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Abstract: According to the new Transport Strategy Draft, which has been prepared within the Governmental project “Croatia in 21st Century” (English version of document is available on URL: www.croatia21.hr), development guidelines of the Croatian transport system have been articulated through key aspects of policy – institutional and legal issues, infrastructure and management issues.

Main problems can be recognized in legal insufficiency, administration management as well as in commercial management in public sector.

Strategic guidelines are directed toward full adopting of international, particular EU standards in national transport regulations, strict separation of regulatory and operational functions as well as governmental measures for free market strengthening in transport sector, primarily through commercialisation and privatisation of state-owned companies.

Till now Transport Strategy proposal failed to be apply by Government because of political reasons.

The trend of favouring the capital investments into road infrastructure is continuing through the project of progressive construction of motorways, and the inadequate investment policy is accompanied also by intensified regime of fuel taxes, which tends to be maximally eliminated in the development concepts of EU from the aspect of internalisation of external costs.

The transport policy in Croatia is in continuo marked by inconsistency and branch fragmentation without development concept and comprehensive goals and is exclusively based on public financial sources (budget).
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1
Introduction

Croatia belongs to the group of transition countries with the imperative of structural political and economic reforms. Strategic orientation to achieve the standards of the West European countries made additionally complex due to several years of war in the country.

The European countries differ, in principle, to a great extent according to the level of transport development, as well as according to the priorities of development plans. On one side, there are the countries of the European Union with developed transport systems, and on the other side there are the transition countries with lower potential of transport infrastructure, especially regarding its qualitative dimension, and with the priority tasks of institutional re-organisation of the government sector of transport infrastructure management.

An aggravating circumstance in the process of economic, and then also of transport integration into the EU system, is the heritage of incompatible regulations and inertia in the changing of traditional routine of centralised planning system which had not been based on the principles of commercial management.

Therefore, structural reforms are necessary, which in the transport sector concretely mean separation of the government regulatory function from the operational function (infrastructure and services), which requires legal frameworks for transition from the public into the private sector.

In the sense of institutional re-organisation and of the normative harmonisation, the transition countries need to accept new regulations - laws and bylaws, which would adopt the international technical and technological standards, and primarily legal EU references.

This is a process, which depends not only on the political will, but is rather time dictated by financial and human resources for preparation and implementation.

The main barriers to the integration of the national transport systems of the transition countries into the common European transport system, i.e. into the international traffic flows can be generalised in the following issues:

· the structure of regulators and administration personnel,

· legal issues – non-compliant regulations,

· financial issues – free market, commercialisation/privatisation 

In creating and realising the strategic guidelines of transport development on the national levels, as well as in the preparation of the connecting programs, the provision of expert and technical support of the relevant European transport associations and supervision process are of extreme importance. This refers primarily to the re-structuring of the national regulators and the adequate profiling of the administration staff, as well as the implementation of the EU regulations.

The transport policy in Croatia:

· shows inconsistency and fragmentation by transport branches;

· has no clear development concepts at the system level;

· has no comprehensive objectives and consideration of real conditions;

· is exclusively based on financial sources of public sector (government budget).

There is a lack of inter-departmental co-operation and co-ordination of regulative measures in the key issues, primarily of the legal, tax and social politics, as well as a lack of solving critical issues of:

· restructuring the unprofitable state companies in the transport sector,

· irrational management of transport infrastructure,

· absence of equal market conditions for all transport branches,

· failure to apply the principles of traffic management by demand induction,

· failure to determine the external transport costs (and failure to undertake any reduction measures),

· failure to use the scientific potential.

The problem of legal regulations refers to non-compliant regulations in the process of economic transition (transition to the free market) and in realising the strategic objective of joining the European Union (lack of co-ordination with the EU regulations).

In the attempts to separate the regulatory and operative functions, the newly founded public companies, i.e. companies with limited liability, primarily owned by the state (Croatia Control, Croatian Roads, Croatian Railways etc.) have been left without the commercial management (in managerial functions political references are valued more than professional qualifications), and at the same time the regulatory domain of the authorities within the respective ministry has been reduced.

Apart from the obvious differences in the development of transport branches, the main characteristic in the analysis of infrastructure construction level is the overcapacity compared to the traffic demand. On the other side, qualitative aspects, expressed in the service level and exploitation characteristics are far from satisfactory.

2
European Transport Policy Overview

In 1992 the European Commission approved the White Paper with the provisions of the Common Transport Policy of the European Union. Assessing the negative impact of the previous unbalanced transport development, based exclusively on the demand criteria, the approach of intermodality i.e. planning an integrated transport system, has been applied in setting the objectives of the EU Common Transport Policy. These objectives can be generalised as follows: 

· forming of a Trans-European network,

· fair pricing in transport,

· environmental protection,

· transport safety,

· social cohesion,

· stronger internal market, and

· stronger external dimension of a single market.

In 1995 the European Commission accepted the action programme of transport development up to the year 2000, which more or less successfully provided the basis to all the strategic development objectives of the EU transport sector.

Numerous reports and final documents related to undertaken activities and their results, as well as proposals for follow-up activities, actualise the discussions about the key elements of the common transport development strategy among the member countries and represent the frame of the future legislation.

Significant advances were achieved in intensifying the internal market for transport activities; in integration of transport systems within the Trans-European Transport Network, in creating compatible transport management systems, in implementing intelligent transport systems; promotion of transport sector intermodality and best practice in local and regional passenger transit and in improvement of safety in all transport branches. Improvements are present also in the concept and use of transport related research at the EU level; in the shift in attitude towards environmental protection as a component of transport policy and in aspects of transport connections with the Central and East European countries.

A problematic field, where no consensus among the member countries has been achieved yet, and which is slowing down the process of solving the problem, refers to the issue of pricing related to infrastructure and the external costs.
 The European Commission has therefore accepted the White Paper about a phase-approach to the concept of pricing for the common transport infrastructure in the European Union.

In spite of declared readiness by EU members, the implementation of guidelines of the Common Transport Policy regarding investment policy at national levels has not been realised (excluding the 14 Essen TEN projects), so that the investment structure is 65% in roads, 25% in railways and 10% in other branches (1999).
 

About 10% of the EU road network suffers from daily congestion, about 20% or railway network are described as bottlenecks, 16 main international airports report delays of more than 15 minutes on 30% of flights and consequently extra fuel consumption of 6% of the total annual consumption.

Therefore, there is a requirement for a more consistent approach to the planned development goals, especially in the context of EU enlargement and the threatening growth of traffic demand. The new White Paper of the European Committee
 proposes a package of 60 specific measures of the transport policy as instruments to implement the principal guidelines of railway revitalisation, quality improvement in road transport sector, promotion of water transport, intermodality achievement, Trans-European transport network upgrading, safety improvement, effective infrastructure charging, users' rights and obligations, high quality urban transport, functional R&T, globalisation effects management and environmental objectives for sustainable transport system.

Central and East Europe countries are in the process of political and economic transition and they tend towards joining the European Union, which shows its interest for partnership through various instruments of technical and financial assistance in their economic restructuring, and in balancing the legal framework of integration.

From the aspect of application in the transport sector, the most important are PHARE
 and ISPA
 instruments, as well as new CARDS
 program.

With the aim of establishing more efficient infrastructure systems and gradual catching up with the transport standards of Western Europe, under the authority of the European Conference of Ministers of Transport (ECMT), a new multimodal network of Pan-European transport corridors was defined at the Conferences on Transport (Prague 1991, Crete 1994, Helsinki 1997).

In 1996 the European Commission initiated the Transport Infrastructure Needs Assessment (TINA) project with the aim of stimulating development of a multimodal transport network in EU accession candidate countries, and of defining the future Trans-European transport infrastructure network in the expanded European Union. At the end of 1999 the TINA project was completed, and the final document estimated the necessary investments for the period between 1998 and 2006 at about 87 billion €. The image of the enormous needs in the transport sector of the EU accession countries is supplemented by the data that direct investments in the transport infrastructure through PHARE programme in the period from 1990 to 1998 amounted to 905.4 mill. €.

The development and the density of road network as well as the system of its maintenance in the majority of transition countries are not at a satisfactory level.
 According to the PHARE programme data for the year 1999, there are significant differences in quantitative and qualitative dimension of the road network among the countries of Central and Eastern Europe (CEEC) and the countries of the European Union (EU). Length and density of motorways network in the CEEC amount to 2,850 km and 2.7 kilometres per 1000 square kilometres, respectively. For comparison, in EU countries they amount to 51,336 kilometres and 15.8 kilometres per 1000 square kilometres, respectively.

The characteristics of the existing railway lines are obsolete technical parameters. The data from the PHARE programme confirm substantial differences in the quality of the railway infrastructure and in the level of transportation services between countries of the Central and Eastern Europe and the EU countries. Length and density of railway network in the CEEC amounts to 65,400 kilometres and 60.6 kilometres per 1000 square kilometres, respectively. For comparison, length and density of railway network in EU countries amount to 152,723 kilometres and 46.0 kilometres per 1000 square kilometres, respectively.

Transition countries lack a developed modern multimodal transport. Therefore the need for multimodal and integral operation of the transport network was stressed at the Pan-European Conference on Transport i.e. a need for intermodal options of the existing infrastructure usage, mainly combined/integral transport.

While developed EU countries are redefining their national policies of transport development towards stimulating demand for environmentally friendlier transport modes
 i.e. reducing the demand for road motor transport, and while they are introducing instruments of various operative restrictions in roads usage in order to compensate the external costs, national plans of transport development in transition countries focus precisely on investments into road transport infrastructure.

This is confirmed by the data on PHARE-funds distribution for financing the transport development programme of individual transition countries according to which 52% of the funds are allocated to roads, 32.4% for railway, 3% for air transport, and 0.5% for waterway transport.

The estimated costs of the proposed transport infrastructure development measures of the EU accession countries in the period between 1998 and 2006, according to the data from the final report of the TINA project also match the distribution regarding transport modes - 53% of total funds are planned for the roads, 36.1% for railway, 4.8% for air transport and airports and 2.3% for water transport and river ports.

3
National Transport Strategy Goals

Strategic goals of the transport development in Croatia should be:

· Full integration into the Trans-European transport network

· Fair charging in transport

· Better environmental protection

· Improvement of transport safety

· Social cohesion

· Stronger transport market.

The expression “should be” is stated because new Transport Strategy Draft, prepared by the team of fourthy transport scientists and experts within the Governmental project “Croatia in 21st Century”, has not been accepted yet. In meantime Croatian Government has undertook action of progressive new motorways construction, which is completely in contradiction with proposed strategic priorities.

Till 2008 Croatia would have road network of about 1,370 kilometres motorways and semi-motorways. Program of motorways construction 2001-2005 predicts construction of 450 kilometres motorways and 81 kilometres semi-motorways, which is more than motorways length constructed in past thirty years. From 2005 to 2008 a construction of new 373 kilometres motorways and 61 kilometres semi-motorways has been planed.

This also collide with measures for economic reform and growth in Croatia, which has been proposed 2000 by World Bank experts. The construction and contracting construction of full profile motorways is financially unfeasible from the aspect of current and expected demand, regarding also the interest of private sector to invest. “The motorway programme has foreseen the construction of about 330 kilometres new motorways until 2002, with estimated costs of 1.85 billion US dollars and the additional 1,200 kilometres by the year 2013, with estimated costs of 4.63 billion US dollars.”
  

Such WB statement as well as opinion of Croatian transport experts is clear to understand if it’s well known that road traffic density in Croatia is small, with only 120 kilometres roads passed by 15 thousand vehicles per day. 

In 2001 the special fuel taxes has been introduced for motorway and road construction in amount of about 0.15 euros per litre. No other transport branch is free of these taxes, what is striking example of actual governmental approach to “fair payment for infrastructure use”.
The economic situation and investment capability of the government, as well as comprehensive goals of transport development dictate the principle of intermodality in the concept of transport network development. Regarding the current lack of balance in the level of development of transport branches, this means in fact increased investments into the transport infrastructure of the railway, combined and water transport.

The main international transport corridors through Croatia are being determined in order to systematise the guidelines of transport infrastructure development within the integrated transport network, as the backbone of the goal-oriented transport planning of all the transport branches and transport modes, as well as transport hubs and terminals:

· Corridor X: (SLO) Bregana-Zagreb-Slavonski Brod-Lipovac-Beograd (YU)

· Branch XA: (A) Graz-Maribor-Zagreb

· Branch VB: (H) Budapest-Zagreb-Rijeka

· Branch VC: (H) Budapest-Osijek-Sarajevo-Ploče

· Corridor VII: the Danube waterway system.

In the long-term development concept with the existing international corridors through Croatia, the importance of single transport routes (infrastructure) needs to be evaluated in the long-term development of the European (international) transport network, and their integration into the Pan-European transport system recommended. This refers to the potentially new international transport corridor and extensive branches of the existing corridors:

· Adriatic - Ionian corridor

· Branch VB1: Rijeka-Koper-Trieste

· Branch VB2: Zagreb-Split (-Dubrovnik) 

While planning the polycentric development of the internal transport network, mainly in the urban and suburban transport, the alternatives to road motor transport should be stimulated (non-motorised transport, high speed railways) and the transfer of demand from individual to public transport.

The competitiveness of transport services on the international and domestic market should be insured by restructuring the public sector of infrastructure and transportation with appropriate legal and administrative assumptions for commercialisation and privatisation of state-owned companies: Croatian Airlines, Croatian Railways, Croatian Roads, Croatian Post, airports, ports, etc.

The development objective is the efficient transport sector management. Here, the establishment of an integrated information environment is essential, using transport policy instruments to insure at all levels – the widest introduction of modern systems of recording, counting, monitoring of relevant phenomena (traffic flows – speed, density, environmental levels). At the managerial level it is necessary to establish an information centre for collecting, processing and distribution of relevant data, standardisation in introducing information technology in the operational activities, as well as implementation of intelligent transport systems (especially in traffic flows management). 

The development objectives also include the overall improvement of traffic safety. It should be achieved through complex transport policy instruments, implicitly enabling also the reduction of external costs related to transport safety.

Achieving the goals of transport development assumes regulatory autonomy of the transport department
 and consistent inter-department co-operation, in order to insure efficiency in the key aspects of regulative policy, traffic management, investment policy, tax policy and pricing, physical planning and social policy.

4
Supporting Mechanisms

Strategic transport planning and modelling of the transport policy has to be under the exclusive authority of the Ministry of Maritime Affairs, Transport and Communication. This requires also organisation of transport policy (and international relations) authority, which should be the moderator of strategic plans (dynamic programs, action measures). Transport policy authority should treat transport at the level of the system and dictate the framework of activities to the branch authorities (for railway, road, water, air, sea and other transport modes). Such organisation requires professional improvement of the Ministry, which has to have certain advanced analytic and statistic sector. Regulations (legislation, control and sanction) within department authorities have to be insured (by organisation, equipment and personnel) for all the operational segments (infrastructure, transportation etc.).

The guidelines of the necessary legislative changes result from the status of Croatia in the process of political and economic transition, as well as the strategic goal of integration into the European Union.

Two levels of necessary legislative adjustment in transport sector can be generalised:

· by establishing the framework of transition to the free market system with controlled influence on the transport infrastructure management (structural reforms)

· by harmonising the national transport sector with the EU regulations, primarily regarding institutional and legal aspects of regulators, and technical as well as safety standards of exploitation.

In order to realise the strategic guidelines of transport development by legal instruments the following has to be solved in the first place:

· fair definition of costs incurred by the use of infrastructure (internalisation of external costs)

· commercialisation/privatisation of service providers

· providing operators' competitiveness

· preventing monopoly

· tax policy and pricing in compliance with the strategic goals of sustainable development of the transport system on the principles of integrity and intermodality

· involving private sector into the investment programs of the transport infrastructure.

The establishment of legal framework for a more progressive development of the railway, water, combined and sustainable development of urban (public) transport should contribute to the concentration and improvement of regulatory function of the transport department, determining of financial instruments (investment policy) and program development approach, with the necessary introduction of the institution of responsibility for the realisation of the development programs.

The introduction of the institution of responsibility is extremely important for the implementation of the development programs and strategic documents. The experience shows that the previous concrete suggestions for solutions, and even the whole strategic documents (e.g. Transport Development Strategy), which had passed full Parliament procedure of acceptance, as well as certain important legally stipulated conditions (e.g. legal deadlines for accepting sub-legal documents) have not been implemented due to the failure of assigning responsibility to those who had been entrusted with implementation.

The introduction of the institution of responsibility would at the same time contribute to the solving of the problem of unrealistic development planning and inadequate legal drafting.

In this sense, the logic of the already determined postulates of harmonising transport legislative in the process of EU integration should be followed:

· by transposition of the required conditions in the transport department (transport «aquis communautaire») into the national legislative system;

· by their implementation through determining the institutions and appropriations for the drafting and accepting of legal and sub-legal regulations;

· by their enforcement through determining the control and sanction mechanisms necessary to insure integral and consequent implementation of the accepted regulations.

5
Summary and Outlook

According to the assumptions of common transport policy of EU, as well as the ECMT strategy of sustainable transport development, the main guidelines of complementary transport policy should be:

· target planning and managing of traffic flows,

· reduction of the harmful influence of transport on the environment,

· improved transport safety,

· increased efficiency of transport system,

· compensation for consequences of deregulation and liberalisation of the transport market.

Some of mentioned guidelines, especially those related to environmental protection, seem to be insensitive to the criteria of satisfying the real transport demand, but in the long run they ensure optimal integration of transport sector into the national and international frames of progressive economic development.

Economic justification of implementing the planned goals of transport policy is based on the estimate of the amount of external transport costs, which is in Croatia, due to the low quality transport system, certainly greater than the average at the EU level.

Realisation of transport policy goals assumes consistent co-operation of transport and other government departments in order to ensure the efficiency of transport policy instruments in the key aspects:

· regulative policy,

· transport management,

· investment policy,

· tax policy and price policy,

· physical/urban planning,

· social policy.

Apart from capital investments in environmentally friendly transport infrastructure, the transport policy at the national level can additionally stimulate these transport modes by various mechanisms - e.g. by subsidising and through benefits, but also by higher taxes on road vehicles, which is a significant method of compensation for external costs of road transport, and by expansion of the toll charging and higher tolls on road infrastructure.
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