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TRANSNATIONAL COOPERATION ON TERRITORIAL MONITORING AND RISKS PREVENTION IN 

WESTERN BALKAN AREA 

 

The fall of Eastern frontiers brought to a sudden growth in mobility along the continental 

axis West-East and North-South, in terms of persons allowed to travel abroad and freight 

expansion flows consequence of the spreading out of trade exchanges. 

This implied the demand for a development of coherent transport networks connecting 

the European internal network and those of the neighbouring (and future candidate) 

countries, as an important mean of improving links within the areas and, in perspective, 

acting as an integration tool for the Eastern countries. The EU identified since 1994 (Crete) 

a series of Corridors (101, 4 of which are directly interesting the Western Balkan region2) 

having such a (intermodal operative) function along which since then evolved the majority 

of flows. This network is considered as a supplement to the TEN-T in the South-East 

Europe. 

The context rapidly developed in more recent years with the proceeding of the 

enlargement process, firstly involving Central European countries, then Bulgaria and 

Romania (2007). Yet, at present are left from the course former Yugoslav countries 

(Slovenia excluded) and Albania, all of them strongly influenced by EU policies as all 

aspire to become members and by their proximity to EU frontiers.  

The EU initially support action in favour of Balkans countries, characterised by an 

important contribution of sectoral infrastructure regional analyses and studies (just to 

keep in mind the most relevant TIRS3 and REBIS4 studies), and of financial involvement 

also through international instruments as EIB and EBRD, the cooperation on transport 

between EU and South-East European countries had a relevant turning point with the 

signing of the protocol on the SEE regional network development in 2004 (Memorandum 

of Understanding) and the subsequent establishment of SEETO (SEE Transport 

Observatory)5. 

During the 90s and beyond, we assisted to a sudden growth of road traffic as a natural 

consequence of the need of an immediate transport development, allowing a deep 

territorial  fulfilment of the demand of huge volume of consumer goods by the population 

and the economic system along the existing infrastructures. At the same time, transport 

system went through a deep phase of liberalization, in which road transport did the lion’s 

share. This implied an increasing fan of problems, going from insufficient networks, 

                                                           
1  Corridor 10 was de facto identified in 1997, at Helsinki. 
2  Corridors 5, 7 (Danube river ), 8 and 10. 
3  TIRS - Transport Infrastructure Regional Study in the Balkans (2000).   
4  REBIS - Regional Balkans Infrastructure Study (2003). 
5  http://www.seetoint.org/  

http://www.seetoint.org/


 

2 

inadequate conditions and efficiency, to congestions and bottlenecks, cross-border 

crossings, infrastructure and security standards, etc..  

In recent years, the global transport situation in SEE somehow stabilized; relevant 

implementative interventions have been realised, large parts of the road network have 

been modernised, while projects for new infrastructures have been engaged, some of them 

already accomplished. 

Following to a SEETO survey done in 2008, 25 pc of main roads in SEE countries are to be 

considered in very good conditions (2005: 15 pc) and 31 pc in good conditions (again 2005: 

20 pc), de facto leaving the remaining part under the need of structural interventions. The 

international financial and technical contribution to the national transport development 

plans has been and still remains determinant. 

At the same time, in recent years growth dynamics slowed down in terms of circulating 

vehicles (mainly for passengers, but this was not the case of merchandise flows by trucks), 

with persisting substantial differences between main regional axis and secondary roads. 

Per average, at present over 70 pc of the traffic along the main corridors is represented by 

a flows of 5.000 to 15.000 vehicles/day (23 pc for 10.000-15.000 vehicles), representing a 

relevant quota in transit flows.  

Moreover, as an example, 16 pc of the traffics along the Corridor 10 is composed of heavy 

goods vehicles but reaching higher levels in single parts of the Corridor (lateral branches). 

The quota should be even greater as smaller trucks/4wheel lorries to 12 tons operating in 

limited range  aren’t included into the survey. 

This data assumes relevance if we consider that almost 2/3 of freight traffic goes by road. 

Yet, demands of interventions and implementations are still relevant,  as problems are far 

from being solved; the ongoing conjuncture global crisis situation worsened the 

framework and capacities of intervention. Considering the traffic dynamics it remains a 

strong pressure on regional road system, as bottlenecks and difficulties over regular fluid 

flows are overstaying, obstructing the regularity of  transits.  

In the meantime, EU is applying its Transport policy concepts also in the bilateral 

cooperation, enforcing the logic and strategy of main corridors, favouring the 

development of multimodality and co-modality, supporting the alternative modes (rail, 

sea/inland water-routes) together with different solutions (i. e. logistics approach to 

transport chains, non invasive environmental solutions, etc.) to face the risk of 

congestions. But this takes time and resources, so continuing to allow the predominance of 

road solution.  

 

For this reason, and due to large number of vehicles circulating and the specificities of 

carried goods, road traffic safety remains of great concern; the present situation is 

characterized by an increase of incidents, which number seem to be in fall only in more 
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recent years as the results of efforts in direction to improve the situation at national level, 

since there has been any coordinated regional initiative. Only in 2008 between SEE 

countries was established a road safety working Group with the mandate to collect road 

safety data, share best practices and monitor the implementation of road safety strategies 

and procedures. Besides, only Croatia and FYROM have so far officially adopted national 

road traffic safety strategies that should cope with a better road safety situation. But 

overall risk indicators are still above the EU average.  

In this framework, an action toward the safety enhancement to technologic risk exposure 

of these SEE territories, also linked to economic, social and environmental changes, 

assumes even greater relevance if approached on regional level. Borders dismantling, the 

creation of a unique space for people, companies and goods meant to a further integration 

within EU creating an increasing interdependence, bring to common needs and the 

requiring of a unique comprehensive move, opposing to the still high level of 

fragmentation and national approach to solutions. 

Thanks to the strong bilateral and multilateral relations that are more and more 

developing among SEE countries on the governance coordination levels, we should take 

advantage and have the opportunity to intervene implementing the capacity for a better 

coordination among national public administrations to face challenges having a clear 

transnational dimension and that cannot be restricted at the national level. Particular 

attentions has to be put on those risks linked to human activities and their impact on 

transport flows (f. ex. dangerous goods shipping) that might have an high impact on 

public safety and environment, besides the economic one, since the costs/losses deriving 

from road accidents/disasters negatively influence the economic and social development 

of countries. Therefore territorial management and risk monitoring need an adequate 

coordination between the single public authorities and as well between public authorities 

and public/private operators. The same for transfer of research and development 

knowledge, of qualitative standards and shared operative methodologies. For the 

achievement of sustainable improvements for such activity, a prerequisite should be the 

drafting of a medium or long term Road Safety Plan with the participation of different 

governmental and administrative subjects included the economic sectors, together with a 

monitoring and evaluation system to track the progresses of road safety activities and to 

estimate the safety impact, and a data collection essential for the diagnosis of the 

problems and for monitoring road safety efforts. 
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