area
of its hinterland. In international comparison, locating
the headquarters of European institutions and large
events has given the metropolis a competitive edge. A
further key 1o success could be the presence of interna-
tional institutions of training and further education in
the fields of technology and economics thar would
dominate the wwin metropolis culturally. The scope of
production (services and goods) of the region is impres-
sive because of its wide variety rather than
specialisation.

A few years ago the inter-city transporiation network
Vienna-Bratislava was established. In spite of the rapid
rail connection and IC trains at hourly intervals (travel-
ling time 40 minutes) the daily automobile traffic jams
on the access roads in and owt of the partial cities
continue 1o get worse.

Many milestones will have to be passed on the way to
such a scenario. The most important ones are in my
opinion the following because they are more or less
indispensable:

- The declaration by both cities and states to work
towards a concerted and expansive regional develop-
ment - with of course the necessary participation of
affected local/regional authorities outside the cities.

Institutionalisation of relations between the cities on
a political and administrative level.

The massive expansion of infrastructure whose
planning and financing will enter its decisive phase in
the next five years, and for which international financial
aid will probably be necessary.

- Successful organisation of international events on a
European and global level; the most advantageous way
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would be the post-event utilisation of the buildings by

inter- and supranational (educational) institutions.

Intensive housing construction and social pro-
grammes to overcome the problems related to immigra-
tion (consensus being necessary to allow immigration in
the first place. Without immigration there will be no
twin metropolis. Dynamic development (even if only
economic) is based on attractivity. Major attractivity and
open borders lead to migration. The means of control-
ling this migration - without damaging the attractivity -
are very limited).

Since all of these points will have to have been realised
in the next ten years, it is possible to evaluate the
probability of their realisation on the basis of today’s
expectations. In this analysis one thing immediately
becomes apparent: the realisation of the twin metropolis
is very risky as far as the purely technical-economic
steps of implementation are concerned and the undesired
social, and in particular, ecological "side" effects. The
sustainability of such a development is probably very
difficult to make plausible today.

For Vienna the special risk of having too strong rela-
tions with the "East" also exists, which could lead to the
assessment of its orientation to the West as being too
weak - an opinion maintained today by many analysts.

Vienna and Bratislava: neighbouring cities

The logic of the twin metropolis lies in taking joint
advantage of the synergy arising from the quality of its
location in Europe, while the second alternative - which
is at least as plausible and sensible - lies in developing
long-term relations between the two cities as neigh-
bours. By neighbours I mean living next to each other
(in peace and friendship) without relating functionally
to each other but to environmental systems largely
independent from one another. (Comparable to the
neighbourly relations between households in apartment
buildings.)

The development of both cities could of course be quite
different, even in this case, but the functional attractivity
on a European level is less probable for both cities
alone. The cities on their own are poorly equipped for
the competition related in particular to the location of
European functions. A greater number of cities with
similar characteristics are also competing for supra-
regional and supranational resources.

In Vienna, the Institute for Economic Research recently
elaborated three scenarios that differentiate according to
the functions fulfilled by Vienna within the new Europe.
They range from "regional centre at the periphery” to
"supraregional centre for central Europe" and




"international centre for central Europe”. Without going
into details at this point, I would like to say that the
scenario of neighbouring cities is more compatible with
the first of these schemes.

What will the region look like - formed according to
these principles - in two decades?

The dynamics of the population development (due to
immigration) will have calmed down after the wave at
the beginning of the 1990s. The restoration and renewal
of cities is being carried out at high speed. This results
in the rising significance of the construction industry for
the economy of the city. Bratislava has specialised in
(rational) administrative functions and has accepted
massive de-industrialisation in favour of other Slovakian
locations. The services branch now matches its Viennese
counterpart. The landscape between Vienna and
Bratislava has only changed slightly in appearance.
Tourism has increased considerably and has become the
economic basis of the surrounding region. This is
closely related to the creation of large environmentally
protected areas along the Danube and the Slovakian-
Austrian border. The border is still not very permeable
because of this; the labour markets are almost com-
pletely separate; the transport infrastructure is the same
in comparison to the mid-1990s. An exception is the
close co-operation between the two airports that are
connected by a bus shuttle service which runs at close
intervals.

It might appear to be the case that this development has
only taken place because (planning) decisions have not
been made, but one should not forget that the omission

of decisions and measures (or preventing other interests
from being carried out that would hinder "neighbourly"
relations) can be just as difficult (for example on the
labour market) as the implementation of large projects.
However, it is true that this development will leave
more options open along the way than the “twin
metropolis".

The risks involved in the realisation of the idea of the
neighbouring cities are (in the event of success) econ-
omical. In particular, Vienna will run the risk of a
relative decline in its economic power and income
levels. Bratislava would risk not making full use of the
national potential of development,

Conclusions?

I have attempted to place the short history of the
reinstated cross-border relations between Vienna and
Bratislava in a long-term perspective in relation to
regional planning. My intention was to illustrate that at
the beginning of any linear planning designs there are
a series of very important normative decisions to be
made that involve many different regional levels.

For the most part, however, these decisions are not a
matter of just facts and logic.

As a researcher, I have to leave the decision on which
path of development should be taken to politicians, state
officials and entrepreneurs. But this does not release me
from the responsibility of pointing out at each crossing
where the road really leads to in the end.

1. Schremmer, Ch.; Krajasits; C.: Szenarien zur Ost-Grenziffnung und deren Auswirkungen auf die sterreichischen Ost-
Grenzregionen, Schriftenreihe des BKA Nr., 20, Wien, 1991

2. Robert KURZ: Der Kollaps der Modernisierung, Frankfurt/M, 1991
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1. The Danube Region, as one of the significant
urbanisation axes of Europe

The so-called "Danube Region" between Vienna and
Budapest belongs to an important urbanisation axis of
Europe. Here, the most important element of regional
development is the Danube, as a source of water and a
river transport route; but parallel with it the transport
infrastructure along the Danube is becoming larger and
more important. In the near future - as a consequence of
the important changes in central Europe - dynamic
growth can be expected in this area, and the recent
inauguration of the Danube-Rhine-Maine canal will
contribute to this process.

From an urbanisation point of view, there are two main
points of concentration: the zone of the Budapest
agglomeration and that of the towns Vienna, Bratislava
and Gyor. I consider that we cannot speak about either
one of them independently, but only in the context of
the Vienna-Budapest axis. In this report I will speak
about the so-called Danube Region (naturally paying
special attention to the Vienna-Bratislava-Gytr conurba-
tion), utilising firstly the results of research carried out
by the Hungarian Institute for Town Planning (VATI).

2. Chances of elaboration of a common development
strategy

a. Precedents

In the three countries concerned (Austria, Hungary and
the former Czech and Slovak Republic), the various
authorities and organisations dealing with regional
planning initiated in 1990 a joint research project
concerning this region’s features and began to elaborate
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a common development concept. To this end, several
conferences and working group meetings were organ-
ised, during which the institutions concerned (Austrian
OIR, Slovak URBION and Hungarian VATI) agreed on
the content and methodological requirements of the
study to be prepared and drew up the timetable for this
joint work,

b. The task

The joint project aims to determine the main guidelines
for development, special features, as well as possibilities
for regional co-operation between the countries in this
area. The important elements on the Hungarian side are
the following:

- evaluation of some sectoral development projects
concerning the region;

- co-ordination of the local development projects,
utilising the special features of the region;

- study of the possibility of creating a common
national park (stretching over the territories of all the
three countries) on the isle of Szigetk6z, between Gyor
and Bratislava and also on a territory that needs special
protection; ‘

- determination of conditions, viewpoints of regional
importance to be considered in the general regulation
plans (master plans) of the settlements concerned.

The study relies mainly on data from 1990, It concen-
trates first of all on the evaluation of conflict situations
and also analyses information drawn from different data.
In this context, the most important category of material




examined is the topic conceming the system of the
Danube barrage. During the elaboration of the develop-
ment strategy, only a restricted period of time can be
envisaged, because the dynamism of the socio-economic
evolution is liable to influence regional processes.

¢. Present situation

On the basis of the review and evaluation of the plans
and research work previously carried out, it can be
ascertained that:

- more important developments were not carried out
in the region because they were to be realised in
connection with the hydroelectric power system;

- these above-mentioned unrealised developments
belong mainly to the field of settlement infrastructure,
so they remain of importance;

- a change in concept is necessary in those cases
where the basis of the regional development projects
was the building of the water power system: now that
work has been stopped on the Hungarian side, a new
development strategy must be elaborated.

When we deal with the Danube region we cannot ignore
the fundamental question of the Gab&ikoba-Nagymaros
hydropower plant, namely, what will be the final
solution with the intermediary help of the European
Communities or the decision of the International Court
in The Hague?

3. Summarising evaluation
a. Spatial structure

The network of agglomerations, that is to say, agglom-
erating regions, can be considered almost finally estab-
lished in western Europe, but in central and eastern
Europe this development is still continuing. The facil-
ities of the upper part of the Danube above Vienna are
mostly utilised and these developments also influence
the lower parts of the river. The resources of the
Vienna-Bratislava-Budapest reach of the Danube are not
sufficiently exploited, since the planned large-scale
development (the Danube hydroplant) was Hable to
cause a level of ecological damage out of proportion to
the hoped-for advantages.

The famous study carried out by the Athens Institute of
Settlement Science considers the area along the Danube
as the main urbanisation and infrastructural axis of the
region. On this axis, predominantly of West-East
orientation, the North-South axis joins through the
Moravian hollow.
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In the Danube region, the urbanised territories alternate
harmoniously with the nearly natural ones and this alter-
nation is characteristic of the environmental situation of
the region and of its capacity to be exploited. Future

developments should conserve this harmony.

The usual burdens on the environment are industrial
production, agriculture and transport. Furthermore, in
the region of Gyotr-Bratislava, the main concern is that
the problem of the disposal and purification of sewage
has not been solved, and this represents a danger for the
unique natural feature of the region - the supply of
12-14 km?® of drinking water situated in the subsurface
layer of gravel.

The project for a joint national park to be created in the
region is a particular one. The Hungarian Parliament, in
conformity with the Hungarian proposal submitted in
February 1991 at the Conference of the Danube States
in Budapest, initiated the creation of three common
national parks, one of which would be on the reach of
the Danube between Vienna and Gydér.

Of course, this decision concerns Hungarian territories,
but the boundaries of the national park, from a practical
point of view, could not be situated on the national
border.

During the joint planning stage, it is necessary to ask
the question whether the international prescriptions and
requirements concerning national parks are in harmony
with the particular features of the region, and also if the
three countries interpret the requirements in the same
way, and are willing to bring them into effect.

The Danube region is one of the developed regions in
Hungary, so the data conceming its socio-economic
development (demography, employment, sectoral struc-
ture of industry and agriculture, etc) are generally better
than the national average. The data conceming the
living conditions of the population of the region are also
of a good standard.

The Danube region is a popular area for recreation and
tourism. A major part of its territory consists of tourist
zones, one of them being "Szigetk6z" between Gydr and
Bratislava. These zones are situated mainly along the
national border, therefore international (primarily transit)
tourism also plays a role. In the case of transit tourism,
it is important to underline that 52% of tourists arriving
in Hungary enter the country here,

During development particular attention must be paid to
the burden on the environment caused by the traffic, to
ensure that it does not exceed the capacity of the
territory in question. This concems primarily Szigetkoz
with its unique natural features: the development of the




leisure industry must be consistent with environmental
protection. Much international traffic passes through the
transport network of the region, but the level still does
not meet international needs and therefore it is necess-
ary to develop it significantly. The most important
development in this region is the construction of the
section of the Hungarian motorway M1 which goes
around Gyo¢r and its extension to the national border. In
addition, one should mention the adaptation work being
carried out on the Vienna-Budapest railway line to cater
for high-speed traffic and also the development of the
shipping and port infrastructure on the Danube in
conformity with ecological requirements and European
NOTIIS,

For the energy supply of the region the conditions are
different. The electrical energy supply is ensured and no
zones are excluded. Connections to Austria and
Slovakia have been made and are still being developed.
The gas distribution system is insufficient. The supply
for the largest centres - such as Gyor - is ensured by
branching off directly from the gas pipeline situated to
the south of the region, but it is necessary to finish the
spine gas pipeline along the Danube. The supply of the
Danube region with public waterworks is higher than
the national average, but because of the protection of
drinking water supplies under Szigetk$z, the total
supply has to be provided for. The loading of the
Danube with sewage water from the River Morava on
the Slovakian side is several times greater than on the
Hungarian side, and thus the elaboration of a joint
policy could mean an important step forward in the field
of outlining and co-ordinating tasks.

b. Relationships along the border

Besides the traffic developments aiming at the improve-
ment of relationships in the greater region, there is also
a need to develop relationships in sub-regions. One
aspect of this is the existing sub-regional transborder co-
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operation. Along the Austrian border the relationships
between the seftlements situated directly along the
border have developed quickly in recent years. This was
manifested in the production relationships, in the
commutation (shuttling) of manpower and in the joint
development of certain infrastructural networks, as well
as in the opening of new border crossing points. Along
the Slovakian border such quick development of rela-
tionships is not characteristic.

4. Next steps

The above-mentioned study showed the most important
special features of the region, the level of development
and the most important measures which needed to be
carried out.

In the near future it is necessary to:

- co-ordinate the results of the study and adopt them
in all the countries concerned;

- interchange between countrics the results of the
studies on the territories concerned;

- co-ordinate and accept the methods and the content
requirements concerning the elaboration of a common
policy.

The steps mentioned were partially implemented (main-
ly in the beginning) in conferences and bilateral com-
mittee meetings, but recently the impetus of the work
has slowed. From the Hungarian point of view, we hope
that in spite of the international dispute over the Danube
barrage joint work can be continued, as we consider that
paying attention to spatial processes and the co-
ordination of developments based on the features of the
region will facilitate a more effective utilisation of the
resources. This is therefore in the interest of every
country concerned.
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Importance and paosition of the Bratislava-Vienna-
Gyor region in Middie Europe

The geographical position and natural conditions of this
area as a whole have for some time provoked real
interest in this natural cluster region. The small Danube
hollow, with its high potential for agriculture and
settlement development, combined with the demands for
the transfer of material and population, has become an
important area in the geometrical centre of Europe.

The special position of the region was enhanced by its
strategic importance as an easily-crossed area between
the Alps and the Carpathians (the Danube river forms
the axis of the whole region). North-south and west-east
transport routes have historically been used in this area.

This unique position has fostered socio-economic and
ethnocultural development in the region, influenced by
the mixing of different economic and political measures.
One should point out, however, that whereas measures
in the economic sphere have moved towards homoge-
nisation of the region, political measures have radically
delimited it.

From 1918 all three cities in the region belonged to the
Austrian-Hungarian monarchy, with Vienna as the
metropolis (2.1 million people) and Bratislava and Gyor
as more or less satellite cities, being about 30 times
smaller.
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After the fall of the monarchy, Vienna became the
oversized capital of Austria. After the second world
war, it became a metropolis situated on the periphery,
on the borders of the two blocs, with a steadily decreas-
ing population which is now down to about 1.5 million.

Gyor has been developed in Hungary with the aim of
creating 5-7 settlement centres with 150-200 thousand
people. This would balance to some extent the over-
sized metropolis of Budapest, whose development
resembled that of Vienna until 1918.

Bratislava, which has by stages taken over the role of
cultural and economic centre of Slovakia, has increased
in population from 70 thousand to 450 thousand inhabit-
ants today.

This is a brief overview of the situation in the sub-
region as far as settlement and economic relations are
concerned, at the beginning of the era of political
opening-up and economic integration in Europe.

The situation can be characterised by the qualitative and
quantitative weight and stability of the structures and
functions of Vienna.

Bratislava, on the other hand, suffers from the lack of
these structures, from the under-development of social
equipment and services and the lack of a basis for their
creation, and from an unsatisfactory transport and
technical infrastructure.




The current situation is characterised in the case of both
Bratislava and Gy&r by considerable structural changes
to the economic base and by problems of unemploy-
ment.

The economic stability and prosperity of the Austrian
region, together with the contrast between the financial
incentive of jobs on the one hand and the economic
recession of the two national regions lagging behind on
the other, have caused a serious imbalance in the
availability and creation of jobs.

The step-by-step creation of dynamic and balanced
settlement and economic activities and urban functions
is a basic requirement to ensure the future development
of the sub-region.

In order to solve the problems of this frontier region, an
important task is that of environmental protection: the
area offers an enormously rich variety of natural and
cultural heritage.

The eastern and western parts of the sub-region are split
into two large European hollows - the Danube hollow
and the Vienna hollow. These are separated by the
Carpathian massif which ends at the Danube some
hundred kilometres to the south. Both these hollows are
infiltrated by the Danube where it has formed "arms"
into a network of river islands and the remainder of the
original woods.

Under the ground of Bratislava the huge float cone
created a so-called inland delta through continual
aggregation, with gravel-sand floats of a few hundred
metres depth, nearly a hundred kilometres long and tens
of kilometres wide. The area of floats is situated
between Maly and Dunaj (the Small Danube) in
Slovakia and the Moson Danube in Hungary. Its high-
quality drinking water resources cover 14-18 m3,

The defined area of the sub-region is the basis of the
most important transport routes crossing Europe from
east to west (the so-called Danube route). One of the
most important routes (the Electrum route) is at present
being transformed into a north-south highway and
railway network,

In Bratislava and Vienna, about 50 kilometres apart,
there are river ports, each with a turnover of 2 million
tonnes of goods.

Both cities possess airports, but with substantial differ-
ences in capacity and quality. Vienna-Schwechat is an
important international air transport centre, with about
3 million passengers a year, whereas Bratislava-Ivanka
is mainly orientated towards domestic transport, serving
about 0.5 million passengers a year.

Vienna and Bratislava are on the edge of the important
pipelines of Druzba and Adria, whose considerable
processing capacities are currently attracting interest
now that they are being joined.

There is also now a project to build a highway and fast
railway connection running from east to west.

The concentration of the above-mentioned activities in
this area with its outstanding natural features and
relatively high density of settlement structures, along
with the currently unsatisfactory development of these
activities caused by the border position of the area in
the context of East-West relations, highlights the need
for a re-evaluation of the situation and projects on the
part of all concerned. This re-evaluation {regional plan)
would be concerned mainly with the development of an
integral system of an inland network of water, railway,
road and air (ransport, trans-shipment facilities,
interregional service transport centres of a European
standard for the transit of continental flows of people
and goods from east to west and north to south.

From the regional point of view, the plan aims to
develop fast, interregional transport structures with
sufficient capacity, forming part of a multi-regional
system, This would then be utilised for developments in
the sphere of economic and cultural relations between
all three sub-regional national structures.

With the completion of the Donau-Mohan-Rhein water
route, which together with its adjoining river routes
should become one of the most important European
economic axes, the question of developing the Donau-
Morava-Odra river route, with the intention of connect-
ing the Ostrava-Karvina region with the Donau river
route, has also become topical.

The realisation of these projects might, however,
compromise the protection of the unusually rich natural
resource of the Moravian woods, which form an integral
part of the woods of the Donau. Therefore it is desirable
to re-evaluate the necessity of developing this transport
axis, its implications on the economic and settlement
profile of the Bratislava-Vienna-Gyor region in a
European or middle-European context, and its implica-
tions for the environment.

The criteria to be borne in mind are the minimal
unwanted ecological implications for the natural and
urban environment.

According to data, the region is defined as a compact
system of adjacent administrative units. There are the
districts in the Slovak Republic - Dunajskd Streda,
Bratislava (the capital), Bratislava region, Galanta,




Trnava, Senica; and the Czech

||

. Population
Republic - Hodonfn, Bfeclav, pulatio glil;gsg %
Znojmo. 1980 1991 | 1980.1991
The political districts in Austria Bratislava 380.3 441.5 +61.2 | + 139
(Bezirke) are: Hom, Hollabrunn, Bratislava-vidiek 144.1 145.2 +11] +08
Mistelbach, Ginsendorf, Vienna | Duyn. Streda 104.1 109.4 +53| +48
(Land), Vienna (Umgebung), [ Gajan, 1409 | 1434 +25 | +1
. \ . . T
Kornenburg, Tulln, Mtdling, Baden,
Wiener Neustadt (Land), Wiener- Trnava 2278 2334 +56 +24
Neustadt (Stadt), Mattersburg, Senica 143.5 1469 +34 | +23
Eisenstadt, Neusiedl-am-See, Bruck, Slovak part of the region'
Leitha. Total 11407 | 121938 +791| +65
In the Hungarian area there iS the HOdonin 162.3 162.0 - 0.3 - 0.2
Gyor-Moson-Sopron district. Bfeclav 125.0 1244 - 06 -05
. Znojmo 115.2 113.5 -17 -1.5
Population
Czech part!
The region today is characterised by Total 402.5 399.9 -26 - 06
the progressive demographic poten- || Horn 34.6 324 -22| -64
tial of Slovakia influencing the | TH oy Py 03| 476 27| -s4
Moravian part of the region, with -
the degressive potential of the Mistelbach 70.7 68.2 -25 -35
Austrian and Hungarian parts. There Ginsendorf 75.3 76.6 +13 +17
was a population of 4,411 million in Wien 15313 | 14676 - 63.7 -4
1991, the major part being in Aus- | =germrt o 85.1 87.7 +26| +30
tria - 53.6%. The Czech and Slovak gung i : : :
which were in the Slovak part of Tulln 53.2 56.8 +36| +63
the region, while the Czech percen- Modling 922 96.1 +39 ] +41
tage was equivalent to that of
Hungary - under 10%. Baden 108.4 1114 +30| +27
Wiener Neustadt Land 61.7 64.0 +23 + 3.6
Demographic evolution has separ- | Wiener Neustadt Stadt 350 34.3 -07] -20
ated the region into 3 categories of Mattersburg 344 343 “o1 203
population with the following char- -
acteristics: Eisenstadt 459 46.7 +08 ]| +1.7
Neusiedl am See 48.5 473 -12 -25
a. Slovak, with a relatively high | Bruck/Leitha 36.9 373 +04 | +11
birth rate, relatively low mortality Anstrian bar
raie, high natural increase; Total 2419.6 | 2366.4 532 | -22

b. Czech, with a high birth rate,

relatively high mortality rate (higher L.
than in Austria but lower than in
Hungary), and low natural increase;

c. Austrian and Hungarian, with comparable character-
istics: low birth rate (with a tendency to decrease), high
mortality rate (critical in Hungary), and minimal natural
increase (in Hungary the tendency is to decrease).

The demographic prognosis of the region is in accord-
ance with these characteristics. According to this
prognosis one might assume that there will be a further
decrease in the total population in the Austrian, Hungar-
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Data from 1980, 1991 census. )
2. Datain 1981, 1991 by Orok-Atlas zur rdumlichen Entwicklung Osterreichs.

ian and Czech parts of the region, and a further dynamic
increase in the population in the Slovak part of the
region. However, it seems more realistic to predict a
smoother decrease in the population of the Austrian part
(new economic trends are encouraging the inflow of
population both from within the country but primarily
from abroad); the stabilisation of the population or even
an increase in the Czech and Hungarian parts of the



region; and an even morc dramatic increase in the

population in the Slovakian part of the region.

In the relatively near future one can assume that these
demographic processes which have up until now differ-
entiated the various parts of the region will temper and
influence each other. This process will be very slow;
more dramatic evolution may only be predicted in
migration flows which will dictate the dynamics of the
demographic process in the various parts of the region.

Economy and economic structure

The potential intensification of the renaissance of
economic relations in the Vienna-Bratislava-Gyor
region, stimulated either by the bilateral political will to
overcome considerable economic isolation or by efforts
to join the Single European Market, represents a poten-
tial motivation for evolution. The chance to secure the
advantages of economic activities through their develop-
ment represents an economic motivation which tran-
scends the borders of the region.

The Austrian economy, known for its positive develop-
ment and stability, forms a basic element of the poten-
tial economic megaspace of the Vienna-Bratislava-Gyor
region. In contrast to the development in the Austrian
sub-region, there has been a decline in the economy in
the Czech and Slovak region, which influenced the
realisation of evolutionary economic processes in 1990
and more particularly in 1991.

The different economic levels in the various parts of the
region are reflected in the different economic structures
on a national level. Although service activities are
dominant in the economic structure as a whole, this is
a consequence of the highly-developed service sector
(according to output and employment) in the Austrian
part (the difference is over 60%). One exception in the
non-Austrian part of the region is the Bratislava metrop-
olis, which resembles the Austrian model of economic
structure because of its outstanding position and trans-
regional importance for the Slovak Republic.

Economic structure of Vienna-Bratislava-Gydr

Agriculture and
forestry 5.1%

Industry and building
industry 35.8%

Services 59.2%
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It is possible 1o categorise the present economic situ-

ation in the region into three types of employment
structure:

1. The Austrian part is characterised by a marked
predominance of the service sector in comparison to the
secondary sector, with a stable and minimal share of
employment in the primary sector;

2. The Czech and Slovak part of the region is charac-
terised by a slow increase in services, a high (decreas-
ing) percentage of industry and building industry and a
decreasing (according to employment) relatively over-
sized primary sector;

3. The Hungarian part is characterised by a balanced
representation of services and primary sector activities
and a marked percentage of agricultural activities.

A high concentration of service activities (especially in
business, science, education, health-care, culture,
tourism etc) is above all the result of the positions of
Vienna and Bratislava as the administrative centres of
the countries equipped with services of transregional
importance.

A considerable proportion of the existing human,
economic and science potential is concentrated in the
chemical, machinery building and energy industries.

The development of agriculture in the region is, besides
the favourable climate, influenced by existing natural
conditions. The southern and south-eastern parts of the
region in particular have the most fertile soils in Middle
Europe and in the north the area of the Moravian
valleys is of a similar quality. Apart from the traditional
livestock and plant production, there is also widespread
vineyard production in the region (Burgenland, the
Hungarian part, the foothills of the Small Carpathians,
Pavlovski Hills).

The underground water reservoirs from silts of the
Danube and the Moravia are of transborder importance
(and in fact of importance for all of Middle Europe).

Closer economic connections in the region - penetration
of national markets of goods, services, capital and
labour - will perhaps engender considerable changes in
the distribution of labour and increase economic compe-
tition. It can be expected that the new distribution of
labour and penetration of the markets will be based on
existing comparative advantages of the particular
subjects,

Bratislava and Vienna are the potential centres for new
development possibilities. Joint efforts to increase
business exchanges {Austria’s exports to her eastern




neighbouring countries represent 39% at present,

whereas in 1988 they were about 6%), and mutually
beneficial co-operation will be based particularly on:

- the geographical position of the region - on the
border of hitherto fairly isolated social and economic
systems; at the crossing of the Danube and north-south
routes; at an important potential concentration of goods,
labour and information networks within the context of
European integration;

- the mutually advantageous exploitation of existing
know-how on markets and the economic situation
(Bratislava in the east, Vienna in the west);

- the expected trend following the favourable boom in
the Austrian sub-region, which might become a driving-
force behind economic development in the region as a
whole, with a labour market capable of absorbing labour
potential from the wider hinterland;

- the comparative advantages of the formally and
informally qualified labour force and its growing
potential in the Czech Republic, Slovakia and Hungary
(at present it is cheap);

- intensification and expansion of air transport facil-
ities (Schwechat-Bratislava), river transport facilities,
railway and road transport facilities;

- the exploitation and development of energy net-
works to the advantage of all parties;

- the development of small- and medium-sized joint
enterprises on all national territories and the increase in
their competitiveness;

- the highly-developed finance, advisory, consultation
and information services in the Vienna area in the
Austrian part of the region;

- the global possibilities of more specialisation and
closer co-operation in the spheres of industry, agricul-
ture, science, research etc.

Dimension of internal labour potential

1. The region represents at present 2.1 million (without
job frequentation).

2. This potential, which could along with other factors
form the basis for the creation of one of the largest
labour markets and economic megaspaces in Europe if
integrated economic relations are intensified, is divided
among the countries involved as follows:

Share of the countries in the labour potential
of the Vienna-Bratislava-Gyor region

Hungary

Bohemia
Slovakia

The metropolis of Bratislava has conserved its dominant
position and constitutes the only source of labour
potential for the Czech and Slovak part of the region.

Labour offer in geo-administrative units
of the Vienna-Bratislava-Gyor region

Labour offer
In thousands
Area (district, county) of people  Percentage
Bratislava 2254 10.7
Bratislava - countryside 7.3 34
Dunajskd Streda 53.3 2.5
Galanta 674 33
Trava 1124 53
Senica 72.0 34
Slovakia total 601.8 28.5
* * ]
Hodonin 79.5 3.8
Bteclav 61.9 2.9
Znojmo 55.1 2.6
Czech total 196.5 93
* * *
Hom 14.9 0.7
Hollabrun 21.2 1.0
Mistelbach 30.6 14
Ginserndorf 36.6 1.7
Vienna 711.6 33.7




Vienna - Umgebung 423 20
Komeuburg 28.2 1.3
Tulln 27.1 13
Modling 46.5 2.2
Baden 52.8 2.5
Wiener Neustadt - Land 30.3 1.4
Wiener Neustadt - Stadt 16.2 0.8
Mattersburg 149 0.7
Eisenstadt 21.2 1.0
Neusiedler am See 21.6 1.0
Bruck 17.6 0.8
Austria total 1133.8 53.6
£ * *

Gydr-Sopron 181.2 8.6
Hungary total 181.2 8.6
* * *

Region Vienna-Bratislava-Gyor
Total 2113.3 100.0

Note: Austria - 1991
Czech Republic, Slovak Republic - 1991
Hungary - 1991

(Estimates of VOOP according to the evolution from
1985-1989)
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Total unemployment in the Vienna-Bratislava-Gybr
region could be estimated at about 15 thousand people
at the end of 1991, which over the region as a whole
represents the politically acceptable unemployment rate
of about 7%. Against the relatively stable work situ-
ation of the Austrian part of the region, there is an
unstable work situation in the Slovak districts, where the
unemployment rate (with the exception of Bratislava)
exceeds 10% and in some districts even 15%. The
situation in Hungary and in the Czech Republic is
favourable.

The different nature of the situation in the various
countries concerned is also demonstrated in the differing
levels of qualifications of the unemployed population.
While Austria has typical structural unemployment
focused on the groups with less educational qualifica-
tions, in the Czech Republic and Slovakia unemploy-
ment is predominant among the more educated.
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Federal Research Agency
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Bonn

1. The importance of long-distance transport
infrastructure for regional development in Europe

Thesis: The influence of infrastructure projects on
business decisions is often overestimated

Transport infrastructure has a mediating effect on an
enterprise’s location factors. It determines the amount of
time necessary to cover the distance between the
business itself and its market as well as its suppliers, the
catchment area for the work force and the regional
delimitations regarding its competitors, The distance
itself, however, can hardly be changed through infra-
structure and its extension, Therefore, location theories
pertaining to the developed economies have fong since
acknowledged the principle that a good transport
infrastructure is necessary, however it is not sufficient
in itself to influence an enterprise’s locational choice.
Exceptions to this rule may be transport businesses,
whose sole purpose it is to transport goods or passen-
gers.

Particularly when differentiating between macro- and
micro-locational choices, it becomes apparent that
transport infrastructure has hardly any influence on
macro-locational choices. The globally important
transport infrastructure - in particular road infrastructure
- is almost ubiquitous' in Europe, i¢ not a criterion to
differentiate between locations. Every region on the
European NUTS-3 level’ is integrated into the system of
European trunk roads via other qualified roads. Almost
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every NUTS-3 region is accessible by rail as well. The
basic connectivity of regions in Europe by long-distance
transit is thus safeguarded as will be shown in the
following accessibility analyses. Goods and passengers
can be transported from one region to any other region
in Europe. Apparently, there are differences in the
quality of the regional integration caused by the global
situation of the regions and the quality of the local
infrastructure. As a rule, however, these local quality
differences are not sufficient to determine global
locational choices between different regions on a
European level.

This is true even for those enterprises whose production
process involves a large amount of transport. In the
past, the share of transport costs in the overall produc-
tion costs has decreased more and more. Today, it is at
an average of 3-4%. Accordingly, the effects that
transport costs have on profits are almost negligible.

Apart from that, the infrastructure’s quality and its
upgrading have but a marginal influence on the variable
transport costs (travel time, mileage etc.), which are in
turn smaller than the fixed costs (depreciation, personnel
etc.). Our own investigations which were carried out in
transport-intensive businesses in Germany which have
profited from an upgrading of the trunk road system,
yielded the following result: the transport cost savings
were so insignificant that they were hardly measurable
at all.* Other more recent studies regarding major
European projects, eg the Channel Tunnel or the Fixed
Link across the Great Belt, confirm these findings.?




Al present, other "soft" location features, eg a favour-
able location in relation to centres of business and
services, a high environmental and recreational quality,
the region’s general image, as well as, to an increasing
degree, the political and social stability of the region,
influence the global locational choice.® In addition, non-
production related business activities such as research,
financing and marketing are far more important for
economic success than favourable transport conditions.
Those factors, however, require fast, far-reaching and
diverse opportunities for contact via business-oriented
passenger transport. The fact that business centres have
emerged near airports and TGV (high-speed train, train
@ grande vitesse) stops and consequently attracted
contact-intensive enterprises may already be regarded as
proof for this thesis.”

Hence, above all contact-intensive, maybe even multi-
nationally located businesses with a high share of
qualified employees in research, development and
administration can be influenced by new or improved
transport facilities in European long-distance transit.

Therefore, future investigations concerning the regional
impact of transport infrastructure projects will have to
be oriented less towards goods transport and transport
costs and instead more towards high-speed passenger
transport and the achievable travel time. This is the
area where, in the near future, the greatest progress and
the greatest changes may be effected for the individual
regions by an extension of the European high-speed
transport network.

2. Situation and accessibility of the European
regions in high-speed passenger transport

Thesis: The location and accessibility factors of regions
on a European level which are important for
the region’s economy need to be analysed. The
topic under investigation should be passenger
transport inter-relations, selecting the quickest
means of transport and the economically impor-
tant destinations.

The results of the European accessibility analyses which
are shown in the following,® deal with high-speed
passenger transport on global connections of supra-
regicnal importance. The model is based on the travel
time when using the respectively fastest means of
transport by road, rail or air. A combination of these
means of transport (joint use) is taken into account,
Concerning rail and air transit, minimal standards of
frequency are taken for granted. The network of the
basic network model for road, rail and air travel is so
densely interlaced that inter-relations of all NUTS-3
regions in the European Communities and NUTS-2
regions in the EFTA areca, as well as in the
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centralleastern European states can be calculated. The
road network has been included to a degree where at
least the major city of every region is integrated into the
European road network. The few regionally important
cities in Europe which are not accessible by rail have
been linked to the rail transit network by including the
relevant public transport travel time, Regarding air
travel, all European airports and connections which were
listed with at least one flight per working day in the
ABC World Airways Guide have been included. The
travel time to the airport as well as the time needed for
checking in and out were considered as well.

Based on this network data base, the BfLR’s accessibil-
ity model EVA (the German acronym stands for "acces-
sibility and supply analyses") makes it possible to
calculate situation and accessibility indicators for any
region.’ In doing so, we refer to destinations which are
important for regional development, such as economic
centres, long-distance transport infrastructure and
population.

2.1 Situation of the regions in Europe as a whole

The average travel time from one region to any other
region serves as a scale to demonstrate the global
European situation of a region. According to this -
rather theoretical geographical scale - central and
peripheral regions become visible depending on an
imaginary centre, the midpoint of the area under investi-
gation. The result is the classical perspective of centre
and periphery in a spatial situational assessment.

A comparison of road and rail travel time (see maps 1
and 2) shows a great degree of similarity, particularly in
the central and south-eastern European countries. A
difference between road and rail becomes apparent only
in the west and in the centre of Europe (Frankfurt,
Stuttgart, Munich), where due to the excellent motorway
network the road travel time is for some regions shorter
than the rail travel time.

However, when air traffic is taken into account in the
joint use concept, a different image of the global
situation of the regions in Europe evolves (see map 3).
The fixed isochron structures around an imaginary
centre are dissolved. "Central regions” are now those
centres and their surroundings which are well integrated
into European air traffic. Based on this view, which will
be in the foreground in the following, the eastern and
southern European countries are in an extremely periph-
eral situation.

It is not possible to change the basic situation of the
regions by an extension of infrastructure. Moreover, this
merely situation-based view cannot make any statements
regarding the economic development potential of the




regions. Only when locational criteria are viewed

together with economic performance factors of the
region in question, may it be possible to assess the
region’s economic development potential.'®

2.2 Accessibility of the agglomeration centres

The proximity to large agglomeration areas with Euro-
pean impact might be regarded as a scale for the
determination of the economic dimension of central and
peripheral location. Agglomeration centres and their
surroundings are the economically most active areas
with a high concentration of enterprises, labour and
demand, the best infrastructure and the most diverse and
outstanding service supply."' It is necessary for contact-
intensive businesses to have a good passenger transport
system at their disposal in order to share the advantages
of the agglomeration if they are not located within the
agglomeration area itself. The regions which are within
one hour’s travel time of the nearest agglomeration
centre constitute the extended agglomeration area.
Compared to all other regions, they are in a central
situation and enable the resident businesses to partake
of the benefits of the area’s agglomeration. The regions
from which it is impossible to reach the nearest agglom-
eration centre within three hours travel time can be
called peripheral. Three hours is assumed to be the
travel time limit for a one-day trip. Even if air travel is
included for those connections, there are still many
regions in Europe which are outside the three hour limit
(see map 4).

2.3 Accessibility of population

The population potential accessible from a certain
region is an indicator for the amount of possible
business contacts. The population density correlates
highly with the size of the regional Gross Domestic
Product. Therefore it may be assumed that regions with
a high population potential are at the same time very
attractive for business-related travel. In order to display
the accessible economic potential of a given region, the
population accessible within three hours is added up
(see map 5).The result shows a high degree of corre-
spondence to the accessibility of the agglomeration
centres as shown above. The greatest population poten-
tials are found around the densely populated agglomer-
ations in central Europe. Since air traffic is included in
the joint use concept, even some economic centres in
peripheral European countries are in the highest cat-
egory because they are well integrated into the air
traffic network.

2.4 Accessibility of high-ranking transport infrastructure

As business communication requirements and locational
independence grow, the proximity to a high-speed
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long-distance transport facility (high-speed railway
stations and airports) becomes more and more important
for certain trades. If the closest airport or high-speed
train station can be reached quickly, it is possible to
reach all national and international centres of business
in a very short time. This means that proximity to the
high-speed transport system equals an excellent accessi-
bility of centres all over Europe which are connected by
the high-speed network. A large part of commercial
contact requirements is most likely concentrated in these
centres,

When considering the dispersion and accessibility of the
high-speed railway stops today and in the near future
according to the UIC’s (International Union of Rail-
ways) network models, great regional differences
become apparent (map 6). With the exception of
Luxembourg, Ireland and Greece, every member state
will have some high-speed railway stops on its territory
in 1995. The closer catchment areas, ie up to one hour
around these stops, run into each other wherever there
is an accumulation of stops. Their boundaries partly
coincide with the boundaries of the agglomeration arcas
as shown above.

In some countries, favourable locations with regard to
high-speed railway stops can even be found in periph-
eral regions. They might be of significance for the
future spatial development, eg south-west of Paris to
Bordeaux, south-west of Madrid the regions Badajoz,
Seville and Cordoba and Valencia on the Mediterranean
coast, the French coast of the Mediterranean and the
regions in Central Italy north and south of Rome.

But even in 1995 large areas of the EC will be so far
removed from this highly efficient infrastructure (partly
more than two hours), that it will be of hardly any use
- neither for an improvement of accessibility nor for a
regional development. Those regions will be the sparse-
ly populated or insular regions of the EC. Any develop-
ment including a rail-based means of mass transporta-
tion will therefore be hardly economic. Regional as well
as supplementary air transport will have to take on new
tasks in order to establish efficient high-speed passenger
transport in these regions.

In the European Community, the regional dispersion of
airports with a minimum of two daily flights for one
connection is quite extensive even today. Particularly
the islands and the peripheral coastal regions, but also
the south-west of France are well integrated into
regional air traffic (see map 7). The fairly large number
and convenient distribution of airports is even today an
important supplement to high-speed railway transport.
The only larger areas which do not have as yet such an
access to international air traffic within two hours,
whether by regional or by supplementary air transport,




are to be found in Spain, Portugal, Greece and in the

northern part of the new German Ldnder.

3. Basic concept for a European high-speed
passenger transport systetn

Thesis: A European high-speed system requires a sys-
tematic integration of high-speed railway and
air traffic plus the national and regional trans-
port networks.

Particularly for the peripheral regions, the greatest
accessibility effects and changes in the region’s situation
can be achieved by extending the European high-speed
passenger transport. The spatial distribution of the
above-mentioned agglomeration centres will hardly ever
change. The locational prerequisites for some regions
will however be significantly changed, when the Euro-
pean high-speed transport infrastructure is extended.
Therefore, the emphasis of a European transport policy
ought to be on planning and on constructing a European
high-speed system which will improve the European
regions homogeneously or respectively safeguard their
connectivity within a framework of minimal standards.
This is also the viewpoint of regional planning. This
concept requires an even distribution of accesses to the
high-speed transport system, a linking of rail and air
transport in accordance with both systems and adapted
to the spatial structures as well as a good regional
connectivity of the accesses by the secondary transport
systems.

A very far-reaching long-term plan for the high-speed
railway is the network concept V3 for the year 2015,
elaborated by the International Union of Railways
(UIC)."” 1t reaches far into the peripheral regions in
Europe. According to this concept, at least 150 business
centres in western and central Europe will then have
their own high-speed railway station. The improvement
brought about by this high-ranking long-distance
transport infrastructure for the newly connected regions
will be accordingly high (see map 8 in comparison to
map 6). The regions in central/eastern Europe are not
yet included in the UIC network versions and so are not
considered here either.

Above all in Portugal, Spain, the South of France,
Ireland, the new German Ldnder, the southern tip of
Italy and Greece, this means an improvement for the
regions in so far as they will, for example, be able to
reach the closest high-speed railway stop within one
hour. For any access to the high-speed railway, to be
accessible from the surrounding area within one hour’s
travel on secondary transport networks is about the best
connectivity to be possibly achieved. But in spite of the
far-reaching UIC network concept for 2015, there will
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still be some regions needing perhaps more than 90
minutes (o travel to the nearest high-speed railway stop.
This means that they are practically excluded from this
high-quality transport supply. Those regions are to be
found in the interior of Portugal, in the south (Granada,
Jaen, Cuenca) and the north (Galicia) of Spain, the
south of France (Cantal, Aveyron), Sardinia, Corsica
and Greece, but also in the north-east of the new
German Lénder, in Great Britain (Grampian, Cornwall)
and in Ireland (see map 8).

An expensive means of mass transportation like the
high-speed railway cannot open up the sparsely-
populated peripheral regions, however. A transport
service like this needs to be concentrated - if only for
economical reasons - in the most important centres and
population potentials. In order to connect regions in a
peripheral location and with little demand for high-
speed transport, air travel offers a very flexible service.
In order to balance the development of European
regions in peripheral locations as evenly as possible
with regard to high-speed transport, a co-ordinated
network concept including high-speed railway and air
transport would have to be developed. This network
concept would have to consist of a railway network
connecting the highest population potentials in Europe
with each other while at the same time air transport
would have to connect the peripheral regions to the
population potentials. In contrast to the UIC network
concept for the year 2015, such a plan would mean a
much more limited high-speed railway node network.
However, it would have to be so efficient (and, above
all, fast) that a great part of regional air transport would
be made superfluous by these railway connections. New
tasks and market potentials on other connections would
be given to air transport. As a prerequisite, however,
atrports and high-speed railway stops - at least the main
national airports - have to be linked closely to each
other, and their timetables need to be co-ordinated.

A regional planning-oriented network version for such
an area-wide integrated high-speed transport system
should above all meet the following criteria:

- Direct and frequent rail connections between only
the most important economic and cultural centres in
Europe - over distances up to 500-600 km they ought to
travel fast enough to be a competition for air travel.

- Direct air links covering the greater distances and
the less frequent connections between major national
airports and the periphery as well as between peripheral
regions.

- A 60-90 minute accessibility limit for the integrated
rail/air transport accesses from any region via the
national road and rail networks.




In order to put this concept into practice, a basic

high-speed railway network will be sufficient. It will be
composed mainly of the UIC’s network version
V1-1995 plus some additions in the alpine regions, a
better connectivity for Greece and the new German
Lénder and a better connection between France and
Spain as well as Germany. To develop the new air
links, an extension of 14 regional airports already in
existence and 13 airports in the peripheral regions
would be necessary” in order to connect the peripheral
regions to the high-speed transport network, given a
corresponding integration into the railway system (see
map 10). On the basis of today’s secondary transport
systems, the travel time necessary to reach the closest
access to the high-speed transport system can thus be
reduced for almost all regions in western and central
Europe to Iess than two hours (see map 10). From the
majority of regions, the closest railway station or airport
of the high-speed transport system can be reached
within 60 minutes. The percentage of the population in
the EC regions which is able to reach the high-speed
network within 60 minutes is at its highest and the most
balanced in this network version compared to the
railway-only version of the UIC (cf, diagram). 90% of

the EC’s population would be connected to high-speed
transport within one hour. The individual values for the
EC’s member states vary only between 80% and 100%.

The model developed here is designed to present the
basic spatial impacts of a combined high-speed rail and
air transport system which might possibly be achicved,
The comparison to a development by rail only is not
quite realistic, however, because regional air transport
has its share in the European high-speed transport in
every version, present and future. The investigation of
this extreme case, however, is supposed to show that a
conceptual agreement and a systematic connection of
the two high-speed transport systems will yield the
greatest benefit. The measures on which the model was
based and which were included are not totally fictitious,
but neither were they separately tested for their rational-
ity and feasibility. However, this process shows how to
approach a concept for a global European high-speed
system from the theoretical viewpoint in order to
maximise one aim - here the balanced improvement of
European regions. This concept can be compared to
other plans and its feasibility can be tested on-site.
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Percentage of the Population to Reach the Nearest High-Speed Railway Station within 60

Minutes
in 1995 in 2015 own suggestion (incl. additional airports)
D 69% 77% 89%
F 63% 88% 93%
I 62% 81% 90%
NL 84% 84% 94%
B/L 9%% 100% 100%
UK 17% 84% 95%
RL 0% 60% 89%
DK 53% 53% 90%
GR 0% 55% 80%
E 51% 72% 86%
P 33% 72% 82%
EURI2 64% 80% 90%
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4. Extending the European high-speed transport

system for passenger transport - regional
development opportunities and risks

Thesis: To promote high-speed passenger transport
throughout Europe is more important for the
economic and social unification process of
European couniries and regions than a further
improvement of goods transport. Whether the
extension of the high-speed transport system
produces developmental impacts for the
regional economy depends on the spatial situ-
ation and the economic starting point of the
regions.

High-speed passenger transport connections are gaining
in importance for future development in Europe. Not
only business contacts on a commercial or administra-
tive level but increasingly also individual recreational
travel is concerned here. An understanding of other
peoples, getting to know and to appreciate regional
particularities: all this depends on a flow of people. It
is an important prerequisite in order to open up new
development opportunities for peripheral regions which
are not among the central growth regions. If transport
policy is mainly geared towards long-distance goods
transport, it is not helping regional policy in any way.
On the contrary, there is a danger that regions with a
locational disadvantage and a small variety of products
will have to intrude more and more into their competi-
tors’ preserves in regions with a higher economic
standard. A high-speed transport system geared towards
rapid passenger transport on the other hand offers a
better basis to create impulses for spatial development
on a European level. From the viewpoints of transport
structure and ecology, the only sensible way to imple-
ment high-speed long-distance passenger transport is
through an integrated rail/air transit system. It needs to
be attractive enough to make passengers switch from air
transport, or from transport by road, to an integrated
rail/air transit system. Where greater distances are
concerned, passenger transport by road will always be
inferior to the combined high-speed transport system
and will never be able to provide enough capacity on
the main connections without an intolerable use of
natural resources. The same can be said for air transport
over shorter distances (approximately less than 600 km).

In the case of the creation of an all-European integrated
high-speed transport system - as shown in 3 - which
connects all regions within reasonable time limits,
another question is posed. How will regional develop-
ment impacts be distributed regionally? Does such a
system only serve to improve the competition among
the directly connected greater centres in Europe, as is
often supposed,' thus handicapping the smaller ones?
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Or will it on the contrary be a chance for a greater
decentralisation of spatial development?

To predict these developments accurately is very
difficult, if not impossible. One has to take into account,
as mentioned above, that the development of a regional
economy is above all dependent on other general
economic and situation-related factors, not on transport
conditions. Other factors concerned are the specific
starting positions of the regions in the economic struc-
ture and in their economic performance, the global
situation and particularly the "soft" location factors, The
following simplified tendencies might be said to apply:
- Regions in a favourable central situation with a high
economic performance as a rule develop a momentum
which, seen from the viewpoint of regional planning,
seems to call for protective measures (safeguarding of
open spaces, improvement of the environment, protec-
tion against uncontrolled suburbanisation) rather than for
development stimuli. Measures aimed at improving the
transport infrastructure can hardly cause any further
improvement of the quality of connections because it is
at a very high level already. Extending the high-speed
transport system will not vield any measurable travel
time savings because the agglomeration centres are
already very well connected. Any changes in these
regions which are due to an extension of infrastructure
are thus highly unlikely.

Exceptions are regions in central areas which, after an
extension of the high-speed network, find themselves at
the hub of transit axes outside of agglomeration areas
(eg Lille and Grenoble). They gain a better accessibility
in general. All their other location factors are positive as
well, so that they are confronted with a totally new
development prospect, suddenly being an alternative to
the already heavily burdened agglomeration areas.

- In economically weak and peripheral regions, an
integration into the high-speed transport system may
cause a greater improvement of accessibility. However,
it is highly unlikely that the improvement of only one
location factor will be followed by a positive economic
development.

Here the exceptions are the peripheral regions possess-
ing attractive recreational and cultural areas. The
situation in areas far from motorised mass-tourism
routes in particular might be greatly improved by a
better integration into high-speed passenger transport.
Another exception are the still peripheral regions in
former East Germany, whose rail infrastructure had been
neglected. A specialised aid programme, which is
unique in Europe, has been launched to support them on
all levels.




Generally, however, in order to support a decentralised
and individual development in this type of region,
programmes geared towards strengthening endogenous
development potentials are much better than measures
which increase the supra-regional dependencies.'

- The regions which stand to profit the most from
their integration into the European high-speed transport
network are the peripheral regions which, even today,
have a relatively high economic performance. This
means that good accessibility is supported by favourable
prerequisites for an economic development capable of
sustaining itself. Regarding the EC area, those are
regions in south-west France, northern Spain, northern
and central Italy, the southern new German Léinder and
East Bavaria, Denmark and some coastal regions in
Great Britain and in Ireland. The areas close to agglom-
erations in central/eastern Europe will soon be among
those regions, too.

Their economic basis is principally sound and most of
them have a potential of some "soft” location factors,
whose importance is constantly growing. Therefore their

prerequisites for a regional implementation of the
advantages supplied by an integration into the European
high-speed transport network are excellent. As soon as
their proximity to the agglomeration centres is granted
by high-speed transit, they will immediately become
very attractive for contact-intensive trades with a high
share of research and development. Hence, a correspon-
ding development impulse might act as a strong multi-
plier.

Final statement

One needs to be careful not to overestimate the regional
development impacts of a European high-speed transport
system for long-distance passenger transport. In my
opinion, one-sided centralising effects of a high-speed
transport system oriented towards the great agglomer-
ation centres are not to be expected. On the contrary, a
unified high-speed transport network all over Europe
which integrates rail and air transport and is linked to
the national transport networks is able to support a
decentralised development on a high level if the overall
economic and regional framework is favourable.
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PLANNING OF COMMUNICATION NETWORKS IN CENTRAL EUROPE IN THE NEW POLITICAL
AND ECONOMIC CONTEXT: PROBLEMS OF INFRASTRUCTURE-PLANNING IN CENTRAL
EUROPE WITHIN THE EUROPEAN TRANSPORT NETWORKS

Development of European transport infrastructure systems: problems and possible solutions

Mr Giinther HANREICH

Director General

Ministry of Public Economy and Transport
Vienna

The co-ordinated planning of transport infrastructures is
only part of the solution to future transport problems.
Not only the infrastructure, but also the political condi-
tions for the use of this infrastructure are decisive for
the conception of a transport system. If such conditions
are not defined, this leads to bad developments, which
can only be corrected by great political and financial
efforts. Therefore the planning of the networks has to go
hand in hand with the definition of the conditions for
their use.

1. Traffic forecasts

All traffic forecasts, on the assumption that current
transport policies will continue, show a clear increase of
road freight and passenger transport. This leads to
increasing congestion of road and, also to a certain
extent, rail infrastructures, as well as to negative effects
on the environment, which can only be partly counter-
balanced by technical measures.

1.1 Road freight transport

A forecast of the European Conference of Ministers of
Transport (ECMT) shows that road freight transport will
increase by 51% between 1991 and 2010. The ECMT
study draws the conclusion that if transport policies are
not changed at a European-wide level, rail transport will
stagnate in spite of increasing demand. Road freight
transport would increase by 70%. Some European states,
however, have already changed their transport policies
and rail transport is now considered to be very import-
ant.
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Growth rates in road freight transport between the east
and the west will be especially high: according to a
study undertaken by Prognos AG in Basel, road freight
transport between the former Comecon states and their
neighbours in the west will jump from 60 million tonnes
in 1988 to 500 million tonnes in 2010. This means that
traffic flows will increase eightfold.

An Austrian study on road freight transport undertaken
by Rosinak and Snizek shows a less dramatic develop-
ment in international transport (without pipelines).
However, the numbers are still impressive: between
1987 and 2010 bilateral transport will increase by 70%
and transit traffic through Austria by 170%.

(in million

tonnes) 1986 2010 Growth rate in %
Bilateral 50.8 86.9 +71.1
Transit 30.1 80.6 + 167.8

This forecast is based on the assumption that the former
Comecon states participate in the economic integration
of Europe.

The latest data show, however, that the growth rates are
higher than expected: in 1991 the transport volume
created by exports and imports had already reached 61
million tonnes (+20%), and 33 million tonnes (+10%)
of goods were carried through Austria in transit (pipe-
lines not included).




1.2 Passenger transport

During the first few years following the opening-up of
borders with the former eastern European countries,
passenger transport along these routes has steadily
increased. While only about 130 million incoming
foreigners were counted at Austrian borders in 1985,
209 million were counted in 1992. Even higher growth
rates can be expected for the future. According to a
study carried out by the EC Commission, transport will
increase by 74% between 1990 and 2010, the number of
private cars registered in the present EC member
countries by 45% and the driving performance by 25%.

Domestic traffic in Austria will also increase. According
to a study carried out for the transport concept for
Lower Austria, the driving performance of Austrian
private cars will increase by 30% between 1990 and
2011. In several regions - especially in the surrounding
areas of big agglomerations - the increase expected for
the driving performance of cars is even as high as 45%.

According to a forecast for Lower Austria, the traffic
performance (passenger-kilometres) in public transport
might decrease by 2%. Similar unfavourable results for
public transport, cycle-paths and pedestrian zones are to
be expected for the other federal states. I would like to
mention in this context the study "Energy Potentials in
Transport", ordered by the Ministry of Public Economy
and Transport and the Ministry of the Environment.

2. The central European states need a common,
future-orientated transport policy in order to
solve their transport problems

Transport problems of a European dimension concern
all central European states. This is also true for the
problems related to transit traffic through the alpine
countries.

The strong negative effects of transit traffic through
Austria and its neighbours in the centre of Europe are
due to the geographical situation of these countries.
North-south and east-west traffic flows have to pass
through the countries situated in the centre of Europe.
The negative effects of this stem from the fact that these
traffic flows cross each other in central Europe. In order
to protect the people and the environment, the countries
concerned have (o take measures to solve the problems
related to transit traffic.

Switzerland, for example, has for decades followed a
restrictive policy in the field of road freight transport
(maximum authorised weight of 28 tonnes, general night
ban, strict controls). This is why 25% of the north-south
transit traffic of goods on Austrian roads is detour
traffic avoiding Swiss routes. Another 18% of the entire
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transit traffic across the Brenner could also travel via
Switzerland without any loss of time.

2.1 Improvement of rail infrastructure as a solution
Jor transit problems

Austria and Switzerland believe that the problems of
transit can be solved by improving the rail infrastruc-
ture. Switzerland has almost completed the improvement
of the Lotschberg-Simplon section.

In the framework of the "Neue Eisenbahn-Alpentrans-
versale” project, two tunnels, one under the Gotthard
and one under the Litschberg, will be constructed.

In Austria too, several projects aimed at shifting road
freight transport to rail are being carried out. Medium-
term investments of about 10 billion Austrian Schillings
are assigned for this purpose. These projects include:

construction of the Innsbruck loop line on the
Inntal-Brenner section;

reconstruction of the Tauern section;
reconstruction of the Pyhrn-Schober section, selec-
tive improvements on the section between Linz and
Selzthal, reconstruction of the Traun-Marchtrenk
curve (relief for Linz) on the Pyhrn section.

The following projects are becoming more and more
important in view of the expected economic integration
of eastern Europe:

the tunnel of Lainz in Vienna as a connection
between the eastern, southern and western railways;
reconstruction of the western railway between St
Polten and Attnang-Puchheim and the new line
between Vienna and St Polten (qualitative improve-
ments as well as track doubling in order to guaran-
tee sufficient capacities for future demands);
tunnel under the Semmering in order to facilitate
rail transport between economic centres in castern
and southern Europe.

For the so-called "Siid-Ost-Spange”, a high-capacity
railway from Vienna across the Burgenland to Graz and
through a tunnel under the Koralpe to the centre of
Carinthia, an extensive feasibility study has already
been worked out. For the time being, further planning
is under way. Forecasts for an economically-integrated
central Europe show that the Semmering section with a
tunnel would be congested by 2025. Forecasts for the
"Siid-Ost-Spange” show a volume of 11.5 million tonnes
(4.6 btillions of tonne-kilometres) for road freight
transport, and a volume of 4.6 million passenger-kilo-
metres for passenger transport. If one compares these
figures with those reported by the Austrian Federal
Railways (OBB) for 1991 (9.2 billion passenger-




kilometres), one can assess the importance of this new
railway connection,

2.2 Inland waterway transport on the Danube

The Ministry of Public Economy and Transport clearly
stresses the importance of an intensified use of the
Danube in transport operations in the "Austrian general
traffic concept” (Osterreichisches Gesamtverkehrs-
konzept), as well as in the "Inland waterway memoran-
dum” (Binnenschiffahrismemorandum).

The Danube presents the following advantages:

- at present, there are many available capacities on
the Danube;

- the negative effects of inland waterway transport are
relatively low;

- there is an existing transport system, therefore
additional surfaces are not required.

The importance of the Danube as an east-west traffic
axis will certainly increase with the Rhein-Main canal.
The transport volume expected for the new canal will
reach 4-10 million tonnes per year. Austria will inten-
sify its efforts to include inland waterway transport on
the Danube in the chain of combined transport oper-
ations,

Therefore, adequate locations have to be found for
inland waterway-orientated road freight centres and rail,
road and inland waterways interfaces must be quickly
created.

One important step in this direction will be the founda-
tion of a so-called "Watercombi”. This society will be
able to make attractive offers, including inland water-
ways, to hauliers.

A major problem of inland waterways is their reliability
during periods of low water level, To ensure a minimum
water depth of 2.5 metres downstream of Vienna,
hydraulic engineering measures are required, obviously
taking into account ecological aspects.

At the moment, experts in several disciplines are
examining the compatibility of solutions in the field of
hydraulic engineering with the national park "Danube-
March-Auen". A political decision is expected by the
year 1994,

2.3 Road transport

The remaining long-distance road traffic - which will
still represent a considerable volume despite all efforts
to shift traffic from road to rail - must be kept limited
to a volume suitable for both people and the environ-
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ment, and must be organised in an environmentally-
friendly way. In this context, the Transit Agreement
between the EC and Austria, despite some criticism, can
be seen as a step towards a future-orientated common
transport policy, since it takes into account the prin-
ciples mentioned above, for example:

- the intention to manage the increase of growth in
road traffic by rail and combined transport;

- the reduction of NO emissions of the recorded
transit road haulage by 60% by the year 2003 (basis:
1991);

- limiting the number of lorry trips to a maximum
value of 108% of the traffic of the year 1991;

- basic consensus on step-by-step introduction of the
internalisation of external costs in transport.

With the Transit Agreement - whose regulations must
be kept effective without any restraints even in the case
of Austria’s accession to the EC - an important precon-
dition was established ensuring that Austria will not be
overrun by intemational road haulage.

According to the principles of the Transit Agreement,
further transport treaties will be concluded with other
central European countries. These treaties, in addition to
the limitation of road haulage, also cover provisions for
environmental standards in transport as well as measures
concerning the extension and facilitation of rail and
combined transport.

Henceforth, intensified activities will also be required to
achieve a considerable shift from road and short-
distance flights to rail passenger transport. Apart from
the extension of the rail network, organisational and
marketing measures are required. Public transport has to
present itself as an integrated overall system with co-
ordinated schedules for trains and buses and with
attractive offers at reasonable prices, especially for
families and small groups. To some extent, transport of
luggage is still a weak point. Innovative logistic sol-
utions for luggage services in tourist traffic would
obviously greatly contribute to increasing the attractive-
ness of public transport.

For certain target groups, the improvement of rental car
services at the destination is a substantial criterion for
using rail over long distances.

Corresponding to the goals of the Austrian transport
policy to foster environmentally-friendly transport
modes such as rail and inland waterways, projects to
extend road infrastructures in order to enlarge road
capacity must be reviewed very carefully in each case.




Nevertheless, totally stopping the financing of road
infrastructures would neither meet ecological nor traffic
security aims.

Therefore, measures improving road infrastructures will
probably focus on the following sectors:

construction of by-pass roads;

infrastructural noise-protecting measures;
elimination of weak points in order to avoid acci-
dents;

improvement of the infrastructure for pedestrians
and cyclists; and

rebuilding of thoroughfares to improve compatibility
of motorised traffic.

3. Current problems concerning new construction
and extension of the transport infrastructure;
consideration of long-term solutions

Although ecological aspects are taken into account in a
very comprehensive way, the extension of the traffic
network is limited. This limitation is due to the noise
and particle emissions generated by the use of the
transport infrastructure, the lack of sufficient free areas
and, more and more frequently, the unwillingness of the
population to accept new road and rail infrastructures.
As stated in the EC White Paper issued in 1992, roads
cover more than 1.3% of the total Community surface.
Taking into account that main roads often cause noise
and pollution disturbances within a distance of several
hundred metres of the road itself, one can understand
the increasing resistance against new trunk roads.
Resistance against new railways often results from the
fear of additional noise. In fact, the participation of the
people concerned must form an integral part of the
decision-making process in infrastructure planning. To
ensure that this process of discussion does not exceed a
reasonable time limit, adequate procedures must be
elaborated.

The financing of the necessary new constructions and
extensions of the transport infrastructure is an
intensively-debated issue in Europe. In this respect, two
elements seem to be of prime importance. Firstly, the
creation of general infrastructure funds for all transport
modes s0 as to guarantee a flexible financing of differ-
ent transport modes. Secondly, the involvement of the
private sector to increase the resources available for
infrastructure investments. This does not only include
pure financing operations to be repaid from public
funds, but also private financing to a reasonable extent.

Probably the most important aim in the area of transport
economy is to charge traffic for real costs, including
external costs. At present, transport users generally
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contribute towards only a part of the infrastructure costs,
ie the costs of construction, operation and maintenance.
The costs of accidents and environmental damage are to
a large extent neglected. According to an analysis
carried out by Professor Tichy in 1989, road traffic
covers 49% of its costs and rail traffic 60% (including

external costs). In Austria, the cost of road accidents has
already reached over 40 billion Austrian Schillings a
year; only about one third of this is covered by personal
liability insurance for vehicles.

When the present distortions in competition for rail and
inland waterways have been eliminated, it will be easier
to obtain private funding for railway constructions,
inland waterways and combined transport.

Without private capital - eg for buying special wagons
and modern trans-shipment facilities for harbours and
combi-terminals - environmentally-friendly transport
modes in Europe as a whole and especially eastern
Europe are in jeopardy of being more and more disad-
vantaged in comparison to road transport.

It is essential that the necessary economic framework
conditions are laid down on an international level in the
form of long-term transport agreements. The Transit
Agreement between Austria and the EC represents the
first example of such an agreement.

3.1 Avoiding traffic in a division of labour based
economy? Decoupling of economic and traffic growth

European economic integration is advancing; all progno-
ses show a further increase in traffic. Are we able to
achieve the goal of avoiding unnecessary traffic in the
light of the forthcoming EC internal market and of the
economic integration of eastern European countries in
transition?

Personally, I am of the opinion that even in a division
of labour-based economy, several steps are possible:

- improvement of transport logistics to avoid empty
lorry trips and insufficient use of capacity. Electronic
data-processing network systems (freight-stock
exchange) and co-operation between transport operators
in combined freight distribution centres for rail, road
and ship transport can substantially contribute to this
goal;

- removal of export subsidies which would be
counterproductive from the transport and environmental
political point of view;

- know-how transfers and manufacturing wunder
licence instead of a dispersal of economic activities and
additional freight transports.




The increase in the costs of traffic with regard to the
"polluter pays" principle, widely discussed in the EC,
and the taking into account of external costs, will make
traffic-reduction operations more profitable.

Thus, transport and economic experts should work
together to try to find solutions to break the correlation
between economic and traffic growth. An ecologically-
positive decoupling between energy consumption and
economic growth has already proved successful in many
cases.

Regional planning measures can contribute to shortening
the distances covered in daily life. A balanced distribu-
tion of homes and places of work can also contribute to
shortening working distances. Recreation areas sited
near cities can reduce the need to escape by car.

Regional planning can also substantially contribute to an
efficient management of European traffic flows by
marking industrial and plant areas in a way which
provides for feeder lines. Transport by inland waterways
should also be taken into consideration when planning
business sites with high transport volumes. Finally,
regional planning should include areas for freight
distribution centres and actively support the choice of
tracks, especially for new railway lines. In general, an
intensive, outcome-orientated, international co-operation
should be envisaged.

3.2 The Austrian Federal Network Plan (FNP): an
instrument for making the planning and decision-
making process more objective

Last year, Austria started preparatory work for the
Federal Network Plan (Bundesverkehrswegeplan). The
main goals of this plan are the following:

- The integrative co-ordination of investments for the
transport infrastructure: the Federal Network Plan
should relate to the different transport modes such as
rail, road and inland waterways as well as to links
between airports and the road and rail network. An
essential goal of such an integrative co-ordinated
transport system is to achieve the effects envisaged in
the transport field and the environment by an economi-
cal and efficient use of resources;

- The facilitation of co-operation between neighbour-
ing countries, regions, local governments and transport
operators on the basis of a long-term, well-consolidated
federal investment fund programme;

- The establishment of rules to ensure a well-founded
and duplicable decision-making process for the exten-
sion and new construction of infrastructures.
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Close contact is established with the population con-
cerned through the development of the FNP. As soon as
concrete proposals are under consideration, a general
discussion is launched. Within this process the special
requirements of groups which are less well-organised or
likely to suffer discrimination are taken into account.
These groups include users of public transport, house-
wives, children and handicapped people. However, parti-
cipation of citizens in the decision-making process must
be limited to a reasonable extent: projects which would
benefit hundreds of thousands of people must not be
hindered by minorities just because of vehemently-
expressed but unjustified objections. In such cases,
comprehensive persuasion must be exercised, but in the
interests of public welfare a quick realisation of the
project must not be jeopardised.

3.3 An offensive for railway, inland waterway and
combined transport in the eastern European countries
in transition

In the central and eastern European countries, railways
often have the image of forming part of the old sedate
and disliked state machinery. On the other hand private
cars represent a symbol of personal freedom while
lorries represent a profit-orientated market economy. As
yet, large sections of the population - as was the case in
the western countries in the mid-seventies - have no
feeling for the problems created by road traffic. Within
this framework, it is obviously difficult to create an
atmosphere favourable to environmentally-friendly
transport modes and traffic-related standards, Teaching
in schools should produce results. Even more effective
would be positive examples given by western countries.
If environmentally-friendly transport policies are
consequently put into practice, the central and eastern
countries will be more convinced than they would be by
theoretical advice. Empirically-successful technical
innovations are a motivation to accept such solutions. In
this respect, problems should be frankly addressed and
discussed.

The competent authorities in these countries in transition
are willing to realise ecologically-beneficial transport
solutions. Apart from financial subsidies for the exten-
sion of transport infrastructures and the replacement of
the fleet, know-how transfers can considerably contri-
bute to promoting rail, inland waterway and combined
transport. The following factors are important:

- logistic services (to ensure an optimal utilisation of
the available infrastructure);

- marketing strategies (target group-orientated offers,
new production profiles for passenger and freight
traffic);




- use of telematic and computerised communication
systems (reliability and controlling of freight traffic).

In contrast to a planned economy, transport operators
have to provide for flexible and consumer-orientated
transactions in a market economy. In this respect,
railway companies in the eastern countries in transition
frequently display a considerable backwardness. Good
training programmes for logistics, marketing and data-
processing can help railway and inland waterway
companies to reach better market positions more quick-
ly. Skilled workers can act as a "multiplier” to improve
the image of non-polluting transport modes.

Nevertheless, infrastructure investments must be made,
for merely carrying out organisational improvements
will in the long term prove insufficient to meet the
challenges of the transport system. In the short term,
training, know-how and marketing within railway,
inland waterway and combined transport - especially in
the countries in transition - are the most important
factors for a long-lasting, ecologically-orientated devel-
opment of the whole European transport system.
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The "hardware” such as the transport infrastructure and
fransport means, and "software", such as logistic and
marketing as well as the legal and economic framework
conditions, must complement each other in transport
operations, in order to achieve a long-lasting, ecologi-
cally and socially acceptable development.

4. Final remarks

The European transport system is faced with enormous
challenges: the huge increase in traffic must be dealt
with in an ecologically, economically and politically
sound fashion. For this reason, not only a European
planning of infrastructures but in particular a common
future-orientated transport policy is required. The course
for the transport system of the next 30 or 40 years is
being set at this very moment. Only joint international
efforts will allow us to avoid specifically undesirable
developments.
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1. Introductory Remarks'

The North-South traffic over and through the Alps is
one of the most important flows of long-distance freight
traffic in Europe. These traffic connections over and
through the Alps are becoming more and more import-
ant. Since the end of 1992, the European Community
(EC) has introduced free trade across the borders.
Switzerland and Austria lie directly on the North-South
main axis that connects Italy with northern France,
western Germany, the Benelux countries and Great
Britain. As yet, neither of the two countries is a member
of the EC and they follow their own transport policies
(by no means geared to confrontation). In contrast to
Switzerland, which is not expected to become a member
of the EC within the next few years, Austria will begin
membership negotiations in the near future. This
situation creates a potential for conflict in the transpor-
tation field, due to the extremely different gross weight
limits for trucks: Switzerland allows a maximum of only
28 (metric) tonnes, whereas the EC and Austria allow
40 and 38 tonnes respectively. Currently, this involves
long (and costly) diversions for "overweight” trucks, if
piggy-back facilities are not used or if the goods are not
shipped by rail from start to finish. Since the beginning
of 1993, a Transit Treaty has been put in force between
Switzerland and the EC. Nevertheless, under certain
stipulations, only 50 trucks of 40 tonnes at most are
allowed to traverse Switzerland per day.

1. With gratitude to Mr. J. Ch. Aquarone for the prepara-
tion of unpublished data for this article.
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2. Delimitations

Several delimitations are necessary in order to avoid
misunderstanding. Only the traffic traversing the Alps in
France, Switzerland and Austria is considered in this study,
or more precisely, the traffic between Fréjus/Mt. Cenis in
France and the Brenner Pass in Austria (see Fig. 1). The
traffic crossing further east, namely over the Tauern and
Karawanken passes, is not included in this study, as no
"rocade” possibilities exist.

As Fig. 1 shows, seven important transalpine passes exist
between Mt. Cenis in the west and the Brenner Pass in the
east, of which three corridors can be defined and are to be
examined in this study. Transport corridors mainly distin-
guish themselves in that they deal more or less on the
same axis, with different modes of transport which comple-
ment each other. In the Alpine region, the two most
important modes of transport are rail and road. The three
corridors to be examined are:

Fréjus/Mt. Cenis in France
the Gotthard in Switzerland
the Brenner in Austria

The goods transport of about 60 million tonnes in 1991
highlights the importance of these three corridors and
represents 75% of the total transalpine goods traffic.

Pipelines transporting oil, etc, are important modes of
transport, but will not be discussed in this study, since they
function quite well. Although in Switzerland alone over 10
million tonnes of oil per year are transported, only prob-
lematic transalpine traffic will be discussed here.
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Fig. 1: The most important passes and tunnels over and through the Alps
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Fig. 2: Goods traffic development from 1981 to 1991 in the three corridors
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J. Development since 1981

Goods transport development has had a general tendency
to increase on the three corridors, but in varying propor-
tions, depending on the economic development and
different transit policies of the three countries (see Fig. 2).

Total traffic on the three corridors increased by 54% from
1981 1o 1991, with an acceleration of transport growth. 981
to 1986, growth rate amounted to 35% and then from 1986
to 1991 reached 5%.

Development of rail traffic has been differentiated. In the
first half of the eighties, stagnation occurred on all three
corridors:

1981 1986
Brenner 4.1 43 Mio t
Gotthard 12.3 11.8 Mio t
Mt. Cenis 73 7.0 Mio t

In the second half of the eighties, an obvious return to
transport growth is found:

1986 1991
Brenner 43 9.1 Mio t
Gotthard 11.8 143 Mio t
Mt. Cenis 7.0 7.7 Mio t

The total increase in rail traffic from 1986 to 1991
amounts to 35%, or a yearly growth of over 6%. A
predominant part of this growth is (nationally required)
piggy-back traffic. In Switzerland, for example, piggy-back
transport is subsidised by 300 Swiss francs per vehicle.
Especially noticeable is the increased transport on the
Brenner, which has more than doubled in five years.

Road traffic saw a large increase in all three corridors at
the beginning of the eighties. Moving slowly from 1981 to
1986, the Gotthard saw a growth of over 130%, mainly due
to the opening of the tunnel, and yet the relatively small
amount of goods transport was conditioned by the 28 t
total weight limit. The largest traffic increase was shown
to be on Mt. Cenis, with +130%, or a growth rate of 19%
per year. Moreover, between 1981 and 1986, the Brenner
carried the largest load and had a growth rate of nearly
6%.

1981 1986
Brenner 11.6 152 Mio t
Gotthard 1.0 23 Miot
Mt. Cenis 24 5.7 Mio 1t

From 1981 to 1986, total growth in road traffic amounted
to 55%, or about 9% per year. From 1986 to 1991, total
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growth levelled off considerably, although it stayed
relatively high, with 22% or 4% per year.

1986 1991
Brenner 15.2 149 Mio t
Gotthard 23 34 Miot
Mt. Cenis 5.7 10.1 Mio t

The largest increase can again be found on Mt Cenis.
Traffic on the Brenner even slightly decreased, doubtlessly
driven back by the 1989 night ban and the introduction of
contingencies.

To summarise, it is of great interest to juxtapose the
development of the "model split”, that is the rejative
development of both modes of transport.

1981 1986 1991
Rail 61% 56% 52%
Road 39% 50% 48%

Taking the three corridors together, railways have unex-
pectedly succeeded in recovering the share they had lost
since 1986. Consequently, there was a small decrease for
roads. Naturally, the results are not representative of the
total transalpine traffic.

4. Possibilities for future developments

In contrast to the above chapters, the following thoughts
and results refer to the total transalpine traffic.

Together with Dr. Biniek of the University of Szecin,
Poland, we have tried to build a model which would give
an insight into the many intricate inter-relations of goods
traffic across the Alps. This model enables the sharing of
future developments related to measures taken in transport
politics.

AGVS VB
AGYS5SU AGVSCH AGVBK}BCH

AGVSUM HVCH

Legend

AGV: Freight traffic across the Alps

AGVS:  Freight traffic on the road

AGVB:  Freight traffic by rail

ABVSU: AGVS which by-passes Switzerland via France
or Austria




AGVSCH:  AGYVS transit through Switzerland

AGVSUM:  AGVSU which by-passes Switzerland via
France and Austria

HVCH: AGVSU using Swiss piggy-back facilities

AGVBUM: AGVB which by-passes Switzerland via
France or Austria

AGVBCH:  AGYVB transit through Switzerland

In a first step, the total AGV is estimated. Then the
distinction is made between road and rail. Rail is thereafter
split into that transiting through Switzerland and that by-
passing Switzerland via France or Austria. A similar
procedure is applied to goods traffic on the road, only that
here an additional step, the split between piggy-back
transiting through Switzerland and piggy-back traffic by-
passing Switzerland, is necessary.

The total system is treated with three different modules:
Demand estimation for routes through Switzerland,

France and Austria, including the split between normal
rail traffic, road and piggy-back traffic;

Capacity module, which takes into account the capacity
restraints of normal rail traffic, road and piggy-back
facilities;

Financial module, which takes into account cost-
functions for distance and time costs, goods rates,
levies, taxes, etc.

These three modules result in partially different values for
traffic on the different systems; these differences must be
equalised in a further step.

The job is not yet finished, but a prototype of the model is
workable. Qualitatively speaking, the results obtained are
correct, the quantitative finesse can already be improved.
Several simulation tests have been run with this prototype
model. The tests were set up without regard to their poli-
tical desirability or feasibility. A first example is shown in
Fig. 3. Through lowering tariffs by 70% and reducing
travelling time by 60%, piggy-back traffic in Switzerland
could be increased by up to 2 million tonnes per year.

HUCH (in Mio. to) vor/mach der Anderuny

— — = HUCH,VOR
8

6 ]
A—AFTER
4, 7
e o
V. e BEFORE
2 1 - I - =
e
. [
1960, 19760, 1980, 1999, 2000,

JAHR .NACH

Fig. 3: The effects on piggy-back traffic of lowering tariffs by 70% and reducing travelling time by 60%
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In a further example (Fig. 4), the influence of waiting time

on rail and road transport is shown. On the assumption that
the waiting time for rail transport could be cut by half,
there would be much diversion of traffic onto railways and
a lessening of pressure on roads. Thereby it is proved that
the total time of transport is of increasing importance for
goods transport.

traffic policies, a special model for transalpine goods traffic
(AGT) has been developed, based on system dynamics and

taking into account the flow of traffic through Austria,
France and Switzerland. The total development from 1960

to 1988 is included and, depending on the input data, the
possible future consequences up to the year 2005 are
calculated. The chief variables that can be influenced are:

AGY (in Mio, t0): Total, Bahn, Strasse, vor/mach #nderung
AGUS UOR

— HGU IHﬁCH """"" '

————— AGUB , UOR —--—--~ ACUS NACH
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Fig. 4: The influence of a waiting time reduction of 50% on railways

5. Summary

Only those traffic corridors are considered which consist of
at least two important transport carriers in close proximity.
This situation exists in Austria with the Brenner, in France
with the Fréjus/Mt. Cenis and in Switzerland with the
Gotthard routes. These traffic corridors carry the bulk of
the total European North-South traffic, ie 66% of road
traffic and 85% of rail traffic.

In 1991, the total traffic load along these three corridors
amounted to 60 million tonnes. Its distribution between rail
and road, however, is not at all uniform:

Rail Road total load
Brenner 38% 62% 24 mio t
Mt. Cenis 43% 57% 178 miot .
Gotthard 81% 19% 17.7 miot

How can these differences be explained? In order to be
able to simulate and test future developments in relation to

the admissible total weight
the relative change of transport prices
the relative change of travelling times

The AGT model is described more closely and the results
of some compatational runs are shown.
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I. Preamble

In recent years, we have seen far-reaching and rapid
changes in the socio-economic and political landscapes
of Europe, for which opportunities in Eastern Europe
appear wide open and may be summarised as follows:
- the process of internationalisation and globalisation
of economies, together with the present recessive trends,
are leading to the rapid reformulation of markets and
areas of economic development;

- the growing integration of the EEC countries is
accompanied by an increase in the areas of regional and
local co-operation, particularly evident in transfrontier
areas;

- the crisis in the different socio-economic systems of
Eastern Europe, the resulting far-reaching changes in
political and institutional balances and the increased
mobility of people and goods between East and West
are leading to completely new fields of reflection.

The entire phase of European Community history was
oriented towards the rationalisation of the trends in
different countries within a socio-economic and politico-
institutional reference framework essentially defined as
"stable” within clearly determinable limits. The identity
and compactness of the Furopean area, with all its
internal complexity, were guaranteed by the existence of
well delimited geopolitical frontiers, corresponding to
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the different national realities, which benefited from a
buoyant economy thanks to European unity at sectoral
level (agriculture, industry, telecommunications, etc).

All these phenomena are giving rise to problems of a
completely new type and making it necessary to identify
and co-ordinate the geographical and territorial dimen-
sions of co-operation and development on the scale of
a "continent" whose frontiers and references have totally
changed.

A qualitative leap is required in the definition of
policies and strategies on the part of those responsible
for supranational orientation, programming and co-
ordination. In short, new strategies are called for with,
in particular, a different type of relationship between
economic development and spatial planning at the
European level.

The new geopolitical situation in the territories delimit-
ing the European Communities to the East is creating
relationships of proximity and exchange between what
were formerly sharply separated realities. In addition,
within the EEC new relations are developing between
centres and peripheries, between national and local
frameworks; the regions, like the towns, are playing an
ever more active and determining role in development
choices.

The "restricted” area of the EEC is thus expanding and
becoming more complex in two ways: first there is the




"in-depth" economic and political integration with the
introduction of the Single European Market and the
creation of monetary union and second, there is the
enlargement of the geographical context of European
economic and political integration.

This enlargement also concerns the growing number of
problems which the European Community has to deal
with (demography, environment, etc) and the influence
which both the choices made within different countries
(in particular countries located in a logistically strategic
position) and operational choices at EEC level may have
on extra-Community frontier zones.

II. A "global approach” for Community transport
policy (CTP)

The new reality calls into question, within the Europe of
the Twelve, all the purely economic formulations and
brings to the fore the requirement of a "global
approach” for Community transport policy (CTP). The
Community guidelines for the development of transport
policy have the merit of placing this sector among the
determining sectors for the new phase of post-
Maastricht European policies, first because the Com-
munity market requires the free and efficient movement
of persons and goods and, second, because the different
transport modes have to be made coherent with one
another both at national level and at European level
proper, through promoting intermodality and technologi-
cal integration. Furthermore, all intervention aimed at
improving transport safety is of great importance. The
same applies to the directives concerning transport
organisation and workers and employers in the transport
sector.

There is nevertheless another point which can never be
stressed enough: that of spatial planning.

If the aim of CTP is to strengthen economic and social
cohesion through the development of transport infra-
structures which can reduce the disparities between the
regions of Europe and help establish between peripheral
regions, or those isolated (because of natural con-
straints), and the central regions of the Community, then
it is necessary to be conscious of the existence of a true
"European territory”. Only a Community regional plan-
ning policy can do anything about these disparities
within the "European territory” and unite the European
space, at the same time establishing new relations with
the countries of the East and of the Mediterranean.

Community action so far has been more of an account-
ing nature, with financial aid to the regions, than in the
spirit of a true Community spatial planning policy,
which implies taking responsibilities which so far only
certain governments have been willing to do.
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As a result, environmental problems too (air and water
pollution, the chaos in urban transport, acid rain,
desertification, the greenhouse effect, the uncontrolled
exponential growth of wastes of all types, the uncon-
trolled impact of infrastructures on land use, etc etc)
tend to be resolved in line with classical economic
theory, which considers the ecological problem mainly
from the simple aspect of market values and financial
compensation.

The problem of the environment needs to be dealt with,
if the evaluation of different projects is considered from
the standpoint of multi-dimensional initiatives taking
account of the natural and socio-cultural environments,
in the context of Community spatial planning, a basic
condition for the "sustainable development" called for
on all sides.

It is thus a matter of ensuring the viable and sustainable
utilisation of resources through simultaneously integrat-
ing the natural potentials and constraints.

What is more, "space” is a scarce commodity which
cannot be reproduced and must not be wasted. It is for
this reason that spatial planning is one of the essential
concerns for the new governments of Eastern Europe.
The fact is that no-one can deny that these countries too
have to deal with pollution and risks no less serious
than those found in the West. It is also on the basis of
these considerations that it appears that the problem of
the proper safeguard and management of the natural
heritage depends directly on democracy and the rights
and liberties of the citizens. As a result, regional and
spatial planning goes far beyond the sectoral dimension
and becomes a decisive factor in management and
development in the definition of "trans-European
networks".

IIl.  European macroregions and infrastructural
networks

Technological change is revolutionising communications
and accelerating the processes of concentration: physical
and logical networks are increasingly uniting the main
European regions, the urban areas, through facilitating
the mobility, flexibility and rapidity of exchanges.

The Europe of the Twelve seems to have become aware
of the importance of the major network systems. Motor-
ways, high-speed rail services, air transport, inland
walerways, water and energy distribution, telecommuni-
cations can no longer be seen only in the national
context of the Common Market countries.

What can be said for all policies of strategic signifi-
cance is particularly valid in the case of these sectors
which are doing a great deal, through channelling and




distributing the flows of persons, goods, energy and
information, to redefine the development zones and
create the group of macroregions which in recent years
have attracted the attention and interest of the scientific
world and the most important geographical institutes,
and in particular the Council of Europe, the EEC, DG
XVI, DATAR and the Hanover Academic Institute. Our
country is very interested in these initiatives and intends
to participate in them.

The studies carried out so far have identified the
following macroregional systems which structure the
European territory:

- the system of mega-conurbations in the north which
links southern England to the Po Plain, the system in
which European development has historically been
concentrated;

- the new system of regions opening to the north-west
Mediterranean;

- the Median Alpine system, the backbone of which
is constituted by the Alpine chain, rich in medium-sized
towns which are dynamic and specialised;

the Atlantic coast system;

the system of poor regions of the south;

the macroregion which unites the Hanseatic towns
with the Adriatic coast, densely populated with regions
with strong cultural and industrial traditions, rich in
potential (figures 1, 2, 3, 3b).

It is in this context that it appears absolutely essential to
have a concept of territorial equilibrium to provide a
framework for decisions on environmental questions and
major infrastructural projects which make such demands
on natural resources and values, with soil erosion and
pollution and visual disamenity.

There can be no doubt that concerning infrastructural
choices, the economic programming of transport net-
works and regional and spatial programming must be
taken together.

Many recent studies highlight the shortcomings in the
infrastructures of the ex-socialist countries, victims of
the lack of economic growth and investment in recent
years.

This is the case with the rail networks which are
generally dense, but usually only single-track and thus
with a low transport capacity and a correspondingly
negative impact on transport times. There is also a low
level of electrification and rolling stock is obsolete.
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Similar remarks can be made about road transport in
which there is an acute shortage of motorway links.

The rapid reinforcement and modernisation of networks
taking place in the countries of Western Europe thus
contrasts with the fragility of the Eastern European
systems and threatens to increase the gap between the
different countries, already accentuated by the national
crises which are aggravating the social and economic
weaknesses.

Disregarding these key points, whose consequences can
be measured only in the longer term (and at the level of
the system rather than simply zones or limited territorial
areas) could bring dangerous bottlenecks and hamper
the realisation of a true Single European Market and the
competitive strengthening of the "continental economic
system”.

IVv. Integration between trans-Community
networks and trans-European transport networks

The principal objective of European Community action
in this field is the programming and development of
"trans-European transport networks”.

While on the one hand these are essential in the context
of a system of open and competing markets to improve
links with third countries (and in particular those of
Eastern Europe and the Southern Mediterranean), on the
other, these networks represent an opportunity to resolve
major problems concerning the integration of transport
at community level.

Interconnection and through operation, the completion
of routes through the construction of "missing links",
the opening up of entire regions and better services to
ports are the main advantages at Community level of
the development of trans-European networks.

Particular attention therefore needs to be paid to the
evaluation and definition of the scenarios in which
possibilities for action are to be placed.

It has been noted (see Brunet-GIP RECLUS) that the
corridors proposed in the transport network plan pro-
posed by the EEC in 1989: the North-West/South-East
corridor from the United Kingdom to Italy and the
North-East/South-West corridor from Denmark to Spain
- completed by a series of longitudinal links - essential-
ly tend to confirm the dominant and central role of the
"mega-conurbation axis": the historical centre of central
and northern European development, with a series of
extensions in the direction of the Iberian Peninsula and
northern Italy (Fig. 4a).




The predominance of the North-South links seems

destined, in the course of the next few years, to consoli-
date the economies of agglomeration seen at present,
attracting more human resources to the historic poles of
economic growth,

The nodal points where the centres of political, econ-
omic and administrative decision-making are concen-
trated will thus continue to attract businesses. At the
same time, the tendencies towards decentralisation are
increasingly present and may constitute a factor for the
stimulation of peripheral areas and the enlargement of
development zones.

In this context, it seems importan{ to strengthen the
possibilities for distribution and supply over East-West
corridors much more than is at present planned. These
corridors may be described as follows:

- the corridor linking London with Moscow, via
Amsterdam, Berlin and Warsaw;

- the corridor linking Paris with Constanta, via Melz,
Munich, Vienna and Budapest;

- the corridor linking the Atlantic (Bordeaux) with the
Black Sea (Varna) via Lyon, Turin, Trieste, Zagreb,
Belgrade and Bucharest;

- the corridor linking northem Spain (Barcelona) to
France and Turkey (Bursa), via Marseille, Piedmont, the
Tyrrhenian coast, Rome, Brindisi, and Thessalonika
(Fig. 4b).

Particular attention should be paid to the West-East
corridor of the southern Mediterranean which, from the
Maghreb countries, with the planned link at Gibraltar,
embraces the dynamisms present in the Iberian Penin-
sula (both the West through the Basque Country and the
East through Catalonia), the South of France, the Po
Plain and the areas of central and eastern Europe; this
corridor links up (Fig. 4¢):

a. on the one hand with the heart of central Europe
(Hungary and Czechoslovakia);

b. on the other, through the Balkans to Greece and
Turkey.

This is a strip which, amongst other things, takes on its
full significance in the promotion of the development of
the entire Mediterranean basin, offering a part of Europe
at present suffering from severe crisis and the Maghreb
countries of North Africa a possible alternative to the
only too real risks of marginalisation.
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On top of this is the development of the port areas of
Barcelona, Marseille and Genoa. These ports, which are
mcreasingly closely linked with the regions of central
and northern Europe, may constitute, thanks to their
integration, a true port axis for the Mediterranean
(Fig. 5). This is one of the essential preconditions for
good coastal shipping services, of particular importance
to Italy on both the Tyrrhenian and Adriatic coasts.

Taking all this into account, attention should be drawn
to certain aspects of the Italian Government’s General
Transport Plan, such as:

1. the realisation of a motorway link between the
Mediterranean strip, the French Maritime Alps, the
south of Piedmont and the Po Plain towards eastern
Europe with an alpine tunnel under the Mercantour
between Nice and Cuneo. This motorway stretch forms
an integral part - since it constitutes the missing link -
of the west-east Mediterranean axis described above
(Figures 6, 7, 8);

2. connection of the Italian high-speed rail network to
the European network to the West between Turin and
Lyon and to eastern Europe (Figures 9, 10);

3. the association, at crossing points, between the high-
speed line and the new European freight transport
network;

4, development of short-distance shipping.

The West-East corridors in the northem part of Europe
(Fig. 4b) establish priority links between the Community
network and the Central Furopean network; in particular
they identify the links Berlin/Warsaw, Berlin/Prague,
Nuremburg/Prague and Italy/Vienna with extension to
Prague, Bratislava and Budapest.

The programming of these links forms part of the
creation of the Trans European Motorway (TEM)
supported by the United Nations Economic Commission
for Europe and involving a network of 11,000 km of
motorways between the Baltic, the Mediterranean and
the Black Sea, 2,700 km of which are in service and
1,200 km under construction.

The fact is that the major pan-European axes linking the
Community, Scandinavia, the central European coun-
tries, the Baltic States and the Slav Republics will soon
be shaping the new configuration of Europe.

Lastly it is necessary to plan many axes linking the
Community through the countries of central and eastern
Europe to Minsk, Kiev, Moscow or St Petersburg, and




a southern Baltic link from Stockholm to Helsinki via
Copenhagen, Gdansk, Riga and St Petersburg,

Similarly, the European East-West rail corridors are not
limited to the links between the big capitals of northern
Europe (Fig. 11), but fit into the complex programme of
the European high-speed network (Figures 12, 13).

Around the major West-East axes, onto which the
North-South corridors will be grafted, it is a true
communications network which is emerging and struc-
turing the European area through macroregional sys-
tems. The problems associated with territorial balances
and the development of several regions are essential to
increase the productivity of the transport networks,

The internal strengthening of the European Communities
goes hand in hand with their enlargement to become a
truly "continental European area”, capable of handling,
as has already been mentioned several times, relations
with the countries of the East and those of the Mediter-
ranean system.

It is only in this way that the demand for mobility can
be met without this necessarily being transformed into
migratory flows, while the rapid and efficient transport
of freight by means of an integrated multimodal system
creates new opportunities for industrial and productive
establishments in the peripheral zones of the EEC and
in the emerging countries of the Mediterranean and
Eastern Europe.

The question of transport infrastructures is a matter first
of all of the amount of investment necessary to enhance
the networks.

The resources required are very substantial, which
necessarily means that making choices is a matter of
great responsibility. Europe is experiencing a complex
and deep crisis, and there is opposition and resistance to
many investment projects in the fields of transport,
communications, energy, water, etc. The economist J K
Galbraith, in his latest book ("The Culture of Content-
ment") states that many American parliamentarians and
a substantial number of the public consider that it is not
worthwhile today paying taxes for the construction of
infrastructures which will be used in the years to come
by all the citizens and not only those who directly
contributed to their creation.

We must not fall into this type of error ourselves, but it
is necessary to find a proper balance between direct
state intervention and private investment,
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Y. New methods of analysis and organisation for

the "administration" of spatial transformation
phenomena

What has been said can but stress the importance of
special bodies concerned with the observation and
understanding of the European territory and hence
programming and concerted effort at Community and
supranational level, favouring integration between the
structures responsible for regional and spatial planning
and those responsible for the programming of communi-
cations networks. This may constitute a possible refer-
ence for co-ordinating and supporting sectoral choices
in the different countries affected by Community
policies.

It is in fact a matter of continuing along the path
already traced in the field of defining a European
combined transport network, the high-speed network,
and the bilateral agreements between governments such
as the exemplary agreements recently signed by the
French and Italian Ministers of Transport and Public
Works concerning motorway and rail links between
Italy and France in the Western Alps (Paris,
9-10 November 1992 and 25 January 1993) (Appendices
1 and 2).

In these bilateral agreements, the subjects of land use,
the utilisation of resources and the responsibility for the
whole of the environment are of particular importance,
for they constitute the essential condition for the
realisation of these projects.

In this way the problems of profitability and efficiency
can be resolved through more comprehensive scenario
evaluations giving rise to effective positive processes in
the medium and short term and avoiding the risk of
aggravating the imbalances between the different
European areas.

But how to organise this complex system of observa-
tion, understanding and decision-making?

The normative and organisational reference frameworks
for spatial planning in the different European countries -
and regions - are often substantial, but complex and not
always uniform in their procedures. It should also be
added that all of the "European territory” - precisely as
a function of trans-European transport networks -
belongs to the EEC (for example Italy has only one
"Community"” land frontier: that with France through the
Alps, through Mont Blanc to Ventimille. To the north
there is Switzerland, to the north-cast Austria, to the
east Slovenia, Croatia, etc).




It thus appears possible to construct new territorial
programming and planning orientations at Community
level on the basis of instruments which already enable
all those concerned to intervene on specific problems,
on the parts of the territory most sensitive to the cre-
ation of infrastructures.

We would refer in the first place to a major issue:
Alpine crossings, vital for European unification and for
our country, and the instrument constituted by the
"Convention on the protection of the Alps" signed in
Strasbourg on 7 November 1991,

This convention is not limited to EEC member countries
and may thus constitute - through the careful drafting of
the protocols of application - a "paradigm" for the
programming and planning of the "European territory".

The fact is that in this Convention the defense of the
land, the development of the region and both local and
European transfrontier transport are integrated with the
rational development of the resources of the area
(mountain agriculture, forestry, tourism, energy heritage,
etc) and the safeguard of environmental quality (clean
air, groundwater systems, responsibility for the land-
scape, etc).

The Italian Ministry of Public Works, through its
responsible technical consultative bodies (Higher
Council) and administrative bodies (General Directorate
for Territorial co-ordination and Defense of the Soil -
DICOTER) is preparing operational modules for knowl-
edge and analysis as well as intervention.

The Ministry is thus taking on an orientation and co-
ordination role on the one hand at the service of the
regions (also in support of regional legislation) and local
Italian bodies and on the other to participate in the
formulation of the new "rules" and "instruments" of
European union.

In this connection, we must cite the complex experiment
which the Ministry of Public Works is carrying out at
Community level as the subject of institutional reference
for the "network of land use planning research insti-
tutes” whose essential object is the knowledge and
analysis of the "European territory". This initiative goes
well beyond the sum of the available partial and sectoral
knowledge and is intended to arrive - in the context of
co-operation with all the European countries - at the
definition of a project for a "European land use atlas”.

In the context of these initiatives, DICOTER is able to
constantly contribute its experience and knowledge on
the different subjects connected with land use, taking
consistent steps to equip itself with the technical and
cognitive instruments necessary to understand the
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corresponding phenomena in order 1o be able to define
strategies to harmonise the intervention of the state and
national interest in the most appropriate fashion.

The Ministry of Public Works programme of studies
and research in fact provides for the creation of the
"permanent observatory of temitorial change”

(OSS.TER.): a support instrument for the institutional
activity of DICOTER and for liaison with the similar
structures at Community level; the most influential
members of the technical, scientific and research fields
participate in its activity.

The take-off phase of OSS.TER. is moving along the
lines already traced at Community level (Europe 2000
Programme) and is characterised by a series of
innovatory synergies between the technical structures of
the State (technical bodies of the Ministry of Public
Works and the National Technical Services of the
Presidency of the Council of Ministers) and those of the
consultancy and research bodies (ENEA, CNR, CNEL,
university departments and specialist research institutes).

This activity corresponds to the orientations laid down
by the European Parliament at its session of 22
September 1992 when it adopted the concept of a Com-
munity policy aiming at the better geographical distribu-
tion of economic activities as a function of natural and
human resources, always respecting proper land use. It
is in this context that the functions of the Committee for
Spatial Development take on particular importance; this
committee sees its priority objectives as:

a. the creation of a co-operation network between
research institutes concerned with regional and spatial
development and planning: a first step towards the
creation of a "European land use observatory";

b. the development of a synthesis of planning policy
systems in order to step up collaboration between the
different parties concerned with land use management
at national, regional and local levels.

It should be recalled in particular that OSS.TER sup-
plies DICOTER with elements to contribute to the
activities of the Committee for Regional Development
instituted by the Commission for the European Com-
munities.

In particular OSS.TER:

- establishes the most important forms of interaction
with the activity of other observatories already in
operation or being created, through the exchange of
data, information, indicators and estimation method-

ologies;




provides DICOTER with information and estimation
instruments enabling it to situate national territorial

strategies in a context of land use programming on the
European scale,

OSS.TER is an organisational system which exercises
its support activities for DICOTER as a function of the
responsibilities attributed to the latter in the normative
framework at present in force. The fields in which
OSS.TER is active are:

- Support for the definition of the basic orientation for
land use planning on the national territory (Article 3 L.
22 July 1975 no.382 paragraph 1 Article 81 DPR
616/77).

The results of these activities provide elements and
knowledge bases of general interest for the public
administration as regards the processes of planning and
defining land use orientations and strategies.
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Support for the decision-making process in matters
of state intervention and national interest (paragraphs 2
and 3 Article 81 DPR 616/77).

The results of these activities make the analysis of land
use phenomena and hence of decision-making processes
within the competence of DICOTER more efficient.

- Evaluation of the different options for defining
different land use planning scenarios for the national
territory and certain regional zones, according to the
guidelines of the EEC Committee for Regional Develop-
ment.

The field of reference for the observatory is constituted
by:
a. regional development strategy at the European level;

b. the programming of intervention by the state and in
the national interest.




EUROPEAN COMMUNITY AND BORDERING COUNTRIES

Principal directives of development
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North-South flow

North East-South West flow

North West-South East flow
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East-West flow
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Comparison of merchant traffic between the three
Mediterranean ports in thousands of tonnes
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Fig. n.6
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Fig. n. 7
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TYPOLOGY OF SECTORS OF ACTIVITY

o) Q
gQOOQ
Qe 000

118

LEGEND

{77] Very dominant tertiary activities

Al Dominant tertiary activities

3
N
BN
N
B

Secondary dominant activities

,
25

Very dominant secondary activities

Primary dominant activities
V773 Very dominant primary activities

e



p\ \

S D
J

J"\Jﬁ\
——

= - m S % Anstardan
evelopment in \MEAS ounkarau

travelling time with . L1 gm\ 6,,,,;

departure from Paris Alnis ; m 02 TeEeT (B10\ Franctort
s R Sl

- ﬁ . cha 118 4
Le Haypa3213 M/ i @:\ Luxesbourd /Z%0\ pannhein

i

Cherbouryg 28\ e ” Rousn Raiwe stuttgert
AN\ thos () wetz (Ih%0\ r ™~ /e
s o7/ Y e, mich
! 0\ atrasbourg | a8
PARIS 308 / e,
A I\ nancy :
I/
Les Mans
Mulhouse
S\ ‘N\isans Selfart QD
— = et/ o1 ‘ Bils
o (o ™ = B/~ e
Nantas ::; g/ Navers Yoao\ /et P : ZUMch
. > y
t—-g:, @:M‘ chataiiflault @ See~ ’5'5‘ o o o/
e oo/ s
P (318 gorne

a4

S

Le Rochell

Poitiers

) @ T!l‘iﬂ Milan Vantie=s
MY/ 4

i _
: (k= mm vy (30
angouline Clersont hel
z & @ -
\h1g/
\I/

Bordegux

(B8
L

(20

nayse

S I
',‘ "2

acrid B

Rome

@-.------.----

@ Future situation

T3 Fhet<mBh t>Sh 1
@ Winter service (88/89) garcalona (39
o' '-:U

" with Mldl-Pyrénées TGV Maorid

Fig. n.9
119




R

SOCIETE FERROVINRE DE L’ETAT
CARTE FERROVWRE DTTALIE

a——— dre eam
. - e

QWY IR AR 8w .
—— - A @R BN

PO N 2

L...—..m A

120 fig. n.10




Fig. n.11

NORTH EUROPEAN HIGH-SPEED NETWORK
PARIS-LONDON-BRUSSELS-AMSTERDAM-COLOGNE-FRANKFURT

Main travelling times foreseen

AMSTERDAM

LONDON

1:59h
2:55h

BRUSSELS 1:47h

2:30h  COLOGNE

FRANKFURT

-—=~ 3h09: travelling time with completion of project (1998)
—— 5hO5: best travelling time at present (1989)
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Appendix 1

MEETING OF 25 JANUARY 1993 BETWEEN MR BIANCO, FRENCH MINISTER FOR EQUIPMENT,
HOUSING AND TRANSPORT AND MR MERLONI, ITALIAN MINISTER FOR PUBLIC WORKS

SUMMARY OF CONCLUSIONS

Jean-Louis BIANCO, French Minister for Equipment,
Housing and Transport and Francesco MERLONI,
Italian Minister for Public Works, met on 25 January
1993 in Paris on the subject of trans-Alpine links
between France and Italy. They affirmed that these links
were of major importance for the development of
human, cultural and commercial exchanges between the
two countries, for European construction and for the
development of the Alpine regions.

They recalled that such infrastructures were structuring
elements for economic and social development policy
and land use planning favouring the opening up of
enclaves and the maintenance and creation of jobs.

They stressed the quality and fragility of Alpine sites
which impose the taking into account of the protection
of the human and natural environment, all the more so
as the relief tends to concentrate infrastructures and
activities in densely populated zones.

They agreed that it was therefore necessary to optimise
the use of infrastructures in a comprehensive approach
covering the different modes of transport throughout the
French and Italian Alps. In the course of their conversa-
tions they noted an identity of views on the following

points.

Concerning road links between France and Italy in the
Northem Alps, the priority is to complete motorway
access to the Mont Blanc and Fréjus tunnels. Note was
taken of the state of progress and the undertaking to
build the Maurienne motorway. The studies carried out
on the new high-speed rail link between Lyon and Turin
were discussed, and in particular the plans now being
completed to favour the development of freight transport
by rail. The corresponding reports will be submitted at
the end of February, as planned at the Franco-Italian
summit of 9 and 10 November 1992,

Having confirmed the priority to be given to the devel-
opment of rail freight transport, the two governments
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considered that doubling one of the two existing road-
tunnels or creating a new road crossing in the Northern
Alps would therefore not be necessary.

Concerning the Southern Alps, the two ministers
declared themselves to be in favour of the principle of
establishing two new road links between France and
Italy: the one between Nice and Cunéo of an interna-
tional nature, the other between Val de Suse and Val de
Durance of an interregional nature. Concerning this
latter link, the Italian Minister stated that any decision
would remain subject to its inclusion in the Piedmont
region transport plan,

The two ministers requested that the studies under way,
concerning the different projects which might be
envisaged between Nice and Cunéo and between Val de
Durance and Val de Suse (technical, socic-economic
and environmental studies, including a comparative
analysis with other transport modes, legal and financial
packages seeking the maximum of self-financing as
regards the international route) should be submitted by
the end of February. This would also make it possible
to decide on the possible short-term reconstruction of
the Tende tunnel, whose technical characteristics did not
permit satisfactory traffic flow conditions.

In order to ensure overall consistency between the
different regional and road projects for the Alps, the two
ministers decided to appoint two leading figures (one
French, the other Italian) to hold discussions with all the
parties concerned. These discussions, which will take
place in the course of 1993, should in particular shed
light on the value of each of the different projects from
the standpoint of land use planning and determine the
protective measures required for the human and naturat
environments. The French Minister for his part had
already designated Mr Louis BESSON.

They decided to make a joint approach to the Commis-
sion of the European Communities to inform it of the
results of this meeting and seek its support.




Appendix 2

NEW LYON-TURIN RAIL LINK

L. Historical background

The idea of a new transalpine rail link between Lyon
and Turin goes back to 1987, when the first studies
were carried out by the two railway networks con-
cerned, FS and SNCF.,

In July 1989, the French and Italian Ministers respon-
sible for transport created a bilateral technical working
group to examine passenger and freight rail links
between the two countries and propose measures to
promote exchanges between them.

In the course of bilateral talks held in Nice in June
1990, the ministers affirmed the value of studying more
specifically a new Lyon-Turin link in the context of the
realisation of a Southern European high-speed rail
network, the Mediterranean appendage of the Northern
network.

The interest of this link at European level was stressed
by the high-level working group (including representa-
tives of the European Communities, States, railway
networks and industrialists) which considered that there
were fifteen key links necessary to the realisation of a
truly European high-speed rail network.

The ministers again met on 31 January 1991 in Rome
and asked that the working group carry out an initial
technical and economic feasibility study of the project.

The technical studies were concerned with finding a
possible route between Chambéry and Turin and an
initial examination of the conditions for building a base
tunnel under Mont Ambin. The economic studies were
aimed at evaluating the investment costs and estimating
receipts based on future traffic flows for both passengers
and freight,

The findings of these initial studies, which very clearly
confirmed the value of the project, were the subject of
a joint SNCF/FS report, which was submitted to the
Ministers responsible for transport at the Viterbo
Summit held on 17 and 18 October 1991. The ministers
decided on this occasion to call for a second study
phase to be completed by the end of 1992, concerned in
particular with refining the estimates (traffic and con-
struction costs), comparing the base solution (link for
use by mixed traffic, high-speed trains and conventional
trains) with solutions also integrating combined rail/froad
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combined transport capacities and analysis of the legal
and financial packages which could be envisaged with
a view to a bilateral agreement.

These studies fit into the framework of the high-speed
rail development policy which the French and Italian
governments had both decided to pursue in their respec-
tive countries,

In France this resulted in the approval by decree in
April 1992 of the national high-speed rail link plan
which involves 4,700 km of new high-speed lines and
in which appear the project for the transalpine Lyon-
Turin link, the realisation of the international Chambéry
(Montmélian)- Turin section being subject to the conclu-
sion of an agreement between France and Italy.

In Italy, the government has approved a ten-year plan
including in particular, as regards rail infrastructures, the
realisation of two major high-speed axes:

a north-south axis: Milan-Florence and Rome-
Naples-Battipaglia, which will be based on the Florence-
Rome direttissima;

- an east-west axis; Turin-Milan-Venice.

The project for the new transalpine link is precisely that
destined to directly connect the French and Italian high-
speed networks.

The project for the new transalpine link between Lyon
and Turin is also of interest to the neighbouring regions.
In Italy, a committee for the promotion of high-speed
rail has been constituted in Turin on the joint initiative
of the Piedmont region, the city of Turin and the
Federation of Industrial Associations of Piedmont. The
priority objectives of this committee are to realise the
new high-speed line from Turin to Trieste and its
connection to the European high-speed network by
means of the new (transalpine line between Lyon and
Turin via Chambéry.

In France, a committee for the high-speed Lyon-Turin-
Milan link, a French equivalent of the Italian committee
for the promotion of high-speed rail, has also been
constituted on the initiative of the Rhone-Alpes region.
A protocol of agreement between the two committees
was signed in order to promote the realisation of this
project through joint actions.




II. Main characteristics of the project

The project for the transalpine high-speed rail link
between Lyon and Turin designed to connect the French
and Italian high-speed rail networks comprises two
sections. The one, between Lyon and Montmélian (south
of Chambéry) is purely French, while the other, between
Montmélian and Turin is international and concerns not
only passenger traffic, but also freight.

1. Lyon-Montmélian section

The realisation of a new line approximately 110 km
long between the Rhone-Alpes TGV line under con-
struction to the south of the Satolas station and the
existing lines at Montmélian (Savoie) constitutes a
project in itself, the first stage in the transalpine link. It
in fact brings to the towns of this part of the Alps
(Grenoble, Chambéry, Annecy etc) and the Alpine
valleys all the advantages of this link as regards their
connections with France and Western Europe.

Furthermore, it permits the establishment of high-speed
links between France and Italy, using the existing line
between Montmélian and Turin over at least 150 km,
with time savings of 1 hour 10 minutes between Lyon
and Turin and 3 hours 15 minutes between Paris and
Rome, bringing the total journey times to 2 hours 50
and 8 hours 25 minutes respectively.

The realisation of this project will double both national
and international traffic.

2. Montmélian-Turin section

The studies at present under way allow us to present the
following evaluations:

The Montmélian-Turin section consists essentially of a
base tunnel 54 km long connecting France (Saint-Jean-
de-Maurienne) and Italy (Suse). This is intended to take
both freight and passenger traffic.

A twin-tube solution with no service gallery has been
adopted, with sections varying from 32 to 52 square
metres according to the use hypotheses adopted (tradi-
tional freight, piggyback or containers on two levels).
The maximum gradient allowed is 12 per thousand and
a speed of 220 kph for the high-speed trains and
120 kph for freight traffic. An underground service
station is planned at Modane, primarily for safety
ICasons.

HST access to the base tunnel may be either by means
of upgrading existing lines or by building new lines
with in particular on the French side a tunnel under the
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Belledonne massif which would also be used by poss-
ible piggyback services.

The economic calculations for the moment have been
concerned only with the base hypothesis which includes
only the base tunnel, designed for traditional freight
only, and minimal upgrading of the access lines, this
being the most economically efficient variant. The time
saving is then 1 hour 10 minutes and passenger and
freight traffic would be expected to grow by 74% and
54% respectively.

III.  State of progress of the studies

1. Lyon-Montmélian section

The preliminary studies on the Lyon-Montmélian
section of the HST transalpine link between Lyon and
Turin, under conditions defined by Circular 91-51 of 2
August 1991 on the establishment of projects for new
high-speed rail lines, were the subject of a Ministerial
decision of 20 December 1991.

An information file was transmitted in the spring to the
state services, elected representatives and associations
concerned. Mr BERNARD, Prefect of the Rhine-Alpes
region, officially opened the phase of consultation with
the elected representatives and socio-professional
organisations on 12 October last, on the basis of a more
complete consultation file. The responses to this consul-
tation are expected by 15 November 1992,

For information purposes this file is accompanied by a
study of the routes running through the Blévre plain
(routes abandoned on the adoption of the Master Plan)
and a document analysing the different possibilities for
the crossing of the high-speed rail project and the A48
motorway from Ambérieu to Grenoble.

This file contains in particular a detailed environmental
study of the different routes envisaged which, completed
by the corresponding technical and economic details,
serves as a basis for comparing them.

2. Montmélian-Turin section

The second phase of the study relating to the interna-
tional section of the transalpine link which starts at the
Summit of Vitorbo, involves mainly the following:

- infrastructural studies: seismic probes and tests at
present under way; geological, hydrographical and
topographical studies, aerodynamic studies (tunnels);
thermal studies (tunnels);

market studies concerning:




passenger traffic, with the constitution of a database
to serve as support for new traffic forecasts based
on surveys carried out in stations, airports and at
frontier crossing points on the roads in May 1992
(off-peak period) and July 1992 (summer peak). The
processing of this information, now being com-
pleted, will provide a much more detailed and
reliable database, notably for road traffic;

freight traffic, with surveys among the shippers in
the different countries concerned and an analysis of
potential traffic flows from the North Sea and
Mediterranean ports;

- legal and financial studies calling in particular on
the expertise of a grouping of major French and Italian
banks;

- studies of rolling stock, with a view to defining
trains perfectly compatible with the installations in
service, notably on existing lines (electrification and
signalling systems) in the two countries.

In addition, it has turned out to be essential to make the
A43 motorway project, now on the point of being
declared to be of public utility, compatible with the
projected new railway line in view of the severe con-
straints imposed by the restricted area of the Maurienne

valley site. The SNCF has therefore embarked upon the
necessary studies in liaison with the motorway conces-
sionaire.

It nevertheless appeared desirable to continue these
studies in an official context, which is why there was a
Ministerial decision of 25 September 1992 to undertake
"preliminary studies” on the Montmélian -
Saint-Jean-de-Maurienne (western end of the base
tunnel) section of the Lyon-Turin link.

Iv. Continuation of the studies
1. Lyon-Montmélian section

On completion of the consultation phase, the file will be
submitted to the Ministry of Transport by mid-Decem-
ber 1992. The preliminary studies by the SNCF will
also be submitted so that a choice of route can be made
on this basis.

2. Monimélian-Turin section

The studies under way will be completed early in 1993
with the submission to the Ministries responsible for
transport of a complete feasibility report drawn up by
the networks.
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PLANNING OF COMMUNICATION NETWORKS IN CENTRAL EUROPE IN THE NEW POLITICAL
AND ECONOMIC CONTEXT: PROBLEMS OF INFRASTRUCTURE-PLANNING IN CENTRAL EUROPE
WITHIN THE EUROPEAN TRANSPORT NETWORK

Prof. Wojciech SUCHORZEWSKI
University of Technology
Warsaw

INTRODUCTION

This report gives a brief description of the present
situation in the transport systems and infrastructure in
Poland, changes in transport demand and policies and
plans to modernise and develop transport infrastructure.
While facts and figures used in this paper regard
Poland, it seems that most observations reflect the
situation in other countries of central and eastern Europe
(CEE) which belonged to Comecon. The opinions and
views expressed in the report are those of the author.

I. THE PRESENT STATE AS THE LEGACY OF
AN OLD POLITICAL SYSTEM

Transport policies in CEE countries were to a very large
extent determined by the structure of demand which was
a consequence of economic and spatial policies. Urba-
nisation' and industrialisation, nationalisation of the
means of production, priority given to the heavy indus-
try and energy sectors at the expense of consumer goods
and services, excessive concentration and specialisation
of production, combined with general failure of central
planning, ineffective management and distribution
systems as well as lack of market mechanism led to a
very high demand for freight transport.> Intemational
freight transport was mostly between the Comecon
countries and international passenger traffic was limited
by political constraints. In addition, the development of
the transport system was strongly affected by some
pathological features of planning and decision-making
in all sectors of economy. It is well known that resource
allocation was determined by planning targets and
projects selected for implementation were not selected
and designed on the basis of economic and financial
criteria. Generally, engineering inputs were affecting
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projects, which often led to over-design of technical
infrastructure and neglected operation and management.

In all countries of central and eastern Europe emphasis
was on developing the railway transport. For example,
in 1980 in Poland, 68 per cent of ton kilometres and 47
per cent of passenger kilometres were served by rail.
The density of railway lines (7.7 km/100 sq.km) and the
share of electrified lines (in 1991, 47 per cent of the
total length of the network) were among highest in the
world. However, in spite of devoting a considerable
share of capital to the railway system, its quality is not
satisfactory. Of the basic network (14.1 thousand km),
as much as 25 per cent of the length of tracks is con-
sidered to be in unsatisfactory technical condition, the
traffic control system is outdated® and the quality of
rolling stock is poor. Low quality of material assets, in
combination with inadequate operational efficiency, has
meant that the quality of service and economic effi-
ciency are very low. Generally, railways are not com-
petitive in terms of speed,* costs and convenience.

Until the late fifties, road transport was considered of
secondary importance and private motorisation as
undesirable. Later, government policy changed and,
regardless of a low income level, the number of private
automobiles was rapidly increasing. The absolute values
of car ownership rates are still much lower than in
western Europe.” If motorisation in large cities is
considered, the gap is not so great,’ what clearly cannot
be regarded as sensible and desirable.

The overall density of the rural road network can be
considered as adequate; however, the quality of roads
(both in terms of design standards and pavement
quality) is generally low. There are short sections of




motorway (in Poland, the total length is 257 km) and
most roads, including international roads, do not have
access control and are used by mixed traffic. Many
sections of main international and national roads go
through built-up areas, and some through city and town
centres. Congestion is appearing in urban areas and on
some rural sections in heavy demand corridors. Interna-
tional traffic additionally suffers because of the inad-
equate number and capacity of border crossing points.
The situation of road traffic safety is dramatic. The
number and severity of road traffic accidents are much
higher than in Western Europe.

In the past, road maintenance was neglected because
priority was given to the upgrading and development of
the network. At present, road conditions are deteriorat-
ing fast because of a very limited budget allocated to
the road sector.

Historically, sea transport played an important role in
serving international freight transport. In 1990 in
Poland, about one quarter of total imports and two-fifths
of exports were served by the Polish sea ports. Most
port infrastructure, facilities and equipment were
developed mainly for serving bulky cargoes. Capacities
to serve general cargo and containers are limited. In
many instances, connections with road transport (except
railways) are inadequate. Some ports in the Baltic
republics are not prepared to serve carftruck ferries.

The role of inland water transport in most countries
is minor. In 1990, it served from 0.3 (Poland) to
approximately 5 per cent of all ton-kilometres (in
Hungary and Bulgaria).

Air transport is used mostly for international traffic.
The number of airports (both international and domes-
tic) is considered to be more than adequate; however,
airports and air traffic control systems are outdated and
require upgrading. Until very recently, the aircraft fleet
in practically all CEE countries was composed mostly
of Soviet-built planes.

In the old regime of a centrally-planned economy,
freight transport was not organised as a chain of ser-
vices. Each mode was organised as a public monopoly.
The user was responsible for loading-unloading oper-
ations. Many enterprises possessed their own means of
transport and did not use public transport services.
Clearly, all this did not give encouragement to use
distributors and inter-modal, combined transport was
not very developed.

Urban transport policy in Poland has for decades
stressed the leading role of public transport. Fares were
kept low, and heavy subsidies were accepted. Priority
was given (o serving commuter traffic, since production
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was considered the main objective. Generally, all cities
were served by extensive, multi-modal mass transport
systems. While the quality of service was not very high,
the density of the network and frequency of service
were generally good. Clearly, this policy, combined
with a low car ownership ratio, meant that, for a long
time, a very high proportion of journeys (85-95 per
cent) were made by public transport.

In addition, ambitious comprehensive land use transpor-
tation plans provided for urban development patterns in
which single function areas (residential, industrial, etc.)
were to be linked with rail transport (metros, light
railways, rapid tramways, etc.). Unfortunately, in
practice, because of the lack of resources, plans have
been implemented only to a minor degree. The mainten-
ance of pavements, bridges and tramway tracks was
neglected. At the same time, little attention was paid to
traffic management. The priority of public transport and
traffic constraints measures, such as parking pricing,
were rarely used.

It is visible from the above characteristics, that the main
features of transport in CEE countries can be attributed
to some features of the old political system. Since the
second world war, priority was given to large-scale
infrastructure projects over the upgrading, maintenance
and operation of existing facilities. Emphasis was placed
on quantitative development of technical infrastructure
rather than on improvement of its quality. Many ambi-
tious projects were initiated, but the underestimation of
construction and operating costs, combined with over-
optimistic economic forecasts often led to slow project
implementation, the freezing of financial resources, and
overall inefficiency.

In many cases, political factors, such as short-term
political objectives, for example looking for spectacular
projects, affected decisions.

This general picture of the transport sitvation in CEE
countries has to be supplemented by stressing the
disparities between countries and groups of countries.
The first area, covering the eastern lands of Germany,
the Czech Republic, Hungary, Poland, Slovakia, and
perhaps Bulgaria and Romania, has transport systems
(including infrastructure) which were planned with the
European transport network in view. However, because
of the unsatisfactory level of planning implementation,
low standards of infrastructure and inefficient operation,
these systems do not comply with the requirements
formulated in the intemational transport agreements
such as the European Agreement on Main International
Traffic Arteries (AGR) and the European Agreement on
Main International Railways Lines (AGC). The second
area, composed of the Baltic Republics (Estonia, Latvia
and Lithuania), Belarus, Ukraine and, of course, Russia,




has transport systems with much lower density and a
very limited number of connections with the system of
European networks defined by the AGC and AGR
agreements. Different gauges of railways make these
disparities even greater.

II. CHANGING TRANSPORT DEMAND

In the last years, the gross domestic product (GDP) of
the economies in transition has declined, but it is
envisaged that, after a period of stabilisation, it will start
growing again. According to earlier forecasts, Czecho-
slovakia and Hungary were leading in the fight against
recession, with Poland following, 1992 results led to
different conclusions, namely, that Poland has passed
the critical point as the first country in the region,” and
a considerable increase of the GDP per capita will
probably occur between 1993 and 2000. Forecasts for
other countries are less optimistic, and for some of them
it will be difficult to obtain the production level of the
mid-eighties.

A number of transport demand predictions have been
prepared for countries, means of transport and time
periods.® Different economic scenarios have been taken
as a starting point for these predictions. Most western
European forecasts predict that annual growth rates until
the year 2000 will be between 2 and 3 per cent. More
optimistic forecasts assume much faster increases.’ In
any case, these projections of economic growth mean
that up to the end of the century the gap between the
income levels in Poland (as well as in other CEE
countries) and the countries of western Europe will not
be much reduced.

The political and economic reforms in CEE countries
have already caused great changes in volumes and
directions of passenger and goods transport. Some of
these changes have already been observed, such as shift
of demand from the need to transport products of heavy
industries to lighter consumer goods, from demand for
low quality services to high quality services, and from
international fraffic among the former Comecon coun-
tries to traffic between CEE countries and EC/EFTA
countries. As one of the most important results, a shift
in the modal split from railways to road transport is
already taking place. There is a very high probability
that these trends will continue.

In a forecast prepared in 1991, it was assumed that,
in the period 1990 to 2020, the number of automobiles
in Poland will grow from 5.26 million in 1990 to 10.7
million in 2010 and 13.5 million in 2020. In the same
period, the number of trucks will grow from 1.04 to
142 million and 1.66 million, respectively. Subse-
quently, it was predicted that, in the period 1990-2020,
as a combined effect of the growth of the population,
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motorisation and mobility, traffic volumes on the
national road network will be increasing at the rate of
4.5-5.5% per year. In the most recent forecasts, prepared
in the framework of feasibility studies of selected roads,
even faster growth of road traffic was predicted.

Forecasting of international traffic is even more difficult
than national and local traffic, because the extent of
changes is much greater. This can be seen from the
analysis of trends in international traffic crossing Polish
borders. In the last decade, the total number of passen-
gers crossing all borders dropped from 31.5 million in
1980 to 19.2 million in 1985 and then increased to 79.3
million in 1990 and 113.9 million in 1991. In 1991,
87.4% of border-crossing passengers were travelling by
road (in buses and private vehicles). Railways served
10.6 per cent of passenger traffic.

Further growth will, to a very large extent, depend on
the pace and direction of economic and political
changes in the former Soviet Union. Sooner or later,
passenger traffic and goods transport between countries
of the CIS, Baltic republics and Poland, Slovakia,
Hungary, etc., as well as traffic through Poland,
Slovakia, Hungary and the Czech Republic to western
European countries will grow.

The rate of this growth can be considerable. Forecasts
for Poland assume that the growth factors for interna-
tional road traffic crossing Polish borders for the period
1990-2020 will be between 3 (minimum scenario) and
10-12 (maximum scenario). It is envisaged that the
growth will be faster for the eastern and western borders
than for the northern and southern borders.

In summary, it can be expected that traffic between East
and West will be growing faster than between CEE
countries. With regard to traffic directions, it is gen-
erally agreed that East-West flows will be growing
faster than North-South flows; this can be explained by
the distribution of the population and economic activ-
ities. However, it is also possible that, because of
overloading of the North-South corridors in Germany,
some North-South flows (from Scandinavia to southern
Europe) can be rerouted to road/rail corridors in Poland
which have some unused capacity. Finally, the opening
of the borders of the former Soviet Union can create
entircly new potentials for ftranscontinental inland
transport connections between the Far East and western
Europe.

II. NEED TO REFORMULATE TRANSPORT
POLICY

As it was stressed earlier, during the old regime,
transport was developed with an emphasis on carrying
bulky goods between the Comecon countries by




railways and sea. Extensive networks of infrastructure
were developed, but systems were handicapped by

inefficient organisation, outmoded technology and poor
maintenance of infrastructure.

In the new situation, there is a need for a new transport
policy, which shouid take into account changes in trans-
port demand, new requirements concerning the quality
of transport services stemming from the growing co-
operation with west European countries and, finally,
limited resources. This last point deserves discussion,
because too often decision-makers and professionals
formulate objectives which are simply not attainable by
countries with income levels per capita many times
lower than, for example, in EC countries. With compet-
ing needs of various sectors and scarce resources, it is
very likely that CEE countries for a long time will not
be able to reach the same, or similar, standards in
transportation as high-income countries. Consequently,
the question arises which standards and/or parts of
transport systems should have priorities. Formulation of
a realistic programme of progressive adoption of the
international (EC) quality, technical, safety and environ-
mental standards seems to be the first and especially
difficult task. And it is very likely that some of the
standards, for decades, will have to be considered as
inappropriate for some countries (or group of countries).

The second group of policy decisions to be made by the
central and local governments is how to allocate scarce
resources between:

a. competing means of transport;

b. maintenance, renovation (upgrading) of existing
infrastructure and new capital investment;

¢. investing in the upgrading/development of interna-
tional transport corridors and the domestic networks and
facilities;

d. short-term measures and the long-term programmes
and projects.

The most important, however, are decisions concerning
the shift from the hardware approach (more infrastruc-
ture) to the software approach (better maintenance and
operation). Although there are some signs of this shift,
emphasis is still on investment. This is visible, for
example, in the most recent statements on investment
policies in Poland (see item IV) which assign a high
priority to projects aiming at upgrading and developing
infrastructure.
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IV.  RENOVATION AND DEVELOPMENT OF
TRANSPORT INFRASTRUCTURE

Transport infrastructure in Poland

According to the currently declared transport policy in
Poland, one of the main objectives is to upgrade the
transport systems and integrate them with the systems of
western Europe through:

- adjusting 4.9 thousand kilometres of railway lines of
major international importance to requirements of the
AGC Agreement and the European Agreement on
Important International Combined Transport Lines and
Related Installations (AGTC); line E20 (Berlin-Warsaw)
has been selected as a priority for the period 1992-2005;
the cost of modernisation was estimated at approximate-
ly 2.3 billion USD, 730 million USD of which would be
spent on infrastructure;

- upgrading and expanding road networks according
to the AGR Agreement, including the Trans-European
Motorway (TEM) project; plans provide for the devel-
opment of motorways (2500 km) and express roads
(3500 km); three motorways: A2 (Berlin-Warsaw-
Terespol-Moscow), A4 (Berlin and Dresden-Wroclaw-
Katowice-Cracow-Przemysl-Lvov) and Al (Gdansk-
Lodz-Katowice-Gorzyce), with a total length of 1640
km, are considered priorities. The cost of construction
is estimated at close to 3 billion USD.

- adjusting the Polish Baltic ports to changed demand,;
while these ports have some excess capacity, they are
not well prepared for the present and future directions
and types of cargo (liquid fuel, containers, railways, car
and road transport vehicles);

- development of facilities for combined transport
aiming at increasing its share to 12-15 per cent of
freight traffic (i.e. 30-40 million tons);

- upgrading and development of border crossing
facilities, communication and information systems, etc.

As mentioned earlier, road transport is growing in a
very dynamic way, capturing a significant part of
passenger and freight traffic from railways. The declared
government policy aims at the creation of equal condi-
tions for these two competing modes through fiscal
measures (for example, the user pays for construction
and maintenance of infrastructure). In practice, this
means that the development of roads has lower priority,




As it was shown, inland water transport in Poland plays
a very small role in goods transport. Unfortunately, this
can be changed only at the very high cost of consider-
able infrastructure development. Given the present state
of economic difficulties this does not seem possible in
the near future, except some short links such as between
Szczecin and Berlin, Nevertheless, the potential of
inland waterways in the long term is kept in mind. If,
in Germany, the east-west links towards the Polish
borders are extended, attractive waterway connections
can be established with the ports of Szczecin, Silesia,
and Warsaw. An old project of constructing canals
linking the Elbe, Odra and Danube, is still being
considered. However, because of the enormous scale
and costs of this project, it is very unlikely that it can
be implemented in a visible future.

International co-operation in transport development

In the past, co-operation between countries of eastern
and western Europe in developing integrated transport
systems was very limited. Projects such as the Trans-
European Motorway (TEM) and Trans-European
Railways (TER) were among the few exceptions. In the
transition period, several new initiatives were under-
taken, aiming at reducing disparities between transport
systems in different countries and regions and stimulat-
ing international co-operation. Some of them are briefly
mentioned in the following paragraphs.

In the last years, the TEM and TER programmes have
been expanded. New road sections have been added,
including East-West links connecting the former Soviet
republics with westen Europe through Poland and the
Czech and Slovak Republics. This has substantially
changed the character of the projects which originally
aimed at improving North-South connections.

The Central European Initiative (former Pentagonale) -
composed of Austria, Croatia, the Czech Republic,
Hungary, Italy, Poland and Slovenia - established a
Transport Working Group, which has recently deter-
mined a list of priority transport infrastructure projects.
Most of them are railway and motorway projects, and
many are consistent with other proposals, such as TEM
and TER.

In March 1992, the First Baltic Sea Conference of
Ministers of Transport'! agreed to enhance interna-
tional co-operation aiming to develop a common vision
of the transport system and infrastructure in the Baltic
Sea region; inter alia, a working group was established
to prepare a programme of action in the field of trans-
port infrastructure.

In the framework of this work, some new ideas are
considered, such as TEM-Scandinavia.”
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A group of Baltic countries, composed of Estonia,
Finland, Latvia, Lithuania, Poland and Russia, is
working on Via Baltica, a project of efficient road
connections between the Baltic republics and western
Europe via Poland.

The most recent project of radical improvement of the
railway passenger service between Tallin-Riga-Vilnius-
Warsaw-Berlin (1832 km) is based on improved oper-
ation. Through the optimum use of existing infrastruc-
ture and improving border crossing operations, it is
possible to reduce travel time between Tallin and Berlin
from the present 40 hours to 29 hours. This example
shows that the existing systems offer excess capacity
and capabilities which can be immediately used without
heavy investment.

In addition to projects which can be called trans-Euro-
pean, at least one concept of a transcontinental character
should be mentioned, namely the Euro-Asiatic rail
corridor.”

The AGC, AGR and AGTC agreements as well as
projects such as TER, TEM and Via Baltica, demon-
strate that the main directions of the development of a
trans-European network are generally determined also
for at least some of CEE countries. However, the
implementation of programmes and projects in these
countries requires financial means which are much
greater than those available in these countries.
Consequently, financing transport development pro-
grammes constitutes the most difficult problem.

Financing

The financial resources needed to modernise and
develop only rail and road transport infrastructure in
CEE countries (without most countries of the former
Soviet Union) were estimated by the ECE in excess of
120 billion USD.™ Since this amount will not be
available in the foreseeable future, difficult choices will
have to be made, first of all between improving domes-
tic and international transport. Contrary to high-income
European countries, in CEE countries domestic transport
is often underdeveloped. Consequently, in many cases,
the improvement of this transport is likely to be of
higher economic priority than the development of
international networks.

Taking into account trends in GDP, it is obvious that
conventional means of financing will not be sufficient
to meet even the most moderate investment needs in the
transport sector. While considerable lending opportun-
ities were created by international finance organisations,
such as EBRD and IBRD, loans usually require govern-
mental guarantees which, in countries with responsible
financial policies, are not easy to obtain. For this reason




all possible ways of mobilising financial resources for

the development of domestic and international transport
are examined by the governments.

Among various options of non-conventional ways to
finance capital investment, private provision of infra-
structure using concession financing such as BOT
(Build, Operate, Transfer) is considered most promising.
Hungary is the most advanced country in practical
application of this scheme to implement the toll motor-
way development programme.” In Poland, decisions
have just been made to implement the programme for
motorways development using the same financing
mechanism.

The recent decisions of the European Community,"
opening up new forms of supportive action, created
new, very promising opportunities for promoting
investment projects in transport infrastructure. Not only
lending facilities have been increased, but also new
mechanisms of assistance are considered such as:

a. raising the normal ceiling on the extent of loans
from 50 per cent to 75 per cent and the combined (loans
and grants) ceiling from 70 per cent to 90 per cent;

b. enabling the use of grants for paying interest and
providing guarantees for loans from varicus sources;

c. parallel financing.

V. CONCLUDING REMARKS

Outmoded and inefficient transport may undermine
opportunities created by the fundamental political and
economic changes in countries of central and eastern
Europe.

When compared to west European standards, the trans-

port infrastructure is underdeveloped, many strategic
links are missing or of low standard. However, the main
problem lies in ocutdated technology and under-

utilisation of existing facilities. For example, the railway
network is quite dense and has a large capacity, but
railways need substantial rationalisation. Similarly, road
networks require better maintenance and traffic manage-
ment. Consequently, making better use of existing assets
should be given a priority.

Upgrading the existing systems cannot be done without
investment in hardware'’ and software.® At the
same time medium- and long-term objectives have to
considered. Development of transport systems takes
time and postponing investment in, for example, motor-
ways would further increase the gap between central
and eastern Europe and western Europe. However,
investment in new infrastructure should be made after
thorough economic and financial analysis and taking
into consideration present and future financial capabil-
ities of the countries involved.

In this connection, the question of appropriate stan-
dards has to be discussed. Usually, the full harmoni-
sation of standards is declared as number one objective.
This does take into account that in the foreseeable
future the economic situation in CEE countries will not
allow this objective to be met. Great effort has to be
made to select appropriate standards at various stages of
development.

Proper maintenance, modemnisation and development of
transport systems require vast financial resources.
Mobilisation of these resources and their optimum
allocation are of crucial importance. New financing
instruments are urgently needed. Tools, concessions and
tariffs policy should be used to recover at least part of
the construction and maintenance costs and private
financing may be the only practical option for some
projects, such as motorways development.

NOTES

1. For example, urban population in Poland has grown from 34 per cent in 1946 to 62 per cent in 1991.

2, In Poland, the volume of transport per unit of GDP was equal to 1.52 tkm/1USD, in comparison to approximately 0.3

in western European countries.

3. Only 9 per cent of the network is equipped with a modern centralised traffic control system.
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10.

11.

12.

13.

14.

15.

16.
17.

18.

In 1990, the average commercial speed of passenger trains was equal to 44.9 kph and freight trains 23.9 kph.

In 1992 in Poland, over 160 passenger cars per one thousand inhabitants. However, if related to GDP per capita,
motorisation rates are much higher than in more developed countries.

For example, in Warsaw in 1992, there were more than 300 passenger vehicles per one thousand inhabitants.

In Poland, in the first 9 months of 1992, industrial production increased by 1.2 per cent and construction production
by 1.4 per cent. If grey economy product is added, these numbers would be much higher. The share of employment
in the private sector increased from 52.7 per cent on 30 September 1991 to 57.7 per cent on 30 September 1992,

Suchorzewski W. Summary of selected forecasts relating to international passenger and freight traffic to/ffrom and
through Poland. Prepared for JICA. November 1991.

For example, the programme presented by the new Polish Government in October 1992, reckons the GNP in Poland
will double by the year 2000.

Study on Motorway and Expressway Network. Prepared for the General Directorate of Public Roads. Warsaw
University of Technology. May 1991.

Szczecin, 16 - 18 March 1992. The following countries participated: Belarus, the former Czech and Slovak Federal
Republic, Denmark, Estonia, Finland, Germany, Latvia, Lithuania, Norway, Poland, Russia, Sweden, the Netherlands
(observer); representatives of EC, ECE-UN, ECMT, Nordic Council of Ministers, IMO, INMARSAT, UNDP, World
Bank, EBRD, IRF, UIC and other organisations were present.

Extension of the TEM on the northem coast of the Baltic Sea (Karlskrone - Stockholm and Oslo).

Basiewicz T., Golaszewski A., Kopcinski E. Conception d’un reseau de transports eurasiatique. Rail International,
No.5, 1992.

Motorways: 40-60 billion; rehabilitation of existing roads: 14 billion; upgrading of conventional railways: 30-40 billion
USD (not including the costs of new high-speed railways which are proposed in some programmes). Source:
International Transport in Europe; An Analysis of Major Traffic Flows in Corridors. United Nations, New York 1992.

Timar A., New Motorways by New Means Connecting Eastern Europe to the West. Paper presented at the 6th World
Conference on Transport Research. Lyon, 29 June - 3 July 1992,

For example, Conclusions of the Presidency approved at Edinburgh on 12 December 1992.
Rail, road and air traffic control systems, adjusting ports to new demand, new higher standard rolling stock, etc.

Streamlining management and operation, development of human resources, etc.
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PLANNING OF COMMUNICATION NETWORKS IN CENTRAL EUROPE IN THE NEW POLITICAL
AND ECONOMIC CONTEXT: PROBLEMS OF INFRASTRUCTURE-PLANNING IN CENTRAL
EUROPE WITHIN THE EUROPEAN TRANSPORT NETWORKS

The Romanian contribution to the development of the Rhine-Main-Danube transport link

Mr Mihai Serban NADEJDE
Architect/Town planner
"Urbanproject” Institute
Bucharest, Romania

1. TRENDS IN TRANSPORT DEVELOPMENT -
IN EUROPE

In the early 1970s much importance was attached to
forecasts of a gradual decline in movements of people,
as telecommunications technology became increasingly
advanced. It was predicted that by the end of the
century most of the labour force would be working at
home.

Today, the discrepancy between the predictions and
reality serve as a reminder to exercise caution when we
make forecasts. I shall therefore tread carefully in this
report.

In the last few decades the Europe of the Twelve has
seen a spectacular increase in mobility. To curious
onlookers like myself who have travelled little, initial
contacts with "western" localities reveal two striking and
contradictory features:

- the quality of the sites and monuments of historical
and traditional interest, which have been so well pre-
served;

- the great concentration, and at times congestion, of
road traffic, particularly in some magnificent areas
which are the very ones being conserved with so much
care and effort.

In the last few years movements of people have doubled
in both quantity and distance in countries like the
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United Kingdom, leading to the conclusion that even the
development of transport infrastructure can sometimes
lead to an increase in the number of journeys made and
the distances travelled.

However, within the European Community, there are
shortcomings in the international long-distance road
system, 20% of which does yet not comply with motor-
way standards, as well as in the rail network, on which
20% of interregional passenger trains run at speeds of
less than 70 km/h.

In this context, it is worth noting the concern that exists
in countries such as the United Kingdom, the Nether-
lands and Denmark (I apologise for the limited amount
of information I have), where policies to modernise
transport are subordinate to sustainable development.
Finding ways of limiting pollution, particularly in places
of historical and tourist interest, without affecting the
efficiency of the road transport system, is an objective
of travel and transport policies aimed at sustainable
development.

I believe that the Dutch Government’s policies to
promote goods transport by rail or waterway can serve
as an example, as can all the measures taken by the
Department of the Environment in the United Kingdom
and probably by other governments in Community
countries.

To move on from the European Community countries to
Europe as a whole, we can see that profound economic



and political changes are now taking place, sometimes
at great speed and other times more slowly. At the root
of them are certain major events of the last few years:

- the dissolution of Comecon (Council for Mutual
Economic Assistance) of the Communist and Warsaw
Pact countries;

- the break-up of the Soviet Union and the emergence
of regional interests bringing together member countries
of the former Union;

- the acceleration of integration within the European
Community;

- and the violent disintegration of Yugoslavia.

This is making the definition of an overall European
transport policy particularly difficult.

However, this does not mean that such a policy will not
exist in the near future and that it should not be pre-
pared in advance.

Transport infrastructure is a fundamental prerequisite to
the proper movement of goods and people, an essential
feature of a market economy, - a system which is now
universally accepted in Europe and which implies great
mobility and accessibility.

Devising coherent strategies for integrated transport
development at European level is one of the major tasks
facing central and eastern European countries today, and
one that can be performed only by joint effort.

2. THE RECENT IMPACT OF MOVEMENTS OF
PEOPLE AND GOODS ON THE TERRITORY OF
ROMANIA

If we look at a map of Europe we can see that
Strasbourg is nearer as the crow flies to Bucharest than
to Lisbon, Athens or Istanbul, and yet Romania is still
perceived as a distant and vaguely defined country by
the majority of the Community’s population.

The traditional belief of the last few decades that
Romania was among those countries that one left and
entered with great difficulty has not changed since
1989, at least not among those people who have tried to
do so by car. The borders have been flooded in both
directions by movements of people and goods never
witnessed in Romania.

Indeed, at all the border posts, the number of people
and types of transport that passed through in 1990 and
1991 was roughly 6 times greater than in 1989. The
shortage of road border posts and the fact that those that

existed were ill-equipped and operaied very strict
customs controls meant an average waiting time to leave
or enter the country of 10-12 hours and in some cases
more than 24 hours,

To remedy this situation, pursuant to a government
decision in May 1992 to improve the activity of border
posts, modernisation work began on 18 border posts;
work on five of them was completed in 1992 (4 at the
border with Hungary: Petea, Bors, Varsand and Nadlac;
and one on the border with Bulgaria: Giurgiu); the
remainder of the work will be completed by the end of
1993,

In addition, in October 1992, two new border posts
were opened, one in the west, on the Hungarian border
(Cenad) and the other in the south, on the border with
Bulgaria (Bechet-Orechovo). There are also priority
proposals for two more new posts on the Hungarian
border (Salonta-Mehkerek and Turnu-Battonya) and one
more on the Bulgarian border (Oltenita).

All these decisions reflect the predominance of links in
the west and south, although relations with the Republic
of Moldavia have made great advances. The decades
during which the frontier areas were subjected to a
policy, encouraged in Western Europe, that was contrary
to that of integration have left deep scars. With few
exceptions, the frontier areas became zones on the
fringes of development, areas of immobility where
movement was discouraged. For these reasons, in 1992
we launched long-overdue spatial development projects
for these areas, one of the main aims of which is to
study transport infrastructure.

During this development phase when action must be
taken promptly, the main proposals, measures and
actions have concentrated on the areas under the
greatest pressure:

- the border with Hungary which, according to a
survey of the volume of international passenger and
goods traffic passing through Romania’s road border
posts, handles 60% of the total traffic;

- the border with Bulgaria, to relicve the pressure on
the overloaded Giurgiu post.

However, it is clear that these attempts to improve the
situation, which are absolutely essential and reflect
Romania’s economic and organisational potential today,
must receive considerable international backing and
must be part of an overall approach which is capable of
generating action policies.

Romania’s geographical location, the proximity of the
Black Sea and the presence of a stretch of the Danube
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more than 1,000 km long gives it great potential for the
development of international transport.

3. SOME CHARACTERISTICS OF ROMANIA’S
PRINCIPAL TRANSPORT INFRASTRUCTURES

For more than forty years, transport policy in Romania
was strictly subordinated to the general so-called
socialist principles of development.

The existing system of transport links was extensively
influenced by excessive growth in some branches of
industry, and the population’s mobility needs were not,
in general, taken into consideration.

Below are some significant facts and figures concerning
the main transport infrastructures:

a. Road infrastructure
While the roads provide reasonable access to places,

they do not come up to the international quality stan-
dards demanded by the growing traffic.

Total length | Modernisation
(km) (%)
All roads 72,816 23.2
Trunk roads
(inc. motorways) 14,683 87.1
Motorways 113 100.0

The road density of about 306 km/1,000 sq km is
low by European standards;

More than 72% of all trunk roads have exceeded
their normal span of operation and roughly 5000 km are
in a poor state of repair;

Although the country’s vehicle stock is relatively
modest (90 vehicles/1,000 inhabitants and 51 cars/1,000
inhabitants), the poor state of road infrastructure means
that traffic speed is too low.

b. Rail infrastructure

Although quantitatively rail transport in Romania is very
intensive in terms of the number of kilometres of
railway, qualitatively performances are below inter-
nationally-accepted technical standards.
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T —
Length { % of
(km) total
All railway 11,348 100
lines, inc:
Electric lines 3,749 33

The density of roughly 48 km/1,000 sq km is
similar to that of other European countries;

- The proportion of electric lines places Romania
among the countries at the bottom of the list;

- Transport speed is very slow (goods transport from
door to door is roughly 2 km/h; passenger trains do not
exceed 100-120 km/h).

¢. Air transport infrastructure

The 15 domestic routes and 47 international routes are
handled by 17 airports, 4 of which are used for foreign
flights.

Of these four airports, only Bucharest-Otopeni has a
permanent international role even though it does not
have adequate services. For the present, the other
airports only operate during the summer (Constanta) or
from time to time (Timisoara and Oradea).

d. Waterways

In the country’s principal sea port, Constanta, most of
the construction dates from the last 30 years and is
technically satisfactory.

The technical equipment and part of the port infrastruc-
ture (warehouses and storage platforms, access roads
and so on) are generally old and badly maintained.

Where rivers are concerned, the hydrotechnical systems
built on the Danube and the construction of the
Danube-Black Sea Canal have made for a safe and
direct link between the North Sea and the Black Sea,
via the Rhine-Main-Danube canal.

Romania has 35 ports with a total capacity of about
140,000 tonnes/year (3 sea ports, 6 sea-river ports and
26 river ports). 30-40% of the port installations are
more than 15 years old. However, vessels are equipped
with facilities complying with international standards,
although their reliability and level of maintenance are
less than satisfactory.




1t should be mentioned that in recent years goods traffic
has been below the ports’ operating capacity (capacity
used: Constanta - 20%; Galati - 32%; Braila - 24%; and
Tulcea - 17%).

The development and current level of transport in
Romania, compared with the situation in other countries,
is a reflection of the inadequate conditions in which the
infrastructure and facilities have been built, maintained
and operated.

4. PROPOSALS FOR A NATIONAL POLICY
FOR THE DEVELOPMENT OF TRANSPORT
INFRASTRUCTURE

In 1992 the Ministry of Transport co-ordinated the
preparation of a strategic plan to restructure and develop
transport in Romania. The short-term objective of this
plan was to halt the deterioration in technical facilities
and operation methods, and to preserve the operating
capacity of all the types of transport. The long-term
aims were to meet market demands (speed, comfort,
safety and flexibility) and integrate Romanian transport
technically and economically into the European trans-
port system.

For these objectives to become reality, the following are
essential:

a. appropriate legislation;
b. the principal financial resources required;
c. the intensive use of scientific potential.

The planned scenario for achieving these objectives,
which was much too optimistic, consisted of three
phases at the end of which (in the year 2005) the
Romanian system would have been integrated economi-
cally and technically into the European transport system,
through the modernisation and development of the
transport infrastructures, installations and different
modes of transport.

As the appropriate legislative conditions and financial
resources were lacking, this somewhat unrealistic
scenario was reconsidered.

It should be noted nevertheless that in 1992 the Parlia-
ment passed the Act concemning customs-free zones, an
important act for the growth of international exchanges
and the introduction of new technologies.

Of the financial resources needed for the above scen-
ario, 70% was carmarked for the rehabilitation and
modernisation of infrastructure, a sine qua non of the
Romanian economy’s integration into the European
system.
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Clearly, in the field of spatial planning, which includes
transport infrastructure, the biggest responsibilities lie
with the state. In recent years there have been changes
and experimentation at government level in an effort to
organise and clarify the strategic objectives and tactics
to adopt.

In the context of such major development, in addition to
the legal framework and human, financial and technical
resources, there is also a need for large-scale participa-
tion by those with responsibilities and interests in the
field, as well as good co-ordination between institutions.
In this area there is still a lot to be done if spatial
planning is to ensure co-ordination between sectorial
policies and a global approach to the situation.

It seems that in the new government’s strategy, a special
place will be given to spatial planning, and transport
infrastructure development programmes will command
high priority.

Thus the proposals made by the Ministty of Transport
have been rescheduled and a first phase has been
outlined with the aim of achieving the following by
1995:

motorways - about 570 km;

dual carriageways - about 200 km;

rehabilitation of trunk roads - about 820 km;

in 1993, creation of a custom-free zone in the port
of Constanta;

completion of canals and the access zone for vessels
1o the Danube-Black Sea canal;

new railway lines - about 65 km;

modernisation of railways;

modernisation of airports; priority for 1993:
Bucharest-Otopeni airport.

Also designated as urgent is the environmental protec-
tion and ecological reconstruction of the Black Sea
coastline and the Danube delta reserve.

The present government, in office since November
1992, will have to state its position very soon on tactics
to be adopted, initially, in the field of transport, and
make proposals for solving the major problem of
funding for these activities.

However, long-term strategic objectives in the transport
field should be defined only after a thorough analysis -
with sustainable development in mind - of economic,
social and environmental needs.

These needs will have a decisive influence on policies,
which might otherwise have a single purpose and ignore
the impact of transport infrastructure development on
the territory.




In this respect, I think it is highly desirable that
Romania collaborate with central European countries, in
particular, in the field of spatial planning. Such collab-
oration would be very fruitful in the case of concrete
projects.

§. TRANSPORT ON THE DANUBE -
A CHALLENGE FOR EUROPE

European transport strategies will have to take account
of the objectives of sustainable development, and
consideration will undoubtedly be given to promoting
movement by rail and waterway.

The Danube, Europe’s second longest river, is "lucky”
enough, unlike the longest, to rise in the west and will
have a very important role to play.

Of the eight countries through which the Danube passes,
Romania has the best access to this navigation route,
with 1,075 km of the total 2,857 km.

After being sailed by Roman, Byzantine, Genoan and
Turkish vessels, the Danube was designated an "interna-
tional river” in 1856 and Romania, which benefited
from part of its middle course (1,075-931 km) and all of
its lower course (931-0 km - Turnu-Severin-Sulina),
occupied a very prominent position in the European
Commission of the Danube. The Romanian principalities
and then Romania itself regulated the Sulina branch and
dredged the Braila-Sulina portion, thereby obtaining for
the first time a depth of 7.20 m on the maritime section
of the Danube. Since the conclusion of the Belgrade
agreement in 1948, navigation between Regensburg and
Sulina has continued to flourish, and between 1971 and
1987 traffic in the Romanian sector more or less tripled,
till 50 million t.f/year were carried, following the
introduction of the Portile de Fier hydro-energy and
navigation system.

The construction of the Danube-Black Sea canal, which
port of Constanta, has been a major factor in promoting
navigation on the Danube.

The completion in September 1992 of the North Sea-
Black Sea link, along the Rhine-Main-Danube route,
could be the starting point for a major European move-
ment and transport axis, between Rotterdam, Constanta
and Istanbul, virtually half the length of the route via
the Atlantic and the Mediterranean. The importance of
this navigation link has been further enhanced by the
contribution it can make to speeding up integration of
the various social and economic structures in western,
central and eastern Europe, in conditions conducive to
sustainable development.
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1 do not wish to dwell any more on the various advan-
tages for Europe of efficient use of this transport route,
as they are generally known.

In the following chapter, I should like to mention some
aspects of the potential, as well as the problems, of
Romania’s Danube zone.

6. SPATIAL PLANNING PROBLEMS IN THE
ROMANIAN DANUBE ZONE

a. Natural potential and environmental conservation

The Romanian Danube zone has a surface area of
roughly 38,000 sq km and covers the entire southern
part of the country, from west to east.

The principal resource of the zone, which covers 80%
of the total surface area, is arable land which,
incidentally, is the best in the country.

Underground resources are also very rich and varied
(coal, oil, gas, polymetallic and non-metallic minerals,
limestone, sandstone and so on).

Sites of particular tourist value are concentrated at either
end of the zone: in the west, the spectacular Danube
gorge at Portile de Fier, between the Carpathians and
the Balkans, and in the east, the Danube delta recently
designated a biosphere reserve.,

In addition to these two sub-zones of major importance,
there are a host of other sites along the length of the
Danube with potential tourist value because of their
landscape, their thermal waters or the Black Sea coast-
line,

Unfortunately, air, soil and water pollution have
worsened unrelentingly in recent years.

As far as the watercourses are concemed, although the
Danube is in the second quality category, many of its
tributaries, such as the Jiu and the Olt, are in the third
quality category, while others (Arges and Ialomita) are
in a state of complete degradation.

Similarly, areas with exceptional ecological and tourist
potential, such as the Black Sea coast and the Danube
delta, are prey to the effects of pollution, which has
produced a number of grave ecological modifications.

There is a need for urgent measures, both legislative -
the passing of the Act on environmental quality and the
delimitation and designation of protected areas - and
operational - at this stage, work must be done to



improve the ecological conditions in the Danube delta
and on the Black Sea coast.

b. Demographic potential and localities

The population of the Danube zone is approximately
5,600,000, about one quarter of Romania’s total popula-
tion.

70% live in towns, most of them in three major conur-
bations:

- Bucharest and its immediate vicinity: roughly
2,100,000 people in the centre of the Danube zone;

- PFetesti - Cemavoda - Constanta: about 530,000
people, in the eastern part of the zone;

- Galati - Braila: about 600,000 inhabitants, in the
north-eastern part of the zone.

It should be said that the demographic potential is, in
general, very good, with the working population accoun-
ting for about 55% of the total. However, in late 1992,
the total number of unemployed stood at more than
260,000 with strong prospects of rising further.

In the Danube zone, in addition to Bucharest there are
two other towns with more than 300,000 inhabitants,
two with more than 100,000 and four with more than
50,000, which together with 35 small towns and 1,168
villages form a relatively balanced network of localities.

The concentration of more than 34% of employment in
industry has led to the underdevelopment of sectors,
such as transport and telecommunication, which could
have made a significant contribution to the balanced
development of all the zones and localities.

The development of traffic on the Danube, and of port
activities, would make use of existing potential and at
the same time stimulate the general growth of the zone.
At present, with the exception of the ports of Constanta,
Galati and Calarasi, the ports are in need in moder-
nisation, new destinations, improved access and so forth.

A lot of hope has been invested in the creation of the
customs-free zones, planned for the major ports of
Galati, Braila and Giurgiu, and along the Danube-Black
Sea canal.

To relieve traffic at the heavily-congested Giurgiu
border post, improvements and special facilities are
needed at the ports of Oltenita, Zimnicea, Tumu-
Magarele, Corabia and Bechet to encourage traffic to
cross there.
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Similarly it is necessary to study the relationship of
localities with water and port zones, the impact of a free
zone on the territory and, of course, the provision of all
the infrastructure necessary, with rapid road and rail
links taking priority.

It is clear that the spectacular growth of traffic on the
Danube and of transport infrastructure in the zone can
bring significant advantages and, eventually, upgrade
local and regional life. Conversely, it can also exacer-
bate environmental pollution and eat up agricultural
land.

Since this problem is part of the broader issue of
sustainable development, it is essential to make environ-
mental impact studies and, subsequently, to identify, as
a priority, town-planning regulations for each zone. In
any event, the image of the Romanian coastline can be
modified only with the contribution of local authorities
and with substantial backing from govermnment policies.

¢. Infrastructure in the Danube zone

The road and rail networks in the zone are in a precari-
ous situation, as far as both structure and viability are
concerned.

To resolve this situation, what is needed is: investment
to complete the Bucharest-Constanta motorway and its
extension towards Timisoara and the western border;
modernisation of trunk roads; improvements to dual
carriageways; bypasses for major urban centres; new
sections, a second track and electrification in the case of
some railway lines; rapid links with the ports; new free
zones and so on. Moreover, to facilitate transfrontier
relations, new bridges should be built across the
Danube.

Most of these proposals are already contained in spatial
planning projects for the Danube zone.

The development of navigation on the Danube demands,
first and foremost, the eradication of the critical points
in the Portile de Fier-Braila sector, which could be
achieved by installing hydroelectric energy and naviga-
tion facilities (Turnu-Magarele-Nikopol, Calarasi-
Silistea, Dinogetia-Macin) or simply by improvements
to the navigation channel to allow the permanent
navigation of barges up to 3,000 t.f.

It will also be necessary to carry out rational plantation
work in the river basins of the Danube’s main tribu-
taries (Jiu, Olt, Arges, Ialomita, Siret, Prut) to reduce
the solid deposits flowing into the river.

The extension of Romania’s waterway network, with the
completion of the unfinished portions, namely Bega-




Tisa, Olt (Slatina-Danube), Arges (Bucharest-Danube),
together with the reactivation of navigation on the Prut,
will make waterway transport more efficient.

Clearly, such complex and large-scale work, even if it
is programmed over a ten-year period, is not feasible
without European technical and financial co-operation.

I should simply like to say that to achieve normal
development of transport infrastructure in the zone, it is
essential to promote similar development in the energy
and telecommunications fields, which are also in a
relatively critical state.

7. POSSIBLE ROMANIAN POLICIES FOR
COHERENT DEVELOPMENT OF THE MAJOR
RHINE-MAIN-DANUBE LINK

On the basis of the analysis made, we have tried to
indicate some features of the natural, human and
technical potential that can be taken into consideration
when specific structures are set up, so that the Danube
zone can be integrated into European structures.

From an economic standpoint, this part of Romania
enjoys certain material and technical conditions and
employment resources which, once modernised and
rendered efficient, could help it to adjust rapidly to the
European Community economic system.

The main problems concern the security of certain
initial structures for meeting the needs that will arise
following the integration resulting from the direct
maritime link between the Black Sea and the North sea.

I believe that Romania’s spatial planning policies, which
will be able to achieve their aims if they are properly
implemented, should have three dimensions:

a. an overall dimension, covering the entire Danube
zone and requiring permanent transfrontier monitoring;

b. a sub-zonal dimension, for parts of the territory
demanding specific policies and complex development;

¢. a local dimension, which is crucial since it is the
city and town councils which take decisions on land use
and local management.

To illustrate this more clearly with an example, the
zones sitnated at the extremities, between the point
where the Danube enters Romania and Portile de Fier II,
and the Danube delta could benefit from development
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that is subordinated to policies to protect their outstand-
ing environment. I think it would even be possible to
reduce river traffic through the delta to improve conser-
vation conditions, while developing transport in the
Danube-Black Sea canal region.

Special policies are also necessary in the sub-zones of
Portile de Fier II, Calarasi and Constanta, big farming
areas where efforts must be made to modernise methods
and create "reception structures” for internal and foreign
business.

The biggest risk now hanging over an area like the
Danube zone is that of chaotic development as a
reaction to the failure of decades of central planning,

To achieve an global design that can be proposed to
local communities, I believe that the following measures
must be implemented urgently:

- enhance knowledge among the Danube countries of
spatial planning in the Danube zone in other countries
so that they can co-ordinate studies and policies and
possibly conduct joint studies on the impact on the
territory of certain transfrontier infrastructure systems;

outline a regional programme to conbine river
transport with rail and road transport so that the water-
ways handle a growing proportion of goods transport in
the Danube basin;

arrange regular exchanges between countries in
connection with administrative organisation and local
finances, to strengthen local autonomy;

seek international funding to modernise and expand
transport infrastructure and ports, and develop free
zones in the Danube territory;

- devise projects for spatial planning, identifying,
cataloguing and preserving all the zones of special
ecological and landscape value, as well as those of
archaeological, historic, architectural and environmental
interest;

- create a large monitoring and programme network
to upgrade air, soil and water quality in the countries
through which the Rhine-Main-Danube link passes.

I believe that permanent co-ordination at Council of
Europe level would do a great deal to ensure that these
measures to bring about coherent development along
this major European route are successful. Such action
would have symbolic value for the cohesion of our
continent.
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L INTRODUCTION - TRANSBORDER
POLLUTION PROBLEMS

Transborder pollution problems are universal as they are
found in all regions and all parts of the world. When we
speak about transborder pollution, it is normally linked
to a medium, either water or air. Familiar examples of
transborder pollution are riverine pollution, eg the
Danube or the Rhine. The Danube might be an example
of increasing pollution problems or increased knowledge
of pollution, while the Rhine may serve as an example
of a well-documented problem where the countries
involved have come together to solve the problem and
where it can be shown that water quality improves when
measures are taken. Still, it will probably be a long time
before these known problems are solved.

Other examples of transborder pollution are found in the
marine environment. The North Sea may serve as one
example. Riverine inputs or direct discharges from
industry, municipal sewage treatment plants and runoff
from agricultural areas end up in the marine environ-
ment. The main pollution problems linked to these
examples are eutrophication caused by nutrients from
sewage, agriculture and industry and perhaps more
severe problems linked to heavy metals and organic
multipollutants that may be toxic to aquatic organisms
or they can accumulate in the food chain. These pollu-
tants may be transported via coastal and open sea
currents to other regions, leading to adverse effects
which reduce the value of the environment for fisheries
or recreational purposes in areas remote from the
sources.
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The last example may serve as an introduction to the
topic for this lecture, which is transborder air pollution.
One of the best known examples (and the most "demo-
cratic" type) of transborder pollution problems is the
Tchemobyl accident in 1986. This lecture will however
concentrate on more traditional air pollution problems.

II. TRANSBOUNDARY AIR POLLUTION
PROBLEMS

1. Compounds, sources and problems

This report will concentrate on the pollution problem
that is normally called "long-range transboundary air
pollution”. The problem is linked to and caused by
different compounds which are pollutants originating
from anthropogenic emissions from normal activities.
These pollutants are, when emitted into the atmosphere,
transported over considerable distances. While particles
will fall down close to the source of emission, the
gaseous compounds will, within the space of a few (one
to five) days, be transported over distances ranging from
100 to 1 000 km. In the air, parts of the components
will undergo chemical transformations, normally oxida-
tion. Finally, the pollutants will be deposited, either as
gases or particles as dry deposition, or they will be
absorbed by clouds and fall out as wet deposition with
the rain. The compounds can also be removed from the
atmosphere by fog, droplets and aerosols in what is
called occult deposition.

The first example of transboundary air pollutant -
radioactivity (from Tchernobyl) - occurred as a result of




an accident. Such accidents are severe and the conse-
quences perhaps worse than ordinary pollution, as they
have to be handled differently than "normal” pollution
problems, and will not be a topic for this report, The
reason for using the Tchernobyl accident as an example
is that it demonstrates well how pollutants transported
by air may fall out and affect areas far from the
emission source.

A lot of different pollutants are emitted in the atmos-
phere. The most important groups of compounds are
sulphur (S), nitrogen (N), photochemical oxidants, toxic
heavy metals and persistent organic carbon. Some of
these pollutants are primary pollutants which are emitted
directly in the atmosphere. Others are secondary pollu-
tants which occur as a result of chemical reactions and
transition of primary pollutants in the environment. One
of the most important secondary pollutants in the
context of transboundary air pollution is ozone (O,)

All these pollutants are subject to national measures and
international negotiations with the aim of protecting the
environment. Environmental toxics like heavy metals
and POCs are subject to a 90% reduction in atmospheric
emissions and direct discharges in the marine environ-
ment through the North Sea Declaration.

In the following, the main emphasis will be on pollu-
tants regulated by the Convention on Long-Range
Transboundary Air Pollution (the LRTAP Convention).
These pollutants are sulphur, nitrogen oxides and VOCs.
Activities regarding heavy metals and POCs are also
ongoing, but there are as yet no protocols which regu-
late emissions in the atmosphere of these pollutants
(except the North Sea Declaration).

Sulphur

The main sources of sulphur emission are the use of
fossil fuels (coal, oil and gas) in stationary sources
(power plants, household heating and industrial pro-
cesses) and mobile sources (cars, ships, aircrafts, etc).
Natural emissions (eg volcanoes and biological pro-
cesses) contribute relatively little to the total sulphur
emissions, only approximately 5-10%. By combustion,
sulphur is emitted as SO,. In the atmosphere SO, is
gradually transformed into SO, which is absorbed in
water and gives sulphuric acid. The sulphur compounds

Emissions of sulphur in Europe have increased slowly
from the beginning of this century from approximately
8 million metric tons yearly until around 1950 when
emissions were about 12 million metric tons. After
1950, the emissions increased rapidly and they were
almost doubled in 1980.

The total amount of SO, emissions in Europe was
approximately 27.5 million tons (as S!) in 1980 and in
1991 they were at a level of approximately 20.3 million
tons, which is a reduction in the sulphur emissions of
about 25% since 1980. The countries which in 1985
undertook emission reduction of 30% reached this goal
in 1990.

The largest emissions of SO, come from the former
USSR, Germany (figures for the former Democratic
Republic and the Federal Republic are combined), the
United Kingdom and Poland.

This is also partly reflected when we look at the map of
concentrations of SO, in Europe. By far, the highest
concentrations are found in central Europe. The reason
for a slight deviation between the emission map and the
concenfrations map is due to weather conditions, with
the wind that more rapidly removes SO, from western
Europe than in central Europe. The total deposition of
SO, in Europe was 17.0 million tons (as S) in 1985 and
15.4 million tons in 1991. The deposition, reflected by
the emission pattern, is also highest in central Europe.

Nitrogen

The main source of nitrogen emissions is the use of
fossil fuels in motor vehicles which account for approxi-
mately 50% in power plants and industrial processes.
Nitrogen is emitted as NO which is oxidized to NO,. In
addition there are natural sources of N,O (bacterial
activity). The common denomination for NO and NO,
is NO,. Nitrogen is also found as HNO, (nitric acid) as
a gas or as NO, particles. NO, may contribute to
acidification. These compounds are also important in the
formation of photochemical oxidants. Furthermore,
nitrogen serves as an important nutrient in terrestrial and
marine ecosystems. As such deposition of nitrogen may
have positive effects, in particular in terrestrial ecosys-
tems, but in excess it can cause diverse effects like
eutrophication in the marine and terrestrial environ-
ments,

Nitrogen oxides show an increase of about 5% in
emissions, from 21.8 million tons (21.780.000 tons as
NQ,) in 1980 to 22.9 million tons (22.875.000 tons as
NO,) in 1991. The figures for emissions of ammonia are
more uncertain, but they seem to be fairly constant over
the years, at an amount of approximately 8.900 million
tons (as HN,).

The highest emissions of NO, are, like for sulphur,
found in central Europe. The highest levels of NO, in
ambient air are found in westem Europe. This can be
explained by the exhaust fumes from cars which are
emitted at ground level and therefore not equally well
mixed and transported like SO,.
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Ammonia (NH,) is emitted mainly from agricultural
areas where manure and industrial fertilizer are the
sources. Arnmonia is neutral in the air, but it may cause
acidification in soils and the aquatic environment after
being oxidized.

Photochemical oxidants

These are often secondary pollutants formed by chemi-
cal reactions under the influence of sunlight. The most
important pollutants which form photochemical oxidants
are volatile organic hydrocarbons (VOCs) and NO,.
VOCs (also called non-methane hydrocarbons, NMHCs)
include many different chemical compounds, often with
different properties. Some of these compounds have a
negative effect on vegetation, materials and human
health. The VOCs often originate from industrial
processes, use of organic solvents and from oil and gas
industry (loading and handling of oil, petrol, etc). The
most important photochemical oxidants are tropospheric
ozone (O,) and peroxyacetylnitrate (PAN). Ozone is
suspected to have negative effects on vegetation,
materials and human health. The background level of
tropospheric ozone in Europe has doubled during the
last 100 years,

Heavy metals

The most important heavy metals related to transbound-
ary air pollution are cadmium (Cd), mercury (Hg) and
lead (Pb). Most of the heavy metals originate mainly
from industrial processes while the main sources of lead
is emissions from cars using lead petrol. Cadmium and
mercury can be related to effects on health, Heavy
metals also accumulate in the food chain. In areas with
high inputs of long-range transported air pollutants, high
concentrations of cadmium have been found in the liver
of moose, reindeer and sheep.

Mosses have proven to be well suited for studies of
deposition of heavy metals since they do not have any
root system and take all their nutrition from the atmos-
phere. The Nordic survey on concentrations of heavy
metals in mosses reflected a spatial pattern similar to
the deposition pattern for sulphur and nitrogen. This
survey also showed that the levels of lead have
decreased during the last decade as a result of more cars
using unleaded instead of leaded petrol.

Persistent organic carbons

POCs originate from industrial processes. Some (like
PAH - polyaromatic hydrocarbons) are also formed
naturally, from forest fires, etc. A lot of the persistent
chlorinated organic compounds are suspected to have
toxic effects on living organisms. They are often very
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persistent which means that they are not readily
degraded in the environment, and they may lead to
changes in ecosystem functions in the long term. They
also accumulate in the food chain and in humans.
Among these organic compounds are pesticides (lindane,
DDT, toxaphene, dieldrin and chlordane), industrial
chemicals like PCBs (polychlorinated biphenyls),
chiorinated alkanes and ethylenes and unwanted by-
products from industrial processes such as dioxins. An
example of the problem is the accumulation of organic
micropollutants such as PCBs and others that are found
in high concentrations in seal blubber and in the fat of
polar bears. Some POCs are suspected of being carcino-
genic and clastogenic, and may affect reproduction in
animals.

2. Effects of acidification

The term "acid rain” has been known for more than 100
years, as it was introduced by a British chemist in 1872.
From the beginning of this century it has been known
that acid rain could cause fish kills. Further research
results confirmed the hypothesis of acidification and
effects on fish stocks during the 1960s and the 1970s.

A lot of research has been carried out to establish the
links between emissions and effects. To mention some,
the NAPAP studies (National Acid Precipitation Assess-
ment Programme) is an extensive programme that has
been running for about a decade in the USA. A similar
monitoring and research programme has been carried
out in Canada. In Europe, the Norwegian SNSF Pro-
gramme (Acid Precipitation - Effects on Forests and
Fish), the Dutch Priority Programme and the British-
Scandinavian SWAP Programme (Surface Water Acidi-
fication Programme) can be mentioned. A lot of other
national and international monitoring and research
programmes have also been carried out or are still
ongoing.

Among these programmes, the Surface Water Acidifica-
tion Programme (SWAP) has found evidence for
increased acidification at the same time as the increase
in the use of fossil fuels took place. By studying lake
sediments, it was found that changes in diatom societies
occurred simultaneously with the increased emissions in
the UK, indicating that the lakes were acidified. Studies
of particles from lake sediment cores show a similar
pattern, with more particles identified as a result of coal
burning at the time when the biological changes took
place.

Direct effects
Direct effects of SO, affect vegetation, leading to

reduced growth and cause damage to leaves and needles
or to forest die back as observed in parts of central




Europe. More important direct effects of SO, may be

related to health problems such as the reduction of
pulmonary functions, allergenic or asthma reactions,
bronchitis and even increased mortality. Exposure of

SO, to materials also leads to corrosion. In the USA the

impact of SO, (and other gaseous compounds) on
visibility has been stated as a major problem.

Effects on health may also be attributed to direct
exposure of NO,. The effects can, as for SO,, be
allergenic and lead to the deterioration of pulmonary
functions. Direct effects of NO, at the levels measured
in Europe are, however, not observed, but NO, may
cause effects together with other pollutants like SO, and
ozone.

Ozone is an oxidant which may also lead to adverse
effects on human health, vegetation and materials. The
effects of ozone on health are for example inflammatory
reactions, effects on pulmonary functions etc. A lot of
plant species, especially some crops, broad-leaved trees
and conifers are sensitive to exposure of ozone. Ozone
may lead to reduced growth and direct damage to the
leaves and needles of the plants.

Indirect efTects

Acidification is mainly caused by sulphur, but nitrogen
may contribute in areas where "nitrogen saturation”
occurs. This is normally in areas with little vegetation
and a higher deposition of nitrogen than the plants are
able to utilise. As such, nitrogen may become a mobile
anion of a strong acid-like sulphate, leading to soil and
water acidification.

The best documented effects of acidification are given
for surface waters. Extensive lake surveys have been
performed in North America, Finland, Sweden and
Norway. These surveys all show that many lakes are
severely acidified. Surface water acidification is also
well documented in other countries. In 1986 a regional
investigation of surface water acidification in the ECE
region was carried out. A less sophisticated survey of
the areas sensitive to surface water acidification was
conducted in 1989 by the Norwegian Institute for Water
Research (NIVA), as a part of the work under the ICP-
waters. The best documented damage caused by water
acidification is the effects on fish populations. Field
observations and research results exist from several
countries suffering from high atmospheric inputs of
sulphur, confirming the first observations and hypothesis
that acid rain would cause fish kills.

Similarly, surveys of soil sensitivity to acidification
have been conducted by the Stockholm Environmental
Institute at York (SEI-Y). Soil acidification is a problem
in large areas of central Europe. The most severe
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effects of soil acidification are the damaged trees and
the forest decline which is observed in countries in
Europe. It has been reported (in particular through the
ICP-forest) that forests in Europe are losing their
vitality, as observed by reduced crown density and in
discoloration (yellowing of needles). Soil acidification
is causing leaching of nutrients, mainly calcium and
magnesium, which leads to poorer nutritional conditions,
and causes damage to roots and mychorrhiza (which is
important for nutrient uptake).

Nitrogen is an important nutrient which in many areas
is leading to increased forest growth. It can, however,
lead to imbalance in nutrient uptake in trees. Inputs of
nitrogen (as a nutrient) has also led to adverse effects
on terrestrial ecosystems other than forests. It has been
documented in, for example, the Netherlands that a
change in the vegetation composition of heathlands has
occurred during the last decades. The shift is mainly
from a rich flora with high diversity towards a vegeta-
tion dominated by a low number of species or even
almost to monocultures of certain grass species. Similar
observations have been made in other parts of Europe.

Eutrophication is a problem in some marine areas,
especially in near-coastal waters in parts of the North
Sea. Atmospheric inputs of nitrogen, either direct to the
sea surface, or indirect through precipitation and runoff
via rivers contributes a major part of the anthropogenic
inputs of nitrogen.

Acidified water and soils may increase the leaching of
heavy metals from soils, thus representing a potential
health risk. The relationship between the Alzheimer
disease and aluminium is not well documented, but
there is some suspicion that aluminium may contribute
to presenility.

The effects of acid precipitation on buildings, monu-
ments and on underground structures in acidified soil
are well documented. Evidence is also put forward that
acidic preparation in cold climates more frequently lead
to sparkover on electric power lines.

Although it is difficult to estimate the costs of the
negative effects of acidification, there can be no doubt
that this problem is directly or indirectly costing the
society a large amount of money.

III. CO-OPERATION ON TRANSBOUNDARY
AIR POLLUTION PROBLEMS

1. The Convention on Long-Range Transboundary
Air Pollution (LRTAP Convention)

This Convention was the first multilateral treaty to
protect the environment against the increasing problems




such as acid rain and photochemical smog. The Conven-
tion was adopted in November 1979 in Geneva. It was
elaborated within the framework of the UNECE (UN
Economic Commission for Europe) and entered into
force in March 1983. Currently 35 Parties - including
most European countries, the European Economic
Community (EEC), USA and Canada - are members of
the Convention.

The Convention lays down general principles of interna-
tional co-operation for air pollution abatement, and the
UNECE fulfils the secretariat functions. The institutional
framework is set up at three levels:

The Executive Body, as the supreme policy-making
assembly on which all Contracting Parties are repre-
sented and which meets annually to adopt the workplan
and review its implementation. Between sessions, a
Bureau consisting of the chairman and four vice-chair-
men deals with matters requiring interim action.

Intergovernmental Working Groups, established by the
Executive Body as standing subsidiary bodies open to
all Parties and dealing with specific sectors of the
workplan. The three most relevant groups in this
connection are;

The EMEP Steering Body, which is responsible for the
air measurements and modelling programme.

The Working Group on Effects, which is responsible
for the effects programme which currently consists of
five International Co-operative Programmes (ICPs) and
the Task Force on Mapping (Critical Loads and the
Geographical Areas where They are Exceeding), and
The Working Group on Strategies, which is the
preparatory group for the renegotiations of the protocols.

Intergovernmental Task Forces established under these
subsidiary bodies, either ad hoc to produce a specific
report, or to supervise a continuing co-operative pro-
gramme. Responsibility for each task force rests with a
designated lead country. The ICPs and Task Force on
Mapping are some of these groups.

Four protocols have been adopted under the Convention,
laying down further obligations for the Parties to it:

The Protocol on Long-term Financing of the
Co-operative Programme for Monitoring and Evaluation
of the Long-range Transmission of Air Pollutants in
Europe (EMEP) was adopted in Geneva in September
1984; entry into force 28 January 1988, It comumits
Parties to mandatory annual contributions to the EMEP
budget approved by the Executive Body.
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The Protocol on the Reduction of Sulphur Emissions or
Their Transboundary Fluxes by at least 30 per cent was
adopted in Helsinki in July 1985; entry into force 2
September 1987. It commits Parties to a flat-rate cut in
total national emissions by 1993, taking 1980 levels as
the baseline.

In addition to these obligations, a number of countries
have given a declaration of intent to reduce their
emissions by more than 30%. Most of these countries
have signalled a 50% reduction.

The Protocol concerning the Control of Emissions of
Nitrogen Oxides or Their Transboundary Fluxes was
adopted in Sophia in October 1988; entry into force 14
February 1991, It commits Parties to freeze national
emissions at 1987 levels by 1994, and contains a
package of abatement measures.

In addition to these obligations, a number of countries
have given a declaration of intent to reduce their
emissions by 30% by 1998, taking 1986 levels as the
baseline,

The Protocol concerning the Control of Emissions of
Volatile Organic Compounds or Their Transboundary
Fluxes was adopted in Geneva in November 1991. It
commits Parties to reduce national emissions of VOCs
by 30% by 1999, taking 1988 levels as the baseline.
Some exceptions are made for what is called "Tropo-
spheric ozone management areas" - TOMA.

The work under the Convention
The EMEP programme has three main elements:

collection of emission data

measurement of air and precipitation quality
modelling of atmospheric dispersion, using emission
data, meteorological data and functions describing
the transformation and removal processes.

L.
2.
3

The purpose of the models is to provide concentration
and deposition profiles for major air pollutants over
Europe. Co-ordination and intercalibration of chemical
measurements are carried out at the Norwegian Institute
for Air Research in Lillestrgm. The two co-ordinating
centres for modelling activities are the Norwegian
Meteorological Institute in Oslo and the Institute for
Applied Geophysics in Moscow. The EMEP sampling
network, consisting of 96 stations in 24 countries in
Europe is based on 24-hour sampling of air and precipi-
tation. The accuracy of the atmospheric dispersion
calculations is evaluated by frequent comparison with
measurements. During the fifth phase (1990-1992)
gas/particle measurement at EMEP stations include
sulphur and nitrogen compounds and ozone. Precipita-




tion measurements include amount, conductivity, pH/H+

and major ion constituents (base cations and anions of
strong acids).

The effects of air pollutants is monitored through five
International Co-operative Programmes (ICPs):

ICP-materials: The effects on materials, including
historic and cultural monuments are of a major concemn
in Europe and North America. Within the Convention
workplan, they are monitored by an ICP under the
leadership of the Swedish Corrosion Institute, with
sub-centres in the Czech and Slovak Republics (for
steel, zinc and aluminium), Germany (copper and cast
bronze), Norway (painted coatings) and the United
Kingdom (stone materials). Over a four-year period
1987-1991, uniform exposure measurements were taken
at 39 sites in 14 countries, to assess what damage is
inflicted on materials by the combination of sulphur and
nitrogen oxides, acid precipitation and varying climatic
conditions.

ICP-forests: An ICP led by Germany has developed a
manual for the monitoring and assessment of air pollu-
tion effects on forests and, since 1986, has carried out
annual large-scale surveys of forest damage in 27
European countries. The focus of further research is on
intensive studies at permanent observation plots, with a
view to determining cause-effect relationships between
air pollution and forest decline. Initial support for this
programme, in particular for co-ordination work per-
formed by the Federal Research Centre for Forestry and
Forest Products in Hamburg (Germany) and the Forestry
and Game Management Research Institute in Prague
(Czech Republic), came from the United Nations
Environment Programme (UNEP).

ICP-crops: An ICP led by the United Kingdom (at the
University of Nottingham School of Agriculture)
conducts research to evaluate the effects of air pollu-
tants and other stresses on agricultural crops, through
a joint exposure experiment on selected sensitive crops
organised annually in 13 countries.

ICP-waters: The effects of acidification on fresh-
waters are monitored and assessed by the ICP led by
the Norwegian Institute for Water Research, which
compiles and intercalibrates chemical and biological
data from more than 200 catchments in 17 countries,

ICP-IM: An ICP on integrated monitoring of air
pollution effects on ecosystems - led by Sweden and
supported by the Nordic Environmental Data Centre in
Helsinki (Finland) - carries out sampling and analysis
on terrestrial and aquatic biota, soils, groundwater and
surface waters at 33 integrated monitoring sites, usually

in small catchments or other hydrological well-defined
areas.

2. Regional co-operation: the Nordic Council
of Ministers

Regional co-operation has also been established in the
field of air pollution. The Nordic countries suffer from
the same types of pollution, and have many common
aspects regarding action to solve the problems. The
Nordic Council of Ministers was founded in 1971 as an
organisation for co-operation between the Nordic
governments. The Council of Ministers puts forward
motions at the sessions of the Nordic Council, carries
out the recommendations at the Council, reports to the
Nordic Council on the results of the co-operation and
has the ultimate responsibility for the work within the
various sectors. Depending on the matters to be dis-
cussed, the Council of Ministers meets in different
compositions.

The Nordic Council was set up in 1952 to promote
co-operation among the Parliaments and Governments
of Denmark, Iceland, Norway and Sweden. Finland
joined in 1955. Delegations from the Faroes, Greenland
and the Aland Islands form part of the Danish and
Finnish delegations. The Council consists of 87 elected
members (members of parliament). The Nordic Council
takes initiatives, acts in a consultative capacity, and
monitors and gives an impetus to Nordic co-operation.
The organs of the Nordic Council are the Plenary
Assembly, the Presidium and the standing committees.

Under the Ministers of the Environment is a committee
of high-level officials (the EK-M). Under this group
there are different working groups for a variety of topics
and their subsidiary bodies, normally ad hoc project
groups.

A working group on air pollution problems was estab-
lished in 1984. The main objective of the work on air
pollution problems was to strengthen the collaboration
between the authorities, and whenever possible co-
ordinate or harmonise Nordic policies to put efforts into
solving common pollution problems. The workplan has
been elaborated as three-year project programmes. The
three main fields of work of the project programmes
have been:

- long-range transported air pollutants

- air pollution in cities and local communities

- increasing the collaboration and exchange of infor-
mation between the authorities in the Nordic countries.

Priority has been given to long-range transported air
pollutants. Mapping of long-range transported air
pollutants needs data for large areas simultaneously, and
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this calls for co-operation across national borders,
Through Nordic and international projects close collab-
oration and co-operation between laboratories working
on air pollution have been established. In addition, the
work going on under EMEP needed further development
of both measurements and model calculations. Surveys
of the effects of long-range transported air pollutants do
not need the same degree of co-ordination in time as air
and precipitations surveys, and have therefore been
carried out nationally.

Nordic research institutions have been working more on
atmospheric inputs and effects and less on cleaning
technologies. Cleaning technologies are more "commer-
cialised" than surveys on inputs and effects and they
have therefore been worked on in technology-oriented
institutes.

3. Bilateral co-operation

More attention during the last decade has been given to
the environmental problems in Finnmark, north-eastern
Norway, and also on the border area of the Kola
Peninsula. The problems in the regions are due to the
emissions from two nickel smelters in Nickel and
Zapoljamij at the Kola Peninsula some kilometres east
of the Norwegian-Russian border. The annual average
of sulphur emissions from these smelters is approxi-
mately 190.000 tons and 82.000 tons respectively. The
total amount, 272.000 tons of sulphur, is approximately
5.5 times the total emissions from all Norwegian
sources. In addition, estimated annual average emissions
are 510 tons of nickel and 310 tons of copper. The
environmental problems are mainly related to soil and
water acidification in Norway, while the problems are
more severe with regard to heavy metals on the Russian
territory.

This was the basis for establishing a joint Norwegian-
Soviet Commission on Environmental Co-operation in
1988. The former USSR responsibilities of the commis-
sion were later taken over by the Russian Federation.
Under this joint commission several expert groups were
established (at present there are eight groups). Three of
the most relevant groups in this context are an Expert
Group on Local Air Pollution Problems, an Expert
Group on Water Ecosystems and an Expert Group on
Studies of Effects on the Terrestrial Ecosystems. The
task of these expert groups was to identify the pollution
problems in the border region between Norway and
Russia, and to establish the critical loads and excesses
of critical loads, as a basis for planning reduction
measures at the smelters.
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IV, TOOLS FOR QUANTIFICATION OF
POLLUTION PROBLEMS AND AS A BASIS
FOR PLANNING

1. Monitoring

Most countries in Europe have national environmental
quality monitoring programmes. These programmes
normally comprise measurements of emissions and
deposition of pollutants (air and precipitation quality
and quantity). Often they also include effects of pollu-
tants as studied by water quality and effects on aguatic
biota or soil quality and effects on terrestrial ecosys-
tems, usually forests.

The objectives of the monitoring programmes are
normally linked to the need for data which can be used
as a basis for the planning of measures to prevent
pollution and for information to politicians and
decision-makers. An increasing awareness of environ-
mental problems, and a general increased interest in
pollution and environmental issues among people make
the need for information stronger.

Monitoring, in the context of tools for planning of
measures, is a long-term collection of data within the
accepted hypothesis for cause-relationships with respect
to the problem in question. In the design of a monitor-
ing programme for such purposes, one has to define the
pollution problem to be solved and which data give the
basis for planning and decisions on the measures.

A monitoring programme with the objectives mentioned
above has to be built on a commonly-accepted
knowledge on cause-effect relationship of the problem,
that is:

- it must be founded a scientific basis for the work;
on the hypothesis, on the methodology, on the gathering
of data and the assessment of the results and on quality
assurance,

- whenever problems occur with the interpretation of
the data, the assessment should be handled by the
scientists.

On this basis a monitoring programme can be designed
to assess the geographical extent of a pollution problem,
follow trends in the problem, and follow how it may
change in time, space and degree depending on how
serious the effects are.

The results from the monitoring programme can then be
used in planning measures to solve or reduce the
pollution problem; to what extent measures are needed




and what the consequences of reduction measures will

be in respect of recovery of the environmental quality.
Furthermore, the monitoring programme can be used to
see if the desired goals of the measures were achieved
and if there still is a need for further measures or to
assess other kinds of measures, eg repairing activities.

2. International monitoring programmes

There are different international monitoring programmes
being run under the auspices of different international
organisations. Selected results from the national moni-
toring programmes are often reported to these interna-
tional organisations. The following are some of the most
relevant programmes to be mentioned in the context of
transboundary air pollution:

The results from the EMEP measurement programme
are reported annually to the EMEP Steering Body. On
the basis of these results, it has been possible to produce
maps showing how the major air pollutants are distrib-
uted over Europe, and how the pollution situation may
change from one year to the next.

The results of the modelling work are reported in a
similar way. On the basis of the emission data calcu-
lated, data on deposition are given in a grid of 150 x
150 km. Furthermore, it is possible to give estimates on
the total deposition in the different countries in Europe.
Model results and the measurement results are frequent-
ly compared to ensure reliability of the deposition data.

The ICP-forests gathers and reports data from national
forest damage inventories. The grid (16 x 16 km)
comprises currently more than 83.000 sample trees on
3.846 sample plots. The results from 1991 revealed that
22.2% of the 83.000 trees had a defoliation larger than
25%, and were thus classified as damaged. The figure
for 1990 was 20.8%, thus indicating a deterioration. The
results on discoloration, on the other hand, showed a
decrease from 13.8% in 1990 to 10.6% in 1991. Decidu-
ous broad-leaved trees seem to have a higher vitality
(18.5% of defoliation) than conifers (24.4%).

The ICP-materials has looked at the effects on differ-
ent materials on sites with a wide range of pollution.
Not surprisingly, it has found that the corrosion attack
is more severe at polluted sites than at rural sites with
background levels of pollutants. The effects also vary a
lot depending on the different materials, for example,
steel and limestone are strongly attacked, while painted
coatings are not attacked as strongly.

The ICP-waters has to some extent fulfilled some of its
short-term objectives, such as establishing the degree
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and geographic extent of acidification of surface waters.
The ICP-waters has contributed to knowledge on dose-
response relationship. The relationship between acidic
inputs and water chemistry and between water chemistry
and effects on aquatic biota have been established. One
of the strengths of this programme is the emphasis
placed on quality assurance, by performing intercalibra-
tion tests on chemistry and biology.

The ICP-crops has, through experiments exposing
sensitive agricultural crops to different ozone concentra-
tions, contributed to establish critical level values for
vegetation. The results from the programme can be used
in the preparatory work on a new oxidant protocol.

The ICP-integrated monitoring has more long-term
goals. The results from this programme will increase the
possibilities of understanding the dynamic processes of
acidification (as well as other forms of pollution). The
results may also contribute to a better understanding of
cause-effect and dose-response relationships, enabling to
identify sensitive parts of the ecosystems and to set
critical load values for these elements.

Another international monitoring programme of interest
in the context of transboundary air pollution is the
ATMOS programme of the Paris Convention. This
programme is looking into the deposition of air pollu-
tants in the marine environment of the convention area.
The main focus is on heavy metals and nitrogen.

A newly-established programme is the Arctic Monitor-
ing and Assessment Programme (AMAP). As the
name indicates, it is a circumpolar programme with the
participation of the eight countries bordering the Arctic.
The contents of the programme are under preparation
and will be adopted in May. Focus will be on heavy
metals and persistent organic compounds and radioactiv-
ity, while acidification and eutrophication have been
given lower priority.

3. Models

Another important tool in addition to the monitoring
programmes is the use of models. One of the most
important models related to air pollution is the EMEP
model. It calculates the horizontal transport by the
Lagrangian approach. The model is receptor-oriented,
with trajectories that are four days long and end up in
a selected set of receptor points every six hours. At
present there are 1170 arrival points; 147 are measure-
ment sites in Europe while 1023 are points in a rec-
tangular grid with a resolution of 150 km. The model
comprises 10 chemical components of nitrogen and
sulphur. Through this model it has been possible to give
good estimates for transport and deposition of acidifying
compounds in the whole of Europe.




Models are also used as a tool on the effects side. Some
of the models used in this context are MAGIC and
PROFILE, bat I will not go into the detail of describing
them. These models have been used to describe the
historic development from the start of acidification
(around 1850), and to predict the future situation, The
results from different models predict fairly well the
future development of the acidification problem.
Through the use of such models it is possible to predict
the consequences of different reduction scenarios, For
some areas (eg in northern Norway) it has been esti-
mated that recovery is dependent on about a 90%
reduction in the emissions from smelter at the Kola
Peninsula,

4. Critical loads and levels

The most important tool in the ongoing work on reduc-
tion of air pollution is the critical loads and levels
approach. The critical load concept was developed
during the 1980s as an effort to give a more quantitative
description of how big the load of pollutants can be
before ecosystems are damaged. International workshops
were held in the last half of the 1980s in order to
establish the scientific basis and to develop the concept
as a tool for decision-makers.

The definition of critical levels is: "concentrations of
pollutants in the atmosphere above which direct adverse
effects on receptors, such as plants, ecosystems or
materials, may occur according to present knowledge.

The definition of critical loads as adopted by the
Executive Body of the Convention is:"a quantitative
estimate of an exposure to one or more pollutants below
which significant harmful effects on specified sensitive
elements do not occur according to present knowledge."

The critical load concept was developed during the
1970s and 80s, but the full use of the concept came
about in the last half of the 1980s. Scientific workshops
were held in 1986 (Norway), 1988 (Sweden and Ger-
many) and 1989 (Germany). During the workshops
agreement was reached on the scientific basis for the
concept and how to calculate the critical loads and
levels. In 1989 in Bad Harzburg (Germany) a manual on
the methodology and criteria for mapping critical loads
and levels and the geographical areas where they are
exceeded, was drafted. The manual describes how to set
the critical load for natural ecosystems with different
methods and different levels of sophistication.

The work has been followed up through the LRTP
Convention, with most emphasis on the critical loads
work. The mapping of critical loads has been followed
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up nationally and internationally, and now 25 Parties to
the Convention have participated in the mapping exer-
cise. These joint national activities have resulted in
national maps of critical loads for sulphur in forest soils
and surface waters in most of Europe and in North

America.

The Netherlands has established a Co-ordination Centre
for Effects (CCE) in order to assist the Working Group
on Effects (and other bodies) with the work on effects,
related mainly to mapping critical loads. National data
and maps for critical loads and critical load excess have
been delivered to the CCE which in turn on the basis of
this material has produced the European critical loads/
critical load excess.

In the years 1990 to 1992 the critical load concept and
the mapping procedures were developed through the
work of the Task Force on Mapping and the CCE work-
shops. Thanks to these efforts, European critical load
maps and maps for their excesses have been produced
for different percentiles of total acidity and of sulphur.

The Eurcpean critical load maps show that the most
sensitive areas (ie the lowest critical loads) were mainly
found in north-west Europe, with the most sensitive area
found in Norway, The reason for this is large areas with
thin or no soils and acidic and slowly weathering bed-
rock. The deposition, however, is highest in central
Europe. Still, the excess maps show that the relative
excesses are highest in north-west Europe.

The critical load maps for surface waters and forest soils
are based on chemical critical values for relevant
parameters, Acid Neutralisation Capacity (ANC) and
calcium-aluminium (Ca:Al) ratio in soil water, respect-
ively, How do these chemical values compare to
damage on biota? Empirical data comparing water
chemistry and damage to fish stocks indicate that the
surface water criterion (ANC limit value) fit well with
the adverse effects observed. Similar relationships for
the soil chemical criteria and forest damage is not
equally well documented, but there are indications that
this criterion is also well chosen.

The Nordic countries are, as the European critical load
maps show, among the most sensitive parts of Europe.
As such, they show great interest in the work for
reducing the loads and much of the co-operation has
therefore been aiming at contributions to the work under
the Convention. The Nordic countries have been partici-
pating actively in the development of the critical load
concept through the workshops in Norway and Sweden.
Furthermore, Nordic scientists have taken part in
preparing the mapping manual, as they have been
responsible for much of the scientific basis for the
whole concept.




V. PERSPECTIVES

The protocols on emission reductions under the Conven-
tion are cumrently under negotiation, or will be
renegotiated in the years to come. A new sulphur
protocol will probably be signed this year, while the
other two protocols will be elaborated during the 1990s.
It has been decided that the second step of the SO,,
NOy and VOC protocols in principle should be based
on the critical load concept.

The renegotiations could be based, for example, on a
new flat-rate percentage reduction or the use of "best
available technology”, BAT. The disadvantages of these
two approaches are obvious: neither are cost-effective or
fair to countries already having taken measures.

A flat-rate percentage reduction will favour those
countries which have done little to reduce their
emissions. Some countries have already reduced their
emissions substantially and would have to go to very
expensive measures, which might not even help to
improve the situation. The BAT approach will lead to
efficient measures for new sources of emission, but one
would have to solve/agree on the problem with existing
sources. In addition one would have to agree on a
definition of BAT, which now seems to have a slightly
different meaning in different countries.

The maps from the critical loads exercise have been
handed over to modellers in the Task Force on Inte-
grated Assessment Modelling (TFIAM) and the Interna-
tional Institute of Applied System Analysis (IIASA)
who are also assisting the Executive Body and subsidi-
ary bodies in the abatement planning. By using econ-
omic and other models it is possible to come up with
the most cost-effective ways of reduction. This will lead
to reductions that actually will reduce much of the
excess deposition in Europe, in areas where damage is
done.

It will not, however, be possible to reduce all emissions
to such a degree that the critical loads are not exceeded
in some parts of Europe. One solution that seems to
gather interest is a proposal of gap-closing, which
means that the excesses should be reduced by the same
percentage for all countries. This solution means that all
countries will have to look at their own emissions and
take measures, as these emissions are among those
causing problems with critical load excesses nationally.
This will lead to substantial overall reductions of the
European emissions. The proposed solution may also
include rules giving possibilities for trade with
emissions.

The problems of acidification will not be solved by the
second step of the sulphur protocol, and European

158

society will have to live with this problem for several
years. If successful, the critical loads approach will form
the basis for the next protocols to be renegotiated. Then
a more "effective” protocol might combine the sulphur
and the nitrogen protocols into one "acidification”
protocol, or nitrogen and VOCs could be put together as
an "oxidant” protocol. It is still too early to decide.
Whatever the outcome of the negotiations, the mapping
exercise will not have been carried out in vain. The
results, the critical load and the critical load excess
maps from this joint exercise, may be used naticnally
and even internationally as a basis for evaluation and
planning of countermeasures to improve the damage
situation when the consequences of a new protocol, with
respect to emissions, is known. These countermeasures
may include liming or raising fish stocks that are more
tolerant to acidification. Thus the maps may be used to
identify areas that can be restored in a more cost-
effective way. The maps may also be used to pinpoint
areas which cannot be restored.

The work in the Nordic Council of Ministers on envi-
ronmental issues has recently been reorganised. The
newly-formed working groups will still put most efforts
into work on the different conventions for the preven-
tion of pollution, It is therefore unlikely that the work
will be very different from what it was before.

A new aspect of Nordic co-operation, however, is the
greater focus on the situation in the Baltic countries, It
is likely that the future might see a closer co-operation
with these countries, and steps have already been taken
to establish closer contacts on environmental monitor-
ing. A Nordic finance fund for joint venture operations
in former Eastern Europe has also been set up. It is still
to early to tell what the results from this work will be.

The Nordic countries, mainly Finland and Norway, have
taken steps towards Russia to help funding the rebuild-
ing of the nickel smelters at the Kola Peninsula. Techni-
cal assistance from the Nordic countries has also been
offered. Rebuilding these smelters will be expensive,
and the negotiations between the countries are in a
difficult phase at the moment.

An aspect for future co-operation is the newly formed
"Barents" region. This "Barents" region comprises much
of the Kola peninsula and northem parts of Finland,
Sweden and Norway, It is rich in resources, and the new
political situation may lead to an increase in trade and
also in co-operation on environmental issues in the area.
According to the statements from leading politicians in
these countries, emphasis will be put on the major
environmental problems in the Kola Peninsula and
common efforts will be made to improve the situation
relating to environmental problems.




CO-OPERATION FOR A BETTER ENVIRONMENT IN BORDER REGIONS: IMPROVEMENT OF
THE ENVIRONMENT AND ESPECIALLY TRANSBORDER POLLUTION MONITORING AND
CONTROL WITHIN COMMON REGIONAL DEVELOPMENT CONCEPTS

Current problems and possibilities in transborder regional/spatial planning

Mr Viclav HAVLIK
Ministry for the Economy
Prague

A. THE NEISSE EUROPEAN REGION
1. Location

The Neisse European Region (ERN) covers three border
regions lying in the heart of Europe on the territory of
Germany, Poland and the Czech Republic.

The region has a surface area of about 11,800 sq km
and about 1.6 million inhabitants. Its various zones have
many interests in common arising from their geographi-
cal situation, a shared environment, their character and
history, and similarities in many aspects of their econ-
omies.

Given the present administrative organisation of the
three countries (situation in July 1992), the various parts
of the region are delimited as follows:

The Polish part of the ERN is composed of the towns
and villages located on the territory of Lower Silesia in
the province of Jelenia Gora. It has an area of 4,380 sq
km and about 520,000 inhabitants. It is essentially a
region of ago-industries though tourism and services
play a very important role in its economy owing to the
attractive landscape (the Jizerske Mountains and the
Karkonesze Giant Mountains). In the south-western part
of the region lignite is mined in open pits for the
production of electricity.

The Czech part of the ERN includes the municipalities
and towns of northern Bohemia - the districts of
Liberec, Jablonec nad Nisou, Ceska Lipa and parts of
Decin and Semily. The area concerned is 3,000 sq km
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and has 420,000 inhabitants. It is mainly industrial
(mechanical engineering, glass and textiles) but it is also
a very attractive region for tourism (the Jizerske Moun-
tains, the Luzicke mountains of Lusatia (Lausitz, the
Jested ridge, Bohemian massif, the Cesky Kraj known
as the "Bohemian Paradise” and the region of Frydlant).

The German part of the ERN extends over the territory
of Upper Lusatia (OberLausitz) and part of Lower
Silesia. It includes the districts of Bautzen,
Bishofswerda, Hoyerswerda, Kamenz, Niesky, Lobau,
Zittau, Weisswasser, Gorliz-Land and the city district of
Gorlitz. It covers 4,380 sq km and has 725,000 inhabit-
ants. The economy of this part of the region is based on
the textile and clothing industry, mechanical engineering
and especially the open cast mining of lignite and
production of electricity. Like the Polish and Czech
parts of the ERN it also contains attractive areas for
tourism in the Zittau mountains and in the lakes and
heather-covered slopes of Upper Lusatia.

The whole region bears the (races of a common history
stretching back several centuries; the trade route has
always passed from north to south along the valley of
the Neisse and there have always been close relations
between Upper Lusatia and the crownlands of Bohemia,
etc.

The exceptional character of the ERN'’s situation today
is due to the fact that it straddles the boundary between
the European Community and two countries of central
Europe. It is indubitably a territory in which new
relations between Community countries and the other
countries of central Europe will develop.




2. Organisational structure of the region

Municipal leaders from all three countries have played
a fundamental role in establishing the ERN and its co-
ordination office in Zittau. An association of municipal-
ities in the three countries has been set up. This associ-
ation elects its governing bodies - the congresses of
representatives - from among which ten members
representing each part of the region are elected to the
ERN Council. The latter is directed by a "presidium" of
three members.

The ERN Council, acting through its secretariat, man-
ages and co-ordinates the work of "working parties” set
up to find practical solutions to current problems. At
present, the following working parties have been or are
in the process of being established.

Working party no. 1:
Working party no. 2:

Environment and energy
Planning, transport, tourism,
regional communications
Culture, education, youth, pro-
tection of historic monuments
Economy and agriculture
Protection against disasters and
public safety

Health and social problems
State authorities and self-gov-
emment

Working party no. 3:

Working party no. 4:
Working party no. 5:

Working party no. 6:
Working party no. 7:
The Neisse European Region is a member of the
Association of European Border Regions (AEBR),
Objectives and priorities of the ERN

Objectives:

1. To overcome the limitations imposed by state
boundaries.

2. To raise the standard of living of persons living in
the ERN.

3. To improve the living conditions and cultural life in
the ERN,

4, To develop the economic potential of the ERN,

Priorities:

1. To work out a regional economic development plan
for the ERN.

2. To ease transborder communications for regional
and transregional transportation and to respond to the
development of tourism.

3. To prepare a joint programme for environmental
protection.

4. To set up a joint computerised communications
network linking the different parts of the ERN (Liberec/
Jablonec nad Nisou - Jelenia Gora - Zittau).

Prioriry 1

At present, the main efforts in the economic field are
aimed at fostering the development of small- and
medium-sized firms. To this end, attempts are being
made to draw upon the experience of European Com-
munity countries (in particular that of the Linder of the
former Federal Republic of Germany).

Priority 2

In regard to easier transborder communication, it has to
be admitted that hardly any progress has been made as
yet despite the enormous efforts of the ERN institutions;
this is largely due to the many technical difficulties
encountered in setting up new bodies.

Priority 3

As regards improvement of the environment, it may be
mentioned that resources have been obtained to establish
a network of stations to monitor the state of the atmos-
phere. The ERN is in the "black triangle" of Europe,
which is bounded in the Czech Republic by the districts
lying between Sokolov and Trutnov, in Germany by the
administrative districts (Regierungsbezirke) of Chemnitz
and Dresden, and in Poland by the provinces of Jelenia
Gora and Walbrzych.

After the reunification of Germany, the state of the
forests in the mountains of Lusatia, Jizerske mountains
and the "Karkonesze” Giant Mountains has improved
owing to a decrease in pollution as a result of drastic
cuts in the production of electricity by the thermal
power stations of East Germany. The Hirsshfelde power
station has virtually ceased operation while the others
(Hagenwerder, Boxberg, Jinschwalde, Schwarze Pumpe)
are operating at only about 50% of their capacity.

In the Czech part of the ERN, a joint water purification
plant is being built for the Liberec-Jablonec conurbation
and should be completed in June 1994, When it comes
into operation and provided that waste water standards
are strictly observed by industrial firms, there will be a
distinct improvement in water quality in the Neisse river
basin.

The treatment of waste water evacuated into the
Mandava river (Varsndorf water purification plant), the
Smeda (Frydlant water purification plant) and the Neisse
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at Hradek nad Nisou is in progress. The Varnsdorf plant

will also serve Seifhennersdorf in Germany and later
Rumburk.

Priority 4

As regards the setting up of a joint computerised
communications network, financial resources have been
allocated.

Development planning studies for the ERN will be
based on a common map to be prepared at a scale of
1:100,000. In 1992, each country prepared an analysis
of the "Regional Plan", which will be supplemented in
1993 for all three countries by further study of three
problem areas:

- ecological problems, local cultural values, state of
the environment;

social and economic problems;

transport and technical infrastructure.

A co-ordination meeting of participating countries will
take place in February 1993 at Liberec in the Czech
Republic to take stock of the situation and decide on the
next step.

B. PROJECTS IN THE ODER-SILESIA REGION

These projects concern regional/spatial planning and
policy in Czech Silesia (Ostrava - Karvina coalfield),
Polish Silesia (Katowice region) and the whole of the
Oder river basin.

a. The Oder project

This project, which concerns the Czech Republic,
Poland and Germany, forms part of the vast programme
to protect the Baltic Sea area. Its objective is to examine
all environmental problems affecting the Oder basin and
to identify the sources of Baltic pollution from the Oder
river.

The technical analysis, which is almost ready, will form
part of a final report, known as the "Common Pro-
gramme" on the future of the environment in the Baltic
region. This Programme to protect the environment of
the Baltic Sea area will become a basic text for all the
participating states in the Baltic region and for the Oder
Commission whose members will be the Czech Repub-
lic, the Europecan Community, Germany and Poland.
Although the Czech territory concerned by the project
is relatively small (6% of the Oder basin, i¢ 7,386 sq
km), the transformations entailed are of fundamental
importance since Ostrava has been identified as a key
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area that could make a substantial contribution to

improving the state of the environment in the Oder river
basin.

b. The Silesia Project has been launched by the
World Bank as part of a general study of the environ-
ment in the Czech Republic and its activities in Poland.
The project, which is being planned simultaneously in
the Czech Republic and Poland, has the following
objectives:

- adetailed assessment of dangers to the environment
in the territory concerned (impact on the health of the
population, international effects, etc);

- identification of the source of the dangers and
assessment of their gravity;

- definition of alternative strategies aimed at reducing
the sources of pollution;

- formulation of optimal solutions that take account of
the complex factors involved: ecological efficiency (ie
reduction of identified hazards), economic advantages
(ie contribution to economic restructuring and revival in
the model region) and socially acceptable burden
(especially impact on number of jobs).

The first phase of the project (identification and assess-
ment of dangers to the environment) was planned in
1992, At present the Polish part of the project’s first
phase is being evaluated; after completion of this
evaluation, an international Czech-Polish steering
committee including representatives of the World Bank
and United States Environment Agency will be set up.

The entire project is scheduled to be completed in the
second half of 1994; its purpose is to propose measures
designed to improve the quality of the environment.

In addition to activities focused directly on environ-
mental problems, certain bilateral projects whose results
could have a significant impact on the quality of the
environment are being carried out in the region. One of
the most important is the DATAR project, which has
the following aims:

a general, social and economic analysis of the
Ostrava-Karvina conurbation (data on population,
territory, enterprises and public sector);

formulation of recommendations designed to
increase the efficiency of reconstruction projects in the
Ostrava-Karvina conurbation.

Another project, focused on Czech Silesia, concems the
"Rehabilitation of territories devastated by coal mining




in the Ostrava-Karvina coalfield”. Its purpose is to work
out a practical policy for the renovation of areas
blighted by the mining and use of coal. This project
also covers the preparation of other projects aimed at
dealing with the consequences of mining-related activ-
ities in the region.

The gradual attainment of all the objectives aimed at
improving the natural and human environment call for
the preparation and approval of a Master Plan for
development and town planning that lays down the
conditions under which all the projects on hand will be
carried out.

The Master Plan for development and town planning
should also lay down conditions for the mining and use
of coking coal and for the acceptable development of
mines and the chemical industry.

Throughout the district the conception of town planning
is to a great extent based on the requirements of econ-
omic development, but it is also largely determined by
development in the past. It is accordingly essential
gradually to close down the numerous pits in the central
part of the coalfield, which cannot be kept working

because of the harm they cause. In Poland, it is import-
ant to solve the environmental problems but also the
problems of transportation, especially co-ordination
between the different arteries. The Ostrava-Karvina
conurbation is traversed by the most important routes
linking Poland to the Czech Republic, Austria and the
countries of southern Europe.

The rail network needs to be modernised and its capac-
ity increased.

The road network will be linked up to the main high-
way (the D 47 motorway) leading to the Upper Silesia
Basin in Poland.

Despite the opposition of ecologists, discussion is
continuing on the building of the Oder-Danube canal,
for which a possible route is included in the Master
Plan for development and town planning.

In view of the strategic importance of the Ostrava-
Karvina conurbation and of the areas adjacent to the
Polish border, the draft version of the Master Plan will
be co-ordinated with the Polish authorities before being
submitted to the Czech Government for approval.
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1. INTRODUCTION

Over the last ten years the context in which regional/ -
spatial planning policies are set has undergone two
major changes that reflect a move in the policy of state
governments towards greater European integration,
increasing social concern for the quality of the environ-
ment.

- Instead of focusing on the national dimension,
spatial planning policy decisions must now take the
international dimension into account.

- The increasing concem of citizens to protect and
improve their living environment has led to a new
approach to development better suited to inter-gener-
ation management and the forward-looking management
of resources: sustainable development or eco-develop-
ment.

1.1 From spatial planning on a national scale
to spatial planning on a European scale

Hastened along by the institution of the Common
Market, and subsequently by the Single Market and the
European Economic Area, the Europeanisation of
national economies has broadened the outlook of spatial
planning.

The differences in levels of development within the
Community area have led to the implementation of a
Community regional policy.
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The need for coherency in national and regional
planning is increasingly widely felt, and has led to
various projects on a European scale, such as the high-
speed rail network. At the same time, planning studies
have been launched by the Community, under the
Europe 2000 programme, covering a number of trans-
regional zones, including the Alpine arc.

1.2 From spatial planning to sustainable
spatial planning

Initially, the purpose of regional/spatial planning was to
correct the imbalance between highly developed and
declining regions; there were two guiding principles: the
redistribution of the benefits of growth, and national
solidarity.

In order to make the relocation of activities more
credible in the eyes of economic decision-makers, a
policy of creating structural facilities, particulary road
infrastructures, was implemented to link up the main
economic basins.

In this scheme of things, the development model based
on uncontrolled growth and consumption of resources
was implicit in spatial development strategies.

Gradually, the negative effects of concentrating activ-
ities in too small an area became apparent, in the form
of both congestion and depopulation harmful to the
natural environment, until a new approach to spatial




planning, integrating the notion of sustainability, was
born.

In the spatial development context this notion of
sustainability embraces at least two objectives:

- making the economic, social and cultural bases of
economic development last by forward-looking manage-
ment of attractive features (quality of sites, quantity and
quality of natural resources, quality of the built heritage,
etc), particularly in areas that thrive on tourism;

- lasting social and regional cohesion, so that regions
which are not sufficiently developed to use their advan-
tages to the full are not left behind.

This new awareness of the need for sustainable develop-
ment is a reflection of strong new socio-cultural currents
geared to three main notions:

- vitality, autonomy and good sense.

This in turn has brought increased awareness of the
unacceptable cost to society of further development in
already densely built-up areas, and of the renewed
attraction exerted by spaces set in a quality environ-
ment.

2. THE ENVIRONMENT

Environmental considerations are increasingly important
to citizens, particularly in areas of high-density activity
and housing.

Growth has brought about the degradation of natural
environments and increasing pollution that spreads far
beyond the source.,

Apart from the cost of pollution control and the restora-
tion of damaged natural environments, the toll this
damage takes on the environment in which people live
is one of the factors that determine whether or not
economic activities move away from these areas of
over-dense concentration.

At the same time, regions behind in their development
are basing their strategies on the attractions of relocation
sites that offer a high quality of life, a healthy environ-
ment and an attractive heritage. These regions must not
forget, however, that they need to protect these assets if
they are to remain attractive and their development is to
continue in the long term.

The effects of pollution and environmental damage
reach out far beyond the original source: this is the case
of atmospheric pollution by carbon monoxide and
sulphur dioxide (largely due to motor vehicle exhaust

164

emissions), of the pollution of surface and underground
water, and of the transport and treatment of waste.

This mobility of pollution and environmental damage,
linked largely to the intensity of economic development,
necessitates the implementation of transfrontier co-
operation policies establishing an objective of
sustainable development between the contracting parties.

These transfrontier policies are a part of much broader
policies, such as the environmental policy of the Euro-
pean Community, and take into account national pol-
icies, between which there is often little co-ordination.

3. CO-OPERATION IN TRANSFRONTIER
REGIONS FOR A BETTER ENVIRONMENT: THE
EXAMPLE OF THE CONVENTION ON THE
PROTECTION OF THE ALPINE ARC

3.1 Some background information on the Alpine arc

The central situation of the Alpine arc within Europe
has considerably increased the flow of goods transported
through it, which increased from 27 million tonnes in
1970 to 56 million tonnes in 1985. The figure is
expected to double again by the year 2000.

Carbon monoxide emissions and ozone concentrations
have reached excessive levels in certain parts of the
Alpine arc.

What is more, the availability of certain raw materials
and of hydro-electric power have encouraged the
development of a highly dense industrial fabric in
certain valleys. In particular, the use of hydro-electric
power has led to most Alpine rivers being harnessed for
power generation.

Only the valley bottoms were really suitable for the
development of housing, economic activities and
transport infrastructures: lack of space, and competition
between different activities have now made much
stricter management of space and land necessary.

Finally, the quality of the natural heritage, the mountain
scenery and the climate have contributed to the develop-
ment of a thriving tourist industry, the Alpine arc alone
accounting for a quarter of the turnover of the world
tourist trade, with one hundred million tourists per year,
providing direct or indirect income to 70% of the local
population.

These combined pressures cn the natural environment,
together with the increase in through traffic, sounded the
alarm that led to the drafting of the Convention on the
Protection of the Alpine Arc in 1991.




3.2 The issues at stake in the Alpine Convention

Largely due to the efforts of nature conservation
organisations, the finite dimension of this natural
heritage finally dawned on local people and visitors
alike, leading to greater concern to reconcile the conser-
vation of an exceptional natural heritage with sufficient
development to satisfy the needs of the resident popula-
tions.

The gradual disappearance of borders, the internationa-
lisation of trade, the intensification of scientific and
cultural co-operation all help to forge a collective
regional interest in sustainable development.

Seen through the eyes of non-residents, the Alps are an
immaterial capital that makes the region increasingly
attractive, particularly as far as the key activity of
tourism is concerned.

Although there are striking contrasts from one part of
the region to another (the Tyrolean image is quite uniike
that of the French Alps), it is increasingly important that
the overall image be managed jointly by all the popula-
tions who live there. The region’s power of attraction is
largely linked to the diversity of its cultures and its
natural environments.

The Alpine populations must learn to improve and
project the image of their region, and to refurbish it
when necessary: the Alpine people must learn to control
the destiny of their region. By asserting the need for
sustainable development and protection of the heritage,
they reduce the likelihood of the fate of the Alps falling
into the hands of outsiders who might consider the
region as a sanctuary and shoulder the local inhabitants
with the burden of protecting it.

Allowance should therefore be made in national and
international policies for the specific rights and needs of
the Alpine territories.

3.3 How the convention came about - the
institutional dimension

In 1986 the International Committee for the Protection
of the Alps (CIPRA) submitted a scheme to the Minis-
ters of the Environment of the countries of the Alpine
arc (Germany, Austria, France, Italy, Liechtenstein,
Switzerland, Slovenia) for an international treaty to
protect the Alps.

At a conference held at Berchtesgaden in October 1989,
at the invitation of Germany, these ministers and the
European Economic Community adopted a resolution to
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begin work on a framework convention on the protec-

tion of the Alps.

After two years of negotiation, under the chairmanship
of Austria, the framework convention was signed on 7
November 1991 in Salzburg at a second ministerial
conference convened for this purpose.

The convention is an international treaty and the
instruments of ratification are to be deposited with the
Repubiic of Austria.

The convention proper defines objectives, principles and
obligations of a general nature, leaving precise targets
and the means of achieving and assessing the results to
be established in separate protocols to the convention.

Early on in the negotiation of the convention, five
priority fields to be covered by protocols and set in
motion under the chairmanship of one of the signatory
states were identified:

- protection of nature under German chairmanship

- transport - under Swiss chairmanship
- mountain agriculture - under Italian chairmanship
- lourism - under French chairmanship
- regional-spatial

development - under French chairmanship

During this preparatory phase, as well as representatives
of the contracting parties, the groups formed also
included representatives of non-governmental organ-
isations and of the Council of Europe.

The proposals submitted by the national groups of
experts set up for each protocol were examined, and
their conformity with the objectives of the convention
was studied by the group of senior officials representing
the contracting parties at their last meeting on 5 and 6
November 1992 at Chambéry.

These draft protocols are currently being examined by
the contracting parties with their local and regional
authorities and socio-occupational organisations.

This consultation phase is an essential part of the
negotiation process in so far as a consensus of the local
and regional authorities and economic agents concerned
will guarantee the success of the convention and its
effective implementation. It should lead to the signature
of the protocols at a third ministerial conference towards
the end of 1993.

Subsequently, three further protocols currently in
preparation (mountain forests, energy, soil protection)
will go through the same process.




3.4 The objectives of the convention, implementation
through protocols

34.1 General obligations enshrined in the convention

The general objective

- Inkeeping with the "polluter pays" principle and the
principles of prevention and co-operation, the contract-
ing parties will ensure a comprehensive policy to
preserve and protect the Alps, giving due consideration
to local interests while using resources in a discerning
and sustainable manner.

- Transfrontier co-operation for the benefit of the
Alpine areca will be intensified and extended both
geographically and thematically.

Appropriate measures must be taken;

- To guarantee:

the protection and promotion of cultural and social
identity,

the fundamental resources of the region (habitat,
environment-friendly economic development),

the development of co-operation between the
population of the Alps and the extra-Alpine regions.

- In favour of regional/spatial development ensuring:
rational and sparing use of land,
sound and harmonious development through
planning and the prevention of extremely high or
extremely low concentrations of activities, and by
protecting and restoring natural habitats.

- To improve the quality of the air.

- To protect the soil by appropriate farming and
forestry methods.

- To restore and protect the natural quality of water
and hydro-systems.

- To protect namre and preserve the landscape,
including restoration.

- To promote mountain farming practices compatible
with the environment, integrating the economic con-
straints of this activity into the Alpine space.

- In favour of mountain forests.
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- In favour of tourism, to make sure this activity is
compatible with ecological and social constraints.

- In the transport field, to limit the nuisances and
pollution generated, inter alia by encouraging use of rail
transport.

- Finally, measures should be taken in connection
with energy and waste disposal.

In all these areas research work, assessments and
observation must be conducted in a well co-ordinated
manner in order to develop a system for monitoring the
Alpine arc, and thereby provide a basis for policy
development and assessment. This collaboration also
concerns the exchange of legal, scientific and economic
information, and involves keeping the public regularly
informed.

3.4.2 Application through protocols

Under the terms of the convention, arrangements for its
implementation are to be made by protocols. Five
protocols on specific themes are currently being exam-
ined at the national level by the contracting parties (cf
above).

They are generally laid out in two parts: one concerning
compulsory measures, the other, recommended
measures.

Because of the different states of advancement of
relevant national legislation, and of the different politi-
cal and administrative systems and the national interests
at stake, drafting the protocols is proving difficult.

There were two possibilities. The first was to base the
protocols on the lowest common denominator, which
would have brought little if any significant progress.
The other possibility was to base the content of the
protocols on the most exacting national legislation, even
though this might make it difficult for some contracting
parties to adhere.

Between these two extremes, the chairmen of the theme
groups strove to reach a consensus on a general form of
progress binding on all the parties concerned, but
leaving each party free to take more restrictive measures
if it so desired.

4. PROPOSALS FOR DEVELOPING TRANS-
FRONTIER CO-OPERATION IN THE ENVIRON-
MENTAL FIELD

The different stages of development of the regional
economies concerned, the diversity of the legal, political
and administrative systems in the Alpine area, and the




state of advancement of the monitoring system and the

research programmes are all obstacles to the smooth
pursuit of co-operation.

Three measures seem likely to contribute to progress in
this respect:

4.1 Setting up observation systems on a suitable scale

The legal framework provided for politicians by the
convention is incomplete without a decision-making aid
to help formulate policies for its implementation,

The different contracting parties all have their own
measuring instraments and assessment criteria, generally
designed with national or local needs in mind.

It has now become essential to define the content of a
master plan for the environment and socio-economic
development.

This means defining representative parameters, the
geographical scale of reference, the authority respon-
sible, how the different information gathered should be
collated and analysed, and the degree of independence
with regard to the public authorities.

There are two rival options: a centralised system, or a
network-type structure using existing partners and
systems.

Care should also be taken in defining this monitoring
system to make allowance for the establishment of the
European Envircnment Agency, even though some of
the parties to the convention are not members of the
European Community.

Under the French chairmanship of the convention, a
group of experts was formed to make proposals in view
of the creation of a special observation system for the
Alpine arc.
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4.2 Defining and implementing transfrontier
research programmes

Designed to give a clearer picture of the issues at stake
in the Alpine area and to enlighten political decision-
makers, research programmes are usually developed at
the national or regional level, with the exception of
those launched at the initiative of the European Com-
munity,

Furthermore, there is no data bank on the results of
research or on current research programmes, with the
exception of the RESALP databank run by the Univer-
sity of Grenoble,

4.3 A suitable legal co-operation framework for the
public partners: the European public interest group

Most transfrontier co-operation activities are carried on
by the public authorities: local and regional authorities
and different combinations thereof.

Provision may be made in national legislation for legal
structures to accommodate co-operation between public
authorities at different local and regional levels; this is
the case in France, where the powers of the "groupe-
ment d'intérét public" (or public interest group) have
been extended to cover decentralised international co-
operation.

There is as yet no legal framework, however, for
co-operation between public authorities at the local and
regional level in different states.

The "European public interest group” formula would
facilitate this type of co-operation and provide a suitable
legal framework for technical and financial partnerships.







CO-OPERATION FOR A BETTER ENVIRONMENT IN BORDER REGIONS: IMPROVEMENT OF THE
ENVIRONMENT AND ESPECIALLY TRANSBORDER POLLUTION MONITORING AND CONTROL
WITHIN COMMON REGIONAL DEVELOPMENT CONCEPTS

Finnish experience of co-operation for a better environment

in neighbouring eastern and southern regions

Mr Timo LAUKKANEN
East Europe Project
Ministry of the Environment
Helsinki

Finland has Sweden as its western and Norway as its
northern neighbour. In the east there is Russia and in
the south Estonia - two courntries in transition from
communism to a market economy. There is goodwill
and understanding between Finland and her Russian and
Estonian counterparts, yet this is a great challenge for
Finland in many respects, not least in environmental co-
operation,

Finland has a long tradition of co-operation for a better
environment across her eastern and southern borders,
although most of the documentation consisting of formal
agreements was introduced during the 1980s. Progress
has been extremely rapid. From scientific co-operation
in the form of separate studies and exchange of delega-
tions, Finland, Russia and Estonia have in less than ten
years achieved organised environmental co-operation for
their mutual benefit.

Finland’s environmental policy in Eastern Europe

The government of Finland has a particular strategy for
Eastern and Central Europe, with specific budgetary
resources to support economic transition in these
countries. Co-operation in the field of environmental
protection occupies a central position in this strategy,
the emphasis being on better air pollution control,
protection of the Baltic Sea and development of hazard-
ous waste management.

In connection with the strategy, a comprehensive
Environmental Review and Priority Action Programme
for Estonia, St Petersburg, the Leningrad region and
Karelia was launched in 1991 by the East Europe

169

Project of the Ministry of the Environment of Finland.
The aim of this work was to define the main environ-
mental problems and recommend measures to reduce
them.

In co-operation with Russian and Estonian specialists,
sixteen out of sixty significant problem areas were
chosen as targets for the Priority Action Programme:
eight projects in St Petersburg and the Leningrad region,
four in Karelia, and four in Estonia. These projects are
related to air pollution as well as to water pollution and
waste management. As part of the Environmental
Review and Priority Programme, separate pre-feasibility
studies for each of the sixteen priority objects were
prepared to promote project preparation.

The implementation of this Priority Action Programme
is now under way, and it is expected to take at least ten
years.

The Finnish East European Environmental Strategy is
also closely connected with the implementation of the
Baltic Sea Environmental Action Programme and could
well form a part of the Pan-European Environmental
Action Programme for Central and Eastern Europe.

Because of the scarce financing possibilities, it is widely
understood that co-ordination is very important in all
bilateral and multilateral efforts to improve the environ-
mental situation in Central and Eastern Europe. These
two programmes help different countries and institutions
focus their efforts and resources in a more effective
way, and simultancous and overlapping work can be
avoided. For this reason, Finland has also been active in




the preparation processes for both the Baltic and the
pan-European programmes.

Environmental projects in neighbouring regions

In order to implement the East European Environmental
Strategy, the Ministry of the Environment of Finland set
up in October 1990 the East Europe Project, which aims
at catalysing investment in environmental protection and
provides funds for Finnish companies and institutions
for joint investment projects and pilot schemes as well
as for technical assistance and training in north-western
Russia and the Baltic countries.

Promotion of environmental projects takes place in close
co-operation and co-ordination with the governmental
environmental authorities in the respective countries
through frequent meetings and exchange of documenta-
tion. At the same time all kinds of direct co-operation
across the border between local and regional authorities,
institutions and companies is encouraged.

The implementation of the sixteen projects chosen for
the Priotity Action Programme is estimated to cost
approximately 15 billion FIM (approximately 2.1 billion
ecus), out of which the local costs are approximately 9
billion FIM (approx. 1.3 billion ecus). It is hoped that
as a result of this programme, sulphur deposition will
decrease by more than 10% in some parts of eastern and
southern Finland, and in the whole Gulf of Finland the
environmental load will decrease by about 35% in the
case of biological oxygen demand and by about 45% for
phosphorus.

Although these sixteen projects occupy a special posi-
tion, all project propositions with major environmental
impact are carefully studied and if possible supported
technically and financially. Projects that will contribute
to new environmental technology being introduced in
Russia and Estonia, especially in the form of joint
production, are also encouraged and supported. Second-
hand equipment and spare parts have been delivered
mainly as first aid to municipal water and sewage
utilities, but also for waste treatment.

Most of the investment projects being implemented are
relatively small pilot projects or first phases of larger
projects. The biggest projects concern sulphur and dust
removal in the Kostamuksha mining combinate in
Karelia, desulphurisation processes in the Narva and Iru
power plants in Estonia, and improvement of biological
waste water treatment in Tallinn. As a result of these
projects now being implemented, the transboundary
sulphur dioxide deposit will be reduced by 25,000
tonnes per year and the organic waste load from Tallinn
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on the Guif of Finland will be reduced by 25 tonnes per
day, which corresponds to the load from 300,000
people.

In waste management, oil-combating equipment is now
being supplied as a first phase of the St Petersburg
hazardous waste management sub-programme.

Finnish support for the improvement of the safety of
nuclear power stations in adjacent regions is co-ordina-
ted by the Finnish Centre for Radiation and Nuclear
Safety. The main emphasis is on improving control
systems. Russian nuclear power stations in neighbouring
regions have also been equipped with satellite connec-
tions so as to provide for immediate information in case
of accidents.

Bilateral project financing

During the first two years of programme implementa-
tion, Finnish government subsidies have been used for
29 investment projects and over 100 technical assistance
and training projects. The Ministry of the Environment
has granted as investment support 89 million FIM
(approx. 12.7 miilion ecus) and 25 million FIM (approx.
3.6 million ecus) for technical assistance and training.

The programme is catried out on the basis of commer-
cial contracts between the companies and institutions
concerned. The projects are primarily funded locally and
use as much local labour as possible. The Finnish
government may provide grants of up to a maximum of
50% of the foreign currency costs. In the case of pilot
projects for the introduction of new technology and
methods, the maximum subsidy is 80% of foreign
Currency costs.

Another form of financial support is interest subsidies
payable for loans guaranteed by the Finnish State
Guarantee Board. The Board has the right to give up to
3 billion FIM (approx. 0.4 billion ecus) guarantees for
environmental investments in Eastern Europe.

However, because of the lack of counter guarantees, it
has not yet been possible to use these loans and interest
subsidies. But it is assumed that this form of environ-
mental investment support will play a very important
role in the future, especially in large projects having
several sources of finance and guarantees.

The Finnish Export Credit Ltd. and the Finnish Fund for
Industrial Development Co-operation Ltd. (FINNFUND)
are also interested in financing environmental projects
in neighbouring regions. In addition to credit financing,
FINNFUND can also participate in joint ventures as a
minority shareholder.




All local and foreign currency financing in projects
under implementation, except Finnish govemnmental
subsidies, has been organised by the East European
partner. In industrial project financing, the local and
foreign currency share of the East European partner is
mainly derived from the company’s foreign earnings,
but barter deals have also been used for financing costs
in foreign currency.

Municipal projects have been more complicated because
of the lack of foreign currency earnings. In spite of this
it has been possible to organise financing, even for
some quite large projects, by combining governmental,
municipal and company budgets. A very good example
of this is the Tallinn waste water treatment project
where the total project cost is 31.6 million FIM (approx.
3.5 million ecus). The government of Estonia, the town
of Tallinn and the Tallinn Water and Sewage Company
pay altogether 70% of the total costs.

Multilateral project financing

It has always been widely understood in Finland that
international financial institutions must be involved in
project preparation as early as possible. Co-operation
with international financial institutions plays an import-
ant role in the activities of the East Europe Project.

The Nordic Investment Bank (NIB), the associated
Nordic Environment Finance Corporation (NEFCO), and
the Nordic Project Export Fund (NOPEF) are most
strongly involved in Finnish environmental project
financing,

The Nordic Investment Bank can grant loans for pro-
jects carried out jointly by Nordic companies and is
increasingly financing investments in the environmental
sector within the Nordic countries. It has also been very
active in environmental projects in Eastern Europe,
where the bank has the right to finance projects carried
out by one Nordic company when project implementa-
tion has a substantial environmental effect.

NEFCO can in addition to loans and guarantees also
become a shareholder in joint ventures. Projects must be
feasible both with regard to technology and economics.
This is investigated by means of feasibility studies.

NOPEF works in close co-operation with NIB and
NEFCQ and specialises in feasibility study financing on
favourable terms for environmental projects in Central
and Eastern Enrope.

Co-operation with IBRD, IFC and EBRD has recently
become livelier, especially as regards projects in Estonia
and St Petersburg.
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There are trust funds earmarked in NIB, IBRD, IFC and
EBRD for project preparation. These are supplied by the

Finnish government through the Ministry of the Envi-
ronment of Finland. This money is mainly used for
feasibility and other studies needed for environmental
project preparation.

It is assumed in Finland that the role of world-wide
international financial institutions, such as EBRD, IBRD
and IFC, will be of great importance in the future.
Finnish government grants supplied through the Minis-
try of the Environment and focused by the East Europe
Project will increasingly be used to soften financial
packages consisting of payment in hard currency, barter
deal deliveries and loans with guarantees from various
institutions.

Training

Training is an extremely important part of co-operation
for a better environment in the neighbouring regions. It
is concentrated on environmental protection legislation
and administration, financing, project supervision, air
and water pollution control and waste management.

The main target groups are specialists from environ-
mental administration and training institutes, representa-
tives of municipal environmental facilities, industry, the
energy sector, and agriculture,

To a large extent training focuses on providing the
required know-how for environmental investment
ventures connected with projects supported by the East
Europe Project, but policy reform and institutional
strengthening also play a very important role in training,
especially in programmes for administrative personnel.

Training is mainly organised for small groups of key
persons from different sectors. The most important
criterion when selecting specialists for training is how
they will be able to utilise and disseminate the knowl-
edge and skills learned during the training period.

Most of the training is organised by Finnish training
institutions in St Petersburg for Russian and in Tallinn
for Estonian specialists. Visits to Finland are organised
when necessary to support the training.

In addition to mutually agreed training programmes for
Russian and Baltic specialists, approximately 30 on-the-
job trainees have been working each year in Finland.

Training costs are as a rule divided so that the Ministry
of the Environment of Finland covers convertible
currency costs and the recipient country covers local
currency costs.




Regional environmental co-operation

The Ministry of the Environment supports regional
environmental co-operation between authorities, indus-
try, institutes and those involved in environmental
research. In addition to visible results this co-operation
aims at helping solve environmental problems on the
basis of local initiative. Another important aim is to
activate people and generate environmental motivation.

Regional co-operation started only a couple of years ago
and suitable forms and institutions for this co-operation
are still being developed. As a result some joint working
groups have already been established in the border
region.

Most of the co-operation has taken the form of research
and training, for which the Finnish Ministry of the
Environment has provided technical and financial
support. In the future the main responsibility for imple-
mentation and financing should be borne by the regions
themselves.

Co-operation in environmental monitoring

Environmental monitoring is also a substantial part of
border region co-operation. Traditionally it has without
any major problems engaged different local and govem-
mental institutions on both sides of the border,

The basic needs in Finland and our neighbouring
countries include information about transboundary air
and water pollution and information about the changes
brought about by environmental technology investments,
The possibility of combining information from different
sources is important in defining the extent and serious-
ness of environmental problems.,

A project for the supply of co-ordinated information
from the border regions has been launched to improve
access to information.

One institute from each region is chosen by Finnish,
Russian and Estonian environmental authorities to be
developed as a regional environmental centre. These
information centres act as co-operation partners for the
Finnish authorities, and they also provide their own
authorities and institutions with information on the
environmental situation in the respective regions.

This system is now under implementation and there are
co-operation agreements with the Academy of Sciences
in the Kola Peninsular, with the Institute of the Indus-
trial Ecological Problems of the North in Apatity, and
with the Estonian Nature Management Scientific Info-
centre in Tallinn in Estonia. It is planned to sign a
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similar agreement with Karelia in 1993 and with St

Petersburg in 1994,

According to the co-operation agreements, local author-
ities in border regions are obliged to exchange mutually-
agreed information about the environmental situation. In
addition, regional reports are to be made in co-operation
between Finnish, Russian and Estonian local authorities.

Finnish authorities supply computer equipment and
software to regional environmenta! information centres
to help build up the monitoring system. They also train
the recipients in the use of the machinery and pro-
grammes delivered. The software includes registers for
water quality, soil chemistry, hydrological data and
registers for data on the air and water pollution load.

The network should be ready in 1995 and data connec-
tions between regional environmental centres should be
in operation by the end of the century.

Successes and failures

The consciously-maintained low profile and the careful
work during the initial phase, as well as the long
traditions of scientific co-operation between Finland and
the former Soviet Union are the reasons why no particu-
lar failures have been recorded so far. Delays in all
areas and the extremely difficult economic situation
have to be taken into account at every step. Frequent
organisational changes and changes of personnel in the
environmental sector tend to make progress slower than
expected.

The problems are acknowledged and frequently dis-
cussed and solutions to most of them have been jointly
found, although separately in nearly every case.

A good basis for proceeding has been built up through
good access to information which was previously
restricted or difficult to obtain for practical reasons.

In spite of scarce financial resources, the considerable
financial allocations to environmental projects, especial-
ly in Estonia and Karelia, indicates the high priority
given to environmental issues and particularly to our
environmental co-operation.

The implementation of projects under difficult condi-
tions also increases the motivation of those involved in
various stages of project preparation and training on
both sides.

Future development of co-operation

If no unfavourable changes occur in the situation in
Russia, Estonia or Finland, the guidelines drawn up



from the work of the past three years will continue to
be followed in the near future.

There are joint decisions on studies in environmental
problem areas, and the implementation of environmental
investment programmes will engage resources on both
sides of the border and keep those involved in an
innovative mood for at least the following ten years.

Bilateral co-operation will also play an important role in
the coming vears, when the concerted efforts of all
those involved in environmental co-operation in Central
and Eastern Europe through programines like the Baltic
Sea Environment Action Programme and the Pan-
European Environmental Action Programme will help to
achieve the best possible results.
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CONCLUSIONS

by Prof. Dr L4szi6 LACKO

General Rapporteur

The presentations and other contributions proved the
timeliness of the colloquy’s subject and shed light on
several problems, influencing factors of transborder co-
operation in central Europe,

Several topics were deeply analysed, while others got
less attention. The title of the colloquy focused on
fransborder co-operation in Central Europe under the
constraints of sustainable development and taking
planning as an instrument. Most of the presentations
dealt mainly with general paths, factors and experiences
of regional development in the more developed parts of
Europe. It seemed rather problematic to find out the
specific requirements of sustainable development for
border regions.

The experiences of the Council of Europe, as well as
the European Community, are proof that transborder co-
operation contains many issues of a very different
character and it has also become clear that "therapies”
must be well adjusted to the given conditions. The
importance of the diversity of borders, both from the
point of view of their nature and the accompanying
conditions, was widely emphasised.

The participants in the colloquy agreed that some
general factors play a crucial role in the possibilities,
intensity and forms of transborder co-operation:

- first, the level of development and basic factors of
spatial structure should be mentioned; it is well-
known how big the spatial differences are and how
strongly they influence transborder co-operation
throughout Europe.

- a declining "slope” from West to East clearly
appears in Europe, which can be expressed in GDP
per capita, level of infrastructure and services. It is
intersected by a North-South "trench”, mainly along
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the borders between the former socialist and the
western countries; beyond the "trench" there are
steps down and the "slope” continues at a lower
level. :

- more attention must be paid to the "slope” and the
"trench”.

Stress should be laid on the peculiarities of Central and,
moreover, on East-Central Europe. The countries of this
region inevitably belong to Europe, however their
traditions, aspirations, way of thinking, motivations and
institutional frameworks are different. Because of this
and past and present experiences, any kind of duplica-
tion or repitition of West European schemes and sol-
utions could cause losses, and should therefore be
avoided.

Many indications were given of the influences of the
development level on both sides of the border on the
co-operation itself. Inevitably, it was shown that the
closer the development levels, the better the chances for
an intensive co-operation.

The overall importance of political atmosphere on
transborder co-operation was strongly emphasised in
addition to a modest counteraction possibility of
transborder co-operation on the improvement of political
relations. This has a special significance in East-Central
Europe at present.

During the colloquy, several aspects of transborder co-
operation were discussed and presented. However, it
was clearly felt that a large amount of knowledge and
scientific background was missing. For example:

- further works should be devoted to the clarification
of promoting and hindering factors of transborder
co-operation. Some of them were found: promoting




- small-scale co-operation in tourism, cultural co-
operation, exchange of goods, similarities in ethno-
graphic or natural conditions; hindering - political
tensions, environmental pollution etc.

in the countries of East-Central Europe, many
research activities dealt with border regions, and
many data were collected and analysed, in accord-
ance with the requirements and possibilities of that
time. The present and future needs are different, and
a multitude of questicns has appeared:

the share of transborder regions within the
country

socio-economic importance of the border
regions of the country

development level of border regions in compari-
son with other parts of the country

motivating forces of transborder co-operation
possible impact of development of transborder
co-operation on the other parts of the country
the connection between national/regional devel-
opment and transborder co-operation

When discussing the future steps to be taken, some
circumstances should be taken into account, one of
which is that the border regions between the former
socialist and the Western countries form a special case
and the co-operation within East-Central European
countries forms another category. From the point of
view of content, if we are talking about the development
of transborder co-operation we must not restrict our-
selves to planning or planning-related factors but we
have to deal with institutional, administrative issues,
demographic, social, economic conditions, prospects,
and, evidently, with the clarification factors and require-
ments of sustainable development,

Looking more closely at future activities of the Council
of Europe in helping transborder co-operation in Central
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and Eastern Europe, the following activities were
outlined by the colloquy:

- a broad outline/framework of the aims, instruments
and forms of transborder co-operation should be
elaborated and issued by the Council of Europe;

on the basis of this framework, as well as earlier
experiences and their results, each border section
should be carefully investigated and evaluated as to
their natural, demographic, economic, social condi-
tions, with special emphasis on environmental
quality. Obviously, this work has to be accom-
plished on both sides of the border. Proper financial
support should be offered (by the Council of Europe
or any other international organisation) for the
countries concerned;

the analyses made by the specialists of the given
countries should be edited into one volume, and
then evaluated by experts coming from other coun-
tries;

to achieve real and continuous results in transborder
co-operation apart from international and national
efforts, a bottom-up approach is also necessary.
Namely, organisations involving the population of
each given border area must be established and
helped. They can promote the formation of co-
operation tasks, evaluation of "official” proposals,
projects etc;

in the development of transborder co-operation, all
the above-mentioned activities and - above all - real
results, can only be implemented/achieved if the
Council of Europe creates - as soon as possible - a
"Fund for promoting transborder co-operation in
Central Europe”.



CONCLUSIONS

by Mr Egon MATZNER
Austrian Academy of Sciences

Research Unit for Socio-Economics
Vienna

Diversity and heterogeneity are both characteristics of
Europe; they are a potential source of wealth - or of
destruction. They can be the source of conflict - or of
co-operation,

Diversity and heterogeneity offer opportunities for
division of labour, for competition and/or co-operation.

They are, therefore, to be preferred to uniformity and
homogeneity on the basis of three commonly-shared
values of universal validity:

1. Universal human rights ought to prevail

2. Decent and sustainable living conditions of accept-
able value ought to be approximated everywhere
3. Diversity and heterogeneity ought to be attainable

for the rest.

Diversity and heterogeneity can be ranged by the
typology of transborder co-operation suggested in my
introductory statement.

Typologies are only useful when they improve our
understanding of the problem in question. This is the
case when the types found differ in respect to the way
the problem can be solved. The specific and supple-
mentary reports, as well as the contributions to the
discussion, showed that this is the case.

The four types represent four different socio-economic
contexts. A socio-economic context is constituted by
four elements:

1. the prevalent world view

2. its institution, conventions and technologies, as well

as the interests and social practices expressing them
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3. the relative resource endowment (capital), as well as
the relative costs, incomes and prices
4. the emanating and formative policies which influ-

ence 1 to 3.

These four elements define a socio-economic context in
which the actors, individual as well as collective, have
to decide and to act according to their interests and the
logics of the given/expected situation.

It was, rightly, pointed out that types 1 and 2 do not
deal directly with the topic of the colloquy ("Trans-
border co-operation in central Europe”). At the same
time, it is true that transborder co-operation of types 1
and 2 has a bearing on types 3 and 4. Awareness, a
constituent of the "world view" (element 1 of a socio-
economic context), needs to be changed. High-speed
transport systems are not of top priority for the coun-
tries aiming at transforming their economic systems into
market-based economies. Top priority should be
reserved for improving the overall systems by
modernising and economising the existing systems.
High-speed systems are a dream which distracts from
what is to be done in the short and medium term.

Type 2 - transborder co-operation: rich-rich, is on
the increase throughout western Europe, but not in the
poor countries in central and eastern Europe. There are
important reasons for this difference. One was convinc-
ingly demonstrated in the framework of the Upper
Rhine region. Even in one of the richest regions in
Europe, transborder co-operation does not emerge
spontaneously. On the contrary, the socio-economic
context which induces co-operation by its situational
logic has to be created by conscious action. In the case
of the Upper Rhine co-operation, all four basic elements
of the socio-economic context have been changed:




1. an information campaign successfully extended the
mental map ("awareness”, "world view") of the citizens

as well as of public actors;
2. new institutions were created;

3. financing schemes (EC support) improved the
monetary incentive to co-operate;

4. a convention of the Heads of State of the countries
concerned confirmed high-level support to this project
of transborder co-operation.

Type 3 - Transborder co-operation: poor-poor, is
probably the most needed and yet it is not taking place.
This is certainly, to an important extent, due to the
legacy of the imploded regime, If the gains of co-
operation, so utterly needed, are to be harvested, a
socio-economic context would have to be designed and
staged (mis-en-scéne) which remunerates co-operative
behaviour. The Upper Rhine example shows that this is
even necessary in rich-rich co-operation. The European
and national authorities in Europe are to be urged to
provide the incentive schemes needed.

Type 4 - Transborder co-operation: poor-rich, rich-
poor. This type of co-operation is the topical theme of
the colloquy. It is therefore necessary to dwell upon this
issue at greater length, To this purpose an extended
version is offered:

Transborder co-operation between poor and rich
countries: The case of Lower Austria and Bohemia

In the following diagram, the line L1L1* describes the
decline of productivity/income from "West to East”, or
from market-based to former centrally-planned econ-
omies. Area ABCD is the region which is delineated for
transborder co-operation. P1 is the "rich" and P1* the
poor town. The slightly declining line L2L2* is the
target of activities: a great increase in the level of
productivity/income in the "Eastern” region, a modest
increase in the "Western" one. The aim is to convert the
towns P1 and P1*, separated by a border and an
"income-fail" into P2 and P2* with a similar level of
productivity and income. The intention not to transfer
the "income-fall" eastward is equally important, i.e. to
assure that town M1, located outside the transborder
region ABCD, should increase its level of productiv-
ity/income in parallel, from L1L1* to L2L2*.

The opinions expressed at the colloquy clearly showed
that the dynamics emanating from this socio-economic
context do not result in an upward move of the slope
described by Mr. Lackd, General Rapporteur ("Lack6
slope"). Some rapporteurs explicitly showed that unless
a counteraction is launched, the gap in income levels
will tend to increase. This is completely in accordance
with well-established theoretical results.

Transborder co-operation between poor and rich countries:
The case of Lower Austria and Bohemia
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What would happen if the focus of policy is given to
transborder co-operation, i.e. in terms of awareness,
funds, policy etc? It was argued that this would
increase the already existing international regional
imbalances in the "East". In the logic of the diagram,
the "Lacké slope” would be transferred further to the
"East"; M would remain closer to the L1IL1* that the
L2L.2* line.

Let us now turn to our conclusions of the colloquy.
They are fourfold:

First: Transborder co-operation, on its own, cannot be
the solution to the problem in question. It would only
move the problem "eastwards”. Any sustainable solution
would have to be of national reach. It would also have
to reduce the "slope” between the Western and Eastern
regions, lest the old situation be reproduced. This
requires the building of a new socio-economic context.
Such a context consists of a stabilisation programme
fostering (1) sufficient effective demand; (2) reorgani-
sation and modemisation of production; (3) "market
making"” which consciously replaces central planning;
(4) deregulation and privatisation in line with the
reduction of imbalances, in particular in relations with
highly-developed industrial countries, as well as (5) a
policy of capital exports from the rich to the former
centrally-planned economies - the "market", left to itself,
is not able to reduce the income gap.

Second:  Such a socio-economic context is needed for
a promotion of net investment in infrastructure, human
capital and modernisation of existing and the creation of
new internationally-competitive production capacity.
This is, rightly understood, a mutual concern for the
poor as well as the rich countries in Europe.

Third: Any programme of investment promotion which
does not fully rely on the spontaneity of market forces,
is - as long as too strong a gap in productivity/income
between the crossborder regions exists - bound to take
recourse to flood gates. These are necessary for
channelling the flow of goods from the rich to the poor
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countries as well as a reverse flow of people and
capital, as was already experienced in the relations

between Third World countries and, for example, the
USA.

Fourth:  From history we can learn that co-operation
sometimes emerges spontaneously and that, sometimes,
it has to be "staged". In the case of transborder co-
operation, it is obvious that it has to be created. Creat-
ing a socio-economic context which enhances co-oper-
ation requires, as was stressed, changes in (1) the
"world view" (i.e. also by monitoring); (2) institutions
(i.e. founding for example observatories; (3) relative
prices, incomes etc (i.e. money which remunerates co-
operation), and ceterum censeo, (4) policies to bring
about (1) to (3).

SUMMARY

Co-operation across borders was generally regarded as
positive: it produces gain in welfare on the European
level as well as between rich and between poor regions.
The successful cases show that even in rich regions co-
operation has to be created by conscious civil or public
action, We have to work for it, in particular in the case
of transborder co-operation among the poor and between
the rich and poor regions. At all levels, particularly at
the level of the European Community, top priority ought
to be given to the promotion of co-operation. It is
particularly important to give the "right signals” (which
change the awareness of problems) and support them by
remunerative incentives for co-operative action.

European integration has, until now, centred around
promoting competition. This achievement henceforth
ought to be balanced by the promotion of co-operation
at all levels. This is a lesson that, in general terms, has
been taught to us by the classical political economists,
above all by Adam Smith. European integration is about
competition and co-operation. Its success or failure will
prove it.
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