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Preliminary Conclusions of the Work Initiated Since the Conference of 

Regensburg  

At the Regensburg Conference the ministers instructed the Steering Committee to 

directly follow the progress of the measures that have been initiated to promote 

alternatives to road transport in the Alps and to advance intermodal freight traffic.   

These measures combine the optimisation of existing railway lines, the realisation of 

new, more suitable possibilities of crossing the Alps by rail and the establishment of 

specific financing mechanisms to take account of the considerable public 

investments.  

These political measures are being developed in particular within the framework of 

the European Union’s Trans-European Network Programme and the agreements 

between the EU and Switzerland regarding land-based transport.  

The expected modal transfer does not have the same weight for the various Alpine 

countries: While in Switzerland only 37% of freight transports are carried by road, 

the figure for Austria is 69% and for the French-Italian crossings 83%.   The scale 

of the challenge is therefore not the same.  

 

Optimisation of Major, Cross-Border Railway Lines  

The forecasts for new, transalpine railway infrastructures up to 2022 cannot suffice 

to meet the goals of intermodality. Firstly, because the quality of the infrastructures 

must be supported by at least a corresponding quality of railway services, and also 

because all continuing damage to existing lines by the tracks endangers the 

subsequent balance of these investments.  

However, the major Alpine crossings support trade routes on a European scale. The 

improvement of services on each corridor and the progress of network 

interoperability must be agreed between several countries. This is true of the 

railway lines which cross the Gotthard (Memorandum Netherlands, Germany, 



Switzerland, Italy) and the Brenner (Brenner 2005 action plan between Greece, 

Germany, Austria and Italy).  

Parallel to this, since 2003 France and Italy have been experimenting with a railway 

tunnel service offering both accompanied and unaccompanied transport between the 

Vallée de la Mauriene and the Val de Susa on the axis Lyon-Turin, and the 

introduction of a standard B1 clearance gauge at the Mont-Cenis railway tunnel.  

Preliminary conclusions based on the first exchange of experiences:  

• The active involvement of numerous partners and good multi-lateral 
coordination is a prerequisite for the success of the measures: The 
improvement in the quality and reliability of services, the coordination of 
international timetables, streamlining of customs procedures, licensing of 
locomotives, authorisation of the drivers.  This is particularly important as 
part of efforts to develop railway activity in Europe.  

  
• The expansion of the European Rail Traffic Management System (ERTMS) to 

the most important corridors with the aim of significantly improving 
interoperability and the quality of service on these international freight routes 
is a strategic goal. This is perhaps less spectacular than the large 
construction projects, but at least as decisive for the development of 
intermodality.  

  
• The rolling road services in the Alps require excellent operational reliability if 

they are to achieve the same level of efficiency as road transport. This is 
especially true with regard to the services for accompanied transports, while 
the service for unaccompanied transports presupposes an excellent level of 
organisation throughout the entire chain of transport over several countries, 
which is not yet accessible to all transport companies in the Alpine region.   

 
Realisation of New Transalpine Base Tunnels  

The prime objective is to encourage a clear modal transfer from roads to railways by 

eliminating the physical barriers on Alpine crossings caused by the high gradients of 

the historic lines and the narrowness of the generally old structures. The new lines 

will to a significant degree restructure the geography of Alpine transport by 

increasing the dynamics of the economic conditions for railway services.  

These tunnels will be taken into operation step by step: the Lötschberg in December 

2007, the Gotthard, which has largely been excavated, in 2015/2016 (with the 



Céneri – access tunnel in 2019), the Brenner in 2022 (the pilot tunnel to furnish 

geographical information is being drilled), the cross-border tunnel between Lyon 

and Turin in 2020 (end of the geological exploration: 2010):  

 

These projects have common features:  

• Lengthy construction period due to the necessary tunnel length: approx. 230 
km, plus more than 60 km of access tunnel in France,  

  
• the complexity of the large structures that are required to cross critical 

massifs with all the resulting geological uncertainties,  
  

• The very high costs associated with the characteristics of the crossings and 
the need to also modify the access roads.  

 

They raise similar questions in relation to a number of other topics:  

• The capacity of the states to provide the necessary funding in the long-term 

(in the case of projects funded by the European Union there are also the 

questions of the level and duration of European financial assistance)  

• The economic credibility of the toll fees that will be introduced on the new 

lines and whether the quality and reliability of the railway services that will 

use them can be guaranteed  

 
• Coordination with the historic railway lines concerning the future form of 

reciprocal traffic, especially if the local population demands an end to freight 

transports on existing lines when the new lines are taken into service.  

 

These ultimately lead all Alpine countries to make decisions regarding the fitness for 

purpose of the measures to accompany the regulation of road traffic (tariff 

measures, regulations) which automatically have an influence over national 

transport policy as a whole.   

The Alpine countries must meet the financing costs for heavy infrastructure, of 

optimising existing lines and supporting alternative services to the roads in a variety 

of ways.   



Switzerland turned its transport policy into a global financing policy at a very early 

date by levying the proportional heavy vehicle tax (RPLP) for lorries with a gross 

weight exceeding 3.5 tonnes.  In 2005 the levy rose to 2.44 cents per tonne and 

kilometre. Two thirds of this amount goes to the Swiss Confederation which uses it 

to fund the following: A large proportion of the costs for the new Alpine railway 

links, the modernisation programme Rail 2000, the connection to the European 

high-speed network and noise protection programmes.  

In 2005 France set up a specialised financing company to fund investments in the 

rail, river and maritime sectors: The French Financing Agency for Transport 

Infrastructure (AFITF). Initially the agency was funded by the land-use fees and 

dividends from toll motorway operators and by public funds. After the transfer of 

the state holdings to the privately operated motorway concessionaires the agency 

was endowed with regular funds with which to finance its activities.  

The financial resources of the infrastructures are accompanied by subsidies for the 

services, such as those which are granted for the use of railway tunnels.  

There can therefore be a movement of funding to endow intermodal policy with the 

necessary resources, yet at the same time, great difficulties in mobilising sufficient 

resources to meet the needs: The tensions surrounding public funding and their 

endowment are also something the Alpine countries have in common.  

 

Projects to Circumvent the Alps by Sea  

In addition to rail, sea routes can represent an attractive alternative as they make it 

possible to bypass the Alps and thus lessen the burden on land-based Alpine 

crossings. So far, there is no project for the Mediterranean; however, the states are 

carrying out traffic studies to examine the effectiveness of such a service. Regular 

scheduled services between Spain and Italy (especially Barcelona-Genoa) and 

between France and Italy (Toulon-Civitavecchia) are promising, without achieving 

the expected mass character of a rolling highway.  



The sea routes throw up very similar questions to the railway lines, with or without 

accompanied transports: The administration of the return journey and organisation 

of the logistics chain, the appropriate technical and business expertise and 

clarification of the law governing lorry drivers’ working hours, adjustment of 

financial assistance, the general conditions of the service in terms of the quality 

offered by the shipping service and the limiting of road traffic.   

Taken together, these alternative steps are consistent with the focus of the 

European Commission which the Commission presented on the 22nd of last June 

in its interim review of the White Paper on European Transport Policy for 2010. In 

this review, the Commission advocates a modal balance of the various modes of 

transport, including roads, geared to the Lisbon Strategy, which emphasises new 

technologies and logistics. The document proposes a series of activities in all areas 

for the period 2006 to 2010. 

_____________________________________________________________  

 

ANNEX  

Optimising the Quality of Service on Existing Railway Lines  

Brenner 2005 Action Plan (Greece, Germany, Austria, Italy)  

In July 2002 Germany, Austria, Italy and Greece agreed in Berlin to set up three 

working groups to find solutions to the current problems of transalpine freight 

traffic, especially by developing measures targeting combined transport in the 

German-Austrian-Italian corridor over the Brenner axis.  

The objective was to achieve an increase in the combined transport volume on the 

Brenner route by 2005 of at least 50% in comparison with 2001.  

These measures have been grouped into the “Brenner 2005” action plan.  



By adopting this action plan all the relevant stakeholders from the transport 

industry and administration have made very specific commitments to adopt 

measures to increase capacities and improve the competitiveness of transalpine rail 

freight traffic.   

The Brenner 2005 action plan consists of three packages of measures:  

• Package no. 1 consists of top priority measures, for which implementation 
has started immediately,  

  
• Package no. 2 concerns measures which can be implemented within a 

relatively short period of time and which aim to increase competitiveness,  
  

• Package no. 3 comprises those measures which can be implemented in the 
medium term, such as, for example, infrastructure measures which will form 
the foundation for the long-term growth of combined transport.  

 

 

The results of the implementation of these measures are in some cases very 

positive and were covered by a monitoring report that was produced this year.    

The multi-national project BRAVO (Brenner Rail Freight Action Strategy Aimed at 

Achieving a Sustainable Increase of Intermodal Transport Volume), funded by the 

European Commission under the Sixth Framework Programme for Research and 

Technical Development, is the logical continuation of the Brenner 2005 action plan.   

This project that will be carried out between 2004 and 2007 seeks to increase the 

volume of both combined and conventional rail traffic between Germany and Italy 

over the Brenner by 50% in three years on the basis of existing infrastructure by 

implementing innovative and pragmatic measures.    BRAVO comprises, inter alia, 

the development of a permanent corridor management programme, a completely 

interoperable train programme that provides for the use of radio-controlled multi-

system locomotives. 

North-South-Corridor IQ-C (Netherlands, Germany, Switzerland, Italy)  



The IQ-C Project (International Group for Improving the Quality of Rail Transport in 

the North-South-corridor) is proceeding smoothly, however considerable efforts still 

have to be made in order to achieve a reasonable standard of quality in rail freight 

traffic through the Alps.  

In January 2003, a Memorandum of Understanding was signed by the ministers of 

the four countries of the North-South corridor via the Simplon and the Gotthard 

passes, namely the Netherlands, Germany, Switzerland and Italy. This programme 

specifies a range of short-term measures which aim to improve quality. It 

concentrates on the activities defined by infrastructure managers and railway 

companies as well as upon the measures that have been called for by the ministers.  

The international rail freight market is developing rapidly: in 2003 combined 

transport through the Swiss Alps rose by 10%, while the percentage of freight 

carried by rail in the North-South corridor (Rotterdam-Milan) amounts to 63%.  

However, there are three factors that prevent rail transport from growing even 

faster: The general costs of road building, the quality of rail freight transport (poor 

punctuality of trains) and a still low level of productivity of international rail freight.  

The railway companies working in the North-South corridor already profit to some 

extent from locomotive pools and the distribution of drivers. They neither need nor 

expect help from the ministries in this area. However, they do emphasise the 

importance of activities by infrastructure managers and certain questions pertaining 

to the responsibility of the state, such as the streamlining of customs' procedures 

and permits for locomotives and drivers.  

Quality improvement measures such as the streamlining of customs procedures, 

reciprocal recognition of locomotives and their drivers, and the coordination of 

market regulations must be intensified. All those countries affected by the North-

South corridor have agreed to a solution which will make it possible to simplify the 

procedures referred to above. This solution was implemented in September 2004. 

All parties hold the view that the material harmonisation in respect to locomotives 



and drivers can only be achieved within a European framework, but that progress 

can be made if the countries of the corridor coordinate their procedures.  

At present the IQ-C Group is concerned first and foremost, with analysing the 

introduction of the ETCS in the North-South corridor (the variables affecting 

infrastructure are evaluated with respect to their cost-benefit ratio).  Furthermore, 

infrastructure managers are pursuing all activities that could enhance quality. The 

various states would like to introduce other improvements by granting reciprocal 

recognition of approvals for rolling stock and drivers.  

The market for international rail freight over the North-South corridor still has a 

great deal of potential. The quality improvement programme drawn up by the 

ministers of Italy, Germany, the Netherlands and Switzerland is working and has 

allowed the creation of a wide network of all the various players. However, major 

efforts are still necessary in order to reduce delays in the said traffic. For this 

reason, efforts relating to volume, punctuality and costs were intensified as of 2004. 
 

The Vallée de la Maurianne – Val de Susa Corridor (Italy, France)  

This optimisation is based on the introduction of the standard B1 clearance gauge in 

the Mont Cenis Tunnel and pilot project for an Alpine rolling road which is intended 

for continuation. It integrates the perspective for introducing the ERTMS network on 

Corridor D.  

1. The experiment “Rolling Highway”.  

The experimental “rolling highway” was taken into service in autumn 2003 between 

the terminals in Aiton (France) and Orbassano (Italy) on a 175 km stretch in order 

to test the services (reception among road users, potential market, schedules, 

regularity) and transport of long-distance lorry drivers in an accompanied service.  

The distance between the two terminals is based on the possibilities that were 

available for the rapid construction of facilities before operations were started: the 

excessively short distance is to be increased when the time is right.   



The physical characteristics of the Mont Cenis tunnel only permit materials that can 

be transported on low platforms. The proposed prototype of the Modalohr system 

with low-floor wagons equipped with wheels in standard dimensions meets these 

requirements.  The system also allows lateral loading of lorries or trailers. Due to 

the currently highly impractical clearance gauge of the Mont-Denis Tunnel, the 

experiment can only target 6% of HGVs that use the Fréjus and Mont-Blanc road 

tunnels (mainly road tankers). Articulated lorries can also travel alone 

(unaccompanied transport).  

The service offers four loading times per day (5 days a week); 15-16 trailers can be 

loaded each time.  

After almost 3 years, the rolling highway is a technical success for the Modalohr 

system. However, the regularity of the service is still dismal. In 2005, 65% of trains 

travelling from Italy to France arrived in Aiton with a delay of 30 minutes or more. 

Occupancy on the shuttle trains is currently 65% in terms of total traffic, but the 

shuttle trains in the afternoon and the evening are full. 

  

Traffic was very slow to start up at the end of 2003 and in 2004. However, in early 

2005 it stabilised at approximately 250 lorries per week, the result of long and 

thorough canvassing of transport companies. A surge in demand was registered 

during the closure of the Fréjus road tunnel in summer 2005. 

Furthermore, there has been a rapid rise in the number of non-accompanied trailers 

(from 40% in 2004 to 60% in 2006), which has improved the productivity of the 

rolling highway (+25%). The transport of hazardous goods has risen and following 

the unusual peak due to the tunnel closure is now 40%.  

Despite this, however, the economic and financial balance sheet of the rolling 

highway through the Alps is not very satisfactory, as direct revenues are well below 

expenditure. To compensate for the poor quality of service (numerous delays) and 

longer travel times (caused by the time needed to load and unload) the cost of 

using the rolling highway has been set at approximately 20% less than the cost of 



using the roads. For the duration of the pilot project France and Italy are sharing in 

equal parts the budget deficit and the aid provided by the European Commission.    

Work on introducing the tunnel clearance gauge is proceeding under extremely 

difficult conditions (narrow gauges, inconvenience due to the operation of the 

network). However, these restrictions pose a problem both for the regularity and 

reliability of the rolling highway and the global function of the historic railway line.  

2. Short- and Medium-Term Forecasts  

2.1 – For the Rolling Highway  

After 2008 (completion of work on the Mont Cenis Tunnel), the potential market for 

the rolling highway will rise from 6% to 75% of lorries which use the Mont Blanc 

and Fréjus road tunnels.  

At the French-Italian summit on 4 October 2005 the ministers agreed to start work 

on defining the conditions of service for the service that will follow the pilot project: 

increased train frequencies, improved timetabling, extension of shuttle trains and, if 

necessary, proposals for mandatory restrictions on road crossings that directly 

compete with the service (ban on certain categories of goods or times of day…).  

The French minister of transport tasked the prefect of the Rhône-Alpes region with 

investigating and proposing sites for new transhipment facilities for the rolling 

highway in the area to the east of Lyon. This will take into account the possibilities 

for linking up with other projects, such as the rolling highway Perpignan-

Bettembourg between Luxembourg and the south of France, near the Pyrenees, 

which is planned for early 2007.  

               2.2 - On the Entire Axis  

The ministers also decided to draw up an action plan for existing lines in the 

medium term. The two national companies that manage the rail networks, RFF for 

France and RFI for Italy, as well as the operators of SNCF and Trenitalia, must draw 

up a specific plan of action (following all traffic movements, risks at rail works sites 



and delays, establishment of a monthly coordination committee, improved 

operational communication between managers and infrastructures, link between the 

Aiton platform and the railway network…). This enabled France and Italy to sign an 

agreement protocol comparable with the steps initiated in regard to the Brenner and 

Gotthard-Simplon corridors.  

3. Rollout of ERTMS on Corridor D  

In accordance with the Memorandum of Understanding signed on 17 March 2005 by 

the European Commission and the railway organisations, the strategy to expand 

ERTMS onto the conventional line Valencia (Spain) – Marseille (France) – Lyon 

(France) – Turin (Italy) – Ljubljana (Slovenia) (=Corridor D) is in the definition 

phase.  This will allow substantial improvements to be made to interoperability and 

the quality of service on this international freight corridor over the next ten years.  

The chosen solution is the expansion of the ETCS train control system to Level 1.  
 

Progress of Transalpine Base Tunnels  

1 – New Alpine Railway Links in Switzerland  

In 1994 Switzerland set out an important policy supporting the modal transfer of 

traffic which includes two base tunnels that will modernise crossing conditions for 

railway freight. These projects are currently those that have been advanced 

furthest.  

1.1. The Lötschberg Base Tunnel  

The Lötschberg Base Tunnel (34.6 km) has been completely excavated and the 

vault concreted. The first tracks have just been laid. A test phase with trains 

travelling on the first line section started in June 2006.  



The tunnel and the rolling stock will be fitted with the automatic stopping system of 

ETCS Level 2 trains, an area where Switzerland plays a pioneering role.  

Commercial services are scheduled for launch in December 2007, which requires the 

concerted and unceasing mobilisation of all parties. The groups concerned regularly 

meet with the builders and the operators in order to solve any problems which 

arise.  

If service with the ETCS cannot be launched in 2007, conventional traffic signals will 

be installed at the tunnel portals which will ensure that the tunnel is operational 

even without ETCS. However, this would reduce capacity from 110 to 40-50 trains 

(without the mountain railway). However, the necessary capacity can be guaranteed 

during the first two years. The mountain railway will remain in operation even after 

the base tunnel has been opened.  

 

 

1.2. The St. Gotthard Base Tunnel  

The St. Gotthard Base Tunnel will have a length of 57.4 km. By the middle of June 

2006, 95 km (62%) of the 153.5 km of tunnel, tunnel shafts and bores had been 

excavated. 

Tunnel construction will take place in 2009/2010.  

The tunnel will be taken into service in 2015/16. The global capacity of the axis 

(passenger and freight trains) will rise from 250 (current situation) to more than 

300 trains.  

The 15 km-long Ceneri Base Tunnel will supplement the lowlands railway line of the 

St. Gotthard axis. Its construction was started on 2 June 2006 when the first stone 

was laid. On the basis of the most recent geological information, work will take 

longer than anticipated. The tunnel will now be taken into operation in 2019 

(instead of 2017).  



2. The New Austrian-Italian Brenner Base Tunnel  

The project for the 56 km long base railway tunnel beneath the Brenner will link 

Austria with Italy. The BBT is a key element of the priority TEN project No. 1 Berlin-

Verona/Milan-Bologna-Naples-Messina-Palermo.  

Starting from an update of the cost appraisal and the value adjustment on the basis 

of 2009 produces a cost estimate (irrespective of the estimated risk provision) of 

between approximately 7.5 and approximately 8 billion euros (excluding financing 

costs) for the BBT. It is hoped that the BBT will be taken into operation in 2022. 

Provided that a suitable transport policy framework for transferring freight traffic 

from road to rail is successfully put in place at the European level, the Brenner Base 

Tunnel could lead to an increase in rail freight traffic through the Austrian Alps.  

On 30 April 2004 a state treaty between Austria and Italy and a Memorandum 

concerning the Brenner Base Tunnel were signed. The ground-breaking ceremony 

for construction of the Brenner Base Tunnel exploratory tunnel took place on 30 

June 2006.  

The pilot tunnel should serve, inter alia, to obtain further geological information. 

The European Commission will finance up to 50% of the work on the pilot tunnels as 

preparatory work from the TEN budget line in accordance with the contribution rate   

In the period up to 2013 the European Commission will finance work on the main 

tunnel with a co-financing contribution of 27%.  

Most of the northern access line to the Brenner base tunnel in Austria has already 

entered the construction phase. Work on the section Wörgl – Baumkirchen, which 

will also receive subsidies from the EU TEN budget line, should be completed in 

2012.  

3. The Lyon-Turin Base Tunnel of the Franco-Italian Project  

This future link, designated as Priority Project 6 of the Trans-European Network, 

comprises a joint Franco-Italian project with a 53 km cross-border base tunnel, an 



11.6 km Italian tunnel and national access lines, and will restructure the railway line 

between Lyon and Turin. The two governments are aiming to launch operations in 

2010. On the French side, the geography of the Alpine forelands necessitates 

construction of two other tunnels of 20 km and 30 km each for these access lines to 

cross the Chartreuse and Belladonne massifs.  

In 2003 the two countries approved the technical preliminary project for the joint 

section (2003 approx. EUR 7 billion, the figure is currently being updated). In 

France the investigation into the project’s public utility has been completed, the 

progetto definitovo procedure is underway in Italy. The two countries are initiating 

negotiations with the European Commission regarding the financial needs for the 

years 2007-2013, the plan is to launch operations in 2010.  

The three excavations to obtain geological information, which have been 

commenced on the French side, have thrown up legal and technical problems which 

have delayed the initial timetable. The fourth tunnel on Italian territory (Val de 

Susa) has been interrupted due to fierce local protests; the schedule for the launch 

depends on the public agreements that have initiated by the Italian government. All 

exploratory drilling could be completed in 2010 if work in Italy could start at the end 

of 2006.  

Several important decisions will be taken by spring of 2007: Approval of the studies 

concerning the updated costs of construction which will now take account of safety 

regulations, the decision regarding the legal and financial set-up that will be 

accorded preference, updating of studies pertaining to traffic forecasts in order to 

integrate the results of CAFT 2004.  

As the new rail link is not envisaged solely as an alternative for the road corridor 

Mont Blanc/Fréjus, but also for the Vintimille corridor which still continues to 

register growth, regulatory and tariff measures for accompanying road traffic are 

being examined which will have to be implemented according to a suitable 

timetable. These will be submitted to the two governments by the end of the first 

quarter 2003. 



 

Projections for Circumventing the Alps by Sea  

The purpose of motorways of the sea is to bring about a massive transfer of lorries 

from the road to the sea.  This new concept differs from coastal shipping in terms of 

the magnitude of the transfers, which require a high frequency of departures (at 

least one per day).  

In the Mediterranean region such sea routes could decongest roads, in particular 

coastal roads, and especially the route over Vintimille (1.3 million lorries in 2004, 

almost 50% of traffic between France and Italy). Establishing sea routes on the 

appropriate economic axes can therefore constitute a useful addition to alternative 

rail transport. In particular, in the light of traffic forecasts for the next twenty years, 

care must be taken to coordinate the alternatives to roads (rail and sea routes), as 

they could compete with one another on certain axes.   

Another way of helping traffic bypass the Alps would be to intercept some of the 

traffic that until now has used the Alpine routes in combination with the northern 

ports, by increasing the attractiveness of ports such as Koper in Slovenia and 

Trieste in Italy.  

The Example of the Atlantic Project (Circumventing the Pyrenees)  

Two projects will be examined, one between Italy, France and Spain in the 

Mediterranean (still in the early stages), the other between Spain and France in the 

Atlantic – English Channel – North Sea.  

The latter project is already well advanced. A tender for joint projects which aim to 

achieve a modal transfer of 100,000 heavy goods vehicles per year is currently 

being formulated and will be published in December 2006. The project should stand 

in 2007. With the involvement of both governments, France and Spain have formed 



a special committee that has been instructed to follow the project from start to 

finish.  

The invitation to submit tenders for the project does not specify which ports might 

be affected in order to leave as many answers open as possible.  

 

Motorways of the Sea in the Mediterranean?  

Within the framework of the study programme of the Franco-Italian commission for 

the southern Alps, France conducted a study concerning the potential volume of 

traffic that can be transferred from the road to a fast sea route in southern Europe 

(France, Spain, Italy). The study looked at just under ten potential routes. On the 

basis of “door-to-door” transport costs it showed that fast sea routes are a credible 

alternative to road transport, with, in theory, a potentially substantial volume of 

traffic able to be picked up and that the transport cost factor is considerable.  

The two countries are continuing their work to assess the possible transfer of 

French-Italian axes to the new sea route services. Within the framework of the 

preparations for the rail link project Lyon-Turin, a study is being carried out that 

examines all the possible Alpine crossings between France and Italy and the outlook 

for a sea route alternative, with a view to specifying the potential transfers, proper 

accompanying measures and the economic framework for toll charges or the price 

of sea services.  

The Marco Polo 2004 call made it possible to fund a study that unites Italian, 

Spanish and French partners and concerns the establishment of an information and 

communications system for carriers and transport companies.  

Meanwhile: The Toulon – Civitavecchia Line Between France and Italy  

The Toulon – Civitavecchia line was created in January 2005 and is a coastal 

shipping service that guarantees 3 departures per week and which might be suitable 

to become a sea motorway in the event of an increase in capacity and frequency.  



The service got off to a difficult start with fewer bookings than forecast (approx. 

7,500 transported lorries in 2005, while the initiator had specified 35,000 lorries in 

3 years). However, the service is growing steadily. One crossing for a lorry and 

driver costs roughly EUR 450, compared to EUR 800 for a road journey. At a speed 

of 23 knots, the crossing lasts 14 hours, as opposed to 22 hours driving time for the 

road journey.  

France supported the line by approving an aid package of EUR 1 million for the 

shipping company for the launch 2005-2006, and a grant for combined transport of 

EUR 12 per transported trailer. Since 2006, the service has also received funding 

from the EU Commission (EUR 2 million from the Marco Polo programme). The 

European Commission has, moreover, allowed Italy to grant assistance of EUR 100 

per crossing to carriers who use the coastal route. This assistance scheme has not 

yet been set up.  

There are several freight ferries operating on sea routes between Italy and Spain, 

most of which are operated by Italian shipping companies. The line between 

Barcelona and Genoa is one example of sound and regular business success.  

The most important questions in relation to the development of sea routes as an 

alternative  

• The question of return freight is of great importance to both the shipping 
company (which hopes this will increase profitability) and for the customer (in 
unaccompanied systems he must be certain he will not be returning empty 
for the same reasons). This requires excellent organisation of the logistics 
chain and stabilised behaviour of the loading personnel.  

  
• The development of motorways of the sea and the expansion of container 

transports to trailer transport requires appropriate technical and business 
experience both in terms of loading the units and the sale of the service. 
Time to experiment with know-how is important.  

  
• The status of the lorry driver in terms of working hours while his trailer is 

being transported on a sea route must be clarified and harmonised so that it 
does not depend on national or local interpretations.  

  
• National and European subsidies must be adjusted to better meet the needs: 

The Marco Polo programme is developing positively.  



 
• The managers of the shipping services state that they are particularly 

attentive with regard to the framework of the service: Efficiency of port 
operations, improvement in traffic links, intensification of road checks, 
measures to limit road traffic:  

 

The motorways of the sea, both accompanied and unaccompanied services raise 

very similar questions to the rolling highways.  
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