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Abstract: The increasingneed for transportation and mobility of citizen egvraises the importance
transportation policy. The development of the Eeaptransportation policy has a great significdncehe
European Union. The common transportation policyhef European nion is reviewed and updated ewv
nine years. The first common transportation potityhe European Commission was published in Decel
1992. Besides the railway sector, most of the dives listed in this policy were realized in terayg In
2001, he European Commission proffered a new transportgtolicy with sixty new measures. Thus, 1
paper shows the importance of transportation pt®-especially in the field of railwayd$er European Uniol
member states. In accounting, crborder sectins of projects are more or less neglected, as mestate:
tend to prioritize the development of sectionshaf projects, which are economically viable for teeines,
thereby delaying the overall connectivity of thant-European network. The railwayodal is the harde
modal to interoperate between the member counffiesrefore it is not a surprise that the objectivged in
the first European transportation policy were neélized in the railway sector. There were enorn
differences betweernilway systems before the European Union. Somtherh still have an influence ¢
current railway infrastructure and operations todayg sum up, this research shall deal with the iah
aspects of common transportation policies as vegfirablems of s implications.

Keywords. European transport policy; European railway prajgictteroperability; Fehmarnbelt; Pyren

I ntroduction

When the European Union was formed in 1992, a p@mspolicy was incorporated to guide
European Union to a betterification between its member sta

“Studies show that transport is set to double by0203f nothing happens, pollution and conges
will increase prices of our products and impact a@gely on the competitiveness of our industry
the quality oflife of our citizens. Congestion is estimated tpresent around 1.1% of EU’'s GDP
more or less the EU budget (EUR 100 billion). Thare also adverse consequences for safety |
44,000 deaths on Europe’s roads each year), therggof energy sugly (the transport sector is ve
dependent on oil) and the quality of the environinfgansport is responsible for %30 of greenho
gas emissions)... Therefore, European transport patiast promote the modal shift towards mc
of transport which are lescongested, safer and less pollu.”

Jacques BarroEU Transport Commissior
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The Need of a European Transportation Policy

Transportation is an important aspect in everyeitis everyday life, and considered a right to have
access to. Without a proper working transportasigstem in a country, a country becomes paralyzed
and the economy of the country will suffer fromas the lack of transportation will lead to a dasee

in its productivity levels, and thereby affectin®B.

Not only is it important to avoid a paralyzed stateen it comes to transportation, a transportation
policy also functions as a guideline with goalsatthieve to cope with an ever increasing need of
transportation and mobility of its citizens, whideing sustainable towards the environment and from
an economical and social aspect.

The development of the European transportationcpdiias been very important for the European
Union, as the European Commission began to malewanternal market between its member states
in the European Union in 1992, when the Maastfichaty was signed and became into effect.

The new internal market was based on the Four Bresdwhich are follows; the free movement of
goods, the free movement of capital, the free m@rdraf services and the free movement of persons.
To realize this, all member states gave up a gdhteair legislative power to the European Parliamen
and the European Commission developed an exteriwanon transportation policy to ensure these
four freedoms, removing any barriers and makingngpartation between each member state as
effective and efficient as possible.

Although the member states were required to givearpe of their legislative power as regarding to
making a transportation policy, member states Iséille influence o their own national policy, and th
European transportation policy acts as an umbpellay, thereby affecting the national transpodati
policy of each member state. The reason for notptata and implementing one common
transportation policy for all the member statesiiaply that there are still political barriers ts i
implementation and therefore it is not possibléaomonize all the different transportation policdds
all member states.

To facilitate the Four Freedoms, an important aspédhe European transportation policy is the
development and creation of a sound trans-Europraasportation network. Its goal is to promote the
smooth operation of the internal market and stieeghg economic and social cohesion as a big,
unified power bloc, which is comparable to the EdiStates.

Development of the trans-European network woulduens&nd satisfy the ever increasing need of
mobility of persons and goods, be more economicailgble, offering users a high-quality
infrastructure and allow a better interoperateigblletween all modes of transportation between the
member states, by harmonizing and adapting commamlards in the existing infrastructure.

The common transportation policy of the Europeatiobiis reviewed and updated every nine years,
in which they review the goals set in their lasingportation policy, and add any new issues to the
policy which have to be regulated or goals to bé fiorethe next nine years.

The European Commission’s first transportation @lpublished in December 1992, put the accent
on opening up the transport market. Ten years, latest of the objectives listed in this policy were
realized, except in the railway sector. Freedonrarisportation between the member states became a
reality, air safety standards in the European Uhiecame the best in the world and personal mobility
had increased from 17 km a day in 1970 to 35 ki0®8
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Contentsof the European Transport Policy of 2001 for Integration

In 2001, the European Commission proposed a nawggmatation policy with sixty new measures,
which were especially focused to develop a trartspstem capable of shifting the balance between
modes of transport and thereby lowering congestewitalizing the railways, promoting transport by
sea and inland waterway, controlling the growthaintransport and lowering the harmful effects of
transportation to the environment and public heattth improving road safety.

To reach the objectives which were formulated i020y the European Commission, the following
projects were started or to be prioritized by tiedpean Commission:

High-capacity rail crossing in the Pyrenees;

East European high-speed train/combined tranggzont
The Fehmarn Belt rail connection;

Interoperability of the Iberian high-speed railwetk;
River Danube improvements;

Galileo project for satellite radio-navigation.

ok whpE

The six projects listed above come from a list Whiecludes 30 projects which were considered a
project of European common interest and are bearget out to not only balance the modes of
transport, but also to eliminate transportatiorilboecks between its member states to be commenced
before 2010 and to be completed before 2020.

Funding of these projects come for the most pannfthe member states itself, and the European
Union invests a certain percentage of the totatscadepending on the importance of the project
towards the European Union as a whole.

Rail Projects

The railway modal is the hardest modal to interafgebetween the member countries as the modal
itself had various barriers to interoperation, dnsl therefore not a surprise that the objectiised in

The first European transportation policy, to operthe transportation market, was not realized é th
railway sector.

The differences of the railway systems before theogean Union was implemented were enormous,
which still have an influence on current railwayrastructure and operations today. The use of
different national track information systems, opiea procedures, signaling, track with and rail
electrification voltages between member statest Ithe operation of locomotives and trains in the
European railway network. Another aspect of railvteansportation in Europe is that the railway
infrastructure of cargo trains is shared with anigant amount of passenger trains, while when
compared to the United States; mostly freight saperate its rail network, usually not having to
cope with any passenger train on its infrastructdsethis hinders the transportation of goods dler

rail network, some rail projects were constructadffeight trains exclusively, such as the Betuine |
from Rotterdam to Germany.

Railways are however a very safe modal to use asbeaseen in Appendix: 6, table 1, as in the
European Union around 100 deaths are registerdd yesr on railroads, compared to 43,000 deaths
on the European roads, while the share of ton-ntil@ssported over rail has been declining for
decades. The mode has also a lower environmentacimas road or air transport, which is why
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development of high speed trains is advanced ahgedt when compared to other countries outside
the European Union.

The European Union believes this modal is the kbiclvwill help to create a more balanced use of
modals if railroads would be more developed, whishwhy 80% of all the trans-European

transportation projects which were approved by Eweopean Commission and are currently in
development or completed are rail projects, despé&ehigh number of barriers to interoperation.

The railway projects described below are specliiddle projects which have been prioritized by the
European Union and are currently n developmentchviié why not all the projects, the railway
projects which are completed or planned for cowita, are not listed or described in this section.

High-Capacity Rail Crossing in the Pyrenees

The Pyrenees are range of mountains between SpdirFi@nce, which form a natural border or
boundary between those two countries. Currentlgdrtransport is the main mode of transport
between Spain and Portugal with the rest of theoeain Union, while only two road crossings are
passing through the Pyrenees, which are locat#teaVlediterranean and Atlantic coast borders and
can visually be seen on a project map in Appentlix&ince 1985, there has been an increase of the
number of heavy motor cargo vehicles crossing ttenéh-Spanish border, and by 2006, close to
22,000 heavy motor cargo vehicles crossed the baaeh day using primarily either one of these
roads, as seen in Appendix: 6 Table 2. Railroads wever a feasible option for freight transpootati
between France and Spain, as both the width ofBhepean and Iberian tracks and the ralil
electrification system differ.

The main problem of the increasing amount of roaffit in the Pyrenees s that it will create more
congestion and pollution at a bottleneck which dappens to be a high quality environmental area
which should be protected and preserved, whils #donomically necessary to have transportation
between Spain and France. The development of thésing would shift the modal balance to the use
of trains, while also lowering the environmentalpiet of road transport by offering piggyback
transportation.

Current Status

The project started by converting particular lbetieacks to standardized, European tracks in Paktug
and Spain. It is suspected to be completed in 28ft8r which the surveys and studies have been
completed for the construction of the trans-Pyreneéway connection between France and Spain,
which is estimated to be completed in 2020. Thal teihgth of the track is 1573 km, of which 1242
km is completed, which is 79% of the total tracktdl costs of this project are estimated on EUR 8.9
billion, still excluding the estimated costs of thieidies and construction of the rail crossinghie t
Pyrenees.

East European High-Speed Train/Combined Transport Train

Because of historical political reasons, the raftastructure between East- and West- European
member states was never developed very significamtli therefore lacking an efficient railway mode
from Western member states to the Eastern memia¢esstThe development of an efficient
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transportation mode for both passengers and fresghable between East- and West-Europe, as trade
is growing immensely because of Western companiesoarcing their production in Eastern Europe,
and thereby preemptively avoiding bottlenecks @ftiture.

The railway goes through densely populated areasmdan be seen in Appendix: 2; the railway starts
in France from Paris, through Stuttgart in Germawiien in Austria and ending in Bratislava,
Slovakia. The line can possibly also be extendedther cities (candidate) member states, such as
Budapest in Hungary, Bucharest in Romania, SofBuilyaria and Istanbul in Turkey.

Current Status

The project started in all of the countries in whtbe rail line goes through. 464 km of the total o

1298 km of track has already been laid, most ofctvhig in France, and the complete railway is
estimated to be completed in the year 2020. Howevés forecasted that most of the railway will

already be completed and operational by 2015, wi@téain sections will be completed before 2020.
Total costs of this project are estimated on EURillion.

Fehmarntbelt

The Fehmarnbelt is an 18 KM wide sea passage bettiheeDanish island Lolland and the German
island Fehmarn, which are located in the Westerh gfathe Baltic Sea. Refer to Appendix: 3 for a

map. The economic value of the bridge is derivednfthe fact that it would stimulate the economic

development of the Baltic Sea regions of Germany Ranmark, by decreasing the time needed to
cross the Fehmarnbelt.

The bridge will replace the ferry service betweére two islands, and the time to cross the
Fehmarnbelt will thereby be reduced by one hoomf434 hours to 3% hours.

The bridge is not only designed for trains onlywill also be accessible by cars and trucks, as the
bridge will have four road lanes to accommodateonvedy traffic.

Current Status

The construction of the bridge has started in Ma2689, which cost EUR 5.6 billion to build,
excluding any other infrastructure which has tdbh#t around the bridge to accommodate the use of
the bridge itself, which costs are estimated ardad& 2.3 billion. Interestingly enough, most of the
funding comes from Denmark, while Germany only ioy@s its own infrastructure to accommodate
to foreseen increase of traffic caused by the keridpmpletion of the project is expected in 2018

Interoperability of the Iberian High-Speed Rail Network

This rail project is not to be confused with theeatrail project in the Pyrenees, which is a défer
project where the rail tracks are exclusively usgdreight trains. While the rail network developged
this project particularly focuses on passengerspartation
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The problem of having two different tracks in Eueopamely the Iberian arid the European tracks,
does not only affect interoperability and thereftie efficiency of the .complete railway system
between the member states, but also free competitithe Iberian rail market.

Because the Spanish and Portuguese governmentspleargng to build high-speed rail lines, the

European Union insisted that these new tracks whaie to be interoperable with European trains.
Therefore, me new lIberian high-speed lines will enalual rail gauges, which is a third rail, to

facilitate both Iberian and European high speethdr@n the same rail line. This project is also
complementing an existing high speed rail netwarlkberia, which has already been constructed with
European track width measurements. To see thetexttehe planned lines, please refer to Appendix:
4.,

The added advantage for freight transportationdilyim Spain and Portugal is that the conventional
rail lines become clear of passenger traffic, whitdans that the transportation of goods by rail wil
be faster and more efficient. However, the interapiity issue still existent on the conventional
tracks and remains unsolved.

Current Status

The project is suspected to be completed in 2018leveome parts of the track are suspected to be
operational before 2013, such as the railway cdimedetween Valencia and Madrid. The total
length of the track to be constructed, modifiedipgraded is 4730 km, of which 995 kin is completed
which is 21% of the total track. Total costs oftproject are estimated on EUR 42.2 billion.

River Danube | mprovements

The river Danube is the longest river in the Eussp®nion, which originates from the Black Forest in

Germany, and flows into the Black Sea, in Romahie importance of the Danube River lies in the

fact that the river is connected with a canal ®Rhine River and thereby making an inland waterway
from the North Sea to the Black sea while goingtigh twelve different countries in Europe, seven of
which are member states.

Although it is already possible to reach the Bl&#a from the North Sea by thru Rotterdam, the
European Union finds it necessary to improve thenich waterway of the river Danube even more, as
traffic volume is expected to rise and the objertf promoting modal shifting for freight between
Eastern and Western Europe more from the motorteayse waterways.

The improvements compromises of improving naviggbin the Danube River, and one of which is
by constructing a series of locks at a bottlenecthe 70-km long Straubing-Vilshofen section, which
is marked as a priority section in Appendix: 5. STkection limits the size of the inland vessels to
110x11.45m and placing locks at that section heparanteeing the depth of the river at 2.5m.
Another improvement of importance is the instabtevfof water in Hungary, which jeopardizes

navigability by sudden low waters.
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Current Status

The project is very environmentally complex at tBaubing-Vilshofen section and has suffered
delays by environmentalists claiming that the camsion of new locks in that area would cause
damage to the local habitat. Studies in Hungaryséiteunderway and there is no solution to the
problem as of now.

Although the project estimated to be completed ®3/&? it is very unlikely to be finished by then,as
new, unexpected 3 year study on the ecological éinplethe area around Straubing-Vilshofen is being
conducted as of 2011 and studies in Hungary alensti completed. The improvement parts in
Hungary and Romania are however being constructésa schedule to be completed before 2016.

Galiileo Project for Satellite Radio-Navigation

The Galileo project is a project which is develapia state-of-the-art global navigation satellite
system, which is comparable to the American GP&BysThe project itself has nothing to do with
shifting balance between the modes of transpottjsbprioritized regardless, because of politicad a
safety reasons.

The technological advantages over the American §B&m is that the Galileo system will be able to
provide a more accurate positioning service andriof§ full precision to its civil users, unlike the
American counterpart which only offers full preoisito its military users.

The political reason for developing a European-aiatd global satellite navigation system is beeaus
the United States has the capability to encrypt tBES services, thereby locking anyone else owt wh
wants to use their services in times of conflitEulrope were to have its own system it would ret b
dependant onto other foreign global navigationlié&eystems.

The transportation related purpose of the Galilestesn is to ensure the use of satellite navigation
Europe, as the use of satellite navigation is weidespread, and almost even standardized, which
means that any interruption of satellite navigattan have a serious impact in for example airborne
seaborne traffic.

Other applications are amongst others to proviéétime information to road users with real-time
traffic information and route guidance, managingeggency services, assisting pilots to land in all
weather conditions, providing real-time informatimnpublic transport users and offering search and
rescue services with distress beacons connectéeé ®alileo system.

The Galileo system wilt however still be interog®#eawith the American GPS-system and the Russian
GLONASS-system to offer the best infrastructure seices to its users, despite the political reaso
for the development of the Galileo system.

Current Status

In trio 2001 transportation policy it was foresabat the Galileo system would be completed and
operational by 2008, although now it is still unddevelopment due to political and technical
implications, the impacts of the terrorist threatsecent years, inadequate governance and theofack
resources to develop the project as the projegtijdt was exceeded (and expanded) multiple times in
the development stage. As of 2009, it is suspetttatthe system will be operational by 2013. The
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European Union invested FUR 2.2 billion in the pobj while the private sector has invested around
1.3 billion.

The Effects of the Transportation Policy for Integration

From 2001, the number of casualties on Europeatisrbas been decreased significantly as can be
seen in Appendix: 6 Table 1. However, the decréaseot solely the result of the transportation
policy, as it is also contributed to the ever-imgiag higher passenger safety of the cars theiesel

The impacts of the transportation policy for 20a@Qtte shift the balance of modals are as of 2007 st
not very noticeable The modal sprit as seen iret8b& 4 in Appendix: 6 still shows that the shafe o
freight transport by road has ever been increasiomm 2001, while the modals rail and inland
waterways are lower than in 2001. However, theeldeen a steady increase of passenger transport
by high speed rail, indicating the shift from pasger transport from conventional tracks to highespe
tracks, which means that conventional tracks amméng increasingly more available for freight
transport. As the projects are not completed ftoisa surprise that the numbers still do not ré¢fiee
anticipated results, though marginal changes cesa@y be seen in the share of high speed ralil
passengers

A reoccurring phenomena | noticed while writing amdearching for this paper is that all of the
projects listed above, except the Galileo projbetye cross-border sections, which do not seem to
have a priority in the realization of the project.

As most of the funding and investments for the gotg come from the member states involved, it is
causing a delay to the cross-border sections amémber states put a priority to develop their own
infrastructures or sections of the Projects whih economically viable for their own member state
first, and thereby delaying the overall connegjidt the whole project in question.

On a final note, | would recommend the European @@sion to oversee the development of the
cross-border sections and making their funding @wgilable for cross-border sections, as the funds
of the European Union is accumulated wealth oftelmember states

Conclusion

In 2001, the European Commission proposed a nemspmatation policy which put the focus on
trying to shift the balance of modals used in Eetgparticular on railways. As a result new projects
were executed to pursue the focal point of the trawsportation policy, 80% of which were rail-
related. The execution of these projects were niyt supposed to solve the modal imbalance, but also
to eliminate future bottlenecks, to solve environtaé issues, creating an integrated and efficient
European transportation network, to improve safatyits transportation network, stimulating the
economic development of its member states andcaésding more free market competition.

Although the projects are not completed yet, thegasof partially completed high speed rail sections
have already showed marginal results, the shifhfplassenger transport on conventional tracks is
slowly shifting to high speed rail transport, whishcreating more capacity for freight transportloa
conventional tracks.

During my research , | noticed that cross-bordetiges of projects are more or less neglected as
member states tend to' prioritize the developméseotions of the projects which are economically
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viable for themselves, thereby 'delaying the ovemahnectivity of the trans-European network. As a

recommendation, | proposed that the European Cosionishould oversee the development of these
cross-border sections and making their funding lalks for these specific parts for European

Integration.
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