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Abstract 
This Master Thesis gives an insight of railroad infrastructure at a regional level of European importance 

through a case-study within the Rhine-Neckar region in Germany. Administrative competences are hard to 

overcome from the planning point of view, consequently regions rely on informal planning tools to achieve a 

broader transnational and integrated transport strategy in Europe. Beside that metropolitan regions have in a 

scientific sense four different functions. One of them is the gateway function in a polycentric European 

development. Therefore this thesis analyze the new high-speed railway track between Frankfurt am Main 

and Mannheim. Furthermore the thesis draws an outlook of the further development of the new high-speed 

railway and their expected problems out of a regional planning point of view. The conclusion give an insight, 

if all four scientific metropolitan functions can be found within the region and what their approach of a 

cooperative federalism is about. 

All four metropolitan functions can be found within the region in terms of the new high-speed railway. The  

innovation function is given through the INTERREG IVB-NWE project CODE24, which was elected as a 

strategic initiative and was of European importance. The decision-making and control function is given 

through the established European Grouping of Territorial Cooperation, as it gives the whole initiative an 

European legal form. The symbol function can be found particularly in a footnote of the German Federal 

Train Track Expansion Act back in 2004, as the region achieved a legal boundary at the federal level. The 

last function, the gateway function, is given as the corridor between those two agglomerations has the 

highest traffic volume in Germany. 
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1. Introduction 
This Master’s Thesis, with the Title "The metropolitan region Rhine-Neckar - A case study of 
cooperative federalism in the field of railroad infrastructure" deals with the approach of the German 

metropolitan region Rhine-Neckar in the field of railroad infrastructure, mainly in the area of high-speed 

railway (HSR) and rail freight. Through globalization and the establishment of the Single-Market, the 

transport sector became over the last years even more essential for the European Union (EU) and its 

Member States. By removing local transport bottlenecks, Europe gains potential to compete at a global 

scale. In a globalised world the problems of these bottlenecks do not stop at administrative nor at 
national borders, therefore a strategy is required to face those issues. In fact, the core of Europe needs to 

link its regional transport nodes, such as rail freight hubs or high-speed train connections, to other modes of 

transport, for example (e.g.) to regional public transport. Within the framework of European policies, transport 

infrastructure is a shared-funding policy since the Treaty of Rome, and it contributes to the European 

Integration process1,2 (Palacio, Foreword, 2016, pp. 6-8). The transport policy of the EU and its Member 

States contributes to all three main goals of the EU, being these cohesion, competitiveness and 

sustainability. In addition, the further economic growth and competitiveness of regions relies on transport 

infrastructure as a hard location factor (Dühr, Colomb, & Nadin, 2010, p. 295). 

The issues about administrative borders and their limitations are well known in the metropolitan region 

Rhine-Neckar, since the region is located in three different states in Germany. Through the federal system in 

Germany, various competences are located at the local, regional, state and federal level. Since 1951 the 

region Rhine-Neckar has cooperated across state borders in a range of fields of regional development and 

spatial planning, for example in waste management and in the creation of a regional public transport system. 

The credo of a former association chairman of the Spatial Planning Association Rhine-Neckar was planning 

without borders, an aim that was finally achieved through the second state treaty signed in the year 2005 by 

the three Prime Ministers of the states Baden-Wuerttemberg, Hesse and Rhineland-Palatinate.  

This second state treaty achieved a single-stage regional planning system in the region and dissolved the 

previous two-stage system, which was established through the first state treaty back in 1969 (Schächter, 

2010, p. 9). Through this new state treaty, the regional administration became more efficient and was able to 

obtain more resources. Through this treaty the region Rhine-Neckar is clearly defined, as the administrative 

borders of the region reflect the borders of their catchment area. The region formed a unique public-
private-partnership model to reallocate the regional development, regional planning and the regional 
marketing into three institutions. Those three institutions involve all important stakeholders within the 

region in the fields of politics, economy and science. The Rhine-Neckar Regional Association (RNRA), 

democratically legitimized through the state treaty, is the one that sets the political strategy for the region3. A 

                                                           
1
Article 4 of the Treaty on the Functioning of the European Union is defining the shared competences between the EU and the 

member states. 
2
The European Integration describes in this context mainly the process of deepening cooperation through supranational and 

intergovernmental cooperation, i.e. in the field of transport infrastructure.  
3
 The other two institutions are the ZukunftMetropolregion Rhein-Neckar e.V. and the Metropolregion Rhein-Neckar GmbH.  
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main aspect of this strategy is the cross-border cooperation for regional planning. This formal instrument for 

regional planning makes the construct so innovative, as it is a unique approach for cross-border planning 

within Germany. The RNRA sees itself in a pioneering role for cross-border and transnational cooperation in 

Europe (Verband Region Rhein-Neckar, 2014, pp. 18-19).  

The Rhine-Neckar region consequently became the Lead Partner in the former Project CODE244 of the 

program INTERREG IV B Northwest-Europe (NWE). This project aimed at an integrated spatial and transport 

infrastructure development along the Trans-European Transport Network (TEN-T) Rhine-Alpine. The Rhine-

Alpine Corridor represents one of the nine core corridors defined by the European Commission (COM). In 

addition are two other core corridors of the TEN-T leading through the Rhine-Neckar region (European 

Commission). This corridor represents 13 % of the population within the EU and generates 19 % of the EU's 

gross domestic product. The Corridor is also running through the so-called Blue banana, the most dense 

populated area in Europe (Palacio, Foreword, 2016). As a result of this INTERREG IV B-project, which was 

officially awarded by the INTERREG-programme as a strategic initiative, a European Grouping of Territorial 

Cooperation (EGTC) was established once that the project was finished. This EGTC is based in the region 

Rhine-Neckar, and was the first one located in Germany (Bundesinstitut für Bau-, Stadt- und 

Raumforschung).   

Nevertheless, the region is facing spatial planning issues to establish a new HSR-line between the two 

metropolitan regions Rhine-Neckar and Rhine-Main. As every region can influence its own regional 

development, it is hard to overcome formal boundaries, for example federal competences5, or the interests of 

the Deutsche Bahn AG (DB AG)6 as operator of the tracks7. This new high-speed investment includes two 

new tracks for high-speed trains during the day, while at night the tracks will be used for rail freight. The 

existing train lines, mainly the Riedbahn and the Main-Neckar-Bahn, have reached already their full capacity, 

as the area between this two metropolitan regions has one of the highest traffic volume in Germany 

(DB Netz AG). The new HSR should decrease by 9 minutes the travel time between these two 

agglomerations, relieve the existing lines in the region and close the gap between the two HSR Cologne-

Frankfurt am Main and Mannheim-Stuttgart8 (DB Netze AG). The main question about the HSR is its current 

situation, since the new line should have been already established in 2007, but after various issues the 

track is not build yet (Pro BAHN Zeitung). Nowadays the DB AG plans to start building it in the middle of the 

2020's, foreseeing a construction time of approximately five to six years (DB Netze AG). 

This Thesis aims at giving an answer to several questions about the railroad infrastructure in the Rhine-

Neckar metropolitan region. These questions are: 

                                                           
4
The thesis uses the term INTERREG, instead of the official name European Territorial Co-operation. 

5
The federal state Germany has competences in the field of rail freight and the long-distance passenger traffic and is the owner of 

those railway tracks.  
6
 The Operator of the tracks is the subcontractor DB Netze AG, but for clarification only the name DB AG is going to be used. 

7
 The DB AG is 100% owned by the German Federation, still it operates through the Article 87e of the German Basic Law as a 

business enterprise.   
8
Other aims of the project can be find under: https://www.rhein-main-rhein-neckar.de/projektziele.html 
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 Why was there such a delay of the infrastructure project? 

 Which steps were undertaken by the stakeholders of the region? 

 How did the region tried to influence the railroad infrastructure development within the region? 

 Did the region fulfilled their own aim of a cooperative federalism? 

 Are the scientific functions of a metropolitan region playing a role in the field of railroad infrastructure? 

2. Methods and material chapter 
The thesis uses the Case-Study method in order to analyze these steps. As the region is located within three 

different states, the stakeholders of the metropolitan region had to overcome the related administrative 

burdens. Moreover, a particularity of the Rhine-Neckar metropolitan region is its structure, as no other region 

follows its spatial planning structure, which is competence of the states within Germany. 

At the European level, the case of the metropolitan region Rhine-Neckar is of importance. While long-

distance railroad traffic is a competence fulfilled by the federal state of Germany, the regional public railway 

system is operated by the states, which brings as a consequence that the regions have no legal power to 

have an influence besides their formal planning rights. The RNRA has undertaken steps to counter those 

issues with a broader strategy in the transnational and therefore European context. This broader strategy 

was financed through the INTERREG IVB NWE program, being the first EGTC with a seat in Germany and 

located within the Rhine-Neckar region. 

Therefore the case-study of the Rhine-Neckar cooperative federalism in the field of railroad 
infrastructure can be described in a comprehensive way as the boundaries of the metropolitan region are 

very clear. Through the focus on the new HSR between Frankfurt am Main and Mannheim, which traces 

back to the beginning of the 1990's, the case study can deliver an empirical inquiry of a contemporary spatial 

problem. This thesis research relies mainly on this new HSR-line and not on other railroad infrastructures 

projects, as this line is by far the most important one for the region, due the lack of capacity within this 

corridor. As a consequence, it is not the aim of this thesis to give an insight about the whole infrastructure 

development within the region, or about the integrated approach of a multi-modal Rhine-Alpine corridor. It 

also does not focus on other regional administrations involved in the new HSR. 

In order to analyze the case-study, this thesis goes further back in time in terms of the metropolitan region 

Rhine-Neckar, analyzing its first steps for a cross-border cooperation, which began on a legal basis in 

1951.The thesis main focus relies especially on the context since 2006, as back in this time the second state 

treaty was signed, and the metropolitan region gained regional competences, e.g. an one-stage regional 

planning system. The thesis analyses the roles played by several stakeholders from the Rhine-Neckar 

region, some of which have changed their career position over time, but being still in important positions 

within other areas, for example at the political sphere. 
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This thesis aims for an analysis of the institutional process that took place within the region, having the 

spotlight on the behaviour of certain stakeholders, mainly politicians at federal and regional level, employees 

of the RNRA and their former association, and representatives of companies within the region as part of 

initiatives and stakeholders from the DB AG. Through this analysis, the thesis describes a complex 

phenomena and gives an insight about the decision-making process and the interests of stakeholders within 

the region.  

The thesis analytical research relies mainly on official documents, internet research and scientific literature, 

as well as on four interviews or formal requests. The chapters four, strategically functions of metropolitan 

regions, and five, the demand for metropolitan regions in the spatial development policies, rely mainly on 

scientific research. The former chapter reviews the German research, as it wants to highlight the scientific 

definition of German metropolitan regions; while the latter analyzes the regions in a more scientific European 

context, also recognizing the importance of the European and German spatial guidelines. References of the 

chapter 6.1 devoted to the formal Planning System in Germany are conducted through a scientific research 

study of the Academy for Spatial Research and Planning in Germany, nevertheless this subchapter focuses 

more on the structure of the formal planning than on the quotations of the exact regulations. The informal 

planning on the other side focuses on three main aspects, which are of importance for the further 

understanding of the thesis. The last chapter seven, the metropolitan region Rhine-Neckar, gives an insight 

about the current institutional structure of the metropolitan region Rhine-Neckar and their historical 

background, mainly in terms of the RNRA. The main sources were the book 'Die Metropolregion Rhein-

Neckar - Modellregion für kooperativen Förderalismus', which describes this historical background, and the 

website of the RNRA.  

The analytical part of the case-study is divided into five subchapters. The first one is about the historical 

context of the new HSR-line, as the planning process did not start the region had to face 20 years of 

cooperation before the new track. The main sources for this subchapter are from a citizen initiative website, 

as it provides a good overview of the historical background. Other documents have been used where 

possible to confirm this historical background. In addition, the press information of the RNRA has also been 

used as a source. The second subchapter handles the main aspects of rail freight in the region through the 

division into the former INTERREG IVB NWE-project and the resulting EGTC as a part of the informal 

planning process undertaken within the region. The main sources are from the official documents of this 

INTERREG project and from the website of the EGTC. The next fourth chapter deals with the formal planning 

in terms of the Regional Plan Rhine-Neckar back in 2014. The fifth chapter deals with the new Federal 

Infrastructure Plan, which was introduced back in 2016. The thesis therefore focus on main studies for this 

Plan, being of main importance the so-called 'Korridorstudie Mittelrheintal' (in English: Corridor Study Middle 

Rhine Valley) as it had a major impact on the assessment of railroad infrastructure projects along the corridor 

Cologne-Karlsruhe. Finally, the last chapter of the case-study gives an insight about the next undertaken 

steps by the several stakeholders involved in order to complete this new HSR-line. The thesis ends with the 

further outlook of the bottleneck Rhine-Neckar and the Conclusion driven from the study.   
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The analytical part of the thesis highlights the importance of a polycentric development throughout Europe by 

main gateways like metropolitan regions. The sources of the historical background of the RNRA and the 

background of the new HSR-line rely mainly on regional references, for example on the citizens’ initiative 

"Bürgerinitiative Lampertheim".  

The three most important stakeholders about railroad infrastructure are the German government, as the 

owner of the tracks, the DB AG as their operator and owner of vital transport infrastructure nodes, and finally 

the RNRA. The persons selected for the interviews try to represent a variety of stakeholders to give their 

perspective. In total there were two interviews and two formal requests conducted for this thesis, being three 

of them allowed to be published. The persons interviewed for the research are: 

 Mr. Frank Burkard, former Consultant of the RNRA in the field of public relation; 

 Mr. JörgSaalbach, Consultant of the RNRA in the field of European affairs and Director of the 

Interregional Alliance for the Rhine-Alpine Corridor EGTC; 

 Mr. Gustav Herzog, Member of the German Parliament ("Bundestag") and deputy spokesman of the 

parliamentary group responsible for transport and digital infrastructure within the Social Democratic 

Party Germany; 

 Mr. Lorenz Baumgartner, deputy Project Manager from the DB Netz AG of the planned HSR between 

Frankfurt am Main and Mannheim. 

 

The interview with Mr. Frank Burkhard was conducted to get an insight of the uniqueness of the metropolitan 

regions and their achievements over the time. The interviewee gave a good insight about several active 

stakeholders within the region and their commitment for a unified region. Besides that, he also provided 

information about the spatial planning aspects undertaken by the RNRA and their importance for the planned 

HSR in a broader regional context, as the regional public rail passengers rely as well on this new HSR. Mr. 

Burkhard also recommended literature that this thesis references to for the historical background of the 

RNRA, as this interview was not allowed to be published. 

Mr. Jörg Saalbach is, besides his position within the RNRA, the Director of the new EGTC, and therefore 

responsible for the daily work made by the EGTC. He also holds knowledge of the CODE24-projectsincethe 

RNRA was the Lead Partner within the project. He provided an insight about the tasks and aims of the 

EGTC. 

As the new HSR lies in the field of federal competences, the German Parliament decides about the 

expansion law. The Social Democratic Party is part of the current federal government that confirms the 

Federal Transport Infrastructure Plan (FTIP).In addition, the long-distance railroad belongs to the Federation 

of Germany. Therefore, for insights on these areas Mr. Gustav Herzog delivered to the thesis information 

about the parliamentary work undertaken for the FTIP, which was established back in 2016. The deputy 

Project Manager from the DB Netz AG, Mr. Lorenz Baumgartner, gives an insight of the importance of the 
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railroad nodes within the region from the DB AG, as well as to the further interests of the DB AG on the 

planned track.   
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3. Metropolitan regions 
In Germany, the term European metropolitan regions describes agglomerations with an impact beyond the 
national borders on an international scale. The concept was introduced in Germany in a framework for action 
in spatial planning policy at the federal level in the year 1995. Those metropolitan regions9 are described as a 
dynamic agglomeration with economic strength and a dense population. The regions are seen as main 
drivers for the competitiveness of Germany, as well as of Europe. In addition, the metropolitan regions are 
seen as melting pots for economic, social and cultural development. In Germany, not only urban areas are 
included to metropolitan regions, but also large rural areas belong to the catchment areas of those 
metropolitan regions. In the formal planning process within Germany10, the concept of metropolitan region is 
not determined. However, the system complements the central-place system in Germany by adding 
international spatial functions11. In total Germany has eleven metropolitan regions (Academy for Spatial 
Research and Planning). 

 

3.1 Historical background of the term Metropolis 
As Germany does not have a metropolis, the definition of the terms metropolitan or Metropolis is important to 
be established for the further context. The reason why there is no metropolis in Germany goes back to the 
1950's, since the federalism system implemented at that time  a polycentric urban system. Also, this 
polycentric system stayed in force after the reunification of the country in 1990, being highly recognised and 
appreciated throughout  politics and society (Academy for Spatial Research and Planning, 2007). 

The word metropolis comes from the Greek word mētropolis, which means ‘motherstate’(Oxford University 
Press). A metropolis is in a general sense a capital city, respectively a big city. In Germany the use of the 
term ‘metropolis’ is not that common; since the term ‘Large City’ was more widespread until the second half 
of the 19th century. Especially back in the German language the term metropolis was used more to refer to a 
cultural centre in the 18th and 19th century. The probable reason for this was due to the Roman and Orthodox 
Church hierarchy, where the term Metropolitan (in German: Metropolit) was understood as a head of an 
ecclesiastical province (Matejovski, 2000, pp. 145-146).  

Since the late 19th century, the term gained more connections to the political and economical fields. 
Furthermore, a demand for a new word more able to fulfil a better description than the term of large cities 
was starting to rise. This demand became more visible through the new developments of the cities of Berlin 
and Vienna, the two capital cities within the German speaking nations. These cities had to fulfil new functions 
and services, and therefore the terms ‘million city’, ‘world city’ and ‘metropolis’ were introduced. All these 
three terms had a slightly different meaning from each other, but all of them had as well a more 
comprehensive meaning than the term ‘large city’. The current understanding of metropolis in Germany 
emerged around the end of the 20th century. Nowadays, the term ‘metropolis’ in German language 
comprehends a big city, holding a high concentration of controlled functions in the fields of economics and 
politics, and of international importance, e.g. Paris or London in Europe. Besides this definition in the 
German language, the Anglo-Saxon and the French understanding of the term metropolis also shaped 
further the German understanding of the term. Therefore, for the latter a metropolis is characterized by the 
existence of high specialized business-related service companies in its territory, as well as by a good 
developed infrastructure. Another possible factor present in a metropolis is the international brightness in 
the cultural sector. Nowadays there are still two existing meanings in German for the word ‘metropolis’. The 
first one is about the above mentioned ‘world city’, being of special importance for a country due to social, 

                                                           
9
 For simplification the term metropolitan regions is going to be used in this thesis.  

10
 The formal planning process in Germany includes spatial planning. The informal planning process in Germany means regional 

development.  
11

 The central-place system is going to be described further in the chapter 6.1.  
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cultural and economic the factors. Such a city would be a multifunctional metropolis. The second meaning is, 
in the context of this thesis, less significant, because it just describes an advantage in only one field. In this 
regard, in German the term can already be used if the city is known for an own specific achievement 
(Academy for Spatial Research and Planning, 2007, pp. 22-25). 

 

3.2 Historical background of the term metropolitan regions 
The term ‘metropolitan regions’ has a different background than the term ‘metropolis’, and it does not exist 
for a long period of time.. There are various reasons why in Germany the term metropolitan regions is more 
used than metropolis. (Academy for Spatial Research and Planning, 2007, p. 10). Within Germany, Berlin 
would be the closest city to be a metropolis, but the city does not have a lot of companies that act on the 
international scale, and it is also not having an airport of international importance. The second biggest city in 
Germany, Hamburg, has one of the biggest ports in Europe and it has also big international companies 
located there, however it lacks the political importance of Berlin. In additional to that, Hamburg might have 
had in the past a bigger standing than the one it holds currently. The third largest city, Munich, has 
undertaken major economic development since the Second World War. Through new settlements of 
companies, the Olympic Games in 1972 and the opening of an airport in 1992, the capital of the state 
Bavaria developed well, but the latter is not comparable to the metropolis of Paris and London, particularly 
when looking at the number of inhabitants  (Academy for Spatial Research and Planning, 2007, pp. 14-15). 

The term metropolitan regions was introduced by German politicians in the 1990’s. After that, the three 
biggest cities in Germany gained international importance with their own catchment areas. The definition of 
these catchment areas belonging to a metropolitan region is also not clearly established; for example, the 
metropolitan region Berlin/Brandenburg includes the whole state Brandenburg, which is around 29.477 km². 
The term metropolitan regions is not that commonly used in the German language, being it mostly used in 
the German politics and within the spatial planning discussion. This makes the term a highly political used 
one. The expression metropolitan region includes two words, which can lead to a contradiction, because 
‘metropolitan’ can describe something different than the ‘region’. The term metropolitan area was first 
introduced in the 1940’s as a technical expression in the United States. The term is a successive 
development of the statistical definition for the detection of urban and functional catchment area. Within the 
German language use, this term is just another description for the expression conurbation (‘Ballungsraum’) 
or urban space (‘Stadtregion’). This strengths the point that the expression ‘metropolitan’ region is a highly 
political idea, because this term about metropolitan area and regions is more likely adaptable in German to 
the words ‘Stadtregion' and ‘Ballungsraum’, which already exist. Therefore, while a metropolitan area or 
metropolis can be seen as an agglomeration with urban concentration, a region is under the common 
understanding an area which, especially in Germany, is smaller than the states but bigger than a 
municipality.  The combination of both terms makes it easier to identify those urban agglomerations within 
Germany. This is necessary because every metropolitan region has its own size of catchment area and 
therefore a clear demarcation needs to be made for every single region. The broader catchment area fulfil 
out of the planning point of view a sustainable development in the field of the economic, social and cultural 
development, as those functions are divided within the region, as a dense populated area needs a recreation 
area for the environment. All metropolitan regions have their own functions and they are intertwining with 
commuter flows to their catchment areas. (Academy for Spatial Research and Planning, 2007, pp. 14-15). 
Normally a metropolitan region consists of actors from the private sector, which is usually not 
institutionalized. However within the region there exist several networks like in the field of politics, 
economy or science. (Gabler Wirtschaftslexikon).  

 

 



17 
 

Illustration 1: Definition of the metropolitan concepts 

Term Analytical Political-administrative  

1. Metropolis A big city with international 
importance (economic, social 
and cultural driving force) 

Metropolis as a city 

2. metropolitan region Regional city network for 
clusters, desecration are the 
location of the distribution 
facilities 

The region as a connected 
network cooperation (most of 
the times bigger than the 
analytical metropolitan region 

3. large catchment area 
of the metropolitan 
region 

Connected with the 
metropolitan region through 
division of labour in the 
catchment area, it is   normally 
not linearly definable  

So far it is not institutionalized 

Source: own representation, (Academy for Spatial Research and Planning, 2007, p. 28). 

There are different approaches of metropolitan regions in terms of their spatial structure. Most of the 
metropolitan regions in Germany have a polycentric structure through the distribution of important functions 
among those regions in Germany and the spatial central-system, which is in place to avoid a mono-centric 
spatial developments in Germany. The aim of this system is to avoid extensive depopulation throughout 
Germany and disadvantage a one-sided concentration of function in one region (Academy for Spatial 
Research and Planning). 

Nevertheless, for example Berlin is a mono-centric metropolitan region, because it has a dense metropolitan 
core. Therefore the core fulfils the economical functions and the surroundings satisfy e.g. the ecological or 
social functions such as recreation places for the population. Through the polycentric aim, such metropolitan 
regions should include a rural part as well, as this is the idea of the ideal metropolitan region, as commuter 
and goods flows are going in and out to the several cores and therefore it is less concentrated in one specific 
place. The other type of metropolitan regions are a polycentric area with different cities, which fulfil together 
the principles of the metropolitan districts. They have as well a core of dense populated areas, but with their 
polycentric structure they achieve a broader network of urban cities. However in the scientific spatial 
research exist a third category, but it is just a combination of both aspects, as they cannot be classified to 
one category. (Academy for Spatial Research and Planning, 2007, pp. 23-24). 

Illustration 2: Metropolitan regions and their spatial structure in Germany 

Mono-centric  Polycentric Not clear defined 
Berlin/Brandenburg Rhine-Neckar Frankfurt Rhein-Main 
Hamburg Rhein-Ruhr Stuttgart 
Munich Mitteldeutschland  
 Hannover-Braunschweig-

Göttingen-Wolfsburg 
 

 Bremen/Oldenburg im 
Nordwesten 

 

 Nürnberg  
Source: Own representation, (Academy for Spatial Research and Planning, 2007, pp. 44-45). 

A metropolitan region exists always out of three spatial parts. The first spatial structure is the core, which has 
a dense settlement structure and a high population. It has almost no recreation for the public or it cannot 
offer more space for settlements in its core area. The second aspect is the suburbs of the core. This area 
should help to fulfil the functions together with the core and the rural area in a urban-rural independence. The 
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last part, the rural area of a metropolitan region, is the biggest part, as it has compensations functions for the 
recreation and the nature (Historisches Lexikon Bayerns). 

Illustration 3: Spatial structure of the Rhine-Neckar region 

 

Source: (Metropolregion Rhein-Neckar). 

 

4. Strategically functions of metropolitan regions 
The scientific concept of metropolitan regions in Germany can be defined through four different strategic 
functions12. Those four functions are interlinked and mutually reinforce each other. They are depending on 
each other and strengthen each other. A metropolitan region, especially in Germany, should be an engine for 
social, cultural and economic development. In addition every function should exist in a metropolitan region 
(Academy for Spatial Research and Planning, 2007, p. 25). 

In Germany it can be that through the federal system a division of the metropolitan region system into several 
aspects might be not uncommon in some areas. They have through their historical background a high 
specialization in some specific fields (Adam & Göddecke-Stellmann, 2003, p. 122). For example Berlin is the 
political centre, the Rhine-Main region is the financial centre and Munich the insurance centre of Germany 
(Blotevogel H.-H. , Metropolregionen, 2005, p. 646). Furthermore this can be extend to an European level, 
e.g. Brussels the political centre of the EU. However, the division of the fields is more or less gradually 
distinct (Blotevogel H.-H. , Deutsche Metropolregionen in der Vernetzung, 2002, p. 346).  

All metropolitan regions are characterized by great economic competitiveness and innovations in various 
fields. Metropolitan regions are not part of the central-place system responsible for the provision of public 
services, they have a bigger importance of the development for the territory within Germany and Europe as 
part of a polycentric development. (Academy for Spatial Research and Planning, 2007, p. 25).   

At the beginning of the scientific discussion about metropolitan regions, the core role of the area should be 
especially the improvement of innovation and competitiveness, ensuring the global economic integration and 
the starting function for the international cultural and social cohesion in such areas within Germany. This 
approach changed over the time. Therefore the current scientific discussion and their demand of such a 
region were shifting. Nowadays the metropolitans regions are distinguished as centres of political and 
economic control. In addition those districts are having a highly developed infrastructure and a high 
concentration of the service sector (Adam, Göddecke-Stellmann, & Heidbrink, 2005).  

                                                           
12

 As the Case-Study is going to investigate the metropolitan region Rhine-Neckar, the literature is mainly referring to the German 
scientific research.  
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On the scientific field of metropolitan regions in Germany they are currently three main points which the area 
should fulfil, but additional to that the symbolic function is also to mention. The main parts, which the national 
spatial planning report in 2005 introduced, are the decision-making and control function, innovation and 
competition function and the gateway function (The Federal Office for Building and Regional Planning, 2005, 
pp. 178-179). The fourth part is nowadays added by several documents and persons to the scientific 
metropolitan region discourse (Blotevogel H. H., 2005, p. 8). In the scientific research exist several indicators 
for each function to empirically analyze the functions. Nonetheless in a political-spatial planning sense a 
metropolitan regions defines itself through a declaration of the will for cooperation of all actors 
involved in the region and second by a certain institutionalization, e.g. with a Regional Association or 
as a registered association (Academy for Spatial Research and Planning, 2007, p. 24) 

 

4.1 Decision-making and control functions 
This part of the functions of metropolitan regions can be seen as composed of two main parts, the economic 
and political decision-making and control functions. Through this division it is easier to characterize the 
regulative dimension. Metropolitan regions should own national and international headquarters of companies 
and administrative control institutions (Federal Institute for Research on Building, Urban Affairs and Spatial 
Development, 2011, p. 61). Also there exist different aspects for the decision-making process like the 
financial sector (Initiativkreis Europäische Metropolregionen in Deutschland).  For this category it requires in 
the scientific approach, that several headquarters of companies are located within this region. Also the high 
percentage of advanced production services decides about how good a region is in this point (Academy for 
Spatial Research and Planning, 2007, p. 26). 

 

4.2 Innovation and competition function 
The innovation and competition function is coupled with the high density of scientific and researching 
institutions which are required for creating a creative environment. Such a creative environment is necessary 
for an innovation cluster (Federal Institute for Research on Building, Urban Affairs and Spatial Development, 
2011, p. 21). The innovation function is from the economical point of view the most important one, as to be 
competitive on the international scale for these regions brings them to a leading position. Therefore this 
innovation aspect is especially important when it comes to attract new companies. However, not only the 
metropolitan territories alone are important for the achieving competitiveness. Also the whole catchment area 
of a metropolitan region is needed for this competitiveness. Through these aspects the regional innovation 
capability is combining all these factors. This term of innovation capability is defined as ability to generate 
and disseminate of knowledge and of products- and process innovation (Academy for Spatial Research and 
Planning, 2007, p. 26).  Into the equation not only the economic and technical innovation is understood under 
that definition, but also the social and cultural innovation and its creation of multicultural clusters is adopted. 
These last social and cultural aspects are gaining importance for the innovation process, as additionally the 
values of tolerance and openness for the society helps regions to attract highly qualified workers from all 
over the world. Indicators for that function are for example, the employees present in the research and 
development sector. For the social and cultural innovation high ranked establishments like theatres are a 
good indicator, but particularly the presence of high qualified people with an immigrant background is a very 
excellent sign for a competitive region in this regard (Academy for Spatial Research and Planning, 2007, pp. 
25-26).  
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4.3 Gateway function 
Another main function of the metropolitan regions is the Gateway function. This function means in the wider 
sense the dimension of infrastructure in these areas. Infrastructure is required for the hard location factors in 
the metropolitan territories. Regions need a fast access to airports of international importance and high 
speed train stations. Additionally, a broad dense motorway network is required as access to a narrow logistic 
infrastructure. Indicators for the hard location factors can be the accessibility of international airports and the 
access to Intercity-Express, Intercity and Eurocity train stations. Also the surfaces of the logistic companies 
are important for this function (Academy for Spatial Research and Planning, 2007, p. 27). 

Furthermore, the gateway function does not only refer to transport, but it also involves the access and 
exchange of knowledge, services, ideas and information. Therefore the social-cultural measurement is 
important for this function, and soft location factors like the access to knowledge (Blotevogel H.-H. , 
Metropolregionen, 2005, pp. 644-645). In consequence, a high variety of social and cultural differences is 
also required for a metropolitan region (Academy for Spatial Research and Planning, 2007, p. 27). Therefore 
a high percentage of immigrants, a variable ethnic economy and an high segregation of quarters are 
required. In additional to this, the cultural varieties in different city quarters are also important, but it is a 
smaller dimension than the ‘Chinatown’ in American cities. It is through these varieties that the social 
melting-pots can be achieved in such metropolitan regions, and they can have both a positive or negative 
outcome for the social cohesion (Academy for Spatial Research and Planning, 2007, p. 27).  

 

4.4 Symbol function 
This symbol function was added the last to the functions of metropolitan regions, and it is the most uncertain 
aspect. The symbol function does not appear in the official national planning report which was introduced by 
the federal agency in 2005. The German metropolitan regions initiative does not mention this function as well 
(Initiativkreis Europäische Metropolregionen in Deutschland).However, some authors, e.g. Hans-Heinrich 
Blotevogel, refer to this point, as metropolitan regions are centres of the symbolic production, and the 
administrative agencies are producing plenty of diverse symbols that can have a recognition value. For 
example, the fact that all politicians in a region speak with a 'one-voice' policy for the further 
development of that region can have a symbolic value. Also buildings and quarters that are specially 
recognizable are important. Likewise, media locations, distinctive universities, theatres and exhibitions are 
elements of importance. Also the cultural and social elements are also to be considered. For example, a high 
specialized or considered location like a golf course can also be very useful for the communication of a 
political discourse (Academy for Spatial Research and Planning, 2007, p. 27).  

All these places are always positive factors to attract high specialized labour, and these hotspots can foster 
the ability to create something innovative. Through this the metropolitan regions can ensure their 
competitiveness. Therefore, the symbol function helpful to attract people, who would like to live in these 
areas and which in addition are having a reinforcing effect, strengthening these aspects as well. Indicators 
for the symbol function of metropolitan regions are especially the economics of the media and cultural sector, 
e.g. the headquarter of a movie company. Both big companies in these fields are as important as the small 
innovative entrepreneurs, which can produce high specialized contents and fashion and lifestyle trends 
(Academy for Spatial Research and Planning, 2007, pp. 27-28). 

 

 

 

 



21 
 

Illustration 4: Symbol of the metropolitan region Rhine-Neckar 

 

Source: (Metropolregion Rhein-Neckar). 

The metropolitan function can be divided into a broader scientific approach in terms of analysing metropolitan 
regions. Nevertheless for this thesis mainly the policy approach, as part of the decision-making process is of 
importance, as well as the competition function driven be the private sector, e.g. companies. Main issue are 
out of a planning point of view the gateway function in a polycentric development approach (Academy for 
Spatial Research and Planning, 2007, pp. 25-28)   

Illustration 5: Metropolitan functions 
Metropolitan functions 
Decision-making and 
control functions 
 

Innovation and 
competition function 

Gateway function 
 

Symbol functions 
 

Companies and 
capital 

Science and 
Research 

Transportation Architecture / Art / 
Cultural / urban 
tourism 

Policy and 
civil society 

Private Sector / 
research 
and development 

Markets media 

Source: Own representation, (Academy for Spatial Research and Planning, 2007, pp. 25-28).   

 

5. The demand for metropolitan regions in the spatial development policies  
Through the fact that the term metropolitan region is not used before the 1990’s in the German spatial 
planning discussion, their functions and aims can be describes as a reorganization of the spatial planning 
policy. First of all, the metropolitan agglomerations tried to organize themselves in two main networks of 
importance. On a European scale  with the initiative The Network of European Metropolitan Regions and 
Areas and on the national level with the initiative 'Initiativkreises Metropolregionen in Deutschland'. Over the 
time the metropolitan regions gained an impact on the European and German scale in terms of importance 
for infrastructure and economic development (Academy for Spatial Research and Planning, 2007, pp. 1-2).  

Thus especially the Maastricht Treaty and the EU had an important influence on that field of metropolitan 
regions in Germany13. Another document which influenced the tool of metropolitans regions is the Europe 
2020 strategy. However the German state had a huge influence for this development also through their 
leadership at a spatial planning conference in Leipzig back in 1994. The Leipzig Principles define the first 
time on the European scale the possibility to achieve the economic and social cohesion goals through spatial 
                                                           
13

 The regions gained of importance through the Maastricht Treaty as it defines the socio-political principle of the Subsidiary. 
Higher authorities gain only power, if subordinate bodies e.g. local authorities are not able to fulfill the task on their administrative 
level. 
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planning. Also could spatial planning help to achieve a sustainable development and emerged new spatial 
policies, if a common framework could be achieved (Dühr, Colomb, & Nadin, 2010, p. 202). Three different 
aspects in the EU and in the world created the political and scientific discussion about the metropolitan 
regions and defined the demand of such areas in Europe (Academy for Spatial Research and Planning, 
2007, pp. 1-4, 16-20). These three aspects are: 

 Decline of the national states;  
 The size aspect in international benchmarking of metropolitan regions;  
 Growth policy of the EU.  

Source: (Academy for Spatial Research and Planning, 2007, pp. 1-4, 16-20). 

The first trend about the decline of the national states is since 30 years going on within the EU. The region as 
a quality aspect gained in the last decades of importance. Through indentations like regional marketing the 
soft place factors are at the present time an important factor for company settlements (Ernst Klett 
Verlag GmbH). Consequently the facts about the connections and support in the region are now as important 
as the aspects of a good infrastructure and benefits from an honourable government.  That trend was 
strengthen by several aspects of the EU. Especially the achievements of completing the internal market and 
the costume union needed to be taking into account for this development at the European level. On the other 
hand there is a development, which could not be expected as such an influence 30 years ago. The 
development towards a more globalized world. Through the trade over almost the whole globe via easy 
communication ways and low transport costs, the regions have to be now competitive on a whole new level. 
Therefore they have to put a lot of effort to attract people. The principle of clusters is therefore the most 
important one because out of a community in one field and a high specialization, the companies are very 
attracted by those advantages and they want to settle down in these territories. The second aspect on the 
political discourse is the benchmarking of the regions and the establishing of such metropolitan regions all 
over Europe (Academy for Spatial Research and Planning, 2007, pp. 18-19). 

Actually this should be reduced through the paradigm in German spatial planning discourse internal- before 
external development, when it comes to new settlements structure, but it is currently impossible to achieve it. 
Because of the urban-sprawl, the regions are nowadays more in the focus than urban city. This creates a 
bigger importance for a metropolitan region than for a metropolis. This conclusion is also described by the 
German Academy for Spatial Research and Planning through the German title ‘Die Stadt ist die Region’14 
(Priebs, 1999, pp. 617-628).Through this historical development, which happened all over Europe, the 
importance of regions expanded. The statement of ‘size matters’ is addable to this point, though regions 
were and are clear defined in the German planning system. Conversely metropolitan regions were not 
established until they were defined with their territory and their functions. The idea of these benchmarking 
regions was the success of the Oresund region and their development through the installing of a 
infrastructure connection over the sea. As this cross-border infrastructure project could achieve gained 
benefits like economic growth. Throughout such an input, it should be possible to achieve it with other 
regions cross-border or even transnational network (The Federal Office for Building and Regional Planning, 
2005, p. 176).  

The third aspect of the political idea behind metropolitan regions in Germany is the Europe 2020 strategy and 
their goal for growth and jobs. In this treaty, the EU added to the already existing cohesion policy the aspect 
of competitiveness and innovation to be more effective compared to such growth poles as North America, 
Japan and East Asia. Trough this, the EU wants to become the  most competitiveness region in the world 

                                                           
14

 Literally translated it means: The city is the region 
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until 2020. Therefore a new tool like the metropolitan regions is needed to ensure this idea15 (Academy for 
Spatial Research and Planning, 2007, pp. 18-20).  

 

5.1 Territorial cohesion policy 
In the scientific literature the demand for territorial cohesion is analyzed through the fact that the EU had a 
lack of competences in spatial planning policies, even though it should aim for a sustainable development or 
a balanced competitiveness throughout the regions in Europe. As the territorial cohesion is a shared 
competence within the EU, the Member States recognize the importance of an overall coordination of spatial 
development on a European scale. Nevertheless the competences refer to the area of territorial cohesion 
and do not apply for the spatial policies. A major help for giving the EU power in this field are the structural 
funds of the European Territorial Co-operation, better known as INTERREG (Camagni, 2007, pp. 130-131). 
The concept of territorial cohesion can be seen as the territorial dimension of sustainability or sustainable 
development, as "the territorial dimension, residing in an ordered, resource-efficient, environmental-friendly 
spatial distribution of human activities" (Camagni, 2007, p. 135).  From that definition derives in the scientific 
literature three components of territorial cohesion. Those are:  

 "Territorial quality: the quality of the living and working environment; comparable living standards 
across territories; similar access to services of general interest and to knowledge 

 Territorial efficiency: resource-efficiency with respect to energy, land, and natural resources; 
competitiveness of the economic fabric and the attractiveness of the local territory; internal and 
external accessibility 

 Territorial identity: presence of "social capital"; capability to develop shared visions of the future; local 
know-how and specificities, productivity "vocations," [sic] and competitive advantage of each territory" 
Source: (Camagni, 2007, p. 135). 

As the concept territorial cohesion is multidimensional and consist of a integrated approach, it requires to add 
two other elements as well. First, it requires new forms of decision-making process on a multi-level 
governance for European Integration and cooperation. Second of all it needs a multidimensional strategy 
to tackle all issues with a spatial impact. e.g. transport infrastructure should connect metropolitan regions and 
by that it needs to create settlement structures along those corridors (Camagni, 2007, p. 136). 

As spatial planning varies from a Member State to another, there exist four different approaches for territorial 
cohesion. Those four storylines can be define as "an ensemble of ideas, concepts and categorizations that 
are produced, reproduced and transformed in a particular set of practices and through which meaning is 
given to physical and social realities and which permeates regional, national and supranational policy making 
circuits" (Hajer, The Politics of Environmental Discourse: Ecological Modernization and the Policy Process, 
1995, p. 44). In addition to this the argumentations goes further to the fact that the "not shared belief systems 
but multi-interpretable storylines are the glue that hold together the coalitions behind transnational policy 
discourses" (Hajer, Transnational networks as transnational policy discourse: Some observations on the 
politics of spatial development in Europe, 2000, p. 140). The four storylines are: 

 Europe in Balance; 
 Coherent European Policy; 
 Competitive Europe; 
 Green and Clean Europe. 

Source: (Waterhout, 2007, p. 40). 

                                                           
15

 Beside the demand for more competitiveness within the region the territorial cohesion policy, which was established through 
the Lisbon-Treaty, is of importance. 
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The storyline 'Europe in Balance'  aims to reduce disparities between regions and combines the ideas from 
planners and lobbyist in the field of public interests. Out of a spatial planning perspective the core of Europe 
is too competitive in contrast to other regions like in Spain. Therefore it was the proposal made by Spain to 
reduce regional disparities within the EU to improve in total the EU's competitiveness as it is necessary 
through the globalization process. Therefore the political concept of polycentric development was introduced, 
which strengthen the positions 'Europe in Balance' and the 'Competitive Europe', as it highlights the 
importance of both interests to achieve competitiveness. The achievement of this idea is to strengthen areas 
that are outside of the pentagon of Europe16 into global economic integration zones (Waterhout, 2007, pp. 
40-41).    

The "Coherent European Policy" intends to achieve a horizontal coherence through a spatial planning 
framework between various European politics with an territorial impact, e.g. transport infrastructure and 
environmental policies. Also this approach supports an intersectoral coordination and a vertical 
coordination among administrative levels (Waterhout, 2007, pp. 44-46). Such a tool is the European 
Grouping of Territorial Cooperation (EGTC), which was established since 2006. The EGTC allows local and 
regional authorities from different Member States to cooperate at a cross-border or transnational level 
(European Committee of the Regions). 

As mentioned earlier the storyline of "Competitive Europe" is of importance for whole Europe to compete on 
the global scale, but it describes in addition to that the important factor of competitiveness of regions. Main 
driver of this approach was the Netherlands during their EU presidency17 back in 1991 with their introduction 
of the concept of city networks. A major shift in this concept is that all regions own territorial capital, not only 
the metropolitan areas. Through that it's a change of paradigm in the cohesion policy, as all regions can be 
innovative as like the Europe 2020 strategy aims for (Waterhout, 2007, pp. 46-50). 

The last storyline "Green and Clean Europe" was pushed through during the Denmark EU presidency back  
in 1992. This approach links sustainable development to spatial planning by a concept of spatial balance. 
This storylines aims for a decentralized urban system. The idea was not linked to the polycentric 
development with the urban spread, but it referred to a decentralized city network through the connections 
via transport and energy networks. The concept was rather weak as the concept does not refer to the 
polycentric development. However the Danish concept aims for the definition of sustainable development 
made in the Brundtland Report18 (Waterhout, 2007, pp. 50-51).    

 

5.2 European Spatial Development Perspective 
Mainly the aim of territorial cohesion effects the spatial development throughout the EU. Since 1999 the 
Informal Council of Ministers responsible for Spatial Planning in the Member States agreed on the common 
framework European Spatial Development Perspective (ESDP). With this ESDP, it exists since then a 
common key concept for spatial development in Europe. The key concepts are for the territory of the EU: 

 "development of a balanced and polycentric urban system and a new urban-rural relationship; 
 securing parity of access to infrastructure and knowledge; and 
 sustainable development, prudent management and protection of nature and cultural heritage". 

Source: (Informal Council of Ministers responsible for Spatial Planning, 1999, p. 11). 

                                                           
16

 The pentagon of Europe describes the area in-between the five cities London-Paris-Milan-Munich-Hamburg. 
17

 Every member state has an half year presidency of the European Council for giving their own political impact on the political 
agenda of the EU. 
18

 The Brundtland Report was published in 1987 by the World Commission on Environment and Development and introduced the 
definition of sustainable development. Nowadays the common definition of a sustainable development is, when the economic and 
social development is in line with the environmental protection for future generations 
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5.3. Territorial Agenda of the European Union 2020 
Currently the Territorial Agenda of the European Union 2020 (TA2020) is in place in the EU. The agenda 
continues the path of the Territorial Agenda from 2007 and the ESDP. The TA2020 is a action oriented policy 
framework that takes into account the developments made in the Europe 2020 Strategy19. The TA2020 adds 
to the Europe 2020 Strategy the layer of territorial dimension for a smart, sustainable and inclusive growth 
within the EU. Main driving force for the European territory are the globalisation process, therefore 
metropolitan regions need to fulfil their task as international gateways to develop the European territory 
further, as other regions can benefit from such gateways regions. Beside this the interdependences of 
regions increases and create internal problems like the burden of administrative boarders. Also the loss of 
biodiversity or the land-use of the transport infrastructure development have an impact on the territorial 
identity (Informal Ministerial Meeting of Ministers responsible for Spatial Planning and Territorita 
Development, 2011, pp. 3-5). Hence the territorial priorities for the Development of the EU are:  

 Promote polycentric and balanced territorial development; 
 Encouraging integrated development in cities, rural and specific regions; 
 Territorial integration in cross‐border and transnational functional regions; 
 Ensuring global competitiveness of the regions based on strong local economies; 
 Improving territorial connectivity for individuals, communities and enterprises; 
 Managing and connecting ecological, landscape and cultural values of regions  

Source: (Informal Ministerial Meeting of Ministers responsible for Spatial Planning and Territorita 
Development, 2011, pp. 6-8). 

The balanced territorial development is promoted by the metropolitan regions for their own wider catchment 
areas and they should form innovative networks (e.g. transnational) to improve their performance towards a 
sustainable development within Europe. Also it should lead to the territorial integration in transnational 
functional regions. The last point of importance is to improve the territorial connectivity, as the moving of 
goods and the mobility of persons is essential for territorial cohesion. Therefore it is necessary to ensure 
access to railroad infrastructure. For the moving of goods, a effective inter-modal transport via corridors is 
important to face global transport systems with a good infrastructure. Therefore the TEN-T links main 
metropolitan regions within Europe to other major nodes (Informal Ministerial Meeting of Ministers 
responsible for Spatial Planning and Territorita Development, 2011, pp. 6-8). 

 

5.4 Concepts and Strategies for Spatial Development in Germany 
In the German spatial development policies similar ideas like in the ESDP were introduced back in the year 
2006, but they were revised in 2016. Nowadays Germany's revised version includes four Concepts and 
Strategies for Spatial Development in Germany. Those realignment of concepts bring a new drive for 
strengthening all regions in Germany, therefore the concepts promotes a concentration of competences for 
networking and it promotes cooperation. The promotion of cooperation, mainly in the cross-border, 
transnational or interregional context, is to push along the process of European Integration. The aim is to 
achieve a polycentric development as well in Germany via a supra-regionally balanced development through 
gateways, e.g. in terms of accessibility to transport infrastructure for all sub regions in Germany. In fact 
should the polycentric settlement structure within Germany lead to a sustainable development, because the 
guidelines are coordinate the conflicts of space-related usage claims e.g. the need for economic 
requirements for a competitive nation, but they are also taking note the importance of ecological functions of 
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the space (Federal Institute for Research on Building, Urban Affairs and Spatial Development, p. 3). Those 
four functions are: 

 Enhance competitiveness; 
 Ensure the provision of public services; 
 control and sustainably develop land uses; 
 Shape climate change and the transformation of the energy system. 

Source: (Federal Institute for Research on Building, Urban Affairs and Spatial Development, p. 3) 

The Conference of ministers for spatial planning which elaborated those concepts, gave in addition 
recommendations for action. In the field of the metropolitan regions they should install multi-level 
governance structures for cross-border or transnational cooperation's. In addition the regions 
should increase their presence on a European scale. Beside those two points the metropolitan regions 
demand to increase their accessibility to major transport infrastructure, such as international airports or along 
railroad corridors. A multimodal transport infrastructure is of major importance for metropolitan regions, as it 
ensures their future competitiveness and the importance of Germany as an 'economic powerhouse'. Beside 
this concept the infrastructure distributes to the concept of ensuring the provision of public services 
(Ministerkonferenz für Raumordnung, 2016, pp. 4-6, 8). 

 

6. The Spatial Planning system in Germany 
In Germany exist two forms of planning. One is the formal planning and the other is the informal planning. 
The formal planning in Germany is ensured through binding laws and plans. In addition it has clear 
administrative borders and consist of the central-place system and the mutual feedback principle. Only 
sectoral planning and public agencies, e.g. the EU, can tackle issues at all administrative level in Germany. 
Beside this the formal planning covers Germany as a whole and it is planning oriented. The informal planning 
on the other side is characterised as a non-formalized approach and it is non-binding. The informal planning 
gained of importance since the mid-1970's, as the formal planning cannot face the increasing complexity of 
planning procedures occurred by the conflicts of land-use. It aims for a cooperation between various 
stakeholders at the different administrative levels. Those results are of importance for a further formal 
planning process. At all administrative level within Germany it exists informal planning (Academy for Spatial 
Research and Planning). 

 

6.1 The formal planning system 
The formal Spatial Planning in Germany has the task to structure and guide space to achieve the goal of a 
balanced spatial development.  A balanced spatial structure comes along with various goals, e.g. a 
polycentric development. Those goals are different from planning level to planning level. In total the Planning 
has four stages in Germany. First, the Federal Spatial Planning, then the State Spatial Planning and the 
Regional Planning. In addition to that it exist the Local Land-Use Planning. At the local stage the actual 
preparing and guiding of the use of land for building and other purposes is made (Elke Pahl-Weber, 
2008, pp. 69,78). To achieve the balanced spatial planning the mutual feedback principle is the main key to 
achieve the best possible outcome between those stages (Academy for Spatial Research and Planning). 
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6.1.1 Federal Spatial Planning 

The federal level does not have a central planning authority. However the framework for spatial planning is 
made at the federal level. Main aspects of the framework are: 

 guidelines of spatial planning, 
 principles of spatial planning, 
 goals of spatial planning. 

Source: (Elke Pahl-Weber, 2008, p. 69). 

These aspects are written down in the Federal Spatial Planning Act. The guidelines are the framework for 
spatial development in Germany. Main concept is the 'sustainable spatial development'. Under the term 
sustainable spatial development is understood that the economic and social demands are in line together 
with the ecological function of the space. Such guidelines are for example the elimination of regional and 
structural imbalances or ensuring a long-term scope for any action on land use planning. The principles are 
general precepts. The precepts concerning the structuring, the development and the securing of spatial 
entities. Those three principles are needed to take into account in a decision-making process. They can 
also be supplemented by the states. The last aspect, the goals, are not given by the Federation. Those are 
the task of the state and regional planning. Nevertheless those goals are binding provisions, which are 
substantively and spatially specified definitive requirements (Elke Pahl-Weber, 2008, pp. 69-70). 

 

6.1.2 State Spatial Planning 

On this level the spatial planning tries to achieve healthy living and working conditions in the whole area of 
the state. Main task at this level are the binding goals in the State Development Plans (SDP)20, as well as to 
define principles. Those are going to be the basis for all spatially significant plans pertaining fields like 
industry and commerce, transport and environmental protection (Elke Pahl-Weber, 2008, p. 70). Main 
aspects of the SDP are: 

 "spatial structure, 
 division of the state into potential settlement areas and open spaces to be preserved, 
 safeguarding natural resources that deserve conservation, 
 designation of special development centres and areas eligible for support, 
 preparation of spatially significant public and private plans and measures". 

Source: (Elke Pahl-Weber, 2008, p. 73). 

In addition the state is responsible for the Spatial Planning Procedure (SPP). The SPP coordinates 
supralocal projects of private and public agencies that effects the spatial structure in a state, i.e. transport 
infrastructure. The SPP aims to harmonize those projects with spatial planning policies and the existing 
plans. A SPP always looks also for other options of a transport route and their environmental impact (Elke 
Pahl-Weber, 2008, p. 45) 

 

Foray: Central-place system 

The central-place system was introduced back in the year 1933 by Walter Christaller. It has a main impact on 
the spatial planning strategies for development of settlement structures on a state and regional level. It 
defines for every state in the SDP the hierarchy of cities. It is divided into three categories for cities. The 
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high-order centres have the biggest demand  for supplying the public (Academy for Spatial Research and 
Planning). All three categories can be defined as: 

 "basic centre's, low-order or small centre's supply the basic daily needs of the population in the 
immediate area, 

 middle-order centre's are central places that meet more demanding needs of the population in the 
intermediate area, 

 high-order centre's are central places that meet demanding, specialized needs of the population in 
the extended catchment area".  
Source: (Elke Pahl-Weber, 2008, p. 52). 
 

6.1.3 Regional Planning 

At the field of regional planning the spatial planning is coordinating the matters of land use planning in a 
supra-local interests over municipal boundaries. Also does the regional plan21 ensure the demands of a 
region against the local authorities. Core elements of every regional plan are the settlement structure, 
open space structure and infrastructure. In the field of infrastructure regional planning determines routes and 
areas for transport infrastructure, utility services and freight handling. Another point is the adaption of 
designations of sectoral plans (Elke Pahl-Weber, 2008, pp. 75-77). In the Rhine/Neckar region for example is 
at the regional level the RNRA responsible for ensuring the spatial planning. Their legitimate mandate from 
the Federal Spatial Planning Act are:  

 "prepare and update the regional plan, 
 integrate the landscape outline plan for the region into the regional plan, 
 advise urban land-use planning authorities and other public and private planning agencies, 
 collaborate in preparing and updating the state development plan and state sectoral development 

plans, 
 engage in spatial planning proceedings, 
 collaborate in state sectoral planning, 
 take the initiative in regional policy to promote and develop the region, 
 cooperate with regional agencies for joint programmes".  
 Source: (Elke Pahl-Weber, 2008, p. 75). 

 

6.1.4 Local Land-Use Planning 

Local authorities are having in Germany a planning autonomy, in which they can regulate the structure 
of their territories and the urban development on their own responsibility. Beside their own planning ideas 
they have to follow the goals of comprehensive spatial planning. To achieve local Land-Use Planning, it is 
divided into two plans. A municipality can therefore develop a preparatory land-use plan for their whole 
territory, but they have to adapt the aims of the regional and sectoral planning in this plan. The first 
stage of the Local Land-Use Planning is not binding. The second stage is the Binding Land-Use Plan. In this 
plan the provision of local public infrastructure, compensation and land reallocation is enshrined (Elke Pahl-
Weber, 2008, pp. 78-79). 
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6.1.5 Mutual-Feedback Principle  

Finally all four stages needed to be combined. Therefore the idea of the Mutual-Feedback Principle was 
introduced. This principle says that there is no spatial development allowed without the needs of the different 
levels. The thought behind this guideline is that the cooperation on a local, regional, state and federal level 
should be ensured and their influence to each other should be achieved. Especially when it comes to 
structure, develop or protect sub-areas of an overall territory which is always the intension of spatial planning 
in Germany (Academy for Spatial Research and Planning). 

This idea is also enshrined in the Federal Building Code22 (in German: Baugesetzbuch) and in the Federal 
Spatial Planning Act. In the Federal Building Code it says that the Land-use Plans shall be brought into line 
with the aims of comprehensive regional planning. This means that the municipalities have to follow the 
principles of the higher government authorities. Through this paragraph the top-down movement is ensured 
as well. In the Federal Spatial Planning Act the guideline about mutual feedback principle is actually noted in 
the German language. In this section it says that the development, structure and ensuring of the subspaces 
needs to take into account when it comes to spatial planning.  Thereby the bottom-up idea is created, which 
takes all the lower stages into account for the higher ones. These top-down and bottom-up movements 
ensures that the mutual feedback principle is working and that every levels is jointly established in a network 
for spatial planning (Elke Pahl-Weber, 2008, pp. 38-40). 

 

6.1.6 Sectoral Planning  

Two aspects are important as well for spatial planning in Germany, but they have nothing to do with the 
relations between the different government levels or the comprehensive spatial planning approach. On the 
one side is the sectoral planning in Germany. Such areas would be the infrastructure planning like transport 
infrastructure, energy, waste management and water management. Other fields are landscape planning, 
nature reserves, water conservation areas and restricted areas for military facilities.  As the sectoral planning 
is fulfilled by special sectoral authorities, who can go through all government sectors in Germany, it can 
easier solve special needs.  It is deemed to be relevant for spatial planning, when it pressure the 
development of spatial structures directly or indirectly (Academy for Spatial Research and Planning). 
Sectoral planning is divided into local sectoral and supra-local planning. The supra-local planning deals e.g. 
with railroad infrastructure at the federal level. Railroad infrastructure is a privileged sectoral planning, 
therefore it needs a Planning Approval Procedure (PAP) at the various stages, mainly at the local and 
regional level. As the local stage has normally the planning autonomy, they need to adapt the infrastructure 
projects, when a PAP was successful (Elke Pahl-Weber, 2008, p. 87). 

For example Railroad infrastructure is a task of the Federation for rail freight and long-distance traffic. 
Therefore the Federal Ministry of Transport and Digital Infrastructure (FMTDI) are developing the FTIP, 
which needs to be confirmed by the Federal cabinet. A FTIP is valid normally between 10 and15 years. 
Projects can be recommend by everybody like the Federal Railway Authority (Federal Ministry of Transport 
and Digital Infrastructure). After the FTIP is achieved, the Federal Train Track Expansion Act (FTTEA) with 
the required projects needs to be developed and confirmed by the German Parliament to ensure the legal 
binding of the projects. To achieve the FTTEA the FMTDI is creating every five years an investment plan for 
the FTIP. The FMTDI checks also every five years, if the Investment plan is still on track for the economic 
growth in Germany. This plan of checking the demand has no direct result, however the German parliament 
can adapt those plans to the FTTEA with the required plans (Federal Ministry of Transport and Digital 
Infrastructure). To include those projects into spatial planning the PAP is the main key for it. The aim of a 
PAP is to determine, how an infrastructure project with spatial impacts is going to be further permitted. The 
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main goal is to achieve a balance between achieving the project and any public or private interest (Academy 
for Spatial Research and Planning). 

 

6.1.7 The EU and their impact through public agencies on spatial planning in Germany 

The other side which effects spatial planning in Germany is the EU, as they have no special power for spatial 
planning, they can still influence this field through their shared-competences e.g.  cohesion policy or 
transport policy. Especially the aspects of territorial cohesion is of importance  for spatial planning in 
Germany. To achieve territorial cohesion the development of infrastructure is crucial, furthermore transport 
policy can contribute to achieving the main goals of the EU for competitiveness and sustainability. The 
transport infrastructure policy within the EU has a long tradition and has its origin back in 1957 through the 
Treaty of Rome (Dühr, Colomb, & Nadin, 2010, pp. 295, 296). The scope of the EU in the transport policy 
can be classified into two categories. First, the EU legislation for harmonising laws at the Member States 
level or guidelines for the TEN-T, e.g. the development of multimodal and interoperability corridors. Second, 
the funds from the EU play an important role (Dühr, Colomb, & Nadin, 2010, p. 299). Main funding in the 
transport development is the Connecting Europe Facility, which mainly supports the EU's own transport 
corridors TEN-T (European Commission). Nevertheless other initiatives, e.g. INTERREG VB NWE are 
contributing as well to the transport infrastructure because the program 'promote sustainable transport and 
remove bottlenecks in key network infrastructures" (NWE Secretariat).   

The TEN-T has within the EU transport policy the biggest impact on the spatial planning. Main aspect of the 
TEN-T is to establish a coherent European transport network in the Member States. It aims for an integrated 
network throughout Europe by "eliminating bottlenecks, building missing links, interconnecting networks and 
stimulating the development of intermodal and interoperable networks. Interconnectivity refers to the 
horizontal cohesion and interconnection between different national, regional and local networks and 
accessibility at different scales" (Dühr, Colomb, & Nadin, 2010, p. 300). As the main approach of the TEN-T 
is to establish a European transport system, the COM defined nine core network corridors. They channelling 
public and private resources to find innovative transport solution and they try to establish a rail freight 
system via nodes and corridors. Every nine corridor has its own Coordinator for removing physical and 
operational bottlenecks (European Commission).  

Illustration 6: Mutual-Feedback Principle 

 

Source: (Elke Pahl-Weber, 2008, p. 57). 
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6.2 informal planning 
As earlier described the informal planning involves all planning procedures with a no statutory binding forces. 
Therefore the scope is very broad. It can range from sectoral planning in form of preparation for a PAP 
by comprehensive participatory of citizens23 to a regional development concepts to ensure the aims of a 
regional plan24. The Federal Spatial Planning Act defines three main objectives for informal planning. Beside 
the development of concepts the regions can get involved into regional networks or make contractual 
agreements on preparing sectoral plans through a PAP by a Project Advisory Board. The strength of 
informal planning lies in the flexibility for tackling problems, however important stakeholders needs to be 
involved in such planning efforts and they need to adapt it to the formal planning process (Elke Pahl-Weber, 
2008, p. 46). 

 

6.2.1 Principle of Multi-Level-Governance 

 The regions are part of a bigger political system within the EU with a European, national, state, regional and 
local layer. Therefore. a region can cooperate with different levels of government above or beneath a region. 
Beside this vertical dimension this concept consist of an horizontal dimension also. This second dimension 
can be defined as cross-border cooperation or as  a cooperation with non-governmental stakeholders. In 
addition to those two dimensions, the concept exist of two key words of importance. First, the multi-level 
approach and second the term of governance. The governance can refer to a new form of territorial 
management or territorial governance in the field of spatial planning or economic development (Dühr, 
Colomb, & Nadin, 2010, pp. 97-99). 

 

6.2.2 INTERREG 

Since the year 1990 the program INTERREG has become a major tool at a European level for spatial 
development at a cross-border, transnational and interregional level. Before 1990 regions and national-states 
were the first ones in tackling spatial problems through informal cooperation and by territorial governance. 
The formal funding and the installing of institutional mechanism by the EU achieved a major boost for trans-
boundary cooperation. Plenty of projects with various aims to achieve transnational spatial development 
have been achieved since then, though the objectives changed over the time (Dühr, Colomb, & Nadin, 2010, 
pp. 232-233).      

In particular it was possible until the previous financial period, which lasted from 2007 until 2013, to 
get financial support for a spatial vision or the transnational spatial development in specific fields, 
i.e. the core TEN-T. For the cooperation of a core corridor of the TEN-T, a axial cooperation is required to 
tackle various issues like defining and reducing bottlenecks, spatial development or infrastructure 
development. To elaborate a transnational vision, it aims for a coordination of sector policies and their 
integration at various administrative levels, therefore spatial development can play an important role within 
those projects. The visions are mainly territorial governance instruments for involving as many important 
stakeholders into the decision-making process to achieve a coherent development.  Within a INTERREG-
project which has the goal of achieving a spatial vision, it is always a bottom-up initiative in a cross-border or 
transnational spatial context. The main interest of stakeholders which are involved in such a project is to gain 
benefits like a common strategy or to find solutions about how to tackle problems within their own 
competences (Dühr, Colomb, & Nadin, 2010, pp. 223, 346-348).  
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Since the last financial period it is not required to deliver an integrated spatial planning approach anymore at 
a transnational scale. Through the fact, that the INTERREG-programs are focusing since the European 
overall strategy Lisbon Strategy, which was introduced back in 2000, also on Growth and Jobs, the funding 
objectivities have shifted towards innovation and economic growth. It is nowadays required to produce 
quantitative outputs, rather than cooperating on spatial development issues. As INTERREG-projects are 
funding through the EU's European Regional Development Fund, INTERREG needs to adapt to those 
regulations25 (Dühr, Colomb, & Nadin, 2010, pp. 280-281, 243).  

 

6.2.3 European Grouping of Territorial Cooperation 

As the field of territorial governance within INTERREG has lost of its importance, the Regulation (EC) No 
1082/2006 of the European Parliament and of the Council introduced in 2006 a possibility to set up a group 
of various territorial authorities from different EU countries to create a trans-boundary authority with a legal 
framework. It aims to bundle bottom-up or top-down initiatives. The bottom-up aspect gives established 
territorial cooperation a framework to apply for European funding and it gives those initiatives an institutional 
framework. Such an EGTC can be used to manage transnational infrastructure development by regional 
authorities. Nevertheless such a setting up requires a lot of input, as the EGTC needs to overcome obstacles 
of territorial cooperation, e.g. legal systems or administrative structures by establishing a supranational 
association. An EGTC can deliver a real advantage, when it creates a new cooperation form, otherwise the 
efforts to establish a EGTC are not sufficient enough (Dühr, Colomb, & Nadin, 2010, p. 246).       

 

7. The metropolitan region Rhine-Neckar  
Since the 28.04.2005 the region Rhine-Neckar is included in the framework of metropolitan regions within 
Germany and has become an official main player for regional development in Germany. However it is worth 
to mention that the title metropolitan region is an honorary title with no legal rights. Though the title 
helped the region to sign the second state treaty. Moreover the second state treaty signed at the 26.07.2005 
was the main key for a better spatial planning and regional development within the region. This second state 
treaty was the main achievement of regional planners in the region since the first state treaty. Those state 
treaties gave the region power in the field of regional and spatial development (Schächter, 2010, pp. 66-68). 

As the metropolitan area should always represent the own strengths and cultural advantages, the 
metropolitan region Rhine-Neckar is named after the two rivers Rhine and Neckar. The river Neckar is 
leading in Mannheim into the Rhine. The river Rhine is also the natural border for the state Rhineland-
Palatine to the other two states Baden-Wuerttemberg and Hesse within the metropolitan region. Both rivers 
are with their surroundings landmarks in the region. As the region concludes three various states of 
Germany, the region has a long history with cross-border cooperation. Out of this role the region sees itself in 
a leading role for territorial cooperation within Europe (Verband Region Rhein-Neckar, 2014, pp. XIV-XV). 

The region has similar borders as the historical region 'Kurpfalz' in Germany and it is the seventh biggest 
conurbation in Germany with 2.4 million inhabitants. The three biggest cites are located in the Rhine valley. 
Those cities are Mannheim (307.900 inhabitants), Ludwigshafen am Rhein (163.343 inhabitants) and 
Heidelberg (142.993 inhabitants) (Verband Region Rhein-Neckar, 2007, pp. 4, 6). The three main cities have 
with their location in the region a polycentric settlement structure, which characterize the region. In the east 
and west of the Rhine valley the mountains of the 'Odenwald' and the Palatinate-Forest, which are the edges 
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of the region in the west and east26. In Germany the region is in the north and south surrounded by two other 
metropolitan regions. In the north it is the area Frankfurt am Main/Rhine-Main and in the south it is Stuttgart. 
The region has through the two rivers an excellent access to the water routes. The river Rhine is one of 
Europe’s most important water routes and the region has with the ports in Mannheim and Ludwigshafen am 
Rhein two major inland ports., The port of Mannheim is of European importance (Staatliche Rhein-Neckar 
Hafengesellschaft mbH). The port of the city of Ludwigshafen am Rhein is the fifth biggest inland port in 
Germany (Hafenbetriebe Ludwigshafen am Rhein GmbH). Through this the port centre 
Mannheim/Ludwigshafen am Rhein is the second biggest inland port in Europe (Stadt Ludwigshafen). As an 
addition to the importance of transport infrastructure, the train station Mannheim is the second biggest HSR-
distributer station in Germany with around 240 HSR-stops every day  and the region has with the  rail freight 
yard Mannheim the second biggest railway hub in Germany(Stadt Mannheim). Besides that, one of the 
biggest combined traffic terminals in Europe is located in Ludwigshafen am Rhein and it is part of the 
company grounds of the Badische Anilin- & Soda-Fabrik (BASF)27. Tough the terminal is open for external 
companies and therefore the terminal is a major key for the future development of the Rhine/Neckar region 
and their logistical cluster (Bundesverband Materialwirtschaft, Einkauf und Logistik). 

Also the highway connections are dense within the region. The area has two axes from north to south, the 
highways A5/A67 and A61/65. It also exists a connection from west to east with the highway A6 (Verband 
Region Rhein-Neckar).  Also the international airport Frankfurt am Main, which is one of the important 
airports on the global scale, is located near the Rhine/Neckar region (Fraport AG). Also the public transport 
within the region is excellent. Through different local territorial cooperation's,  the region has its own 
suburban train (S-Bahn) system and its own public transport company. The suburban rapid transit system 
was introduced in the year 2003 and has nowadays around 174.000 passengers every day (Deutsche Bahn 
AG). For the public transport system, the three biggest cities Mannheim, Ludwigshafen and Heidelberg 
created their own company, which is operating in three different states. In addition to that the company is one 
of the biggest major traffic alliances in Germany (Rhein-Neckar-Verkehr GmbH).  

The region itself has around 146.000 companies and a stock market value of companies of 176.3 billion €, 
with this value it is ranked at the third place of the eleven German metropolitan regions. Those companies 
produce a gross domestic product of 88 billion € a year. Its export quota in the manufacturing industry is 60% 
and the main industry focus areas within the region are information technology, machine and plant 
engineering, automotive and chemistry. In the region are 22 universities located with a total of 85.000 
students. Also 30 international and non-university research institutions are researching in the region, 
therefore the region has a  2.3% employment rate in the research and development sector (Metropolregion 
Rhein-Neckar, pp. 4-5, 7-9). 
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 The BASF is the biggest chemical company in the world and their headquarter is located in Ludwigshafen am Rhein. 
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Illustration 7: Allocation of the Rhine-Neckar region within Europe 

                       

Source: (Metropolregion Rhein-Neckar). 

 

7.1 The path towards planning without borders in the region Rhine-Neckar 
The idea of a planning across state borders in the Rhine-Neckar area has a long history. The first ideas of 
territorial cooperation at a regional level goes back to the time after the first world war. Still the first 
achievement were made in the year 1951 with the "Kommunale Arbeitsgemeinschaft Rhein-Neckar" (in 
English: municipal working group Rhine-Neckar). Topics of the working group were all issues, which were 
related to cross-border planning, e.g. traffic or spatial planning. Nevertheless the biggest problem was the 
form of the working group. It was regulated as a Limited company, so it was not suitable for regional planning 
across state borders (Schächter, 2010, p. 8). Nonetheless the working group was a main key to achieve the 
first state treaty back in 1969. Also Politicians from the regional and state level supported the initiative for a 
state treaty. In the year 1970 the first treaty was signed, but the structure was more complicated than the 
'normal' Regional Planning within only one state. The reason for that was the two stage regional planning. 
First a Spatial Planning Commission consisting of the minister of the state ministries responsible for spatial 
planning decided about the aims of the Spatial Planning Association Rhine-Neckar (SPARN) and confirmed 
them afterwards. This SPARN had a Chairman and a regular Association Meeting with 62 Members out of 
the three states within the region. The Chairman of the SPARN was in addition to that also the Chairman of 
the Regional Association Rhein-Neckar-Odenwald of the State Baden-Wurttemberg and of the Regional 
Association Rheinpfalz in Rhineland-Palatine. This should reduce the problems of the two stage Regional 
Planning. Beside that the 62 Members chose an Administrative Board and a Planning Committee to support 
the Association. Through the State Treaty the SPARN could also establish other Committees, if it was 
required for a better regional development.  Under the head of SPARN were all three sub-regions from each 
state involved with a own Regional Planning Association from each state. Those Associations had their own 
statue and own regulations from each member state of the region Rhine-Neckar (Eichhorn & Spannowsky, 
2006, pp. 76-77).  
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Illustration 8: The administrative structure of the former Spatial Planning Association Rhine-Neckar 

 

Source: Own representation, (Eichhorn & Spannowsky, 2006, p. 37). 

Main achievement of the Treaty was beside the Treaty itself the fact that the Treaty did not include exact 
allegation. Therefore the Planners could work on a broad field do achieve a cross-border network for 
spatial development. The basic guidelines of the later achieved public transport system and the Transport 
Association in the region were made back in this time and based on the open cooperation. On the path to the 
public transport system, the region had to struggle to merge the states together. Therefore the SPARN tried 
to moderate and communicate between the states with presenting their own thoughts at meetings with the 
governments of the three state. After the agreement with the states of Rhineland-Palatine and Baden-
Wurttemberg to support a public transport an Association was founded back in 1981, however the region 
agreed finally on a Traffic Association in 1984, still without the regional part of the state Hesse. In 1985 it was 
confirmed by the two states and the federal state. In 1989 the Transport Association had finally achieved a 
common standard for public transport in the region. Back in that time it was the only cross-border Transport 
Association in Germany (Schächter, 2010, pp. 9-14). 

Finally in 2003 the S-Bahn Rhine-Neckar was introduced. This public transport system was one of the largest 
public transport system in Europe and it spreads out over the regional borders of the Rhine/Neckar region. 
Nevertheless it was the last metropolitan area in Germany, which received such a transport system. It took 
over 40 years to get from the idea of such a system to the introduction of the system. Christian 
Specht, the Association Director back in this time, analyzed the situation that in the case of major 
infrastructure projects it needs a long time until they are implemented28 (Schächter, 2010, p. 55). 
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the chairman of the Planning Committee of the RNRA. 
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Another plan with the first state treaty was to strength  the cooperation and the integration of all municipalities 
of the three states into the SPARN, as administrative borders are hard to overcome it takes a lot of effort to 
achieve such a goal. This should happen with the cooperation of authorities and politicians in specific fields 
of importance for spatial development; and the cooperation of important economic companies in the region to 
promote regional marketing. Thus the political fractions had their own budget for the region Rhine-Neckar, 
they could do their own political meetings with setting up their own agenda for the region. This was a novelty 
back in that time. However the process of cooperative federalism started in the region at the political level. 
Besides that, the Chief Planner and the Chairman of the SPARN were both visiting regularly meetings of the 
two most important parties in the region to inform them about the current problems of the SPARN. They also 
moderated between the two parties to achieve a better regional development in the region (Schächter, 2010, 
pp. 11,17).  

As it became clear  at the beginning of the 1990's that the region had to face new problems, e.g. the 
European Single Market, the enlargement of the EU or the reunion of Germany in case of competition for 
specialized employees, the region had to adapt to this new situation. Furthermore the government in Baden-
Wurttemberg wanted to give the region Stuttgart more power in the field of regional development, but they 
didn't want to give the same powers to the region Rhine-Neckar  or other regions within Baden-Wurttemberg. 
The region itself saw this development as an affront against their own region, therefore this development had 
a major impact on the region, as it was clear that the Rhine-Neckar region had to seek for an own path for 
further competences in regional development  For that reason the SPARN developed in person of the 
Association Director Christian Specht and Association Chairman Wolfgang Pföhler29 a strategic paper in the 
year 1995 for regional development in the region. The paper based on two ideas for the future competences 
of the region for regional development. The first idea was to give the already existing SPARN further 
competences, but the existing two-stage spatial planning system would stay in place. The second idea was 
to develop a regional planning association with a one-stage planning system and competences in regional 
development under one roof, back in this time this idea seemed even for the two authors of the strategy as 
unrealistic. Through this strategic paper and the further integration of competences in 1998, the SPARN 
received more power, but still not as much as the region was hoping for. Since then they could work together 
in the field of economic promotion, location marketing and integrated transport planning at an administrative 
and political level. Finally, the SPARN had power in the field of informal planning and regional development 
(Schächter, 2010, pp. 20-27) (Schächter, 2010, pp. 23-27).  

Beside those initiatives for spatial and regional development, major companies within the region, e.g. the 
BASF found out, that specialized employees did not  recognized  the region as a region with high living 
standards. Main reason were the results of the 'Müller-Studie'30, in which students could not outline the 
borders of the region. Another point of importance was the fact, that the conurbation Ludwigshafen am Rhein 
and Mannheim was in the ranking of possible working places for the students at the last place. Therefore the 
association Rhein-Neckar-Dreieck e.V. (RND)was founded in the year 1989. Most important task of the RND 
was to improve the location marketing in the region. In addition to that, the SPARN provided the staff and 
was developing an overall strategy for the region, whereas a board out of stakeholders from politics, 
economy, science and culture was confessed to the strategy. The chairman of the board became Joachim 
Bremme from the company BASF, as he was seen as political neutral and he had knowledge about the topic. 
The association became after launching problems at the beginning a milestone for location marketing in the 
region. The RND was a major part for the further development for the region. The actors out of science, 
economy and local authorities were meeting together and discussed problems without party affiliation. The 
agreement of a non-political platform for improving the situation within the region helped the region to 
address the legal authorities with their problems. This independence and voluntary work of those actors 
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 Wolfgang Pföhler was the Chairman of the Association Assembly of the SPARN from 2000 until 2005.  
30

 The professor Dr. Walther Müller from the university Mannheim made a study, in which students should assess facts of the 
Rhine-Neckar region in the late 1980's.  
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helped to promote the region tremendously. Moreover the SPARN achieved it to get more and more local 
authorities involved under the head of the RND. This development was caused by their own promoting and 
lobbying of the advantages through the organization. Another step towards a strategically dialog in the region 
was the IHK-Wirtschaftsforum Rhein-Neckar-Dreieck, which was founded back in 2000. This forum included 
all Chambers of Industry and Commerce (CIC) within the region31. Their fist speaker was also an employee 
from the company BASF. The BASF was investing from the start of the RND a lot manpower into this 
organization. Main reason for this was the competition of skilled workers against other regions. The company 
saw the only chance in competing against other regions through a good location marketing (Schächter, 2010, 
pp. 28,30-35,38). 

As with the new millennium the region presented itself better than in the 1990's, however the regional 
institutions agreed on a Vision 2015. With this strategy the region should be recognized as one of the most 
attractive and competitive regions in Europe by the year 2015. In addition aimed the region for a good 
accessibility within the European transport network. With those and other ambitious aims the regional 
integration should be continued (Schächter, 2010, p. 45).  

For Eggert Vorschau, for his part Deputy Chief Executive Officer (CEO) of the BASF and speaker of the IHK-
Wirtschaftsforum Rhein-Neckar-Dreieck back in 2003, was this development not enough. He wrote a letter to 
address mainly the local authorities in the region. The main issue he saw was the lack of effort from some 
actors as well as the missing progress of the institutional work. The mayor of Ludwigshafen, Dr. Eva Lohse, 
described the letter as an 'Earthquake'. She also ensured that this letter was a key moment for the region 
right after the letter was published. Eggert Vorschau offered also a meeting for the local politicians to ensure 
the progress was taking place in the region. Following on this letter Vorschau proclaimed the initiative 
'Zukunft Rhein-Neckar-Dreieck' after the meeting with the actors at the end of 2003. Through this initiative 50 
projects started in the field of regional development in only one year, e.g. the start of the earlier mentioned S-
Bahn Rhein-Neckar. This initiative was one major step towards the metropolitan region and their new 
institutionalization (Schächter, 2010, pp. 47-48, 51-54).   

The second major key to the second state treaty and the new institutions in the region was a research study 
made by the professors Peter Eichhorn and Willy Spannowsky. In this study commissioned by SPARN and 
the CIC Rhine-Neckar the region was analyzed and compared with other metropolitan regions in Germany. 
After this scientific research, the two professors recommended guidelines for a better regional development. 
Again Chrisitan Specht and Wolfgang Pföhler were involved in this process, as this study was a major trick to 
get the three states involved into a discussion of a second state treaty (Schächter, 2010, p. 59).The main 
points for a widening of the regional institutions of the study were: 

 Developing a durable organized and binding cooperation within regional development; 
 Funds for Supplementary funding of regionally coordinated regional development projects at the state 

level; 
 Support and involvement of chambers of commerce and companies and other important regional 

stakeholders in regional development; 
 Further development of cooperation and coordination structures on the steps of task ownership, the 

operation and performance of duties; 
 Creating a transparent and unified regional planning across state boundaries. 

Source: Own representation, (Eichhorn & Spannowsky, 2006, pp. 100-101). 

Through all of those steps the region spoke finally with a 'one-voice policy'. In the course of the proclaim of 
the Initiative the two persons Wolfgang Pföhler and Eggert Vorschau became the main faces of the 
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 In total exist three CIC within the Rhine/Neckar region. Those three CIC are Rhein-Neckar, Pfalz and Darmstadt. For 
simplification reason they are all covered under the name CIC Rhine/Neckar in this thesis. 
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movement. The main focus relied on a cross-border Regional Association to reduce bureaucracy and 
achieve a faster planning process, e.g. for infrastructure projects. Still the idea of a metropolitan region 
Rhine-Neckar was not on the table until 2005. To achieve another state treaty, all stakeholders out of the 
region used their influence at the state level to achieve a widening of the institutions. So did it for 
example Eggert Vorschau as a representative of BASF in Rhineland-Palatine with the argument of the 
interests of the biggest tax payer in the state. Also politicians talked to their own parties at state level to 
promote a second state treaty(Schächter, 2010, pp. 60-62). 

 

7.2 The second state treaty 
Finally after 13 years, all three Prime Ministers of the three states came together in the region on the 
28.07.2004  after an invitation of Eggert Vorscherau for the topic 'Region im Aufbruch' under the roof of his 
Initiative. The result of the meeting was the agreement for another state treaty, which should be 
accomplished until the 28.07.2005. Vorscherau was not losing any time at this point, as he wanted to have a 
common date until the project should be achieved. However the politicians of the three states were 
highlighting the big effort from the actors out of the region. The region was getting closer and closer to a one 
stage regional planning system. Nevertheless the first meeting to develop the second state treaty was in 
December 2004, again a long time without any progress. It became clear in the region that the politicians 
on the state level need more pressure to put more effort into the achievement of the second State 
Treaty. The purpose of Christian Specht was a clever move to achieve this. His idea was to focus not only 
on the three states and the upcoming state treaty. He found out that the Conference of Ministers responsible 
for Spatial Planning in Germany wanted to extant the quantity of the metropolitan regions in Germany. If the 
region could achieve to become a metropolitan region, then it would had an huge impact on the progress of a 
second state treaty as well as for the economy within the region. The title metropolitan region does not bring 
any advantages with it. However the title as a label helps those regions to get attention of the politicians at 
state and federal level, as they are growth engines for Germany and Europe. With that title the Rhine-Neckar 
region planned to enter 'Champions League of regions' in Germany (Schächter, 2010, pp. 62-65). 

Still the region had the problem to achieve this aim, as the conference of the Ministers saw similar problems 
as the politicians from the three states. The Rhine-Neckar region would need more time to develop. That was 
why Eggert Vorscherau increased again the pressure on the three states, as the region was standing in front 
of a crossroad. The first option was the failure of the whole regional development process and the states 
would have been made responsible for it or the three states are supporting the region in their aspirations. Of 
course the failure of the project was not an option. Consequently the region hold a symposium in which 
the state representative saw an impressive movement of stakeholders out of the region for regional 
development within the region. All representatives from the local municipalities were there beside 
CEO's of the major companies out of the region. This was the break-even point for the region to become 
a metropolitan region and gained the required impact in achieving finally the second state treaty (Schächter, 
2010, pp. 67-69). 

 

7.3 Institutional work of the  metropolitan region Rhine-Neckar  
Through the second state treaty the region received a new structure and created an unique public-private-
partnership model for regional development in Germany. Out of a two stage regional planning organization it 
became a one stage planning association. The new RNRA became the legal statutory body under the public 
law.  This was not the only change.  The association Zukunft Metropolregion Rhein-Neckar e.V. was 
introduced, which was the replacement for the Rhein-Neckar-Dreieck e.V.. Those two associations are 
leading together with the CIC's and the chambers of handcrafts out of the region the strategic dialogue for 
regional development. At the Annual general meeting (AGM) those stakeholders defining the work of the 
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Metropolregion Rhein-Neckar GmbH, which has the legal form of a limited company. They are at the 
operating level responsible for developing strategies in the field of regional development like location 
marketing, however the company is cooperating with the other institutions as well at an operating level. 
(Verband Region Rhein-Neckar). 

Illustration 9: Public-Private-Partnership model of the metropolitan region Rhine-Neckar 

 

Source: (Verband Region Rhein-Neckar). 

The operational tasks of the RNRA in the field of transport development and railroad infrastructure is divided 
into regional planning and development. In the field of regional development are the departments Europe / 
Cross-Border Co-operation and Integrated Transport Planning / Transport Management. In the field of 
regional planning the RNRA has only power in the Regional Transport Structures and regional infrastructure 
(Verband Region Rhein-Neckar). The highest body of the RNRA is the Association Assembly. The task of it 
is to make all content-related decisions of the RNRA. For example. is the Assembly responsible for the 
budget or the statues. The Assembly is meeting normally twice a year, if there are no major problems to 
solve. The assembly also elects a Chairman, which is currently Stefan Dallinger, a former director of the 
RNRA. The Association Assembly is also in charge of electing an Administrative Board out of the members 
of the Association Assembly. This Board has in total 26 members. It is responsible for preparing the 
Association Assembly and for monitoring the administrative activities (Verband Region Rhein-Neckar). 

In total the Association Assembly has 93 members. Those 93 are divided into 23 so-called born members, as 
they are mayors of a district with more than 25.000 inhabitants. The other 73 members are nominated by 
their municipal council or respective district (Verband Region Rhein-Neckar). In order to simplify the work of 
the Assembly, the representatives established two committees beside the Administrative Board within the 
Assembly. One committee is responsible for regional development and management. The other is the 
Planning Committee, which evaluates and discuss preliminary projects of regional importance. In order to 
achieve an easier planning process, this committee has decision-making power, respectively it preparers the 
decision-making process made at Association Assembly. Therefore this committee has power in the field of 
integrated transport planning and transport management, furthermore the committee prepares the 
development of the regional plan for the region. Chairmen of this committee is Christian Specht, a former 
Director of the SPARN (Verband Region Rhein-Neckar). 
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Illustration 10: The political structure of the Rhine-Neckar Regional Association 

 

Source: Own representation, (Verband Region Rhein-Neckar). 

 

8. The case study of the railroad infrastructure development in the Rhine-Neckar 

region 
Until the 15th December 2014, the Metropolitan Region Rhine-Neckar did not had a legally binding regional 
plan to develop the metropolitan region with a common strategy in the field of transport infrastructure. Under 
the aspects of spatial planning, it was a problem for the region. Nevertheless did the region some effort to 
compensate this disadvantage like the cooperation in traffic management through the first state treaty. 
Beside that the metropolitan region had to face already important decisions over the time to develop the 
infrastructure within the region. As the region Rhine-Neckar  has no international airport, it is an important 
task for the region to achieve a good accessibility to the airport Frankfurt. Therefore the RNRA tried before 
the second state treaty to achieve a common strategy for all three states to develop the railroad infrastructure 
in the region. This effort included all three types of railroad infrastructure (HSR, rail freight and the local 
railway transport system).The way the region tries to achieve those goals for a better infrastructure are 
outstanding for regional development in Germany, mainly in terms of the policy-making, regional planning 
and infrastructure development. The RNRA is the leading institution of the region in the field of railroad 
infrastructure. Finally after achieving a common regional plan the region has a legal binding document for 
developing the region. Such a combined strategy with regional development and planning, as well as 
speaking with one voice out of the region can have an huge impact for infrastructure development at the 
federal level, as this was highlighted by the Prime Minister of Hesse Wolfgang Bouffier (MRN-News GmbH & 
Co. KG ). 

A good infrastructure is a key for further development in the region. Particularly the economy of the region 
needs a good accessibility for transport infrastructure. Nevertheless it is crucial for the region, as the region 
is located at the most busiest rail corridor within Germany. Also it exists a bottleneck of railroad infrastructure 
in-between Mannheim and Frankfurt am Main. The reducing of the bottleneck with a new HSR aims to 
close the gap of the European long-distance railroad network and link the existing HSR lines Stuttgart-
Mannheim and Frankfurt-Cologne together within Germany. Also the new track aims to relieve the 
existing tracks from noise during the night which is caused by rail freight (Deutsche Bahn AG).     
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Beside that the FMTDI published in the year 2013 the study 'Erreichbarkeiten und Mobilitätsansprüche 
innerhalb großräumiger Verantwortungsgemeinschaften', which highlights the gateway function of all 
metropolitan regions in Germany. For that reason the study is concentrating on the aspects of the TEN-T-
program from the EU and on a good regional mobility for the regional public infrastructure. Another important 
point is that this study is going to influence the decision-making process of the new FTIP from 2016 through 
the results of the study (Bundesministerium für Verkehr, Bau und Stadtentwicklung, 2013, p. 11).  

As mentioned earlier, an important point of a metropolitan region is the infrastructure with an importance for 
the global market and a good accessibility for goods and passengers. In case of the metropolitan region 
Rhine-Neckar, the catchment area for mobility ranges mainly to the west and south of the region, as in the 
north and south-east the two metropolitan regions Frankfurt and Stuttgart are located. Through the fact that 
metropolitan regions also attracting a lot of commuter, the region needs to have a good infrastructure for a 
good accessibility to reach the core area of the metropolitan region. This task cannot be fulfilled by regional 
development or regional planning itself. It requires a strategy by the local municipalities within the region and 
an overall strategy for the gateway function. Administrative borders are a problem for a functional region as 
the public railroad transport system is the task of the states (Bundesministerium für Verkehr, Bau und 
Stadtentwicklung, 2013, pp. 19-20).  

The result of the study connects all municipalities in Germany to one metropolitan region in Germany. 
Therefore the study clarify the commuter flow and the catchment areas of all metropolitan regions in 
Germany. For the Rhine-Neckar region it shows their uncommon structure compared to the other regions. All 
other regions have a more centric position in their catchment area. As the Rhine-Neckar region has in the 
north the metropolitan region Rhine/Main and in the south the metropolitan region Stuttgart the region has 
already two big regions to compete with their gateway function in terms of transport infrastructure. 
However the region is spreading out with the accessibility more to the west and east of the region and 
particularly to the south along the Upper Rhine Valley32 (Bundesministerium für Verkehr, Bau und 
Stadtentwicklung, 2013, p. 68).  

Illustration 11: Catchment areas of all metropolitan regions in Germany 

 

Source:  (Bundesministerium für Verkehr, Bau und Stadtentwicklung, 2013, p. 68). 

Commuter flows of municipalities to metropolitan regions in Germany are orientating along the big 
infrastructure corridors. The Rhine-Neckar region is for the south-west of Germany very important, as the 
region is the only metropolitan region which is easy to access from the regions West-Palatine or the state 
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 For further informations about the catchment area to the south look at the website: https://www.karlsruhe-basel.de/.  
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Saarland by train. For example is the central station Mannheim the second biggest in the South-West after 
Stuttgart (Stadt Mannheim). The main reason for connectivity to the West is the regional public transport 
system S-Bahn Rhine-Neckar from the metropolitan region Rhine-Neckar. The current S-Bahn has a 
catchment area from the city Homburg in the state of Saarland in the West until Osterburken in the North-
East of Baden-Wurttemberg  (DB Station&Service AG). 

Illustration 12: Current route network of the S-Bahn Rhine-Neckar 

 

Source: (DB Netz AG). 

Illustration 13: Future route network of the S-Bahn Rhine-Neckar 

  

Source: (DB Netz AG).  

Another main reason is for the importance of the railroad infrastructure is that three TEN-T core corridors 
lead through the region. Two core corridors, the Rhine-Alpine and Rhine-Danube, lead through the Rhine-
Neckar region from North to South. Also one branch of the Atlantic Corridor ends in Mannheim (European 
Commission).  In fact the Rhine-Alpine-Corridor is one of the most dominant transport corridor in 
Europe. It starts from the biggest port in Europe, Rotterdam, and leads along the Rhine through the Alps to 
the port of Genoa at the Mediterranean Sea. Along the corridor live around 70 Million people. With over 1 
billions of tonnes of rail freight the Rhine-Alpine-Corridor creates a gross domestic product over more than 
2.700 billion Euros. The corridor leads through main economic areas in the EU such as Rhine-Ruhr or Rhine-
Main. In total the Rhine-Alpine-Corridor creates with 13% of the EU population 19% of the EU's gross 
domestic product. Through that the Corridor has some of the busiest freight and passengers routes in 
Europe (Palacio & Wojciechowski, Rhine-Alpine - Work Plan of the European Coordinator, 2015, pp. 3-4). 
For the future expects the COM a significant growth in rail transport for the central parts of the Corridor from 
Cologne until Mannheim, especially in the field of the railroad infrastructure. As a result from the studies 
should a second HSR-line from Frankfurt am Main to the Mannheim eliminate this bottleneck. "In addition to 
the already existing high speed line Frankfurt – Mannheim (Riedbahn) the new line (Rhine/Main – 
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Rhine/Neckar) will enhance the European high-speed railway network. The construction of this 85 kilometres 
long railway is crucial for the Rhine-Alpine Corridor"(Palacio & Wojciechowski, Rhine-Alpine - Work Plan of 
the European Coordinator, 2015, pp. 13-14).  

However the current planned track is not going to be enough to fulfil the demand of the future for the 
bottleneck between Frankfurt and Mannheim. The FMTDI therefore financed a study, the so-called 
"Mittelrheinstudie". The study should find the best solution for the area from Cologne to Karlsruhe, but the 
main focus was on the agglomeration between Frankfurt am Main and Mannheim (Deutsche Bahn AG). 
Beside that the RNRA was the Lead Partner of INTERREG IVB NWE the program 'CODE24'. In total this 
project dealt with the future development of the Rhine-Alpine-Corridor in terms of interconnection economic 
development, spatial, ecological and transport planning. As a result from that project the Interregional 
Alliance for the Rhine-Alpine Corridor EGTC was founded to continue the work started by the INTERREG 
project33. In this EGTC the RNRA is a member (Interregional Alliance for the Rhine-Alpine-Corridor). The 
director from the Alliance is Jörg Saalbach from the RNRA, he was elected through the Assembly 
(Interregional Alliance for the Rhine-Alpine Corridor EGTC). 

For the railroad infrastructure are three projects very important for the metropolitan region Rhine-Neckar. The 
new high speed train lane between Frankfurt and Mannheim needs to be build and should be already 
finished back in the year 2007 (Pro BAHN Zeitung). However the planning procedure stopped, as through the 
new FTIP in 2016 the project is going to be revaluated and refinanced (Deutsche Bahn AG). As this new 
track needs still some time, the RNRA focused on a better Rail freight management trough the region and 
within Rhine-Alpine corridor. Consequently the metropolitan region is cooperating with other actors from the  
Rhine-Alpine Corridor together. With the INTERREG Project Code24 and the new founded EGTC, the RNRA 
strength its own position for a combined strategy for the spatial development within the corridor (Interregional 
Alliance for the Rhine-Alpine-Corridor).    

Hence the case-study analyze the two sectors of rail freight and HSR. The regional public transport within the 
region is not going to be highlighted, as those extension relies mainly on the extinction of the bottleneck 
occurred by the rail freight and the HSR. All three fields are intertwined with each other. Also have those 
projects spill-over effects to the future development of the Rhine-Neckar region. So the new high speed train 
track would allow the S-Bahn Rhine-Neckar more capacity on the current tracks (Federal Ministry of 
Transport and Digital Infrastructure). With the future route network of the S-Bahn Rhine-Neckar, the central 
station Mannheim becomes the main node of the network. In addition the central station faces rail freight 
and HSR trains from the northern TEN-T branch of the Atlantic Corridor, as the railroad bridge in-between 
Ludwigshafen am Rhein and Mannheim is the only connection within the region. Moreover is the region 
facing an increasing of the rail traffic. Until 2030 the public rail transport system is going to increase by 17%, 
the long-distance traffic by 22% and the rail freight by 43% within the region. The metropolitan region 
therefore finds itself in a dilemma for the further railroad development within the region (Rhein-
Neckar-Zeitung). 
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 The Interregional Alliance for the Rhine-Alpine Corridor EGTC is going to be named only EGTC in this thesis. 



44 
 

Illustration 14: Schematic presentation of the railroad network in the region Rhine-Neckar 

 

Source: Own representation, (Gesellschaft für Transport- & Unternehmensberatung mbH, K+P Transport 
Consultants H-P Kienzler, 2012, p. 65). 

 

8.1 The new high-speed line between Rhine-Neckar and Rhine-Main  
The demand of a new HSR between the two agglomerations Rhine-Main and Rhine-Neckar is not new. It 
goes back to the beginning of the 1990's and since then the track is providing problems for stakeholders 
within the region. Around 1993 the actual planning of the track started and should had been accomplished 
until the year 2007 (Pro Bahn). The reason the track is not build yet is the disagreement between the DB AG 
and important stakeholders out of the metropolitan region. The main issue over the time was, if the 
central station Mannheim is fully connected by HSR or if there will be a bypass from a possible track 
from Frankfurt am Main to Stuttgart (Bürgerinitiative Lampertheim).  

 

8.1.1 The historical background of the new high-speed line 

The idea of a new track line was not the first idea, because the FTIP back in 1992 had the idea to expand the 
Riedbahn up to 200 Kilometres per hour. In addition a third rail track should had been build for the Main-
Neckar Bahn. Back in this time the plan was already not functional. The reason for that was the results out of 
the new build high speed lines between Hannover-Würzburg and Mannheim-Stuttgart. Back in this time the 
pan was questionable, as the main issue was the efficiency on those HSR-lines as the intertwining from rail 
freight and HSR on all three tracks would have occurred a major problem for the efficiency (Bürgerinitiative 
Lampertheim). 

However the DB AG introduced back in 1994 the strategy 'Netz 21', which should establish an HSR on the 
Riedbahn and rail freight at the other two tracks. Nevertheless the major idea about this strategy was the 
demerge of the rail freight and the HSR. A new HSR line between Cologne and Frankfurt was constructed as 
well back in this time. After the opening of this new track it became one of the major HSR-lines in Germany. 
Thereby the rail road infrastructure between the two agglomeration Rhine-Neckar and Rhine-Main became a 
major bottleneck within Germany. The reason for that was the problem that the main HSR-line Riedbahn 
could not fulfil the demand of the new HSR in combination with a functional public transport system and the 
rail freight. Regardless the report "Integrierte Planung Südhessen" from 1997 delivered the first time the idea 
of a new HSR between the Riedbahn and Main-Neckar Bahn. The representatives of the state Hesse and 
the DB AG agreed both on the building of a new line. The new track should be built in the area of two 
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highways Autobahn 5 or 67. In 1998 the new track was registered at the Federal Ministry of Transport. 
Therefore the state Hesse and the regional council Darmstadt started a SPP in the beginning of 2000. In the 
first scoping meeting, the DB AG agreed on two SPP for the states Hesse and Baden-Wurttemberg. 
However the first scoping meeting with the Regional Council Karlsruhe in Baden-Wurttemberg at the 
23.02.2000 was cancelled by the Regional Council as a result of the new strategy from the DB AG 
(Bürgerinitiative Lampertheim).  

The plan of the SPP was to route the planned track through the central station of Mannheim. However the 
new CEO back in this time, Hartmund Mehdorn, had developed a new strategy for the DB AG. His idea about 
the new HSR-network was to develop nine major nodes across in Germany. Mannheim was not included as 
one of these main nodes. With the new strategy from the DB AG, there should be only a bypass to the 
central station of Mannheim. The president of the regional council Karlsruhe was therefore clarifying, that 
this would occur an huge negative impact for the further development of the region. The former mayor of 
Mannheim, Gerhard Widder, had also a problem with the new strategy. The major problem for the mayor was 
that the DB AG did not mentioned the new bypass variant back in the meetings from the January of 2000 
(Bürgerinitiative Lampertheim). Such a bypass would decrease the accessibility of areas in the west of the 
Rhine-Neckar region like West-Palatine or of the state Saarland (Mannheimer Morgen, 2000, p. 7).  

Since the plan with the Bypass came up, the DB AG had to face major problems with the Rhine-Neckar 
region and their stakeholders. The first action organized from the SPARN, the CIC Rhine-Neckar and the 
local newspaper 'Mannheimer Morgen'. It was a petition against a bypass of the central station of Mannheim. 
With the campaign "Mannheim darf nicht abgehängt werden", the stakeholders were involving the public to 
unite against this approach made by Hartmud Mehdorn. The result were around 100.000 signatures from 
inhabitants of the Rhine-Neckar region, which was handed over to the CEO of the DB AG personally 
(Bürgerinitiative Lampertheim).  

The second action, even though the more important one, was to create a forum for the new HSR-line and 
unit mainly all the public authorities and other stakeholders, which are going to be influenced the most by 
such an action. The chairman of this committee was through all the time always the major of the city 
Mannheim. The "Regionalforum ICE-Knoten Rhein-Neckar"34 is an informal committee, however it was 
always the a main instrument from the region to agree on a common standpoint35. Back in this time the state 
treaty only allowed to organize events about transport planning and not  fulfil the actual planning made at the 
regional level. Members in this committee were companies of the region, the CIC, the municipalities and the 
SPARN (Kleinfeld, Plamper, & Huber, 2006, p. 173). As the forum had initially the task to tackle the threat of 
a bypass, this forum became after a while an important role for the new HSR and the planning process. In 
the beginning, the forum formulated several questions to the CEO of the DB AG. Main points were the future 
strategy of the DB AG, the status of the central station Mannheim in the plans of the DB AG, the new 
timetable for the central station Mannheim with and without a Bypass and the question, what main goals 
does a bypass achieves. Beside the strong initiative at the regional level, the politicians from the region with 
a seat in the German Bundestag36 supported those local initiatives in addition (Bürgerinitiative Lampertheim). 
Particularly Lothar Mark, which was back in that time a Member of the German Bundestag, tried to moderate 
between the local initiative, the Federal Ministry of Transport and the DB AG. He even offered three possible 
routes to access the central station Mannheim from the new rail track (Pro Bahn).  

 

 

                                                           
34

For simplification the thesis is going to name the  Regionalforum ICE-Knoten Rhein-Neckar only forum in the further context. 
35

 This forum exist until today. 
36

 The Bundestag is the federal house of representatives in Berlin. 
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Illustration 15: The three routes suggested from Lothar Mark 

 

Source: (Rhein-Neckar-Zeitung). 

The SPARN decided to focus particularly on the variant C, as it leads not through any settlements areas and 
just cross the recreation area 'Lampertheimer Wald'. Therefore the SPARN developed a conflict map. The 
Variant A in the Illustration 16 is the idea of the DB AG for the SPP with a bypass and the red line is the 
preferred route from the SPARN and the proposal made by Lothar Mark. The SPARN highlighted 
conservation areas in this map, which would have an ecological impact on the planning fulfilled through the 
PAP (Bürgerinitiative Lampertheim). 

Illustration 16: Conflict map of the new ICE-line Rhine-Main and Rhine-Neckar to Mannheim central station 

 

Source: (Bürgerinitiative Lampertheim). 

The first legally binding plan, which highlighted a new HSR, was the Regional Plan from South-Hessee back 
in the year 2000. It mentioned to build a new track for the HSR between Mannheim and Frankfurt 
(Bürgerinitiative Lampertheim). The second binding plan was also published in 2000. It was the SDP from 
Hesse and this plan was adding to the new track also the implementation of directing the new route through 
the central station of Mannheim. With this intention, the Rhine-Neckar region had finally the first legal 
confirmation of not losing the importance of the central station Mannheim (Hessisches Ministerium für 
Wirtschaft, Verkehr und Landesentwicklung, 2000, p. 30). Nevertheless the contradiction was still there, as 
the CEO of DB AG, Hartmund Mehdorn, planned to achieve a train connection from Cologne to Stuttgart with 
a travel time of only two hours. He mentioned also in an interview that the HSR cannot stop at every city 
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in-between, which was seen as a major condescension within the region about the area Rhine-
Neckar. In addition he planned to built a new train station outside of Mannheim (Mannheimer Morgen, 2002, 
p. 3).  

Illustration 17: Planned version from the DB AG with a bypass solution 

 

Source: (Mehdorn, 2002, p. 26). 

For the forum was this an huge slight. It has been a remarkable step from Hartmund Mehdorn, because he 
was not only underestimating the importance of the central station Mannheim as the second most important 
central station in the south-west of Germany. In addition he contravened against the legal specifications of 
spatial planning in Germany with this proposal, mainly of the central-place system. In terms of the fact that 
Hartmund Mehdorn was the CEO of a public entity and the ongoing SPP was not finished yet, the role of the 
DB AG became a little bit problematic. However the federal Government was supporting the idea of a 
bypass, as the federal Government calculated with an higher macroeconomic effect than without a 
bypass. It was argued that a bypass would have not such a big impact as from the region expected. Also 
would the S-Bahn system benefit from a discharge of the central station. The rail freight, which has not as a 
destination the Mannheim rail freight yard, could drive around Mannheim and therefore it would be a noise 
reduction for the public along the eastern branch of the Riedbahn during the night. However the 
exact routing should had been analyzed through a study of the node Mannheim (Antwort der 
Bundesregierung auf die Kleine Anfrage der Fraktion der CDU/CSU - Drucksache 15/1836-, 2003, pp. 3-5). 
The forum responded with involving the whole political power within the region. Across party lines the 
comments of Hartmund Mehdorn had been unified the region and the region gained a political momentum 
back in this time(Mannheimer Morgen, 2002, p. 3). 

After four years of standstill the results of the SPP from the state Baden-Württemberg  were published. On 
the 18.05.2004 the Regional Council Karlsruhe described the proposal made by the DB AG with a 
bypass as not spatial compatible and therefore it was invalid. In the SPP was not the supported proposal 
C from the SPARN involved, as it was not part of their research. However the regional council recommended 
that the DB AG should check the proposal C for the new track. Such a track may have positive effects, e.g.  
2,5 Kilometers less distance, no unusable areas at the Highway junction Viernheimer Kreuz and it would not 
have that huge impact on the drinking water protection area. Nevertheless the biggest disadvantage of the 
pruposed variant C would be the not bundling of infrastructure routes. Also the fragmentation of recreation 
areas of the nature would be a problem. The SPP was valid until the 18.05.2009 (Regierungspräsidium 
Karlsruhe, 2004, pp. 5-6, 61). 

At the 15.09.2004 the FTTEA had been updating, which had a main importance for the further discussion. 
The updated  FTTEA had under point 13 of the new projects the new train track Rhine-Main - Rhine-Neckar. 
The outstanding fact about this new track was actually the footnote, because the footnote established the 
connection of the new track only over the central station of Mannheim for the long-distance 
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passenger traffic. An important note, as this act was still valid until the 23.12.2016 
(Bundesschienenwegeausbaugesetz, 2004) The achievement was made by the two members of the 
German Bundestag Egon Jüttner and Lothar Mark, both were representatives out of the Rhine-Neckar 
region back in this time (Jüttner, 2011). 

 

8.1.2 The new state treaty of the Rhine-Neckar region 

After the second state treaty was signed back in 2005, the metropolitan region Rhine-Neckar received a 
typically one stage regional planning association like it is common in Germany. Finally the region had beside 
the regional development rights from the first state treaty also the regional planning competences to develop 
the region further.  Particularly for the new HSR was this a major help for the region. Nevertheless the 
problems were still the same. The track was not build or finally planned yet. The dispute with or without a 
bypass was creating more and more problems, as the traffic jam on the train tracks between Frankfurt and 
Mannheim still increased. As the uniform regional plan of the Rhine-Neckar region needed time to develop, 
the forum stayed as a moderation forum for railroad development in the region in place. With the new title 
'European Metropolitan Region' the region was seen as a big regional player in Germany. Through this the 
project started to gain some impulse to overcome the existing problems. The Prime Minister of Baden-
Wurttemberg back in this time was Günther Oettinger, he was clarifying that there will not be a bypass.  Also 
the CEO of the DB AG Hartmund Mehdorn and the Federal Transport Minister Wolfgang Tiefensee agreed 
on conversations about the new HSR-line routing over the central station of Mannheim. The first time the DB 
AG was changing their position about the bypass, as the footnote did not allowed an alternative for the long-
distance traffic. On the other side, it was not planned that the Regional Association Rhine-Neckar 
would participate at those meetings (Verband Region Rhein-Neckar, 2006).  

Again the member of the Bundestag, Lothar Mark, was involved in the political discussions. He supported the 
idea of a working group with the DB AG and the local initiative under the head of the Prime Minister of 
Baden-Wurttemberg. He increased the pressure on Günther Oettinger to extend the eastern branch of the 
Riedbahn up to two tracks in total for the French high speed train train à grande vitesse from Paris over 
Mannheim to Frankfurt and it would have released the pressure on the central station Mannheim in terms of 
rail freight as well. Mark reproached Günther Oettinger to not have that much interests for the infrastructure 
project in the Rhine-Neckar region as he had for the project Stuttgart 2137. Lothar Mark was worried that as a 
result out of Stuttgart 21 the DB AG may do a compromise with the state Baden-Wurttemberg about a 
bypass around Mannheim, as the DB AG should support first of all the project Stuttgart 21 (Pro Bahn). 
Therefore the RNRA and the forum focused on clarifying their positions at the state level in Baden-
Wurttemberg and the federal level again (Verband Region Rhein-Neckar, 2006).  

However the actors from the metropolitan region never stopped to search a solution for the problem. 
Consequently the former RNRA-Chairman, Eva Lohse, and the Chairman of the Zukunft Metropolregion 
Rhein-Neckar e.V., Eggert Voscherau, had meetings with Hartmund Mehdorn again about the current 
problems back in 2006. The region was worried that the still stand of the project by the DB AG would have 
negative effects for the region and there was no alternative in sight. For this main reason, Eggert Voscherau, 
arranged this meeting. The result out of this conversation was the fact that both side saw the high priority for 
this project and also agreed to establish the track into the next Investment plan of 2006 until 2010 (Verband 
Region Rhein-Neckar, 2006). On the 19.09.2006 the forum was publishing together with the RNRA a 
statement with their interests. The main points were: 
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 Stuttgart 21 is a major infrastructure project for the development of the TEN-T Rhine-Danube core corridor. For further 
information's: http://www.bahnprojekt-stuttgart-ulm.de/aktuell/. 
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 The new track Rhine-Main - Rhine-Neckar is a major part of the TEN-T Rhine-Alpine Corridor; 
 The new track Rhine-Main - Rhine-Neckar is important for the metropolitan region Rhine-Neckar and 

their surroundings; 
 The new track Rhine-Main - Rhine-Neckar should be established in the new investment plan (2006-

2010), as it is listed as an urgent demand in the FTTEA; 
 The actual planning should start with a PAP; 
 A further delay of the new track would have a big disadvantages for the region; 
 The central stations Mannheim needs to be expand and the eastern branch of the Riedbahn needs to 

be expanded; 
Source: (Verband Region Rhein-Neckar, 2006). 

After all a new scoping meeting was appointed. At the 18.09.2007 several stakeholders out of the region 
agreed with the DB AG to prove all three options with the same weight (Bürgerinitiative Lampertheim). 
One of the three options was again the bypass. For Lothar Mark a big slight again, therefore he wrote a letter 
to the Federal Ministry of Transport. He was worried that the DB AG is receiving money from the German 
federal government for a not legalized bypass (Mark, 2007). The answer was a clear statement from the 
federal ministry, as the DB AG is deciding about the PAP and the routes, the federal ministry made the point 
clear that there won't be a support for a bypass out of the federal budget. The only possibility for a Bypass 
would be own investments from the DB AG with their own financial resources (Großmann).  

In autumn 2008 the first PAP for the first out of four section was requested by the DB AG from the Federal 
Railway Authority. The RNRA director back in 2008, Stefan Dallinger, highlighted nevertheless, that the open 
questions for the whole route needs to be solved before the actual planning could start(Verband Region 
Rhein-Neckar, 2008).  

In 2010 was the new Regional Plan for south Hesse published. In this plan the two options of the SPP for the 
track between Darmstadt and Mannheim had still their legal binding aspects, which was also highlighted by 
the plan. Nevertheless the solution of a Bypass for the central station Darmstadt was already achieved by the 
DB AG back in this time38 (Frankfurter Allgemeine Zeitung). Through this only two routes along the A 6 had 
the validation of the SPP and was still useable for the RNRA through the Regional Plan of South Hesse. 
Nevertheless the regional plan of South Hesse achieved again another legal boundary for the variant C and 
a Bypass (Regierungspräsidium Darmstadt, 2011, p. 100). The Regional Plan of the RNRA only defines a 
search area from Lorsch until the motor-highway A639. However the DB AG has since 2011 stopped the 
actual planning process, as the new evaluation of the FTIP was undertaken back in this time (DB Netz AG). 

  

8.2 Rail freight in the Rhine-Neckar region 
In the field of the rail freight infrastructure the RNRA focus on other strategies than on the new HSR-line. 
Therefore the RNRA uses in particularly instruments from the informal planning to develop the region and 
face the increase of rail freight throughout the Rhine-Neckar region. Currently around 300 freight trains 
conduct through the Rhine-Neckar area every day. The situation in the rail freight sector is going to increase 
until 2030. The forecast for the region are a line deficit of 140 trains per day only in the field of freight 
transport, even with an optimistic calculation. The agglomerations Rhine-Main and Rhine-Neckar are also in 
the field of freight transport a main bottleneck within Germany40. The planned HSR-line is also not a good 
option for the RNRA to solve the bottleneck shortly, as the forecast of the German Federal Environment 
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 Nowadays the basic plan for the new HSR-line is in place until the area in-between Lorsch and Mannheim 
39

 For further information's: https://www.m-r-n.com/projekte/einheitlicher-regionalplan/erp-raumnutzungskarte-ost.pdf. 
40

 For further information's about the transport traffic within the region: http://www.urbantoolbox.it/project/egtc-rhine-alpine-
corridor/#  
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Office expect a realization before 2030 as not possible (Umweltbundesamt, 2010, pp. 18, 50, 102). Also the 
DB AG does not expect to build the track before the mid-2020's, moreover will the construction 
process take around five to six years additionally (DB Netz AG). 

The major reason for the problems in the rail freight infrastructure is the TEN-T strategy of the EU and their 
implementation within Germany and along the corridor Rhine-Alpine. Also the new Railway Alpine 
Transversal with the two tunnels 'Gotthard' and 'Lötschberg' in Switzerland enables to move more freight 
from the road to the railway and therefore is the rail freight going to increase along the corridor (DB Netz 
AG). Beside that the EU introduced back in the year 2010 the Regulation (EU) No 913/2010 of the European 
Parliament and of the Council for a European rail network in the field of competitive freight41. The EU saw 
such a framework as an important strategy towards new jobs, economic growth and a sustainable 
development. Also towards a sustainable mobility the internal rail market is an essential factor (European 
Parliament and Council of the European Union, 2010). The Corridor Rhine-Alpine, which leads through the 
Rhine-Neckar region, is in the field of rail freight transport the key axis for the EU42. The corridor links the 
Dutch and Belgian seaports in the north to the Mediterranean seaports in the south. The corridor was the first 
implementation at the European level and it was consequently the key initiative for an international rail freight 
corridor at the European market (EEIG Corridor Rhine-Alpine EWIV). 

Illustration 18: The Corridor Rhine-Alpine 

 

Source: (EEIG Corridor Rhine-Alpine EWIV). 

To achieve a more environmental friendly rail freight infrastructure the interoperability between member 
states needs to be expanded. Hence the implementation of the Regulation 913/2010 from the EU is focusing 
mainly on introducing a common European safety system and traffic control. The launch of the new safety 
system European Rail Traffic Management System is one major field. The second one is to reduce 
bottlenecks with a minimum amount of funds. Less bottlenecks would have an huge impact on the 
traffic management of the traffic along the corridor (EEIG Corridor Rhine-Alpine EWIV). The reason for 
the two strategies are the twofold aim from the Regulation No. 913/2010:   

 "to develop the rail freight corridors in terms of capacity and performance in order to meet market 
demand both quantitatively and qualitatively, 

 to lay the ground for provision of freight services of good quality meeting customer expectations". 
Source: (EEIG Corridor Rhine-Alpine EWIV). 
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 The proposal was made by the COM back in 2008. For further information's: COM(2008) 852 final. 
42

 Former called Rail Freight Corridor 1 in the Regulation No. 913/2010.  
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The RNRA faces the increase of the European rail freight with an own strategy in cooperation with important 
infrastructure institutions and regional associations along the Corridor Rhine-Alpine. The former  INTERREG 
IVB NWE Project "CODE24 - Corridor Development Rotterdam-Genoa" was during the years 2010 until 2015 
a "joint integrated approach towards the future development of the TEN-T core network corridor Rhine-Alpine 
and intended the interconnection of economic development, spatial, transport and ecological planning and 
thus, addressing urgent conflicts of capacity, sustainability and quality of life along the corridor" (Interregional 
Alliance for the Rhine-Alpine-Corridor). The RNRA was involved in this project as well as in the following 
Interregional Alliance for the Rhine-Alpine Corridor EGTC. The infrastructure structure of the Rhine-Neckar 
region is therefore a major drive, as the region has to face main bottlenecks along the corridor. Again the 
agglomerations Rhine-Main and Rhine-Neckar have the most frequently used line for rail freight along the 
Corridor Rhine-Alpine. On the three parallel double tracks, which are leading through the region, are running 
700 trains per day. Another main issue are the mixed transport systems on all three lines. There is no main 
rail freight line leading through the Rhine-Neckar agglomeration. Also the earlier mentioned new HSR is not 
going to be enough for the future rail freight (ETH Zürich, 2013, p. 55).  

Another main issue within the region is the accessibility of the Mannheim rail freight yard, as the Mannheim 
rail freight yard is with around 5.600 wagons per day a main node and the second largest rail freight yard in 
Germany (Rhein-Neckar-Zeitung). Hence the RNRA has to undertake new innovative steps so the region 
does not collapse from their infrastructure problems. Particularly the networking and the cultivating of 
contacts are two major points for the collaborative regional development within the region (Verband Region 
Rhein-Neckar).  

 

8.2.1 INTERREG IVB NWE project CODE24  

In the Code24 project was the RNRA the lead partner. Back in the financial period from 2007 until 2014 of 
the EU, it was possible to fund major interdisciplinary corridor projects like the bottom-up strategic initiative 
CODE24. With all the intertwining of economic development and spatial, ecological and transport planning 
along the Corridor Rhine-Alpine, the aim was to solve urgent problems of sustainability, quality of life 
and capacity (INTERREG IVB NWE Project CODE24, 2014). From the beginning of the project the Rhine-
Alpine corridor was seen as part of a broader polycentric network in which main nodes, e.g. Mannheim 
central station, are connected to the hinterlands of the region. In addition was the project seen as a broader 
transport development, therefore all three types of railways needed to develop further, not only the freight 
train. As part of the gateway functions of the Rhine-Neckar region, the noise protection along the corridor 
is of main importance, as noise is a substantial trigger of spatial conflicts for major infrastructure 
projects (Wilske, 2016, pp. 264-265). Through this fact the institutions had a broad background. Involved in 
this project were several municipalities, regional authorities, universities, ports and companies. As the 
investments for all the transport types of infrastructure would cost along the Corridor up to 32 billion Euros 
the main goal of CODE24 is to achieve a sufficient and reliable infrastructure (INTERREG IVB NWE Project 
CODE24, 2014, pp. 2-3, 27). The CODE24 initiative defined main issues for developing the Corridor: 

 "Limited financial resources; 
 Unequal division of goods flow; 
 Conflicts between settled areas and infrastructure development; 
 Uncoordinated realisation horizons for railway infrastructure". 

Source: Own representation, (ETH Zürich, 2013, pp. 27, 29, 31) 
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Illustration 19: Work Packages of the CODE24 project 

"Work Package 1:  
Spatial and Infrastructural Development 
Corridor Info System 
R&SET Tool 
Collaborative Assessment 
Test Planning Wesel 
Inland Port Development 
Increasing Network Accesibility by Including 
High Speed Rail 

Work Package 2: 
Environmental Aspects and Noise 
Reduction 
Management of Ecological Compensation 
Measures 
Planners Toolbox for Innovative Noise 
Protection 
Electric Fleet 

Work Package 3 
Increasing Regional Economic Benefits 
Creation, Development and Evaluation of 
Impacts of Logistics Clusters 
Linking the Terminal ports (Genoa and 
Rotterdam) to the Hinterland 
Assessing Costs and Other Effects of 
Bottlenecks for the Regions 
Multimodal Network Node Lahr 

Work Package 4 
Communication, Acceptance and 
Enduring Interregional Cooperation 
Communication  
Mobile Exhibition 
Towards an EGTC" 

Source: Own representation, (INTERREG IVB NWE Project CODE24, 2014, p. 2). 

The INTERREG-project revealed important facts for the RNRA through the integrated spatial development 
initiative. The TEN-T core network and their importance for the Rhine-Neckar region effects not only the 
region itself, it also has a European dimension throughout the missing link between Frankfurt am Main and 
Mannheim. The central station Mannheim can play a crucial role of the HSR-integration within the Rhine-
Alpine corridor, as it is an important junction within the TEN-T core network (CODE24 Action 17 team, 2015, 
p. 27). 

The project the 'Assessing Costs and Other Effects of Bottlenecks for the Regions' along the Corridor was 
used together with the 'Collaborative Assessment' in cooperation between the two metropolitan regions 
Rhine-Main and Rhine-Neckar to analyze the corridors regional impacts between those two agglomerations. 
Main parts which influenced the assessment are that the rail infrastructure is serving long-distance and 
regional passenger, as well as freight transport. Furthermore plays the railroad infrastructure a vital role in all 
three fields to compete against the road transport, therefore the tracks need to be efficient. However the 
biggest issue was that an HSR-line will not solve the capacity problems in total. Those and other 
points identified four key parts along the Rhine-Alpine corridor which need a broader transport strategy than 
at the regional level, one main bottleneck was in-between the two agglomerations Rhine-Main and Rhine-
Neckar. Quite a few workshops were carried out in both regions with several stakeholders back in 2010 to 
find a sustainable solution for the integration of all three types of railroad infrastructure, however main 
interests were the noise protection and a good public railroad infrastructure. Beside that the infrastructure 
issues within those two regions have an impact on the regional economy, therefore it exists a demand to find 
an overall solution. A solution was the concept of the 'Net-Regio', in which main nodes should be upgraded 
and all lines should meet the requirements of a rail-oriented development. The concept was seen as a good 
starting point, as it strengthens interregional cohesion with rail infrastructure as a main driver for a 
successful regional development. Main conclusions out of those meetings were that there is a demand of 
a mixed use and the extend of capacity on the existing lines, the planned HSR-track should absorb the 
highest amount of rail freight during the night and for that reason it should exist a traffic steering. 
Furthermore needs the potential links between all railroad-lines to be studied further, as well as the 
capacity issues within the node of Mannheim. Furthermore the stakeholders agreed on a letter back in 2013, 
submitted to the FMTDI (Simon & Endemann, 2016, pp. 90-94). Main points were:   

 



53 
 

 "Safeguarding the performance of regional passenger transport 
 Better long-distance rail services for both regions and integrated timed-transfer with regional 

passenger services 
 Noise protection for built-up areas close to new and existing rail lines 
 A European perspective is key to supporting and enhancing the performance of both regions 
 The Frankfurt/Rhine-Main and Rhine-Neckar metropolitan regions need to be involved in relevant 

studies". 
Source: (Simon & Endemann, 2016, pp. 94-95). 

 

8.2.2 Interregional Alliance for the Rhine-Alpine Corridor EGTC 

Following as a logical step out of the agreement on a continuous collaboration the EGTC came out as the 
main step after the end of the INTTERREG-project, which was already the idea back in the application form. 
As all results should continuously be reused by the local and regional authorities along the Corridor to find a 
sustainable approach for developing the corridor, this was the only possibility to do so in a proper way. The 
Chairman of the RNRA Planning Committee, Christian Specht, sees the EGTC as a new driving force to 
overcome participation problems  in a traditional formal planning procedure and it even offers new 
opportunities of participation. The result is be a better cooperation between authorities (Specht, 2013, pp. 15-
16). Furthermore is Christian Specht the Chairman of the Advisory Board of the EGTC (Interregional Alliance 
for the Rhine-Alpine Corridor EGTC, 2017, p. 6). Also the transition period to boost the new EGTC out of the 
CODE24 was easy to achieve, as there were still funds from the CODE24 project available to promote the 
new EGTC. The Interregional Alliance for the Rhine-Alpine Corridor ensures a long term partnership and 
cooperation of the Authorities. The EGTC can be considered as task of the elemental stakeholders along the 
corridor to achieve a joint development of the Corridor (European Network of Logistics Competence Centers, 
2016, pp. 12-13).  

Illustration 20: Organisation of the Interregional Alliance for the Rhine-Alpine Corridor EGTC 

 

Source: (Interregional Alliance for the Rhine-Alpine Corridor EGTC, 2017, p. 6). 
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The EGTC has the option to strength their position with an Advisory Board (Interregional Alliance for the 
Rhine-Alpine Corridor EGTC). Such an Advisory Board can discuss specific problems together with other 
important stakeholders along the Corridor, which are not allowed to participate in an EGTC (INTERREG IVB 
NWE Project CODE24, 2011). The main tasks of the EGTC are: 

 "Combining and focusing the joint interests of its members towards national, European and 
infrastructure institutions; 

 The evolution of the joint development strategy for the multimodal Rhine–Alpine Corridor; 
 Directing funds to Corridor-related activities and projects. One goal of the EGTC consists of the 

ambition to generate new projects that fit into the context of developing the Rhine–Alpine Corridor 
and trying to obtain EU funding for these operations;  

 Provide a central platform for mutual information, an exchange of experience and an opportunity to 
meet. It was proven during the implementation of project CODE24 that providing opportunities for 
meetings and exchange are a vital basis for cooperation. At the same time, information flow is a 
prerequisite for sound decisions; 

 Improving the visibility and promotion of the Corridor. Public relations, communication and promotion 
are key for successful progress and for informing the public and target audiences about the objectives 
and measures concerning the development of the Rhine–Alpine Corridor from a local and regional 
point of view. 
Source: (Saalbach, 2016, pp. 322-323). 

  

8.3 Regional Plan of the Rhine-Neckar region 
As earlier mentioned the Regional Plan cannot influence the rail infrastructure in a PAP. The regions have to 
adapt to the situation in their regional plans and the PAP cannot undermine main goals of a regional plan. 
The region is in the field of modal splits of freight decentralize organized. Main nodes are the harbours 
Mannheim & Ludwigshafen am Rhein, the rail freight yard Mannheim and the combined traffic Terminal on 
the ground of the company BASF in Ludwigshafen am Rhein. To ensure a good rail freight infrastructure the 
RNRA demands mainly: 

 To extend the capacity of rail lines along the Rhine/Alpine Corridor; 
 Ensure branch lines to decrease the pressure on the main routes; 
 No dismantling of unused tracks; 
 Better connections for sidings of companies or harbours along rail tracks. 

Source: (Verband Region Rhein-Neckar, 2014, pp. 102-103). 

Beside the rail freight, the RNRA describes in their Regional Plan principles for good transport in the 
metropolitan region Rhine-Neckar. Main task is to shift the high portion of road freight to a more sustainable 
Inland Waterways or train transport system. Therefore the region aims for smart solutions, e.g. an increasing 
interoperability or new information's and communication systems for the logistic cluster in the region. As such 
a shift from truck to train implies higher noise on rail tracks, the RNRA wants to countermeasure the 
problems with active and passive noise protection along the tracks (Verband Region Rhein-Neckar, 
2014, pp. 102-103). 
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Illustration 21: Legal provisions and search area of the HSR-line 

 

Source: Own representation, (DB Netz AG). 

 

8.4 The Federal Transport Infrastructure Plan 2016 
Since the end of 2010 the planning process was reduced by the DB AG through the fact that the FMTDI was 
reviewing their existing FTIP. In 2011 the complete planning process was stopped, but it exits for parts of the 
track a PAP. Nevertheless the planning within the Rhine-Neckar region did not started yet. Based on the new 
FTIP back in 2016, the whole planning documents are reviewed and updated. Still, the area around 
Mannheim and the route management in the north of the node Mannheim needs to be investigate further (DB 
Netz AG). In terms of the whole reviewing process, the report 'Überprüfung des Bedarfsplans für die 
Bundesschienenwege', plays a crucial role for the FMTDI. Furthermore within the Rhine-Neckar region the 
FMTDI carry out an additional study, which is called "Korridorstudie Mittelrhein". Their main focus relies on 
the area between Frankfurt am Main and Mannheim (Federal Ministry of Transport and Digital Infrastructure). 
In addition to those developments at the federal level, the Investment Plan for the FTIP from 2011 until 2015 
did not include the new HSR-track nor the extension of the node Mannheim. Regional stakeholders saw 
this as a main problem, as neither the finance for the planned HSR-line exist yet nor the support for 
investments into the node Mannheim. Therefore main investments into the TEN-T core network are also 
not given so far (Verband Region Rhein-Neckar, 2011). 
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8.4.1 The preparation for the new Federal Transport Infrastructure Plan 2016 within the Rhine-Neckar 

region 

The CIC Rhine-Neckar report "Bedarfsanalyse Schienenverkehr in der Metropolregion Rhein-Neckar" was 
published back in 2012. This report interviewed several companies out of the region and gives an insight of 
preferences by them for railroad infrastructure within the region. The CIC Rhine-Neckar therefore developed 
a report under the interests of the regional economy with their preferred solution for the railroad infrastructure 
within the region. The report made another proposal than the ones from the federal level or from the 
CODE24-project decisions. First it is important to mention that the solutions do not include concepts of 
operation for all several options. Regardless the report is an important statement from the industry and 
commerce for the further spatial development within the region in the field of railway infrastructure. It made 
five proposals about the new routing of the planned track from Rhine-Main to Rhine-Neckar. The most 
positive effect on the railroad infrastructure would be a new rail freight track out of their position, like 
a big bypass only for rail freights (Gesellschaft für Transport- & Unternehmensberatung mbH, K+P 
Transport Consultants H-P Kienzler, 2012, p. 71). Main points for this solution would be: 

 The central station Mannheim stays as a major node for the HSR in the region; 
 Segregation of rail passengers and rail freight; 
 Capacity for further traffic growth; 
 Partial relief of rail freight at the central station Mannheim. 

Source: (Gesellschaft für Transport- & Unternehmensberatung mbH, K+P Transport Consultants H-P 
Kienzler, 2012, p. 71). 

Illustration 22: Schematic representation of the best solution from the CIC Rhine-Neckar report (variant 5): 

 

Source: (Gesellschaft für Transport- & Unternehmensberatung mbH, K+P Transport Consultants H-P 
Kienzler, 2012, p. 71). 

The problem about the proposal is, with the intention of a new HSR-line, the proposal is not possible to 
achieve. The major issue is the missing HSR-link between the two already existing routes Cologne-Frankfurt 
and Stuttgart-Munich. Under this aspect the CIC Rhine-Neckar made a proposal for extension of the Eastern 
branch of the Riedbahn to the major corridor for rail freights around the central station Mannheim. The 
reason behind is that the central station Mannheim could achieve more passenger trains as a major node, 
because the rail freight can be guided around it to the rail freight yard Mannheim and the traffic can even 
further lead out of the region (Gesellschaft für Transport- & Unternehmensberatung mbH, K+P Transport 
Consultants H-P Kienzler, 2012, p. 68).  

Illustration 23: Schematic representation of the best solution with a new HSR-line from the CIC Rhine-Neckar report 

(variant 2) 
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Source: (Gesellschaft für Transport- & Unternehmensberatung mbH, K+P Transport Consultants H-P 
Kienzler, 2012, p. 68). 

The railroad infrastructure is a major field, particularly for big companies like the BASF, which has their multi-
modal freight yard. The CIC Rhine-Neckar has found out through personal interviews that main issues 
within the regional railroad infrastructure rely in rail freight. Main problems are in the region the existing 
bottlenecks of the railroad infrastructure, as well as the less importance of freight trains compared to 
passenger trains. Also the missing flexibility for transporting goods is a main issue for rail freight 
(Gesellschaft für Transport- & Unternehmensberatung mbH, K+P Transport Consultants H-P Kienzler, 2012, 
pp. 49, 76).  

However in the course of an already high utilization of the rail network within the Rhine-Neckar region, the 
accessibility of the rail freight yard Mannheim needs to be increased in order to reduce congestions to be 
competitive for the future. Main rail freight bottlenecks in the region are the areas Mannheim central station 
and Ludwigshafen am Rhein (Gesellschaft für Transport- & Unternehmensberatung mbH, K+P Transport 
Consultants H-P Kienzler, 2012, pp. 51-53). 

Illustration 24: Bottleneck Mannheim central station from the CIC Rhine-Neckar report 

 

Source: (Gesellschaft für Transport- & Unternehmensberatung mbH, K+P Transport Consultants H-P 
Kienzler, 2012, p. 53). 

Beside the already existing problems, the CIC Rhine-Neckar analysed main issues for the future rail freight 
transport in the region. The report highlights as a key problem the missing capacities on the tracks and 
at the nodes. The CIC Rhine-Neckar is going to expect the main growth in the field of transit traffic. 
Nevertheless is the rail freight yard of Mannheim going to be also in the future an important node, particularly 
the investments of DB AG with one billion Euro are the reason for that (Gesellschaft für Transport- & 
Unternehmensberatung mbH, K+P Transport Consultants H-P Kienzler, 2012, p. 39).  
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8.4.2 The preparation for the new Federal Transport Infrastructure Plan in a broader context  

The report 'Überprüfung des Bedarfplans für die Bundesschienenwege'  forecasts a bottleneck for the two 
agglomerations Rhine-Main and Rhine-Neckar, even with the planned HSR-track. Main problem for the 
region Rhine-Neckar is the Main-Neckar-Bahn with a bottleneck between Darmstadt and Mannheim-
Friedrichsfeld. That is why the use-cost-ratio was only at 1,2, even with the high importance for the German 
railroad network it is a low value, but a new line with only two tracks does not solve the problem in total43. As 
a result the report recommended another research report mainly for the corridor Rhine-Main - Rhine-Neckar 
to solve the bottleneck. Also the possibility of a Bypass should be part of the report, but with the ensuring of a 
proper connection to the central station Mannheim (BVU Beratergruppe Verkehr + Umwelt, Intraplan Consult 
GmbH, 2010, p. 9/175). The main fear of the RNRA and state politicians from the state parliament of Baden-
Wuerttemberg was again a bypass solution for the HSR, nevertheless the DB AG planned to establish a 
traffic steering at the new line for long-distance passenger and rail freight (Stellungnahme des Ministerium für 
Umwelt, Naturschutz und Verkehr Baden-Württemberg, 2011). 

Illustration 25: Destination network with the new ICE-track Rhine/Main-Rhine/Neckar (without traffic steering) 

 

Source: (BVU Beratergruppe Verkehr + Umwelt, Intraplan Consult GmbH, 2010, p. 9/170). 

The region achieved finally an agreement with the DB AG at the end of 2012. The CEO of DB AG, Rüdiger 
Grube, agreed together with the RNRA to lead all passenger trains over the central station in 
Mannheim. Besides that the DB AG was also focusing on an higher importance of rail freight. Therefore 
during the day the fast HSR-trains should lead over the new track and in the night track should absorb the 
rail freight (Mannheimer Morgen). Through this achievement, the DB AG and the RNRA cooperated with their 
own requirements together for a faster achievement of the research study 'Korridorstudie Mittelrhein' 
(Verband Region Rhein-Neckar, 2012).  

The results of the study 'Korridorstudie Mittelrhein' gave the development of the railroad infrastructure finally 
more drive for the actual planning process. The total study had a scope from Cologne until Karlsruhe and it 
                                                           
43

 The use-cost-ratio is used to measure the importance for the FTTEA and needs to be higher as one in order to get a project into 
the FTTEA. 
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should solve the problematic situation within this section of the TEN-T core corridor Rhine-Alpine. In total, the 
best solution to improve the situation along the core of the study from Frankfurt am Main to Mannheim would 
be a divided use of a new HSR-line. During the day the HSR should use the track and in the night the track 
should be used for rail freight. Also a better connection in-between the existing lines should be achieved. 
Another main point for the Rhine-Neckar region is the recommendation for an extension of the 
Eastern part of the Riedbahn to connect the new HSR-track with the rail freight yard Mannheim and 
therefore achieve a exclusion of rail freight through the central station Mannheim. The forecast of the 
cost seen in Illustration 26 in total would be between 3 and 3.2 billion Euros (Intraplan Consult GmbH, BVU 
Wirtschaft + Verkehr GmbH, SMA und Partner AG, 2015, pp. 9, 17).  

Illustration 26: Destination network of the Korridorstudie Mittelrhein in-between the region Rhine-Main and Rhine-

Neckar 

 

Source: (Intraplan Consult GmbH, BVU Wirtschaft + Verkehr GmbH, SMA und Partner AG, 2015, p. 17). 

The idea behind this approach is that the regional public transport, the HSR and the rail freight are gaining 
more capacity. A new line for HSR would reduce the pressure on the area with the highest traffic volume 
within Germany. Through this new line, the other lines have more capacity for extending the S-Bahn within 
the region via the north of the region44. For the rail fright the trains would use during the day the existing 
tracks and in the night the new HSR-line along the motor-highway to reduce the noise for local residents 
along the existing lines45. The Parliamentary State Secretary of the FMTDI, Enak Ferlemann, sees the urgent 
demand for building this new track as well. In addition, the demand for noise protection is also required 
(Federal Ministry of Transport and Digital Infrastructure). The RNRA in addition addressed an appeal to 
Minister of the FMTDI to solve finally the bottleneck between Rhine-Main and Rhine-Neckar (Mannheimer 
Morgen). 

The RNRA welcomed those results of the study (Verband Region Rhein-Neckar, 2014). Finally the RNRA 
achieved that all actors are finally seeing the demand of connecting the central station to the high speed train 

                                                           
44

 For further information's: Illustration 13. 
45

 For further information's: Illustration 21. 
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net, as well as finding an extra solution for the rail freight. However the problems are still in the detail. 
Consequently the RNRA is aiming for the next steps. They are mainly: 

 The task of the FMTDI and the Federal Railway Authority for a profitable traffic management actions 
along the new track; 

 Noise reduction along the Eastern part of the Riedbahn by the municipality of Mannheim; 
 Financial support by the Federal authorities for achieving noise protection along the Eastern part of 

the Riedbahn. 
 Source: (Verband Region Rhein-Neckar, 2014). 

 

8.4.3 The Federal Transport Infrastructure Plan 2016 

The FTIP has in total a budget of 269,6 billion Euros of which 112,3 billion Euros are going to be spend in the 
field of railroad infrastructure until 2030. However it is worth to mention that road infrastructure has a total 
budget of 132,8 billion Euros. The plan has two main principles, one is preservation before new construction 
and the other is high-performance transport networks. Also climate and noise protection are major points of 
the new plan. Within the FTIP, the new HSR-track is listed as an urgent demand( in German: vordringlicher 
Bedarf) with a total budget for the destination network seen in Illustration 26 of 3,8 billion Euros. The new 
track is going to reduce a bottleneck and has a use-cost ratio of 2.2 in total. Beside that the node Mannheim 
is still under investigation as a main node. Also the nodes Frankfurt am Main, Hamburg, Cologne and Munich 
are part of further research studies undertaken by the FMTDI. In total the extension of those five major node 
have a budget of 2.5 billion Euros, but 2 billion Euros are blocked for extension or new constructions (Federal 
Ministry of Transport and Digital Infrastructure, 2016, pp. II-III, 14-15, 163-164, 169). 

 

8.5 The further outlook of the bottleneck Rhine/Neckar 
As the new FTIP is achieved nowadays, the planned track is still a long path to go. The Chairman of the 
Planning Committee, Christian Specht, expects another ten years until the new track is build, if the public is 
going to be involved from the beginning of the project it might be even possible to build it in eight years. 
Beside that he acknowledge the importance of the missing HSR-link in-between Frankfurt am Main and 
Mannheim within the TEN-T core network as a disadvantage of the regional competitiveness. He sees also 
three main issues, which are still in place. Those issues are the traffic steering, the exact routing 
through the Rhine-Neckar region and the noise protection along the new and existing train tracks. In 
addition the central station Mannheim is going to be fully connected by HSR, but the rail freight needs still 
a better solution within the region. Therefore the region wants to establish a Project Advisory Board in 
order to solve the urgent problems. In addition to that he claims that the current FTIP involves the same 
issues, which the region acknowledge and was demanding 20 years ago (Rhein-Neckar-Zeitung). 

As one main point is still the missing overall strategy for the rail freight, the RNRA cooperates further with 
other regional stakeholders and regions to achieve a better infrastructure development. The reason behind 
the EGTC is the aim of a legal basis and therefore it gives the whole initiative a more formal kind of 
cooperation(Saalbach, 2016, p. 322). All members within the EGTC have one vote, as otherwise it would 
have impossible to define it with indicators as the organization as an heterogeneous structure. Through the 
EGTC, the RNRA and other regions, try to shape policy for the Rhine-Alpine Corridor from the regional point 
of view. With this approach, this corridor is quite unique, even though other TEN-T core networks cooperate 
as well, but in other types of organizations, e.g. informal. Though none of the others established an EGTC 
right after their first cooperation project. Part of the actual INTERREG-project CODE24 was already the 
establishing of an EGTC, therefore the stakeholders of the project had already in mind to establish a deeper 
cooperation. One positive result of the project was also that other regions throughout Europe are nowadays 
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thinking about to increase their cooperation as well in sense of a broader spatial strategy for transnational 
infrastructure corridors. The EGTC focus on cooperation, therefore the participation of main stakeholders 
within the Advisory Board is of importance for them, e.g. the BASF and other firms along the Rhine-Alpine 
Corridor (Saalbach, Interview from the 05.05.2015, 2015).  Nowadays from the Rhine-Neckar region involved 
stakeholders of the Advisory Board are the CIC Rhine-Neckar and the BASF (Verband Region Rhein-
Neckar, 2017, p. 16). Also with the EEIG Corridor Rhine-Alpine EWIV, which is the cooperation of the railway 
companies, the EGTC seeks to widen those cooperation's as part of a better transport steering in terms of 
rail freight. In total, the EGTC can be seen as a bottom-up regional interest group, which tries to establish a 
transnational strategy for the corridor. It aims to shape future political decision-making process (Saalbach, 
Interview from the 05.05.2015, 2015). As part of this lobbying process, the EGTC has been excepted as a full 
member of the EU-Corridor Forum Rhine-Alpine Corridor by the European Corridor Coordinator 
(Interregional Alliance for the Rhine-Alpine Corridor EGTC, 2017, p. 9). 

The DB AG recognize those issues mention by Christian Specht as well. In their strategy the central station 
Mannheim plays an important role for long-distance and regional passenger traffic. Furthermore is the rail 
freight yard Mannheim seen as one of the most important nodes for rail freight in terms of train formation 
facilities within the DB AG network, currently as well as for the future. In addition is the new HSR-line of main 
interest for the company, as it solves one major bottleneck within their network. Therefore the company 
acknowledge the noise protection for the public along the planned HSR. The company's own aim is to reduce 
until 2020 the noise occurred by the trains  by half compared to the year 2000. Consequently, the DB AG 
equips their rail freight wagons with new breaks, which are reducing the noise. Beside that the noise 
protection measures especially along the tracks are also part of this strategy, as well as the traffic steering 
with leading the freight train in the night over the new HSR-line (Baumgartner, 2017). Also at the federal level 
the importance of noise protection is given, as part of the possible increased rail freight of the Eastern branch 
of the Riedbahn, the measures for noise protection are already part of the budget for the new HSR-line within 
the FTIP (Herzog, 2016).       

As part of the gateway functions of the metropolitan region Rhine-Neckar, a larger bypass over the 'Alsenztal' 
and Palatinate, which was investigated in the Korridorstudie Mittelrheintal, was not a possibility through a 
lack of economic efficiency. Compared to the previous FTIP from 2003, the use-cost-ratio has only 2,2 
compared to a 3,2 back in 2003. Part of the FTIP back then was a bypass solution as it would have an higher 
economic advantage. However the 2,2 is the value of the whole corridor from Cologne to Karlsruhe, not only 
the new HSR-line between Frankfurt am Main and Mannheim. For that reason a calculation of those two 
numbers is not possible, even though both calculation came to a different solution (Herzog, 2016). 

The inhabitants within the region along the railroad infrastructure are going to face an increasing of traffic. 
That is why the DB AG hence is in favour of an early citizens participation process, to avoid legal disputes 
with citizens or other stakeholders. This informal participation process is part of the preparation for the formal 
PAP to achieve that all interests are respected for new HSR-line. The early dialogue allows to clear facts and 
establish a common position. Nevertheless the actual research for the node Mannheim is still going to be 
investigated further through the FMTDI. Consequently, a final solutions for the city Mannheim cannot be 
drawn yet. An outcome might be a bypass solution only for freight train, as e.g. the report from the CIC 
Rhine-Neckar suggested it. Those trains could drive around the city of Mannheim and relieve the node 
Mannheim. Though the Korridorstudie Mittelrheintal did not investigate an only bypass solution for rail freight, 
as the study was investigating a shared use by all three types of railways. For that reason, the federal 
government is also not applying to the Regulation (EU) No 913/2010 of the European Parliament and of the 
Council, which would advantage rail freight (Herzog, 2016).  

The search area defined by the DB AG is broader compared to the Regional Plan of the RNRA, as it includes 
the whole city of Mannheim in order to respect the still ongoing studies for the node Mannheim and their 
results (Baumgartner, 2017). Therefore a Project Advisory Board is too early to achieve, as in theory and 
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hypothetically speaking, the investigation of the node Mannheim could achieve a good solution for all 
stakeholders. In fact that financial resources are limited and the formal planning process is in place for 
solving problems, the Project Advisory Board will come probably sooner or later after the results of the study 
of the node of Mannheim are going to be published. The RNRA needs to establish such a Board probably, as 
through the formal principle of Mutual-Feedback and their initiatives, which they have ongoing, it is the best 
background and knowledge to moderate such an Project Advisory Board. 

As the FTIP sees the new HSR with an urgent demand, the realisation should be achieved until 2030, still the 
planning process and the construction time are unclear (Herzog, 2016). Yet the issue for the future will be the 
node of Mannheim, as well as the financial support through the Federation. Three TEN-T core corridors are 
located within the Rhine-Neckar region, therefore it requires a broader investment strategy for the region to 
achieve a sustainable and efficient railroad network. A report from 2012 achieved by mainly state Ministers 
clarifies that every year there is a demand for further investments by two billion Euros within Germany for 
railroad infrastructure (Daehre Kommission, 2012, p. 27). In total achieved the Federation of Germany a 
financial budget of -0,1 % of their gross domestic product, therefore Germany would have some financial 
resources left to invest further into the railroad infrastructure and still could achieve a balanced household 
(Bundesministerium der Finanzen). For the EU and the further European Integration process, this might 
occur  a problem as well,  as six out of nine TEN-T core corridors are leading through Germany, therefore 
Germany has a main importance for achieving a sustainable railroad network (Federal Ministry of Transport 
and Digital Infrastructure).  
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9. Conclusion 
Main issue of achieving this track were beside the missing financial support so far also the strategy by the 
former CEO of the DB AG, Hartmund Mehdorn, and his idea of a nine main node concept. An issue, which is 
nowadays no option anymore for the node Mannheim. A concept, which was out of a planning point of view 
not achievable, as it would have been a countermeasure for the central-place system, as well as for the 
polycentric development approach for the spatial development within Germany.   

This node is recognized as of importance nowadays for the HSR. Consequently the region has undertaken 
several steps to avoid the bypass, main achievement was the footnote in the FTTEA back in 2004. Also the 
lobbying of important stakeholders out of the region, e.g. by Eggert Vorschau46, had a main impact on this 
development, as they tried always to be productive and achieve a good solution for the region itself. Mainly 
the RNRA and the politicians within the region used their contacts to improve the situation. Beside that plays 
the RNRA a crucial role in developing a broader strategy for the Rhine-Alpine Corridor and furthermore 
established alongside with their partners a formal institution for a transnational context, therefore they are 
achieving major steps for the further Integration of the transport development in cooperation with other 
administrative entities. Through this the region achieved their own aim of cooperative federalism in a regional 
context, as well as at a federal and transnational level.  

In addition it seems that all stakeholders involved in the new HSR-line are cooperating nowadays for finally 
achieving the track. Nevertheless further problems will occur and therefore the idea of a Project Advisory 
Board will be established probably very soon after the studies for the node Mannheim are published by the 
FMTDI. As none of these stakeholders can afford it that this main bottleneck remains in place and it will be a 
positive effect to shorten the timetable for the formal PAP, if their won't be any legal disputes in place.  

Finally, all four metropolitan functions can be found in the field of this new HSR-line. The decision-making 
and control function is ensured by the RNRA, but mainly through the established EGTC, as it has an 
European legal form and gives the whole institution a consolidated ground. In case of the RNRA, the regional 
Assembly with municipalities from three different states is not common in Germany and it is only achieved 
because of the second state treaty.  

In the field of the innovation and competition function, the metropolitan region Rhine-Neckar is very unique. 
Not only the fact, that the public-private-partnership construct is unique in Germany, which helped several 
times to increase the pressure on other actors in terms of the HSR. Also the INTERREG project CODE24 
and the Interregional Alliance for the Rhine-Alpine Corridor EGTC gives the region an innovation function. As 
the project CODE24 was a strategic imitative, it became a main success for the RNRA, as well as for other 
public authorities along the Corridor Rhine/Alpine. The intraregional strategic dialogue among those actors is 
going to strength their own positions against the EU and the federal Government of Germany, as their own 
credo of the EGTC is One Corridor - One Strategy. The gateway function is given through the dense 
transport network within the region and the importance for the TEN-T core network. In addition is the rail 
freight yard Mannheim of main importance for the DB AG. Also shows the Illustration 11 the importance for 
the catchment area of the Rhine-Neckar region. 

The last point is the symbol function. Therefore the proclamation of the RND and the following one-voice 
policy had an huge political symbolic function on the way to a one stage regional planning within the region. 
Through this the region gained more competences for the spatial development within the region. Also the 
footnote in the FTTEA back in 2004 had a symbol function, as it achieved to lead the HSR only over the 
central station Mannheim. Also that the EGTC is part of the official EU-Corridor Forum Rhine-Alpine Corridor 
can be seen as a symbol function, not only for their own corridor, also for other bottom-up regional initiative 
along other TEN-T core corridors. 
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 Eggert Vorschau is nowadays an honorary Chairman of the Verein Zukunft Metropolregion Rhein-Neckar e.V.. 
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Further research could be made about several topics, beside further investigations about the innovative 
EGTC, analyses could be made their political impacts on national infrastructure projects beside the planned 
HSR-line between Frankfurt am Main and Mannheim. Another interesting research question is, how is the 
public participation process leading towards a solving of the conflicts with various stakeholders. Furthermore 
the whole transport network within the Rhine-Neckar region could be studied further, as they try to achieve a 
multi-modal network.  
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Appendices 

Appendix 1: Interview with Jörg Saalbach from the 05.05.2015 in Mannheim 

Frage: Gab es durch das INTERREG IVB NWE-Projekt CODE24 positive externe Effekte für 
andere Regionen, die nicht an diesem Projekt beteiligt waren, aber davon profitieren könnten, dass 
dieser Korridor sich zusammen positioniert hat? Können sie hierzu etwas berichten? 

Herr Saalbach: Für die INTERREG-Verwaltungsstellen ist es ein wichtiges Ziel, dass die Projekte 
nicht abgeschlossen für sich arbeiten, sondern dass Ergebnisse bekannt gemacht und verbreitet 
werden und auch - wo möglich- übertragen werden können. Das geht - je nach Projektthema - 
unterschiedlich gut. In unserem Fall, wenn ich von den Anfragen aus anderen Regionen zu Code24 
spreche, die wissen wollten, wie wir das Projekt durchgeführt haben und zu welchen Resultaten wir 
kamen, dann war das Interesse sehr groß. Es spielte auch eine Rolle, dass wir eine strategische 
Initiative waren. Bei einem solchen Projekt steht man dann mehr im Fokus als 
bei „normalen“ Projekten, so dass wir auch oft außerhalb desengeren Korridors eingeladen waren, 
z.B. in Italien oder in Brüssel, um über das Projekt zu berichten. Von daher war das Interesse von 
Außen groß. Inwieweit sich davon konkret positive Effekte daraus ableiten lassen ist schwer zu 
sagen, da würde ich mir schwer tun, ein konkretes Beispiel zu nennen. Außer dass andere 
Regionen sich jetzt überlegen, sich zusammen zu schließen oder sich vielleicht auch rechtlich zu 
organisieren auf der Basis eines INTERREG-Projektes zum Beispiel. 

Frage: Waren sie ein Vorreiter mit Ihrem Projekt CODE24 im Bezug auf den Zusammenschluss von 
regionalen Akteuren für die transnationale Infrastrukturentwicklung? Beziehungswese gab es 
ähnliche Entwicklungen in anderen Korridoren? 

Herr Saalbach: Es gibt auch andere Korridore, in denen man kooperiert hat, die sich aber nicht 
direkt nach ihrem abgeschlossenen INTERREG-Projekt als EVTZ zusammengeschlossen haben. 
Wir haben uns auch einmal in Karlsruhe mit fünf anderen Korridorinitiativen getroffen, um uns 
austauschen zu können. Dabei hat man gesehen, dass jede der fünf Initiativen einen anderen 
Lösungsansatz besitzen. 

Frage: Wie wird die neue Zusammenarbeit der Interregional Alliance for the Rhine-Alpine Corridor 
EGTC finanziert und organisiert? Baut diese Allianz auf den Erkenntnissen aus CODE24 auf? 

Herr Saalbach: Ja, diese neue Organisation ist auf der Basis dessen, was wir in dem Projekt 
CODE24 erreicht haben, entstanden und daran knüpfen wir jetzt nahtlos an. Neben den 
inhaltlichen Ergebnissen, die wir jetzt bereitstehen, wollen wir mit der Zusammenarbeit in der neuen 
Rechtsform unsere selbstgesetzten Ziele erreichen. Finanziert wird das Ganze im Moment aus 
den Jahresbeiträgen der Mitglieder. Wir haben bewusst eine sehr schlanke Organisationsstruktur 
gewählt, sodass wir nicht eine weitere Verwaltungsebene schaffen. Durch das INTERREG IV B-
Projekt konnten wir Finanzmittel für die Vorbereitung des EVTZ nutzen, sodass wir am Anfang 
wenig weitere finanzielle Hilfe benötigten. Es gab bei der Vorbereitung für den neuen EVTZ die 
Diskussion, ob man den Beitrag an einem Indikator bemessen soll, wie z.B. an der Einwohnerzahl, 
aber das wäre viel zu kompliziert gewesen, da wir eine heterogene Mitgliederstruktur besitzen. 
Daher haben wir uns so entschieden, dass jedes Mitglied den gleichen Beitrag zahlt und jedes 
Mitglied eine Stimme besitzt. 

Frage: Die Mitglieder von CODE24 sind nicht alle Bestandteil der neuen EVTZ geworden, warum 
ist dies so? 
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Herr Saalbach: Die EVTZ ist nur für öffentliche Körperschaften konzipiert. Wir konzentrieren uns 
daher jetzt mehr auf regionale oder lokale Gebietskörperschaften und öffentliche Häfen, aber zum 
Beispiel nicht mehr auf wissenschaftliche Einrichtungen. Die können wir dann mal, wie das bei 
CODE24 schon der Fall war, im neuen Projekt nutzen, aber dann als externe Partner im 
einzurichtenden Advisory Board oder als Mitwirkende an zukünftigen Projekten des EVTZ. Wir 
wollen ja Politik mitgestalten und nicht forschen. 

Frage: Tauschen Sie sich auch mit anderen Organisationen aus, die nicht Teil des EVTZ sind? 
Beziehungsweise wie sieht die Kooperation mit Unternehmen aus? 

Herr Saalbach: Es gibt eine interessante Organisation für uns, in der die nationale 
Bahngesellschaften des Korridors sich zusammengeschlossen haben. Diese Organisation hat ihren 
Sitz in Frankfurt am Main und zu denen haben wir bereits Kontakte hergestellt, da dies ein wichtiger 
Partner für uns ist. Da die nationalen Bahngesellschaften alle nun privatisiert sind, können diese 
sich in einer Europäischen wirtschaftlichen Interessenvereinigung zusammenschließen. Diese EEIG 
Corridor Rhine-Alpine EWIV war auch schon bei Code24 als Observer dabei und die Organisation 
war zudem Teil des Advisory Board. Mit dieser Organisation werden wir auch weiterhin 
kooperieren und sie auch in das EVTZ Advisory Board aufnehmen. 

Was die Unternehmen betrifft, möchten wir diese ebenfalls einladen, sich im Advisory Board zu 
beteiligen, dies ist also ein guter Weg, wie wir uns mit Unternehmen austauschen können, 
die aufgrund der EU-Verordnung nicht Mitglieder des EVTZ sein können. Die BASF wollen wir zum 
Beispiel gerne dabei haben, aber auch andere Unternehmen entlang des Korridors. 

Frage: Ihr Ziel ist es also, gemeinsam Ihre Interessen entlang des Korridors zu vertreten? 

Herr Saalbach: Ja, das ist im Prinzip eine Interessengemeinschaft, das ist ein wichtiger Aspekt 
unserer Arbeit. 
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Appendix 2: Answers of the formal request made to Gustav Herzog from the 24.05.2016 

 Platz der Republik 
 

11011 Berlin  

  
 

Gustav Herzog Tel: (030) 227 –7 7343 
 

Fax: (030) 227 –7 6427  

Mitglied des Deutschen Bundestages  

Email: gustav.herzog@bundestag.de  

   

  Web:  www.gustav-herzog.de 
 

Gustav Herzog MdB | Platz der Republik | 11011 Berlin 
Wahlkreisanschrift:  

  
 

  Schulstraße 5 
 

Herrn  67655 Kaiserslautern 
 

 Tel: (0631) 69 550,  

Paul Edinger 
 

 

 Fax: (0631) 360 61 07 
 

  Email:  gustav.herzog.wk@bundestag.de 
 

-   Per Mail -   
 

 
 

Berlin, 24.05.2016  
jl  

__ 
 

Fragenkatalog zum Bundesverkehrswegeplan 2030 
 
 

Sehr geehrter Herr Edinger, 
 

leider hat sich die Beantwortung Ihrer Fragen etwas verzögert. Zusammen mit meinem 
kleinen Team ist es leider nicht möglich mit vertretbaren Aufwand und in einem  

__ angemessenen Zeitraum die Fragen fundiert zu beantworten. Ich bitte daher um 
Verständnis. 

 
Der Bundesverkehrswegeplan 2030 (BVWP 2030) hat beim Verkehrsträger Schiene eine 
klare Botschaft. Der Bund ist zuständig für das Netz, für den Schienengüterverkehr (SGV) und 
für den Schienenpersonenfernverkehr (SPFV). Strecken die ausschließlich für den 
Schienenpersonennahverkehr (SPNV) ausgelegt sind bleiben unberücksichtigt. 

 
1. In den Plänen zum neuen Bundesverkehrswegeplan war auch eine großräumige 

Umfahrung der Region durch den Güterverkehr im Gespräch (Alsenz-Strecke). Gab es   
auch eine Planung für einen Bypass des Güterverkehrs um Mannheim herum so wie 
z.B. bei der Rheintalbahn bei Freiburg?  

Die Korridorstudie zur Entlastung des Mittelrheintals (KEM) sieht keine 
wirtschaftlich realisierbare Entlastungsstrecke durch das Alsenztal und die Pfalz vor. 

 
 

2. Gibt es in der Region Rhein-Neckar Vorrangsstrecken für den Güterverkehr nach KOM 
(2008) 852 von der Europäischen Union? Sind solche Strecken vom Bund oder der   
Deutschen Bahn in der Region geplant? 

Die KEM sieht eine gemeinsame Nutzung durch SPFV, SVG und SPNV vor. 

http://www.gustav-herzog.de/
mailto:gustav.herzog.wk@bundestag.de
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3. Wann gehen Sie davon aus das die Strecke gebaut wird? Gehen Sie davon aus, dass die 

Strecke in den nächsten 11 Jahre wie im Bundesverkehrswegeplan beschrieben gebaut  
werden soll?  

Zum Planungszeitraum und der Baurealisierung will ich zum heutigen Zeitpunkt nicht 
spekulieren. Aber der BVWP sieht bei den meisten Projekten eine Realisierung bis 2030 vor. 
 
 
4. Wird die Neubaustrecke Rhein-Main - Rhein-Neckar in den 

nächsten Investitionsrahmenplan aufgenommen?  
Darüber wird die Bundesregierung nach Rechtskraft der Ausbaugesetze entscheiden. 
 
 
5. Von welchen Kosten geht der Bund aktuell bei der Neubaustrecke Rhein-Main - Rhein-

Neckar aus? Inwieweit sind höhere Kosten durch z.B. Lärmschutzmaßnahmen bei der 
östlichen Riedbahn oder bei der Strecke 'Mannheim direkt' zu befürchten?   
(a) Das Projekt 2-004-V03 Zielnetz I beinhaltet die Neubaustecke Rhein/Main – 

Rhein/Neckar und ist im BVWP 2030 mit Kosten für das Gesamtprojekt von insgesamt 
3,22 Mrd. Euro aufgeführt. Das Projekt ist mit einem NKV von 2,2 im Vordringlichen 
Bedarf gelistet, wenngleich eine Alternative im Projekt 2-004-V04 Zielnetz II geprüft wird. 
Gelistet ist dieses Projekt im sog. Potentiellen Bedarf. Konkrete Aussagen über Kosten 
des Abschnittes Rhein-Main/Rhein-Neckar können leider mit den zur Verfügung 
gestellten Informationen des BMVI nicht getroffen werden.  

 
(b) Aus der Opposition heraus haben wir in der letzten Wahlperiode erreicht, dass für 

Neu- und Ausbauprojekte des Schienenbaus dies nicht mehr gilt. Die besseren 
Lärmschutzanforderungen sind aber schon in den Kostenansätzen eingespeist.  

 

 
6. Wird Einfluss von Seiten des Bundestages als Mitglied des Aufsichtsrates der Deutschen 

Bahn AG genommen um eventuelle Mehrkosten bei einer möglichen teureren Trassierung 
zu vermeiden oder ist die Trassierung der neuen Strecke alleinige   
Aufgabe der Deutschen Bahn AG?  

Über den Netzneubau- und -ausbau entscheidet der Deutsche Bundestag, nicht 
der Aufsichtsrat der Deutschen Bahn AG. 
 
 
7. Im neuen Bundesverkehrswegeplan weist die Neubaustrecke ein hohes Nutzen-

Kosten-Verhältnis auf und dies ohne Bypass. Worin liegt der Unterschied zu dem 
Bundesverkehrswegeplan von heute im Vergleich zu damals(– Drucksache 15/1836 –,   
 http://dip21.bundestag.de/dip21/btd/15/020/1502013.pdf)? Auch damals wurde 
mit einem hohen volkswirtschaftlichen Nutzen argumentiert.  

Während im BVWP 2003 der NKV des Projektes Neubaustrecke Rhein-Main/Rhein-Neckar 
bei 3,2 lag, ist das Projekt Zielnetz I im BVWP 2030 mit einem NKV 2,2 bewertet. Allerdings 
betrifft dieser Wert weit mehr Abschnitte als nur die NBS Rhein-Main/Rhein-Neckar, 
sodass ein direkter Vergleich schwer möglich ist. 

http://dip21.bundestag.de/dip21/btd/15/020/1502013.pdf
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8. Wie wirkte sich die Fußnote im Bundesschienenwegeausbaugesetz von 2004 durch 

Lothar Mark auf die Planung der Strecke aus? Gab es dadurch eine Verzögerung der   
Planung?  

Die Fußnote gilt für das derzeit gültige Ausbaugesetz. Ob vergleichbare Vorgaben im 
BVWP 2030 stehen, wird im Laufe der parlamentarischen Beratung entschieden. 
 
 
9. Welche Rolle spielte die regionalen Bemühungen der Region Rhein-Neckar (z.B. 

Regionalforum ICE-Knoten Rhein-Neckar) bei der Umsetzung der Strecke? Half aus 
Ihrer Sicht die vehemente Verneinung eines Bypasses bei der Planung oder wurde   
durch diese strikte Haltung der Engpass in diesem Bereich eher noch verschärft?  

Die besonderen Kenntnisse regionaler Verkehrsforen werden bei unseren 
Beratungen berücksichtigt. Sie haben allerdings keinen Vorentscheidungscharakter. 
 
 
10. Wurden neben der Korridorstudie Mittelrhein auch Ergebnisse von z.B. dem 

INTERREG Projekt CODE24 in die endgültige Strecke miteinbezogen? 
Diese Frage kann ich Ihnen entsprechend meiner Vorbemerkung nicht beantworten. 
 
 
11. Gab es gegen einen Bypass lange Zeit nur die gültigen Raumordnungsverfahren in Hessen 

und Baden-Württemberg oder gab es auch politische Unterstützung von Seiten   
der Länder Hessen und Baden-Württemberg beim Bund zur Einbindung des 
Hauptbahnhofs Mannheim in diese neue Strecke? 

Ebd. 
 
12. Gab es nach der Ernennung zur Metropolregion Rhein-Neckar verstärke Unterstützung 

von Seiten des Bundes zur Einbindung des Hauptbahnhofs Mannheim in die   
Neubaustrecke oder spielte dies keine Rolle? 

Ebd. 
 
 
13. Im Jahr 2009 wurde von der Deutschen Bahn AG plötzlich die 'Zerschneidungsvariante 

C' oder 'Mannheim direkt' befürwortet und der Bypass endgültig verworfen. Jedoch 
wurde diese Variante schon 2008 vom Verband Rhein-Neckar abgelehnt. Daher 
interessiert mich folgende Frage besonders:  
War dies Thema im Bundestag und haben Sie Kenntnisse darüber warum diese   
Entscheidung so getroffen wurde? 

Ebd. 
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14. Liegt bei der 'Überprüfung des Bedarfplans für die Bundesschienenwege' und dem 

aktuellen   
Bundesverkehrswegeplan der einzige Unterschied bei der Mischnutzung der neuen Strecke 
oder wurden weitere Maßnahmen getroffen, welche das Nutzen-Kosten-Verhältnis 
steigerte?  
Ebd. 
 
15. Warum wurde von Seiten des Bundes der Ausbau der östlichen Riedbahn, 

beziehungsweise die Neubaustrecke Rhein-Main - Rhein-Neckar, nie in einen 
Investitionsrahmenplan aufgenommen?   

Ebd. 
 
16. Von welcher Streckenführung gehen Sie nach Ihrem aktuellen Erkenntnisstand aus? Hat 

'Mannheim direkt' eine realistische Chance, obwohl sich die Stadt Lampertheim, der 
Kreis Bergstraße, der Verband Region Rhein-Neckar und das Land Hessen mit   
seinem Regionalplan Südhessen dagegen aussprechen? 

Ebd. 
 
 
 
 
Ich hoffe Ihnen geholfen zu haben und wünsche Ihnen weiterhin viel Erfolg für Ihr Studium. 
 
 
Herzliche Grüße aus Berlin 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
Gustav Herzog 
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Appendix 3: Answers of the formal request made to Lorenz Baumgartner 

from the 24.05.2017 
1.   Welche Rolle spielt in den Planungen der DB AG der Hauptbahnhof Mannheim und der 

Rangierbahnhof Mannheim?  
 
 Der Hbf Mannheim ist derzeit und zukünftig ein wichtiger Knoten für den Regional- und 

Fernverkehr im Streckennetz der DB AG. Der Rbf Mannheim zählt derzeit und zukünftig 
zu den größten und wichtigsten Zugbildungsanlagen und Umschlagbahnhöfen der DB 
AG. 

 
2. Welche Rolle spielt die Neubaustrecke in den Planungen der DB AG?  
 
 Die Neubaustrecke Rhein/Main – Rhein/Neckar ist für die DB AG ein wichtiges 

Vorhaben. Durch die geplanten zwei neuen Gleise zwischen Frankfurt und Mannheim 
wird die vorhandene Lücke im transeuropäischen Eisenbahnnetz  geschlossen und 
der vorhandene Kapazitätsengpass zwischen Frankfurt und Mannheim aufgelöst. Durch 
die NBS wird sich die Qualität und die Pünktlichkeit sowohl des Nah- als auch des 
Fernverkehrs verbessern. Die Fahrzeit   zwischen den  Ballungsräumen 
Rhein/Main und Rhein/Neckar wird deutlich verkürzt. Aufgrund der zusätzlichen 
Kapazität wird ein verbessertes Angebot auf den Strecken entstehen. Ferner werden die 
Bestandsstrecken nachts vom  Schienengüterverkehrslärm entlastet. 

  
3. Wird die Idee einer möglichen ICE-Umfahrung von Mannheim weiterhin verfolgt? (Da im 

neuen Ausbaugesetz des Bundes keine Fußnote mehr verankert ist)  
 
 Nein. 
 
4. Wurden bei den Planungen zur Neubaustrecke eine mögliche Umfahrung von 

Güterzügen bei Mannheim von Seiten der DB AG in Betracht gezogen? (Einen Bypass 
für den Güterverkehr)  

 
 Das Bundesministerium für Verkehr digitale Infrastruktur untersucht derzeit im Rahmen 

der sogenannten Knotenuntersuchung Mannheim, wie die prognostizierten Verkehre 
zukünftig durch den Knoten Mannheim geführt werden können. In wieweit sich hierdurch 
ein Bedarf nach einer Erweiterung der Eisenbahninfrastruktur im Knoten Mannheim (wie 
z.B. einer Güterverkehrsumfahrung) ableiten lässt bleibt abzuwarten. 

 
5. Inwieweit versucht die DB AG mit ihrer eigenen Verkehrslenkung den Lärm für 

betroffene Anwohner zu reduzieren?  
 
 Ein zentrales Anliegen der Deutschen Bahn ist, Anwohner vor Schienenlärm zu 

schützen. Bis 2020 will das Unternehmen den Schienenverkehrslärm im Vergleich zum 
Jahr 2000 halbieren. Die Anstrengungen der Deutschen Bahn zur Verminderung von 
Schienenlärm sind vielfältig. Neben der Ausrüstung der Güterwagen mit lärmarmen 
Bremsen gehören hierzu vor allem Schallschutzmaßnahmen an der Strecke und für das 
Projekt die Verkehrslenkung, um die Bestandsstrecken von nächtlichem Güterverkehr zu 
entlasten. Die Grundidee der Verkehrslenkung besteht darin, dass die Neubaustrecke 
mit ihren neuen und umfassenden  Schallschutzmaßnahmen in der Nacht, in der keine 
schnellen Personenzüge fahren, vom Güterverkehr genutzt wird, der sonst auf den 
Bestandsstrecken, d.h. der parallel verlaufenden Main-Neckar-Bahn und Riedbahn, 
fährt. Auf diese Weise werden die Anwohner entlang der Bestandsstrecken nachts vom 
Schienenlärm entlastet.  

 
6. Der Regionalpan Südhessen von 2010 sieht zwei mögliche Varianten für die 

Neubaustrecke vor und der Regionalplan Rhein-Neckar aus dem Jahr 2014 sieht nur 
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einen Untersuchungsraum vor, mit einer Abgrenzung durch die Autobahn A6 im Süden. 
Die DB AG definiert ihren Untersuchungsraum jedoch deutlich weiter Richtung Süden, 
was ist der Hintergrund dieser Vergrößerung des Untersuchungsraums? 

 
 Im aktuellen Bundesverkehrswegeplan endet die NBS in Mannheim-Waldhof. Hierbei 

sind jedoch die Ergebnisse zur Knotenuntersuchung Mannheim nicht berücksichtigt. Der 
von der DB AG definierte Untersuchungsraum berücksichtigt diesen Sachverhalt.  

 
7. Möchte die DB AG mit der Bürgerbeteiligung mögliche Rechtsstreitigkeiten aus dem 

Weg gehen, sodass am Ende die beste und schnellste Lösung für die Region gefunden 
werden kann?  

 
 Im Projekt Rhein/Main – Rhein/Neckar setzen wir von Anfang an auf frühzeitige 

Bürgerbeteiligung. Wir wollen die öffentlich-rechtlichen Genehmigungsverfahren, in 
denen entschieden wird, informell begleiten und vorbereiten. Und dies  ganz 
bewusst in einer frühen Planungsphase, in denen Hinweise und Ideen aus der Region 
noch in die Planung aufgenommen werden können, ohne dass Terminverzögerungen 
entstehen. Der frühe Dialog bietet die Möglichkeit, das  Projekt von Anfang an mit 
zu gestalten, Fakten zu klären, Kriterien zu entwickelt und auf dieser Grundlage 
Vorschläge für die Lösung der Konflikte im Projekt zu erarbeiten.  

8. Wie bewertet die DB AG die Ergebnisse und Erkenntnisse aus dem INTERREG IV B - 
Projekt "CODE24"? Spielen diese Erkenntnisse eine Rolle bei dem Bau der 
Neubaustrecke? 

 Für die Realisierung der NBS ist der am 29.12.2016 rechtskräftige Bedarfsplan des 
Bundes maßgebend. Dieser enthält eine zweigleisige NBS von Frankfurt nach 
Mannheim-Waldhof als Verkehrslenkungsvariante (tags   
 Schienenpersonenfernverkehr, nachts Schienengüterverkehr).   

Das Projekt CODE 24 ist ein abgeschlossenes Förderprojekt der EU, mit dem 2010 bis 
2015 die Verkehrsachse vom Nordseehafen Rotterdam zum Mittelmeer-Hafen Genua 
entlang der transeuropäischen Eisenbahnverbindung (TEN-T) mit der Nummer „24“ 
verbessert und entwickelt wurde. In der Ergebnisbroschüre ist auf Seite 8 zu erkennen, 
dass die NBS Frankfurt - Mannheim berücksichtigt wurde (siehe Anhang). 

 
9. Wie steht die DB AG Stimmen aus Region Rhein-Neckar gegenüber, die aussagen, 

dass der aktuelle Bundesverkehrswegeplan 2030 dieselben Forderungen beinhaltet, die 
die Region schon vor 20 Jahren gestellt hat? Vor allem im Bezug darauf, dass die 
Möglichkeit einer Umfahrung der ICE's um Mannheim im Raum stand und nun nicht 
mehr verfolgt wird.  

 
 Siehe Nr. 3 und 8. Der Bedarfsplan des Bundes sieht keine ICE-Umfahrung Mannheim 

vor. 

 

Lorenz Baumgartner 

Stellvertretender Projektleiter  
Neubaustrecke Rhein/Main–Rhein/Neckar 

DB Netz AG 
 

 

https://de.wikipedia.org/wiki/Rotterdam
https://de.wikipedia.org/wiki/Mittelmeer
https://de.wikipedia.org/wiki/Hafen_Genua
https://de.wikipedia.org/wiki/Transeurop%C3%A4ische_Netze#Priorit.C3.A4re_Projekte

