
UPPSATSER FRÅN KULTURGEOGRAFISKA INSTITUTIONEN 
June 2011 

 
 

 

 

 

Master's Thesis in Urban and Regional Planning, 30 credits 

Supervisor: Peter Schmitt 

Department of Human Geography, Stockholm University 

www.humangeo.su.se 

 

 
From Stockholm to Hamburg 

Do the actors involved have the same transport corridor in 
mind? – An analysis of Policy Discourse 

 
 

Clemens Hellemeier 

 

 

 

 
 

 

 

 

 

 

 

 

 

Source: www.europakorridoren.se



2 

 

Abstract 

Hellemeier, Clemens 

From Stockholm to Hamburg, Do the actors involved have the same transport corridor in 

mind? – An analysis of Policy Discourse 

Urban and Regional Planning, advanced level, master’s thesis for master’s exam in Urban and 

Regional Planning, 30 ECTS credits 

Supervisor: Peter Schmitt 

Language: English 

 

Key Words: Urban and Regional Planning, Transport Corridors, Territorial Cohesion 

In the course of the European Commission’s aim at planning for economic territorial 

cohesion, an increased accessibility of the European regions and a strengthening of the 

regions’ competitiveness, focus have been drawn on the improvement of infrastructure for 

transport. This research deals with what can be seen as a pre-discourse in the front end of a 

planning process for a future transport corridor between the cities of Hamburg and 

Stockholm, during which the actors are positioning themselves. This is done by a qualitative 

analysis of selected policy documents from the national, regional and municipal level in 

Sweden, Denmark and Germany and the European commission.  

The results indicate that the actors involved interpret the concept of a transport corridor in 

various ways, since the policy documents that have been analysed for this research reveal 

possible inherent conflicts. The most considerable differences can be seen between the 

authorities on the national level on the one hand and the authorities on the regional and 

municipal level on the other. However, the location of a municipality or region does also 

influence their interpretation of a future transport corridor.    
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Part I – Introducing The Topic 

1.1 Introduction 

This research aims at a deeper understanding of the policy discourse behind European 

infrastructural planning. With the example of the projected European Transport Corridor 

stretching between the German city of Hamburg and the Swedish capital Stockholm, it shall 

be illustrated to the reader how the policies behind such a project are constructed and thereby 

the rationalities they are based on will become clear. The first part of this study will deal with 

the so called “White Book” on infrastructure issued by the European Commission in which it 

outlines on what stretches of transportation a special emphasis ought to be put. With the 

policies and rationalities constructed by the European Commission in mind, policy documents 

on the national, regional and municipal level will be analysed in order to see whether the 

Commission’s guidelines can be found in them as well or if the arguments used deviate from 

those of the Commission. In this paragraph some background information will be delivered to 

enable the reader to place the corridor described above on a mental map. Thereafter follows a 

description of the purpose of this research and the substantiated research questions that are 

attempted to be answered. In order to better be able to see these cases within a wider context, 

three theoretical frameworks are briefly described. One of them is Castells’ theory of the 

“Spaces of Flows”, since Castells can be regarded as one of the leading theorisers of modern 

planning for communication and infrastructure. Since a certain amount of sources consists of 

maps it is important to have a theory at hand that helps to understand and interpret the 

evidence given by maps. For this the works of Denis Wood “The Power of Maps” has proven 

to be useful. In the analysis of a policy discourse questions of different rationalities and the 

distribution and possession of power are raised. Danish researcher Bengt Flyvbjerg can be 

seen as an expert on this field with his work “Rationality and Power”.      

 

My research is not the first on the topic of European planning for infrastructure, among many 

there is the research “Making European Space” by Ole Jensen and Tim Richardson as well as 

empirical evaluations on the outcomes of the TEN conducted by Spiekermann and Wegener, 

on whose “shoulders” this research is based.  

For this research sources in the form of policy documents issued by either the nation states 
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involved, the European Union or by the affected regions and municipalities will be analysed 

and interpreted. The analysis and interpretation of these documents will facilitate the 

deconstruction of the discourse and the description of the guiding rationalities. The 

conclusions that are drawn from at the end are meant to contribute to a better understanding of 

debates and discourses that lay behind the TEN- projects.   

1.2 Background 

As the European Commission has gained more and more influence on the policy making on 

national level since the signing of the Treaty of Maastricht, its member states find themselves 

responsible to a regulatory framework developed and issued by the European Commission 

and its administration in Brussels that - even if it is not always legally binding - does have a 

pertinent and substantial impact on the way national states and regions constitute their 

infrastructure policies. The European Spatial Development Perspective (ESDP) and the Trans 

European Networks (TEN) are two concepts impacting heavily on the way spatial planning is 

being conducted in the member states of the European Union. Both of them can be seen as 

policy making documents that turn focus on certain aspects of planning, such as the 

enhancement of European “transport corridors” in the case of the TEN. By issuing these 

documents the European Commission draws attention on transport corridors which it finds 

important for further improvement. Although these documents are not legally binding for the 

member states that are affected by it, these plans, however, can unfold a certain degree of 

influence on planning of transportation since the European Commission is willing to co-

finance them. The strategy envisioned by the European Commission in order to promote and 

construct the TEN is lined out in a document that in its latest form has been issued in March 

2011 and that goes by the name “White Paper – Roadmap to a Single European Transport 

Area – Towards a Competitive and Resource Efficient Transport System” and which to a 

major extent has been compiled by authorities of the European Union’s member states in 

cooperation with the European Commission.  

 

For this research this document shall be seen as a point of origin for further exploration, 

analysis and interpretation of the policy documents and maps on the levels of the nation 

states, the regions and the municipalities.    

One of these corridors is projected between the cities of Hamburg in Northern Germany and 
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the Swedish capital Stockholm. It stretches out from South-West to North-East comprising 

cities such as the Danish capital Copenhagen and Sweden’s third largest city Malmö. Along 

this stretch infrastructure comprising both roads and railroads is supposed to be improved in 

order to significantly shorten travelling times between the cities located along it. Not only the 

distance that has to be covered by the corridor in itself is a challenge, but also two larger 

water bodies, the Öresund between Sweden and Denmark and the Fehmarn-Belt between the 

Danish island of Lolland and the German island of Fehmarn, call for solutions that involve 

large infrastructural projects. In the year of 2000 a permanent link consisting of a tunnel 

combined with a bridge over the Öresund was opened and for the time being (in spring 2011) 

the first plans for a permanent link between Fehmarn and Lolland have been presented. On 

municipal and regional level an intergovernmental organisation called “Europakorridoren” 

has been founded in order to promote the construction of the railway corridor, comprising 

more than 50 members, by the majority municipalities and regions located in Sweden, 

Denmark and Germany along the stretch. It is from these organisations’ webpages that a 

considerable amount of sources has been obtained.          

1.3 Purpose of this research 

In this research the policy discourse that lies behind the planning process for a future 

European transport corridor between the cities of Stockholm and Hamburg shall be 

deconstructed. Focus will be drawn upon the different levels of government constituted by the 

national, regional and municipal authorities involved in the planning process, as well as on the 

policies for the TEN-programme issued by the European Commission. It has been my aim to 

extract the underlying rationalities which are being used by the stakeholders of this discourse, 

compare those to each other and to set them into a wider theoretical perspective by connecting 

them to the work of Castells, Wood and Flyvbjerg. As a result, my research is supposed to 

become a contribution to the literature concerned with the creation of a Trans-European 

network of infrastructure and it shall enable the reader to get an idea of how to critically 

examine policy documents of the kind that have been analysed for this research.   

1.4 Research Questions 

1. What are the underlying rationalities that influence and steer the discourse about the 

European Transport Corridor from Stockholm to Hamburg on European, national, 

regional and municipal level of government?  
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2. How are they constructed? 

3. In what way do the rationalities on the different levels of government behind the     

transport corridor differ and what do they have in common?  

1.5 Delimitations 

The geographical area covered by this research is the distance between the cities of 

Stockholm and Hamburg which equals the stretch of the projected transport corridor. In 

regard to the sources that are used for this research, constraints have been made to include 

sources consisting of both texts and maps from official authorities involved in the planning of 

the corridor. Furthermore it would have exceeded the research’s outlined extent by far.    

1.6 Relevance 

The idea of linking the main European cities and metropolitan agglomerations to each other 

by improving existing or newly constructing either highways or railway lines, has gained 

more and more momentum during the last two decades. The aim to do so is mainly based on 

the idea of the “zero – friction – society” ( Jensen & Richardson 2004: 3) assuming that 

linking together the larger cities of the European Union will generate a more cohesive growth 

and allow for more economic competition within the European Union (Jensen & Richardson 

2004: 17). It can be doubted whether both goals can be achieved at the same time, but 

nevertheless this way of thinking has led to the investment of enormous financial means in 

order to improve the European infrastructure. Therefore it can be useful to gain an insight in 

the mechanisms and rationalities that lay behind these projects. By conducting this research I 

want to make a contribution to this context. 

 

When conducting a case study as it has been done in this research, one question is brought up 

directly: Why this case? Selecting the right demands a crucial decision, which als applies to 

the preparations prior to this research. Two earlier alternatives had to be distorted much due to 

a lack of time and sources that were available. An important thing to do is to select a “critical 

case” which highlights certain characteristics of a phenomenon are highlighted (Flyvbjerg 

2001: 75). In my opinion the case that is presented here is such a case, since authorities from 

three different nations on different administrative levels are involved as well as the European 

Commission. Furthermore it has, of course, been selected due to the availability of sources, 
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since the work ought to be completed within a time span of twenty weeks, which means an 

information oriented approach to selecting the right case was necessary (Flyvbjerg 2001: 80). 

Nevertheless I believe that the case that has been selected for this study, can be seen as a 

paradigmatic one since it highlights more general characteristics (ibid.) of the phenomenon 

that is known as TEN and all that comes with it.     

Part II – Theoretical Frameworks, Methods and Sources 

2.1 Theoretical Frameworks 

Analysing a discourse about a certain aspect of spatial planning in a European context calls 

for a theoretical framework that allows to “embed” the discourse in a wider scientific 

perspective. The term of “Trans – European transport corridor” which is being used and 

promoted by the European Commission in its policy papers, emerges from a background of 

different rationalities. These shall shortly be summarised in order to enable the reader to place 

it into a wider perspective.   

2.1.1 Rationalities behind Trans-European Transport Corridors 

Since the year of 2004 the term of “territorial cohesion” has found its way into the official 

policy documents of the European Commission and since then the concept has been further 

developed and elaborated (Finka 2007: 29-30). Behind the term lies the cognition that the 

living conditions in the Union’s regions vary significantly measured in wealth per capita. 

According to the European Commission several measures on the field of spatial planning 

ought to be conducted in order to level the living conditions between the “core” regions of the 

Union on the one hand and the “peripheral” regions on the other (Finka 2007).  

 

The approach for an alteration of this situation can be described as twofold in regard to the 

assumption that a region’s endogenous strengths should be strengthened whereas at the same 

time it should be linked closer to other European regions by both physical and electronic 

infrastructure (Schön 2005: 393). These measures aim at deepening the integration of the 

European continent both on the social and economic levels as the vision of a single integrated 

market moves closer to reality. Territorial Cohesion is seen as an important tool of increasing 

Europe’s competitiveness by increasing the competitiveness of every single region. Achieving 
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this goal of increased competitiveness is linked to a key concept which is described by the 

term accessibility (Finka 2007: 32).  

By an increased accessibility more regions will become part of a European network 

promoting the idea of a polycentric structure linked by a network of infrastructure enabling 

flows of people and goods between its hubs and nodes for the continent (Schön 2005).  

The theoretical concept that cities and regions find themselves within networks of either 

economic or social character is not new, but has during the last decades been further 

developed by researchers such as Manuel Castells. Castells stresses the importance of what he 

calls “the network society” in which objects, people and places are linked to each other, both 

on electronic and physical bases (Castells 1996: 410). If a member of a network is 

characterised by many connections to other members in the network it can be regarded as a 

“hub” or a “node” and therewith achieving a certain degree of centrality. Castells focuses also 

on the links and connections which form the networks he describes, for which he coins the 

term “spaces of flows” (Castells 1996: 411-412). 

 

Although Castells is not mentioned by name the theoretical distance between his concept of 

the spaces of flows to the idea of constructing Trans-European corridors of transport in order 

to create a polycentric network on the continent, is not far. This theoretical link has been 

established by Jensen and Richardson that use Castells’ ideas as one of their points of 

initiation when analysing the emergence of European spatial policies (Jensen & Richardson 

2004: 47). Corridors of transport infrastructure are supposed to shrink the perceived distance 

between parts of the network since they aim at reducing travelling time between regions and 

cities leading closer to the goal of creating a “Europe of Flows” characterised by a 

“Frictionless Society”, which is the adoption of Castells’ conceptualisation into the context of 

European spatial planning (Jensen & Richardson, 2004).  

The improvement of transport infrastructure in Europe is seen as an important tool to 

stimulate regional economic development and thereby contributing to an increased territorial 

cohesion (Spiekermann & Wegener 2008: 118). Improving Trans-European infrastructure is 

underpinned by several rationalities according to which territorial cohesion can be amplified 

by: 
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- the shrinking of travel times between regions and cities implying less frictions in the 

flows of goods and persons 

- improved infrastructure as a solution of the existing problematic of peripheral and 

central regions 

- the creation of a network of cities throughout the continent, linked by transport 

corridors    

- a polycentric approach of regional development triggered by improvements on the 

field of infrastructure 

However, it remains unclear whether the meaning of polycentricity as it is being used in the 

research literature on this topic, is to be understood as polycentricity of regions or of cities 

and metropolitan areas located in the regions playing the roles of hubs and nodes in this 

network of flows. Herein lies a certain potential for conflicts between the actors involved, 

since these projects require the involvement of the European Commission as well as in most 

cases the national, regional and municipal level of government (Schön 2005: 394-395). It is 

these aspects that form the background for the discourse about the transport corridor between 

the cities of Stockholm and Hamburg and creates the scene on which it takes place.    

2.1.2 Rationality and Power – Bengt Flyvbjerg 

Since analysing a policy discourse and the different arguments and rationalities used within it, 

is to analyse the power relations between the actors involved in the discourse, I decided to use 

the Danish social scientist Bengt Flyvbjerg's theoretical framework about the relationship 

between rationality and power. In fact, he himself has not developed this framework but 

rather compiled the main conclusions of the work of theoreticians of power such as 

Machiavelli, Nietzsche and Foucault.  

 

According to Flyvbjerg many modernist thinkers and social scientists err severely in 

reasoning when analysing the structures of power and decision-making. They act on the 

assumption that there is an omnipresent, universally valid rationality that is not context-bound 

and from which it can always be derived how to behave in a certain situation and what 

decisions and actions there are to take. Flyvbjerg argues that if that was true then there would 

not be any badly planned projects or other administrational failures – which is obviously not 
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the case (Flyvbjerg 1998: 1-2). This error in reasoning originates, according to Flyvbjerg, 

from the tradition of enlightenment whose philosophers where eager to seek after and define a 

rationality that could be used everywhere in order to limit the possibilities for the rulers of 

society to exercise their power and to place all power in each society on a reasonable 

foundation (Flyvbjerg 1998:3).   

 

Herein lies the main weakness of many scholars researching on the topic of power relations, 

as the theories from the era of enlightenment lead many of them to do research under the 

assumption of how things ought to be rather than how things really are (ibid).     

Rather than looking at how things should be or how decisions should be made, it is important 

for Flyvbjerg to scrutinise reality as it is and how things actually work. He states that in every 

society - even when stabilised by democratic institutions – there is a grid of power relations 

lying beneath the surface that works after principles he calls “strategy-and tactics” and 

“privilege and traditions”. It is important to discover and reveal these power relations in order 

to get a grasp of what is really going on in a society (Flyvbjerg 1998: 5-6). When it comes to 

analysing these power relations he considers the thinkers of the enlightenment such as 

Rousseau, Voltaire or Kant as being more or less useless (ibid.).  

 

In order to explore and describe these grids of power it is more important to look at thinkers 

who are often described as “anti-enlightenment” such as Machiavelli, Nietzsche and Foucault. 

These thinkers were interested in the question of how power relations were built and how the 

exertion of power was conducted (Flyvbjerg 1998:7). 

By connecting the main statements of these thinkers, Flyvbjerg builds his theory of how 

power relations and the exertion of power really work. The first important thing for him is to 

state that there is no rationality that is free from context, but that all rationality is tied to the 

context in which it is defined as rationality. It is actually power or those who possess the 

power who define what can count as rationality and what knowledge is considered to be 

useless or marginal (Flyvbjerg 1998 28-29).  

 

Flyvbjerg also makes a differentiation between rationality and rationalisation. The latter 

stands for a process allowing those who are in power to conduct certain activities from which 

only they or their allies draw benefits instead of being of use for the whole community 

(Flyvbjerg 1998: 20-22). In many cases, though, these rationalisations are masked as 
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rationalities in order to make the public believe that certain decisions are made for the 

common good. It is important for a researcher to unmask such false rationalities to provide a 

look behind the facades of power (Flyvbjerg 1998: 23-24).  

Flyvbjerg states that the greater the power the less is, in many cases, the rationality. That 

means that in some cases people or groups of people with great decisive power have to serve a 

lot of individual interests of people or groups from which they derive their power that no 

more rationality can be found in the actual decisions made and actions taken (Flyvbjerg 1998: 

27-28). 

 

In fact, he says, those people or groups of people that have to rely on the force of good 

arguments the most are often the weakest, as good arguments is the only weapon they have. 

Where on the other hand people or groups of people that can make decisions and conduct 

actions based on bad or no arguments – which would constitute the extreme case – are the 

more powerful as they do not need to care about good arguments (Flyvbjerg 1998: 31-33). 

It would definitely be audacious to claim that by analysing a certain number of policy 

documents, I would be able to detect and describe the underlying “grid of power relations” 

that is spun between the actors involved, but nevertheless I regard Flyvbjerg’s thoughts about 

power and rationality as important for analysing and interpreting the arguments employed in 

the sources. The kind of power upon which focus shall be drawn in this study can be 

described by the term “communicative power” implying that the arguments and rationalities 

that are being constructed in the analysed documents are tools for the participating actors to 

mark their argumentative positions in the front end of the planning process of a future 

European transport corridor.  

2.1.3 The Power of Maps – Denis Wood 

The strategy and policy documents issued by different authorities or associations in order to 

inform about projects on the field of European infrastructure employ a considerable amount of 

maps, besides the written texts in which it is argued for a certain solution and against another. 

It is necessary to have a guide lining theory about the socially constructed meaning of maps to 

enable the reader to interpret them. In this research the approach of critical examination of 

maps, developed by Denis Wood published in the year of 1992, will be described and utilised 

to examine the maps that are found in the policy documents and which are being scrutinised 
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in this research. It can be stated that the recurrent theme of Wood´s work is for the reader to 

keep in mind that maps are far from objective (Wood 1992: 34). Although making high 

claims of accuracy and objectivity every map displays, according to him, just a certain layer 

of reality (Wood 1992: 34-36). Behind every map there always exist one or more stakeholders 

whose purposes and interests every particular map is designated and supposed to serve. By 

drawing a map of a certain piece of the world these interests and purposes become therewith 

embodied in the map (Wood 1992: 36&70). Herein lies one of the biggest strengths of maps 

as tools of power as they do not only reproduce the world they depict, but also are a part of 

the process of shaping this world (Wood 1992: 32). This shaping of the world, is according to 

Wood, in many cases more easily achieved by the use of maps than of texts since many 

people confuse maps with reality and take for granted what is displayed in them (Wood 1992: 

70). To make matters worse the authorship of a single person for a map can be disguised, 

since the author in many cases disappears behind the name of an organisation or association 

issuing the map. The more such organisations are part of the issuing the higher – in the eyes 

of many people - is the credibility of a map (ibid.). Decisions of which features to omit or 

neglect on a map, and which should be found on it are often explained by convenience for the 

reader or technicalities, such as problems in depicting them according to scale. Wood argues 

that these in many cases are not the only possible explanations, but that the arguments of 

technical difficulties or enhanced legibility of the map hide the true intentions behind not 

accounting for certain features. The reasons for this omission of certain features are explained 

by natural and rather logical arguments than by philosophical ones (Wood 1992: 76). In his 

opinion the terms “accuracy” and “objectivity” are in many cases used in order to deny that 

any omission is done selectively, on the contrary such selection is covered up by these terms 

(Wood 1992: 76 -77).  

 

For him it is important to point out that cartography not only should be regarded as an 

accurate science, but also as a political discourse and a means for the gain and maintenance of 

power (Wood 1992: 43). As stated earlier, when looking at a map, many spectators are 

induced to think that what they are looking at is an actual depiction of reality. Instead of 

seeing maps of some sort of realistic photography it is necessary to consider them as 

“refracted images contributing to dialogue in a socially constructed world” (Wood 1992: 78). 

Wood explains that when a map is drawn the landscape which it is supposed to depict is 
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measured, named and labelled and therewith does the “natural” become “cultural”. Wood 

states, that ”landscape and nature are being subjugated and appropriated and therewith 

adjusted for human existence” (Wood 1992: 78-79). He sees the circumstance that this 

culturisation of the natural by many is seen as actual reality, as one of the most important 

deceptions there is in maps (ibid.). The map as a product of culture on its part, naturalises the 

features that are displayed upon it, conveying to the reader that only the objects and features 

displayed on the map actually are in existence (Wood 1992: 89).  

After having made it clear and exemplified that maps have a tendency to be biased towards a 

certain direction since they are a product of culture, Wood states that the underlying interests 

which determine the design of a map are not always easy to identify in an impeccable way. 

One of the reasons for this is that maps in many cases are not only determined by one single 

interest but by several interests some of which some might be contradictory or at least not 

necessarily related (Wood 1992: 93-94). Therefore a map can be regarded as the result or 

even the embodiment of a discourse during the course of which different interests have 

struggled which each other thus forming the design of the map.  

 

Given that every map produced in the world serves the purpose of promoting the underlying 

interests, there are more than one group of users for the map. On the one hand there is, of 

course, the group of persons that seek information on certain features within the boundaries of 

the land displayed by the map, but on the other hand Wood also points out the issuer or editor 

of the map as a user, since for him the map is a vehicle to communicate his point of views and 

policies (Wood 1992: 97). A very powerful tool for this kind of communication is a map’s 

legend in which the symbols displayed on a map, are translated into words. Having in mind 

that a map tends to naturalise the features it displays, this translation of the map’s symbols 

into words is ever important since herein lies the key for the issuer to name and describe these 

features in a way that she or he finds the most suitable. For Wood the legend of a map is 

always a statement in order to promote the issuer’s very interests with a map (Wood 1992: 

101-102).  

Features on maps are displayed with different symbols in order to indicate the position of 

these features whereby the symbol is being perceived by the user of the map as something that 

stands in correlation with the feature (Wood 1992: 104-105). Cartographers usually claim that 

their science is to visualise a system of geographic and other facts that relate to each other, but 
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by choosing the features displayed on a map selectively, as mentioned above, they create what 

Wood calls an “underlying myth” to the map. With the creation of this “myth” they focus on 

linking the area displayed on a map to a certain concept of ideas and values by highlighting 

certain features and neglecting others (ibid.). By this the user of a map is supposed to get the 

idea that a certain area is structured in a certain way and not in another.  

 

Not only do maps naturalise the interests that concern the regions they display, but they also 

can be a proof for existence or its opposite – non-existence. A feature, a village, a city or even 

a state that is not mapped or displayed does not exist in the eyes of the map user; hence the 

importance to be present on a map (Wood 1992: 106-107). Every decision on what is being 

displayed on a map and what not is political, since it is governed by the interests that exist 

behind a map and maps constitute a system of values that serve the interests behind them 

(ibid.). The features that are shown on a map are located in an explanatory system that relates 

them to one another on the map, legible to the users (Wood 1992: 139). By doing so a map 

always displays a discourse lying behind the interplay of features that are displayed on the 

map (Wood 1992: 140). The way in which a map is presented plays an important role since 

Wood argues that its meaning can partly be deduced from its structure by those who use it 

(Wood 1992: 141). Being a tool not only for simple communication, but also for persuasion a 

map “activates the popular visual discourse” in the way it is presented. All this is necessary to 

make a map part of culture (Wood 1992: 142).    

2.2 Previous Research 

In most cases the construction of new infrastructure for transport purposes comes along with 

an impact of varying extent on the physical environment as well as society, depending on the 

size and duration of the project. As these projects may imply minor or major cataclysms for 

the economic development of regions or even nations and since considerable sums of money 

are being invested, there exists, of course, a vast array of research dealing with the impacts of 

these projects. In this paragraph two works shall be presented which I find valuable because 

of their methods that can be seen as an attempt of applying the conceptual framework, 

presented above, on the level of European spatial planning. It is these works of research on 

whose “shoulders” my research shall be placed.  
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2.2.1 Spiekermann and Wegener 

Two researchers on this field are Klaus Spiekermann and Michael Wegener who have 

published a considerable amount of research on this topic during the last two decades. Here, a 

text in which they present their findings on the TEN and the achievement of their goals such 

as economic development, territorial cohesion and the promotion of polycentricity shall be 

summarised. Spiekermann and Wegener initially state that increasing mobility can be 

understood as one of the constituting features of what is described as modernity (Spiekermann 

& Wegener 2008: 115). They briefly refer to Castells’ theory about the “spaces of places” and 

the “spaces of flows” by stating that this concept from their point of view is important for the 

policies behind the TEN, but at the same time they regard this concept as somewhat deceiving 

and misleading since they believe that people still are in need of places to form their identity 

(ibid.). It seems as if they have an ambivalent attitude towards Castells’ theories.  

In the Lisbon Agenda the goal of accessibility at European and global scales for regions has 

become a core element in the debate about increased competitiveness (Spiekermann & 

Wegener 2008: 116), whereas at the same time another goal is pursued: territorial cohesion. 

Even for this goal the topic of transport is seen to be “highly relevant” (Spiekermann & 

Wegener 2008: 118), since investments in infrastructure can alter the localisation quality of a 

region (ibid.). Based on their studies, they state that the promotion of trade and transport 

flows actually might be for the economic benefit of one region, unlike the EU, though, they 

also state that it does not always have to be for a region’s benefit to be connected with other 

markets (Spiekermann & Wegener 2008: 116). The concept of transport corridors implies 

disadvantages, though, for the cities that are being bypassed by them (Spiekermann & 

Wegener 2008: 116-117).  

 

For the current situation, i.e. three years ago (2008), they claim that if during the course of the 

TEN projects only those are realised that will improve the connections between the already 

well connected Central European metropolitan regions, the outcome of this project would be 

more imbalance, because the gap in accessibility between the central and peripheral regions of 

the European Union already can be described as “enormous” (Spiekermann & Wegener 2008: 

118). In order to substantiate these statements they present two maps that show that the travel 

times for train and road travel have constantly been declining during the last two decades. 

From these maps it can be derived that the decline in travelling time, which equals an 
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increasing accessibility, has been the highest in Central Europe (Spiekermann & Wegener 

2008: 116; 120). Although there are enormous gaps in terms of accessibility between the 

regions of the European Union, according to Spiekermann and Wegener the classic economic-

geographic doctrine stating that central regions most likely are more prosperous and dynamic 

than peripheral ones, cannot be applied everywhere and in any case. Today regions in central 

Europe can be found that, although featuring a high accessibility, face economic decline, 

whereas other regions that are considered to be rather peripheral, as is the case of the Nordic 

countries, are experiencing economic growth (Spiekermann & Wegener 2008: 122). Instead, 

they argue that the relationship between transport infrastructure and economic development is 

“more complex than ever” (ibid.).           

To demonstrate the last notion they point out that the effects of such an investment in a 

peripheral region’s infrastructure on the one hand can connect the region with other markets 

on closer bases, whereas on the other hand the companies of the region might have to compete 

with other companies from the central regions. The effects can either be equalising or 

polarising or even both at the same time depending on the products (Spiekermann & Wegener 

2008: 124).  

The impact of an investment in infrastructure on the economic development of a region 

depends on the size of the project but also on the economic structure that a region features. In 

relative numbers, a peripheral region might benefit more than a central region, but this 

potential benefit comes with great chances as well as substantial risks (Spiekermann & 

Wegener: 125).  

 

On the topic of transportation corridors they argue that these have a tendency to widen the 

economic gap between the cities they connect and the rural areas they cut through without 

connecting them (Spiekermann & Wegener 2008: 127). If by building a railway corridor more 

transport can be shifted towards this means of transportation, from their perspective an 

environmental advantage can be achieved (ibid.). 

When informing about and thereby also promoting such infrastructure projects, politicians 

and policy makers (i.e. civil servants employed by the European Commission) tend to use 

words and terms whose message remains vague and equivocal. Spiekermann and Wegener 

assume that this is done in order to mask the often prevailing contrariness of the European 

Commission’s goals. They also believe that it is important for researchers to expose these 
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suppressed conflicts (Spiekermann & Wegener 2008 138). While analysing the policy 

makers’ statements it is important not to take over every new term that they create, but to 

critically examine and question them (ibid.). Due to its role as a co-financer the European 

Commission has a considerable amount of influence on the field of transport, which is one of 

the reasons for producing an array of policy documents relating to this matter (Spiekermann 

& Wegener 2008: 140).  

2.2.2 Jensen and Richardson 

As researchers Spiekermann and Wegener rather focused on the measurable outcomes of the 

TEN programmes, Ole Jensen and Tim Richardson brought forward a more comprehensive 

analysis of the socio-spatial discourse that lies behind these projects. In order to describe the 

European Commission’s vision behind the TEN programmes they coined the term 

“monotopia” with which they try to cover the European Commission’s goal of a “zero-

friction-society” that consists of seamless flows of goods and people (Jensen & Richardson 

2004: 3). From the zero-friction-society the theoretical step is not very far to Castells’ theory 

about the “spaces of flows”. Their work can be seen as a successful attempt of “breaking 

down” Castells’ rather abstract framework of the “Spaces of flows” to a more concrete spatial 

perspective in the context of European planning for infrastructure. Furthermore they take into 

account the power relations involved into such a discourse and the “tools of power” that are 

being employed by the different actors in order to achieve their means. 

 Developing a European spatial policy which the TEN programmes are part of, was initiated 

with the Treaty of Maastricht in the year 1993 in which the “pillars” of the European Union 

were constituted, one of which was the single market. This single market according to the 

European Commission had to be supported by a “Pan – European” infrastructure out of which 

the TEN programmes resulted that were supposed to reach into every corner of the continent 

(Jensen & Richardson 2004: 7). In the eyes of the European Commission, though, these 

programmes were not implemented as quickly as needed, which is why the first White Paper 

on transport was launched in the year 2001 (Jensen & Richardson 2004: 8).  

For their research Jensen and Richardson have been especially interested in the creation of a 

new policy language that is implied by the issuing of such new policy guidelines. According 

to them such a “language” can consist of both textual and visual terms, that would include 

words, symbols and maps (Jensen & Richardson 2004: 12).  
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Shaping a single market for the whole European Union is linked to what can be described as 

“higher goals” such as prosperity, peace and supranationalism which were part of the 

underlying leitmotif of the formation of the European Community (Jensen & Richardson 

2004: 15). In a more concrete way the former president of the European Commission Jacques 

Delors during the 1980ies broke them down to growth, competitiveness and employment, for 

the achievement of which he regarded traffic to be one of the keys (Jensen & Richardson 

2004: 17). The authors Jensen and Richardson interpret the TEN-programmes as a strategy for 

the creation of an integrated political system in the field of transportation by identifying links, 

nodes and corridors of European significance (Jensen & Richardson 2004: 19). In this context 

some researchers have started to use the term “Europe of Flows” in allusion to Castells’ 

concept of the “spaces of flows” (ibid.). 

As being Pan-European the TEN-programmes imply several constraints for the nation states 

since more authorities are involved in the planning process by which a structure of “multi-

level governance” is implemented (Jensen & Richardson 2004: 24-25). Jensen and 

Richardson see the linguistic “creation” of a system of urban networks that stretch beyond the 

borders of the nation states as the “addition” of a complementary dimension for socio-spatial 

discourses such as the TEN policies. Herein, according to them, many cities see a chance to 

take initiative and engage in their own policy making (Jensen & Richardson 2004: 39). In the 

particular case of the TEN-programmes political integration is being linked to the 

transnational flows of goods and people facilitated by equally transnational infrastructure 

(ibid.).  

 

The language used in the discourse about the TEN-programmes reflect, in Jensen’s and 

Richardson’s opinion, the goals that ought to be achieved by their implementation and how 

the outcomes are to measured and evaluated (Jensen & Richardson 2004: 41-42).  

Every discourse aims at producing specific rationalities, in this case such that sustain certain 

types of infrastructure, which is achieved by combining “particular sets of spatial practices“ 

with symbols and meaning (Jensen & Richardson 2004: 49).  

Mapping is regarded to be an important feature and activity of such a socio-spatial discourse 

as it is understood as a “fundamental prerequisite” to the structuring of knowledge (Jensen & 

Richardson 2004: 65). By declaring mapping to be a discursive activity Jensen and 

Richardson find themselves in the company of Denis Wood who interprets maps and the 
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process of mapping in a similar way (ibid.). The socio-spatial relations that form such a 

discourse are not only conceptualised by maps but also in a particular language that 

sometimes only makes sense in the specific context of the discourse (Jensen & Richardson 

2004: 66). The two researchers conclude with the apprehension that there is a danger of a 

single European planning ideal that repeatedly will be reproduced at different places. Critical 

analysis, they hope, will turn focus on this problem and help to achieve more pluralistic ways 

of reasoning about planning (Jensen & Richardson 2004: 238). 

A conclusion that can be drawn from the work of Jensen and Richardson is that the 

importance of having the power over the language of the discourse and thereby also 

controlling it should not be underestimated.  

Spiekermann and Wegener point out that the alleged goals that a project is supposed to 

achieve not always are achieved entirely, which is mainly due to their possible contrariness or 

due to impropriety in a specific context. Whereas their analysis is made from the ex-post 

perspective, since they are interested in the outcomes of the European Commission’s policy, 

the research of Jensen and Richardson focuses on the process of policy making itself and is 

not so much interested in the outcomes, but rather in what means are used to get there. Both 

researches are important for my study as even in this case possible outcomes are being 

promised, that can be contradictive to each other and, as I conduct a policy discourse analysis, 

it is important to be able to point out where and how power is exerted.    

2.3 Methods 

2.3.1 Discourse Analysis 

In the beginning of this research under the headline of purpose it was stated that one of the 

purposes is to make an analysis of the discourse that comes along with and characterises the 

TEN – projects, a task that in this research is conducted by picking the example of the 

projected high speed railway line between the cities of Stockholm and Hamburg. In other 

words: a case study is conducted. In order to achieve that, the documents consisting of both 

texts and maps have to be scrutinised and analysed by using qualitative methods. Employing 

qualitative methods implies that the focus of attention lies on the contents of a text or map and 

on the context in which it was written and published. A reason to choose this kind of methods 

of analysing a source is the assumption that it might consist of more than just the sum of its 
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parts the meaning of which can only be excerpted when scrutinising it thoroughly (Esaiasson 

et. alt. 2007: 237). Not every source reveals its meaning at the first glance, but has to be 

studied intensively which would make a quantitative approach focussing on numbers and 

amounts less suitable in case the meaning might be buried under the surface of language 

(ibid.). Every qualitative method of analysis aims for detecting the characteristics and features 

of a source, which can be clarified by asking the following questions when approaching the 

source: 

1. What is the alleged purpose of the source?   

2. Is the alleged purpose supported by the contents of the source? 

3. What are the main arguments being used in the source and on which premises are they 

based? (ibid.) 

 

After having collected all the sources that are considered to be relevant for the conduction of 

the research, it is important to systematically order them in order not to lose track of them. 

This can be done according to the actors related to them or in another logical disposition 

(Esaiasson et.alt. 2007: 239). The sources being analysed in this research have been 

systemised according to the actors from which they emanate, but also chronologically in order 

to reconstruct the temporal development of the discourse.  

 

An analysis of discourse that evolves around a certain topic has as its objectives to highlight 

the distribution of power among the actors involved, but also the fact that by using certain 

terms and a certain language, this discourse becomes part of shaping and creating reality 

(ibid.). One of the strengths that lie in the method of analysing a discourse is to highlight 

aspects of society that in other cases would not be acknowledged or just taken for granted 

(Esaiasson et. alt. 2007: 240). By doing so hidden structures influencing society might be 

revealed that otherwise would be difficult to prove empirically (ibid.).   

Deconstructing a discourse might also indicate that certain elements from another discourse at 

some point have been incorporated into the one being analysed in this research (Esaiasson et. 

alt. 2007: 241).  

For analysing a discourse as thoroughly as possible, the selection of sources from which to 

excerpt the governing discourse becomes very important. In this study a so called open 

approach towards the sources is applied, meaning that a source is not being selected because 
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of the answer it delivers, but because of its contents. With the application of this approach the 

contents of the sources steers the study into a certain direction that has not been 

predetermined in the beginning (Esaiasson et.alt. 2007: 245). The reason for employing this 

kind of approach towards the sources is that as many elements of the discourse shall be 

covered and analysed. Herein lays the strength of this approach since the final answers to the 

research questions will turn out to be more differentiated and shaded. Inherent to this strength 

described above, however there is the risk that the focus on the initial research problem might 

get lost during the conduction of the study (ibid.).  

 

The discourse analysis in this research focuses on the actors that are or have been 

participating in it, leaving the important question of who the relevant characters are, whose 

opinions shall be analysed. By choosing the characters that oneself regards to be relevant for a 

discourse, one runs the risk of neglecting and omitting other characters that might be 

important to include into the analysis and thus results are produced that might lead to 

conclusions that are to a certain degree biased (Esaiasson et.alt. 2007: 246-247). This will 

probably not be avoided entirely, but the explanation of which actors are being chosen and 

why, in the paragraph “delimitations” (see above) will hopefully deliver a satisfactory answer 

to this question. The same applies to the choice and selection of sources, where the same risks 

as described above might occur (Esaiasson et.alt. 2007: 249).    

Working with the material in a discourse analysis implies to interpret it and to put it into a 

context. Interpretation of a source means to understand its contents in the relation to the 

research questions guide lining the study (ibid.). During this process the researcher has to 

scrutinise the source under different aspects, such as if its contents is apparent or whether it is 

rather latent, that means hidden and has to be excerpted by “reading between the lines”. Is the 

phrasing of the text rather explicit or held in way that can be perceived as ambiguous? Finally, 

the perspective from which it is to be interpreted is very important since the reader ought to 

know whether the researcher interprets a source from her or his own perspective, from the 

perspective of the author or from the perspective of potential recipients of the text (Esaiasson 

et.alt. 2007: 250). It can be argued that interpreting a source from the perspective of someone 

else, but oneself can hardly be achieved entirely, but only to a certain degree, since 

interpretation is always slanted by the researcher’s previous experiences and by her or his 

background (Esaiasson et.alt.2007:251). This criticism is probably appropriate to a certain 
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degree, but since the documents analysed in this research do not stem from several decades 

ago, but are more or less contemporary, an interpretation from the perspective of the authors 

and thereby from the actors participating in the discourse should be feasible. As very rarely a 

situation occurs in which a researcher has all the desired sources at hand, it is important to 

interpret and to draw conclusions from the sources that are available (Esaiasson et.alt. 2007: 

253). Based on these interpretations a final discussion in which conclusions are drawn and 

elaborated will be presented It is of significance for the application of a qualitative method, 

such as discourse analysis is, that its conclusions are not based on statistical numbers and 

figures, but on chains of argument that pursue the researcher’s interpretation of his sources 

(Esaiasson et.alt. 2007: 254).      

In this research the method of discourse analysis has been employed in a qualitative way on 

the single case of a projected railway corridor between the cities of Stockholm and Hamburg, 

thus accounting for it being a case study. Focus has been laid on the meaning of the 

arguments that are being pushed forward by the different actors and it is from these the 

underlying rationalities have been inferred. The creation of rationalities is intrinsically linked 

with power as Flyvbjerg has shown in his work (Flyvbjerg 2008), which is the reason why 

also in this study the question of the power that the different actors of the discourse are 

holding is raised.  

As the project of a Trans-European transport corridor which is analysed in this research has 

not been planned for in a concrete and more detailed way, when not taking into account the 

fixed link over the Fehmarn-Belt between Germany and Denmark, the discourse analysed 

here has to be seen as a “pre-discourse”, where the actors position themselves for the more 

concrete discourse, that will be initiated when planning matters become more concrete.    

2.3.2 Criticism of The Applied Methods 

Every method has its advantages, but also disadvantages that should be evaluated and 

criticised. In this paragraph a more general criticism will be delivered, whereas some 

reflections about how the specific method has been applicable in regard to the circumstances 

of this research will follow as part of the final discussion. One is the conduction of what is 

known as a “case study” – which in this research is constituted by the projected TEN 

infrastructure corridor between the cities of Stockholm and Hamburg. Furthermore there is the 

method that I have chosen described as an analysis of a policy discourse.  
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Many different arguments can be brought forward against a case study; they mainly have in 

common that they are based on the assumption, that a single case might be insufficient in 

order to draw conclusions that can be generalised. In his book “Making Social Science 

Matter: Why Social Inquiry Fails and How it Can Matter Again” Danish researcher Bengt 

Flyvbjerg brings forward a pleading in defence of the case study as proper a scientific method 

which in my opinion is very valuable and therefore shall be summarised in this paragraph. 

Flyvbjerg starts with saying that many researchers tend to regard the case study solemnly as a 

“generator of hypotheses” that can be tested in quantitative studies (Flyvbjerg 2001: 66). In 

his view this is already the first deception about a case study, since he sees it rather as a 

“detailed examination of a single example” (ibid.). He traces this kind of reasoning about the 

case study back to the perception that social science in general works according to the rules of 

natural science (Flyvbjerg 2001: 70), where experiments are being set up, their outcome is 

recorded and thereafter generalised conclusions are drawn out of which predictive theories are 

postulated. Flyvbjerg argues, though, that in social science predictive theories probably do not 

exist and that the qualitative and, in many cases, biased knowledge is what is there for the 

researcher to work with (Flyvbjerg 2001: 73). Out of this he draws the conclusion that the 

laws of deduction and the postulation of general principles do not work in the same way in 

social science as they do in natural science and a scientist that only relies on these will find 

her- or himself in a “dead end” (Flyvbjerg 2001: 70-71).  

 

If the purpose of a case study is not to deliver a hypothesis that can be tested against reality, 

what is it then? First of all, one has to keep in mind that when studying human affairs, which 

social science in most cases is concerned with, there only exist context dependent knowledge, 

which means it is only applicable a particular case. Emanating from this context dependent 

knowledge the researcher can move on to a higher level of understanding since this kind of 

knowledge constitutes the point of origin of expert activity (Flyvbjerg 2001: 71). A case study 

provides the researcher with concrete and context dependent knowledge that can help to gain 

competence on a field and to complement context independent knowledge within this field 

(Flyvbjerg 2001: 72). Another advantage of a case study according to Flyvbjerg is the 

provision of closeness to real life situations in which “the human behaviour cannot only be 

understood as rule governed acts found in theory” (ibid.). Flyvbjerg assumes that the 

conduction of a case study permits the researcher to take into account different details and 
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perspectives on the situation.  By receiving feedback from those under study, the concrete 

experience a researcher makes when conducting a case study prevents her or him from a 

stultified learning process (ibid.). In his opinion social science is rather concerned with 

learning than with the probation of hypotheses (Flyvbjerg 2001: 73).  

 

Nevertheless he is not entirely opposed to the idea that a general principle can be achieved out 

of the analysis of a single case, which in his opinion heavily depends on the choice of the case 

(Flyvbjerg 2001: 74). Hereby it is important to find a “critical case” that rather is very typical, 

or quite atypical for a certain phenomenon. Another possibility is also to find a case whose 

characteristics are very extreme in order to demonstrate a certain phenomenon as clearly as 

possible (Flyvbjerg 75-76). Still he once again utters the opinion that “generalisations are 

considerably overrated” and should not be regarded as the only scientific method since they, 

according to him, are only one of many ways to contribute to the gathering of knowledge 

(ibid.). By choosing the right example for a case, whose significance is underestimated, a 

researcher can use a case study as a valuable contribution for the building of theories 

(Flyvbjerg 2001: 77).  

 

Still, in every qualitative method there remains the risk of subjectivity, which occurs when the 

researcher plans her or his research and during this process formulates research questions 

leading him exclusively towards sources that confirm her or his initial hypotheses and 

assumptions. Flyvbjerg argues that so is not only the case when qualitative methods are 

applied, but also when quantitative methods are being used. Here such cases of subjectivity 

are harder to detect, though, since numbers and figures tend to convince people of the 

researcher’s objectivity (Flyvbjerg 2001: 81-82). Having this in mind, I hope my point of 

conducting a case study in this research has become clear.            

2.4 The Sources and their Disposition 

This research and its results are based on sources that are constituted by policy documents, 

which in this case mean documents issued by public authorities on the municipal, regional and 

national levels of government from the states that are affected by the corridor of transport 

infrastructure between the cities of Hamburg and Stockholm, as well as it includes documents 

issued by the European Commission. Many of these documents are accompanied by maps that 
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shall amplify the meaning of the positions that are advocated in the documents and in some 

cases the maps have also been subject of the analysis, especially in regard to the fact that 

maps also can be interpreted as the outcome of a discourse (Wood, 1992). 

As the documents that have been analysed in this research can be found on the internet where 

they are accessible to the public, it has to be assumed that behind each of them lays a 

discourse of different scale that took place within the organisation prior to the issuing of the 

document. In this research I have tried to identify and point out the main points that are made 

in each document, compare them to each other and interpret them in the light of the 

theoretical framework and the previous research presented above and by this visualise the 

discourse about the transport corridor. It can naturally be argued that, by not analysing 

documents from all municipalities located along the projected stretch, that several aspects of 

the discourse fall in omission, which is a risk that cannot be eliminated entirely. Due to 

temporal restrictions it was not possible to get hold of documents concerning all 

municipalities alongside the transport corridor, but by analysing the documents of an 

association of municipalities and regions located on the stretch, the range of municipalities 

whose positions are being covered will increase. 

 

In the beginning the reader will be presented with the European Commission’s White Paper 

on Transport and two maps depicting the projected stretch for the transport corridor, that 

accompany it. Thereafter follow the documents issued by the nation states of all three 

countries and in the last part documents on the regional and municipal level are presented. 

This way of disposing the sources has been chosen partly due to help the reader distinguish 

between the different levels of government, but partly also due to the fact that certain trends 

concerning the positions that are being hold within them. Emanating from the White Paper in 

the beginning the reader can follow the empirical research downwards concerning the levels 

of government.  

Each part contains already smaller analysis and sometimes even conclusions. After the 

empirical part follows the final part of the research in which these results are being analysed 

and compared to each other as well as they are being placed in relation to the initial research 

questions and the literature. Finally conclusions will be presented.   

The sources and their inherent arguments are being treated as equally in terms of their 

validity, and it is not part of this research to assess whether the claims or the facts presented in 
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them are correct or not. Focus is turned on the identification, the description of the employed 

arguments and their juxtaposition. Emanating from that, conclusions are drawn relating to 

possible conflicts within the discourse and the underlying power relations.       

2.4.1 Criticism of Sources 

When conducting a critical evaluation of sources for a research in the fields of history or 

archaeology the researcher has to scrutinise the sources according to their authenticity, 

independence, contemporaneity and bias, since the aim of a historical research would be to 

reconstruct a chain of incidents as precisely as possible (Esaiasson et. alt. 2007: 314). In this 

research, where an analysis of a persistent discourse shall be conducted not exactly the same 

criteria can be applied. This is very much due to the fact that it is not the aim in this research 

of reconstructing a chain of events, but to analyse the statements and perspectives of different 

authorities that are involved in the process of promoting the TEN-corridor between the cities 

of Stockholm and Hamburg. Some of the criteria mentioned by Peter Esaiasson and his co-

writers can be applied, though. The question of authenticity, that means whether the source 

really stems from the authority or person from which it claims to do so, is a very important 

one. In this research I use policy documents and maps issued by different authorities in three 

different countries. As the time for this research has been limited it was not possible for me to 

travel far distances in order to collect the sources at the place of their origin. Instead they were 

retrieved and downloaded from the webpages of the authorities, mentioned above. As the 

sources have been collected from official webpages I consider them to be authentic. 

 

Every source has a bias that is it has been written, or in the case of maps drawn, in order to 

hold a certain message for its readers. This is particularly true in the case of documents or 

maps like the ones that have been used for this research, as their purpose is to promote a 

certain project and their authors do pursue a certain intention with their writing or drawing 

(Esaiasson et. alt. 2007: 321). Remembering Flyvbjerg who stated that context dependent and 

biased information in most cases is what social scientists have to work with (Flyvbjerg 2001: 

73), these sources can deliver valuable information, especially since it is their bias that make 

them interesting for a discourse analysis.  

Finally, it is important to remember that it is not the sources that can reveal the prevailing 

circumstances by their sheer existence, but it depends heavily on the researcher’s 
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interpretation and how she or he chooses to understand the context in which the sources 

exist.(Esaiasson et. alt. 2007: 316).    

2.5 Reflections on The Theoretical Frameworks, Methods and Sources 

The kind of policy discourse analysis conducted in this research deviates from other studies 

since focus they mostly draw focus on discourses accompanying a certain project and that 

have already taken place. Instead of an ex-post analysis of policy discourse my research is 

concerned with the situation prior to the concretisation of the planning process. Plans for the 

Trans-European traffic corridor between the cities of Stockholm and Hamburg are, at the 

stage of writing (Spring 2011), far from concrete or detailed. What is available, however, are 

policy documents serving as tools for the authorities in order to position themselves. In this 

context I would compare this research’s field of study to a scene on which the actors are 

positioning themselves, by using policy documents such as maps and position papers. The 

field of research can therewith be described as a pre-discourse awaiting more concretised and 

detailed planning measures.  

There exists a wide array of research on the topic of regional cohesion and regional economic 

development in the European Union. Summarising all of it and giving an overview over its 

adhering contents, had been a task that would have exceeded the time I had at my disposal for 

conducting the research. Nevertheless, I believe that the theoretical frameworks and the 

previous research that are presented above will give the reader the opportunity to find an 

access to the topic and thereby will she or he also be enabled to follow my interpretations and 

conclusions presented at the end of this research. At the end of the paragraph dealing with the 

underlying rationalities of transport corridors (2.1.1), four main points have been presented. 

Melting down a larger amount of theories and research holds the risk of several important 

parts falling into omission since words and space are limited when using headwords. Well 

aware of that being the case, I chose to focus on aspects concerned with transport and 

infrastructure, since the topic of this research is a Trans-European transport corridor. 

However, the research findings on Territorial cohesion in Europe are not only limited to those 

that touch the topic of transport and infrastructure. 

An interesting feature from my perspective is the “bridging” of the theoretical distance 

between a rather abstract theoretical concept from the realm of sociology as it has been 

developed by Castells, to the theories of spatial planning in Europe. Another point of interest 

is the fact that some of these rationalities are contradictory to each other in regard to their 
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projected outcome, here to mention the concepts of polycentricity on the one hand and 

regional growth on the other.  

No rationality exists out of itself, but it has been created to influence a discourse in favour of 

the respective actor. Behind it lies a certain power that is channelled by the creation of a 

rationality. It has not been my aim to scrutinise the actors’ actual political, decision making 

power. Instead I focus on what I chose to call “communicative” power analysing the 

argumentative figures and rationalities which they use in the front end of the planning process 

with the aim of positioning themselves. A striking characteristic of these position papers is 

that many of them are accompanied by maps, as if their authors wanted to make sure that a 

visualised version of their message would convince the readers better. With this knowledge it 

becomes clear why besides the work of Flyvbjerg on rationality and power, an understanding 

of how to read maps, as it is delivered by Wood, is useful.       

Since the concretised discourse on the planning of the corridor has not taken places yet, but 

the scene has already been set, the method I chose to employ in this research aims at 

portraying this scene. For this matter policy documents in the form of position papers and 

maps have been analysed and interpreted with the help of the theoretical concepts mentioned 

above.           

It is in front of this background that this research sets out to describe the scene of the pre-

discourse on the topic of a Trans-European transport corridor between the cities of Stockholm 

and Hamburg.  

Part III – Empirical Data 

3.1 Documents and Maps issued by the European Commission 

Although the documents presented in this section have been issued by the European 

Commission the member states of the European Union have been part of the planning process 

and have furthermore adapted the White Paper after its issuing.      

3.1.1 White Paper on Transport and Infrastructure  

As mentioned in the introductory part this research will first analyse the European 

Commission’s “White Paper” on transport in its most recent version from early 2011. The 

paper is issued by the European Commission and it is, according to its authors, supposed to be 
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understood as a “Roadmap” that should lead to a “Single European Transport Area” 

consisting of transport systems that at the same time are competitive and resource efficient 

(White Paper 2011: 1). Furthermore the prominence of a well-functioning transport system is 

stressed for both the individual freedom of the union’s inhabitants as well as the functioning 

of the internal European market, and thereby it is connected to economic growth (White Paper 

2011:2). The European Commission is concerned with integrating European regions into the 

world economy, a goal for which it regards the improvement of infrastructure as essential 

(White Paper 2011:3). At the end of this process of infrastructural improvement an internal 

market for transportation in supposed to emerge within the European Union, especially by 

improving the connections between the eastern and the western parts of the union. A huge 

emphasis according to the European Commission has to be put on the overcoming of 

geographic obstacles which are referred to in the text as “barriers” or “bottlenecks” (ibid.). At 

the same time the infrastructure ought to be improved, the emissions of greenhouse gases are 

supposed to be reduced in order to reach the European Commission’s reduced emission goals 

for the year 2020. In order to achieve that new technologies are to be invented and employed 

with the goal of reducing the union’s dependence on oil as the main energy source (White 

Paper 2011: 4). In the eyes of the European Commission it is not an option to hamper and 

impede transportation as it states that “Europe has to remain competitive by investing in 

infrastructure” (ibid.). Reaching the goal of less congestion on the existing infrastructure can 

be achieved by the construction of the so called Trans-European Networks (TEN) that already 

have contributed to territorial cohesion and the building of high speed railway lines which 

they according to the European Commission, will continue doing (ibid.).  

 

The European Commission also states that the use of more mass transport would contribute to 

reducing greenhouse emissions, as well as the enhancement of rail traffic for goods (White 

Paper 2011: 6-7). Another means to cut greenhouse emissions is to make sure that the 

majority of medium distance travels within the union will be conducted by high speed rail in 

the future (ibid.). Hopefully, from the perspective of the European Commission, by the year 

2050 a fully functional high speed railway network will have been completed in order to reach 

the goal mentioned above (White Paper 2011: 9). Another goal that has been set up in the 

paper is concerned with the nearer future, stating that a TEN-core network will be operational 

until the year 2030 (ibid.).  
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The second part of the paper outlines a strategy that in the eyes of the European Commission 

should be followed in order to reach these goals. First of all it is stated that “Europe needs a 

network of (transport) corridors” (White Paper 2011: 13).  Within these corridors “multimodal 

links” should connect the European capitals and other urban areas of importance, all that in 

order to unite the continent in terms of infrastructure (White Paper 2011: 14). Once again the 

importance to complete so called “missing links” and to solve “bottlenecks” is emphasised 

(ibid.).   

3.1.2 Analysis of the White Paper 

Already in the beginning the authors of the White Paper emphasise the importance of creating 

a “Single European Transport Area” which shall be achieved by building a competitive and 

resource efficient transport system. Only from this opening statement it can be derived that 

the European Commission pursues a deeper European integration, thus naming the single 

integrated transport area. Furthermore the European Commission demands that this transport 

system as to be competitive and resource effective and hereby it stresses the economic 

component. The European Commission also describes why it focuses on the transport when 

stating that it is fundamental for both the ability of stimulating economic growth as a 

complement to the Union’s internal market, as well as why it is regarded to support the 

inhabitants’ quality of life and freedom. The economic importance of infrastructure is once 

again accentuated when it is stated in the paper that European regions can be more easily 

integrated into the world economy when they become accessible by infrastructure. To justify 

this approach the European Commission states that the construction of the Trans-European 

Networks (TEN) already has contributed to territorial cohesion within the Union, although an 

example for such a case is not being presented. Another point is, that the infrastructural 

systems of the Union’s western and eastern parts will be linked closer together, which can be 

seen as a political motive in order to overcome the continent’s former division by linking 

together its infrastructure. 

 

Since the European Commission wants this policy document to be successful it coined several 

terms that are supposed to be left in the minds of potential readers. Starting with the claim that 

a “Network of Corridors” ought to run through the continent in order to facilitate territorial 

cohesion, there is to learn that such a corridor shall bundle different modes of transport, hence 

the emphasise on the term “multimodal”. Furthermore when looking closer it becomes 
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obvious that the European Commission has detected several “holes” in the already existing 

networks, which it refers to as “missing links”. According to the European Commission such 

“missing links” commonly exist at the borders between the member states since the planning 

and coordination lie in their domains. Two more features that in the eyes of the European 

Commission have been impeding the improvement of the European Infrastructure are the 

“barriers” and “bottle necks”. Although it is never explicitly stated in the White Paper, the 

conclusion can be drawn, that “barriers” mainly are constituted by either water bodies or 

mountain ranges. From the European Commission’s perspective, “bottle necks” are 

infrastructural facilities that display an insufficient capacity for today’s or future amounts of 

traffic. Last but not least, a term shall be mentioned that is not mentioned as often as the one 

described above: the “bypass”. A reason for this might be that a city or region that is bypassed 

by infrastructure might find itself offside and forced into a remote position from which 

economic competition could be much harder to face. 

 

The European Commission is also optimistic that these heavy investments that are implied in 

the realisation of the Trans-European Networks will have positive side effects. In the White 

Paper it mentions the hope for decreased oil dependence of the whole European Union and 

thus lesser carbon-dioxide (CO2) emissions. Apart from less environmental impact the 

European Commission believes that by triggering such a programme new technologies will be 

developed and introduced, an argument which once again stresses the economic importance of 

this policy. 

It becomes very clear that the European Commission puts the main focus on the economic 

impact that such policies might have. Pushed forward are goals such as territorial cohesion 

and the integration of regions into the world economy. Furthermore the internal market that is 

regarded to be one of the pillars of European wealth will benefit from the expansion of the 

infrastructure. The improvement of the carbon-dioxide balance and the introduction of new 

technologies can be seen as positive side effects, since the main focus clearly lies on 

economic development that is growth. In order to make this policy as neat as possible terms 

such as “transport corridors”, “bottle-necks”, “missing links”, “barriers” and “bypasses” are 

introduced in order to simplify the understanding with the use of metaphors. Jensen and 

Richardson described how these terms have been coined in order to shape a special context 

related language for this discourse (Jensen & Richardson 2004: 65-66) and in the White Paper 
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that in the European Commission’s intention shall function as a guiding document these terms 

are applied to sustain the argument for an integrated European transport policy.   

The reader is kindly asked to keep in mind this short conclusion that has been drawn out of 

the European Commission’s White Paper, as the next paragraphs will deal with the policy 

documents concerning the transport corridor between the cities of Stockholm and Hamburg, 

on national, regional and municipal level. It will be interesting to learn what arguments are 

employed in these documents and in what way they might deviate from the ones the European 

Commission uses.    

3.1.3 Complementary Map for the White Paper 1 

In order to facilitate the implementation of the TEN-projects the European Commission 

founded an agency that goes by the name Trans-European Networks Executive Agency 

(shortly: TENTEA). On the agency’s webpage an array of maps can be found that support the 

guidelines from the White Paper and that display in more detailed way where the branches of 

the future TEN shall reach (TENTEA No.1, 2011-04-07). 

 One of these maps, issued in the year 2001, displays “Priority Project No. 12” which equals 

the Swedish section of the railway corridor between the cities of Stockholm and Hamburg.  

The side text of the map states that passenger and freight transport shall be enhanced between 

Scandinavia and Central Europe by upgrading the railway connection. Apart from the cities of 

Malmo and Stockholm, each marking the ending points of the Swedish section, no other city 

is being displayed on the map. When looking closer one can detect that the stretch that has 

been outlined on the map, follows the already existing stretch of the main railway line 

between the cities of Stockholm and Malmo, thus bypassing the city of Jönköping at the 

southern shore of Lake Vättern. Even the cities of Norrköping and Linköping, that according 

to Swedish criteria constitute urban agglomerations of considerable size, are not displayed 

although they were to be found on stretch displayed on the map (TENTEA No. 2, 2011-04-

07). 

3.1.4 Analysis  

With a high probability this map was drawn with the purpose to inform the public about 

where the railway corridor is supposed to stretch on very general bases. An indicator for that 

can be found in the fact that the map uses a larger scale, which is often done in order to 

deliver a general overview (Wood 1992: 112). In accordance with that is the circumstance that 
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only the two ending points of the railway stretch, the cities of Malmo and Stockholm, are 

being displayed, which also, as per numbers of inhabitants, are the largest cities on the stretch. 

It is possible to interpret this map in the way that by presenting a generalised overview and 

thus neglecting the cities that either are being bypassed or just not displayed, the European 

Commission sees the TEN-project as a means for the creation of network between major 

urban agglomerations as it also is described by Jensen and Richardson (Jensen & Richardson 

2004: 38-39). 

Following the interpretation above, the question is brought up how the TEN-corridors can 

contribute to the goal of territorial cohesion if the regions and cities that they cut through are 

not even shown on the maps. From my point of view this is a case of contrary goals 

(Spiekermann & Wegener 2008: 138) and it becomes clearer why the fact to be present on 

map is regarded as very important by many politicians (Wood 1992: 106-107). 

Following Wood’s way of reasoning where he states that maps have a tendency to “naturalise 

the cultural” (Wood 1992: 89) it is possible that this map has the impact on its readers that the 

transport corridor has to stretch exactly the way it is being displayed, since a map by many is 

being confused with reality, thus making it easy to disguise that even the projected stretch of a 

railway corridor is a way of arguing in a discourse (Wood 1992: 101-102).  

3.1.5 Complementary Map for the White Paper 2 

Since the map presented and analysed above only covers the northern part of the TEN-

corridor between the cities of Hamburg and Stockholm, on the webpage of the TENTEA 

organisation a map covering the southern stretch, between the cities of Copenhagen and 

Hamburg, is available as well. In its layout it does not seem to differ from the first map, but at 

one point: in the map displaying the southern stretch, more cities and towns, such as Lübeck 

and Puttgarden (both in Germany) as well as Rodby (Denmark) are shown to be located in the 

corridor, whereas the map showing the northern part of the corridor did not display any cities, 

but the two ending points. On the right of the map an explanatory text can be found stating 

that this corridor is about to become one of the main infrastructural links between Central 

Europe and the Nordic Countries and that it will contribute to solve the congestion at the 

Great Belt link in Denmark. Furthermore the text predicts a stimulus for the regional 

economies in both the Danish and German regions that it will link together and a decrease in 

travel times between the cities of Copenhagen and Hamburg down to only one hour by train 

(TENTEA No.3, 2011-04-07).  
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3.1.6 Analysis 

In the beginning of the analysis of the previous map I wrote that the alleged purpose probably 

was to deliver an overview of the corridor’s projected stretch, which I established by the 

argument that the map had been drawn in a large scale. The same can be stated for this map, 

with the exception that there are smaller towns displayed on this map, whereas the previous 

map did not display any possible towns in the corridor. It can only be speculated about the 

reasons for this deviation, but once again Wood’s argument about a place being present on a 

map becomes applicable (Wood 1992: 106-107). The side text, though, is interesting to read, 

since, on the one hand, it stresses the projected link’s stimulating function for the regions’ 

economies and on the other hand promotes the decrease in travel time by rail between the 

cities of Hamburg and Copenhagen down to only one hour. If we recall that there are three 

towns, which means possible train stops, shown on the map, one can wonder if the promise of 

one hour of travel time could be kept, if a train stopped at one or more of them. Already here 

the map might show an inherent conflict between regional economic development on the one 

hand and the improvement of infrastructure between metropolises such as Copenhagen and 

Hamburg on the other hand.  

As learned from the writings of Wood, a map, although pretending to depict reality, has to be 

understood as a compromise and as the outcome and embodiment of a discourse (Wood 1992: 

93-94). In the case of this map it is the compromise between the regional development and the 

smaller towns’ impetus to appear on the map and the goal of connecting larger urban 

agglomerations closer to each other. Herein lies a conflict of the kind that is also being 

addressed by the researchers Spiekermann and Wegener as they write about the fact that such 

projects might be characterised a certain “contrariness of their goals” (Spiekermann & 

Wegener 2008: 138).   

3.2 Documents on the level of the nation states 

Obtaining sources from the level of the nation states has been a task that involved certain 

difficulties, due to complexities regarding the competence for that matter. In Germany and 

Denmark, there exist ministries whose names clearly indicate their competence on the field of 

transport, whereas this competence in the case of Sweden is allocated in the ministry of 

economics. A circumstance that further complicated the research was that according to the 

Swedish administrative tradition it is not only the ministry that is responsible for policy 
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making in the field of transport, but also the Swedish transport authority, whereas in Denmark 

and Germany these competences are exclusively to be found within the ministries (Petersson 

2000: 109-110). In some cases the sources that are being presented in this section had to be 

obtained from corporations owned by the nation states, since the process of policy making had 

been placed into their hands. 

3.2.1 German Ministry of Transport on the TEN-programme    

On the webpage of the German Ministry of Transport a whole section deals with the question 

of European transport planning on a general level. Initially, on one of the ministry’s subpages, 

it is stated that infrastructure plays an important role in Europe, especially in regard to 

achieving the goal of being competitive on a global level. Due to this importance, the ministry 

presents a “strategy for Europe”, which should be based on the “filling of the missing links”, 

the “elimination of bottle necks” and increased investments in maintenance (translation by 

author from German Ministry of Transport No. 1, 2011-04-15).  

As a comment on the European Commission’s White Paper, the statement that it is to be 

regarded as a guideline with the aim of facilitating the orientation can be found. The ministry 

emphasises that the White Paper is not to be understood as a programme for construction and 

investment (German Ministry of Transport No.2, 2011-04-15).  

For the actual planning work the ministry sees the nation states as the most suitable actors, 

since it is their responsibility to finance the main part of these projects. Furthermore it is 

argued that in the case of cross-border projects for transport infrastructure, national or 

bilateral forms of planning have proven to be the most successful and effective (ibid.). 

The first sentences that can be found on the ministry’s webpage on the topic of European 

transport planning, do not differ from the ones that are used in the European Commission’s 

White Paper. In both the goal of being competitive on global level is mentioned as well as 

terms such as “missing links” and “bottle necks” are put into use. Being neglected in the 

statement of the German Ministry of Transport, though, are the goals of linking cities and 

regions together and thereby achieving a territorial cohesion, which are highlighted in the 

White Paper.  

Instead the ministry stresses the fact that the White Paper ought to be regarded as a guideline 

for orientation and that the planning for infrastructure is incumbent to the nation states. By 

doing so the ministry holds a position which shows a possible area of conflict with the 

European Commission.  



39 

 

3.2.2 Danish Ministry of Transport on the TEN 

When analysing the information on the TEN that can be found on the webpage of the Danish 

Ministry of Transport and its subpages, a situation similar to the one of its German equivalent 

is apparent. Basically it is mentioned that the TEN exist as a programme initiated by the 

European Commission in order to improve Pan-European infrastructure (Danish Ministry of 

Transport No.1, 2011-04-15). Thereafter follows a link to the webpage of the TENTEA, but 

no further information on the effects for Denmark is given (Danish Ministry of Transport 

No.2, 2011-04-16).     

From the fact that the reasons for the planning of a European infrastructure are being 

mentioned in the German ministry’s European strategy, whereas they are featured 

prominently in the White Paper, the conclusion can be drawn that the national authority might 

see these goals as a threat for the national sovereignty. As a consequence of the European 

Commission’s ideas the regions could gain more political weight in comparison to the nation 

states. Having this in mind, the statement about the nation states being the most suitable actors 

on this field, which can be found on the ministry’s webpage, could be seen as an attempt to 

defend its sovereignty on the field of infrastructure and planning. Taken into account the 

information that can be found on the webpage of the Danish ministry this impression is 

amplified.   

3.2.3 German Ministry of Transport on a fixed link between Denmark and 

Germany  

On the concrete topic of a high speed railway corridor between the cities of Stockholm and 

Hamburg no information can be found on the webpage of the German Ministry of Transport. 

Instead there exists a page on which a brief description of the fixed link between the Danish 

island of Lolland and the German island of Fehmarn can be found. On this page it is stated 

that an agreement between Denmark and Germany was signed on September 3
rd

, 2008 as a 

point of initialisation for the construction of the fixed link. Besides a time table for the further 

proceedings of the construction, it is declared that all stakeholders involved had the possibility 

to utter their opinion on possible threats and consequences for the environment linked to the 

construction. The text on the page concludes with declaring the project as being part of the 

European Commission’s planning for the TEN-programme and that with its completion an 

important element of the “north-south axis” between Scandinavia and Central Europe will be 
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accomplished (German Ministry of Transport No.3, 2011-04-15). For further information the 

webpage provides links to the company owned by the Danish state that conducts the planning 

and building of the project (Danish Ministry of Transport No.3, 2011-04-15) and to the 

Ministry of Transport of the north German federal state of Schleswig-Holstein, in whose 

hands the responsibility for the planning on the German side has been placed. 

 

3.2.4 Agreement between Denmark and Germany about the construction of 

a fixed link over the Fehmarn-Belt 

In the agreement between the countries of Denmark and Germany it is stated that the 

infrastructure between both countries has to be improved and that by constructing a fixed link 

over the Fehmarn-Belt between both countries considerable improvements for the 

transportation of passengers and freight between continental Europe and Scandinavia can be 

achieved. By doing so the prerequisites for an intensification of cultural and economic 

cooperation between the regions in both countries as envisioned by the European Commission 

will be created, which would lead to a strengthening of the affected regions’ dynamics and 

competitiveness. The projected velocities for trains on the fixed link will account for 160 

kilometres an hour for passenger trains and 120 kilometres an hour for freight trains which, 

according to the contract, shall be suitable not only for using the projected link over the 

Fehmarn-Belt, but also the already existing link over the Oresund. Two other important points 

of the agreement are that the interests of the German federal state of Schleswig-Holstein 

regarding this project have to be protected and that it is the Danish state that accounts for the 

financing and conduction of the project, thus also receiving its future incomes (German 

Ministry of Transport No. 4, 2011-04-15). 

3.2.5 Documents from the Danish State’s project Development Company 

responsible for the construction of a fixed link over the Fehmarn-Belt 

As stated in the agreement between Denmark and Germany over the construction of a fixed 

link over the Fehmarn-Belt, it is the Danish state that holds the responsibility for the 

construction and financing of the fixed link. For this region a project development company 

by the name of “Femern A/S” was founded, on whose webpage information regarding the 

project can be found. The information on the projected outcomes of the fixed link does not 

vary significantly from those presented on the Danish Ministry of Transport’s webpage, yet 
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they deliver more detailed additive information. One of these pieces of information is the 

outlook on creating a Pan-European region including the southern part of Sweden, the eastern 

part of Denmark and northern Germany, comprising the cities of Malmo, Copenhagen and 

Hamburg. Within this future region cities are regarded to be catalysts and clusters of 

innovation and regional economic development. Furthermore, by constructing this project the 

whole region is, according to the project development company, to become more wealthy and 

achieve a higher standard of living from which not only its larger cities will benefit, but also 

the rural areas (Danish Ministry of Transport No.3, 2011-04-15).     

Neither in the text about the fixed link between Denmark and Germany nor in the agreement 

between both countries on that matter, any reference to the project of a railway corridor 

between the cities of Hamburg and Stockholm can be found, although the fixed link would be 

part of such a corridor. On the topic of the fixed link’s wider context, only a rather vague 

statement concerning its significance for transportation between continental Europe and 

Scandinavia can be found, although it is being concretised by the demand that trains using the 

link over the Fehmarn-Belt shall also be able to cross the link over the Oresund. In accordance 

with this argument is also the envisioning of an emerging Pan-European region including 

parts of Sweden, Denmark and Germany (ibid.). The rare mentioning of the aim of linking 

cities together brings up the question whether the thought of creating and building a corridor 

linking larger metropolises in different countries together, might be a concept that is more 

appealing to regions and municipalities and the European Commission than it is to nation 

states. 

Another explanation for the absence of a reference to a Trans-European corridor for traffic 

could be the fact that the biggest responsibility for the financing of the TEN-projects lies 

within the jurisdiction of the nation states, thus granting them most power in the planning 

process. Holding the most power in the planning process they are not necessarily dependent 

on delivering good arguments to sustain their decisions and actions (Flyvbjerg, 1998).    

The projected outcomes of the project are also rather vaguely described in the agreement. For 

instance, is it stated in the agreement that the “economic and cultural cooperation” between 

both countries’ regions will intensify and their dynamics and competitiveness will amplify. 

Used in a generalising way these terms have a positive sound, but their contents remain rather 

vague and inaccurate. This could be a sign for the fact, that behind such an agreement, 
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although it has been reached between two nation states, several interests lay which account for 

the agreement being a compromise. A hint for that can be found in the statement that all the 

interests of the German federal state of Schleswig-Holstein have to be protected. A potential 

contradiction might be underlying in the statement by the Project Development Country 

according to which it is not only the larger cities that would benefit from this project, but also 

the rural areas, which constitute two goals that might turn out to be rather contradictive as 

described by Spiekermann and Wegener.     

 

3.2.6 The Swedish Ministry of Transport on the TEN 

In Sweden there are two national authorities responsible for the infrastructure and therewith 

the possible construction of a high speed railway as a part of a European corridor for traffic 

infrastructure. One is the ministry for enterprise, energy and communications dealing with the 

compilation of objectives that ought to be reached during a certain period of time and the 

allocation of sufficient financial means. The other one is the so called the transport authority, 

a planning authority run by non-political civil servants occupied with the realisation of the 

objectives that have been set up by the ministry and thus by the national government. This 

way of task sharing is part of the Swedish tradition of administration and government (Bäck 

& Larsson: 2006).  

On behalf of the ministry, not that much information on the topic of a European traffic 

corridor can be found besides a general statement on the TEN and the importance to construct 

a European network of transport infrastructure not being impeded by border between nation 

states (Swedish Ministry of Transport No. 1 and 2, 2011-04-16). Furthermore it can be 

learned that the ministry provides for the amount of 482 million Swedish Crowns, to be spent 

on the improvement of Swedish infrastructure during the period between the years 2010 and 

2021 (Swedish Ministry of Transport No. 3 and 4, 2011-04-16). In a list on which the projects 

prioritised by the ministry are compiled, the corridor between Stockholm and Malmo or 

smaller parts of it cannot be found.  

 

Based on the information presented by the ministry, it can be concluded that the position of 

the Swedish national government on the topic of a European traffic corridor does not deviate 

significantly from the positions held by its Danish and German counterparts. In a general 

sense the construction of a European network of transport infrastructure is seen as important, 



43 

 

but on a concrete level the information remains vague. This brings back the conclusions that 

could be drawn from the reading of the Danish and German governments’ positions. It seems 

as if the nation states, although being part of the compilation of the prioritised TEN-projects, 

do not recognise this programme as one of their main concerns. In the case of national 

governments of Denmark and Germany, besides a general statement on the TEN-programme, 

information can only be found on a partial project of the corridor, which is the fixed link over 

the Fehmarn-Belt. From the Swedish ministry it can be derived that the corridor is not even 

partially seen as a project that ought to be prioritised. Having studied the information from all 

three national governments that have a say in the planning of a transport corridor between the 

cities of Stockholm and Hamburg, the impression has come up that the national governments 

officially take a friendly standpoint towards the European Commission’s White Paper and its 

inherent idea of the TEN, when looking for more concrete measures taken in this direction, 

however, not that much information can be found.    

This picture does not change significantly when scrutinising the position held by the Swedish 

transport authority (trafikverket) on this topic. It has, for a certain part of the projected 

corridor, namely between the cities of Stockholm and Linkoping, conducted a study of where 

a future high speed railway line could supposedly run and what its benefits would be. In this 

study the municipalities and regions located along the stretch have participated and thereby 

been able to utter their concerns and wishes regarding certain aspects of the planning. The 

transport authority states that the construction of a high speed railway would facilitate 

business or family related travel due to reduced travel times, as well as it would increase 

capacity for freight trains on the already existing railway lines (Swedish Transport Authority 

No. 1, 2011-04-16). One aim is to link together several of the country’s larger cities and the 

adjacent regions. As can be learned from the reports presented by the transport authority, 

detailed plans have been preceded to a larger extent (Swedish Transport Authority No.2, 

2011-04-16), which is probably the case as a matter of the fact that they have been worked out 

in concordance with affected municipalities. Still the authority holding the most power in this 

situation – the ministry – has not uttered its willingness to allocate adequate financial funding 

for this stretch of the projected corridor.           

3.3 Documents from authorities of the regional and municipal levels 

As mentioned in the introductory part of this research, a considerable amount of sources has 

been obtained from the organisation Europakorridoren’s webpage as they are easily available 
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there for download (Europakorridoren No.1, 2011-04-04) The organisation describes itself as 

an “idealistic organisation” that sees it as its goal to enhance and promote the construction of 

the high speed railway corridor between the cities of Stockholm and Hamburg. Furthermore 

there is to learn that the Swedish members of the organisation have founded a company that is 

working for the improvement of the railway link (Europakorridoren No.2, 2011-04-04). A 

circumstance that exacerbates the analysis with sources from this situation is the fact that it is 

intergovernmental and also transnational since authorities from all three countries are 

involved in it (Europakorridoren No. 3, 2011-04-04). In Sweden, for example, the municipal 

level of government is traditionally rather strong and the regional level historically has been 

playing a minor role in the decision making process (Bäck & Larsson 2006: 225-228), 

whereas the situation in Germany is rather different since the regional level here has a 

considerably bigger say. In Denmark is the function of the regional level since an 

administrative reform in the year of 2007 more of a consulting kind. The country is divided 

into seven regions in which there exist “growth forums” with the task to coordinate and 

monitor regional planning programmes and health care. (Lindqvist et.alt. 2010: 24-25). 

Having this in mind, it can be assumed that policy makers involved in creating the documents 

presented on the organisation’s webpage, on the Swedish side rather were capacitated by the 

municipal level, whereas those from the German side rather were capacitated from the 

regional level.  

At the same time it can be regarded as a remarkable feature that so many (more than 50) 

regional and municipal authorities have combined their forces (Europakorridoren No.3, 2011-

04-04). A guess for this could be the fact that there among them exists the impression 

according to which such an organisation is necessary for more successful negotiations with 

the particular nation states.  

3.3.1 Swedish Position Paper: “Why it is Urgent!”      

This position paper which is part of the download-material provided on the organisation’s 

webpage already claims in its title that time is an important factor for the construction of the 

high speed corridor. It stresses the importance of such a corridor through Sweden reaching out 

for Europe, which should be able to allow for trains to run with a velocity of 300 kilometres 

an hour. Another argument that is pushed forward is that this kind of infrastructure would 

enable people to travel for an acceptable price in order to commute or for vacation purposes 

(Europakorridoren No.4, 2011-04-04).  
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From this argument the authors of the position paper draw the conclusion that “modern 

infrastructure enhances and creates freedom for people”. The next argument presented is the 

one of larger markets for the industries along the projected stretch that would open up as a 

consequence of improved accessibility, from which it is derived that modern infrastructure 

triggers regional economic development and growth. It is also claimed that a high speed 

railway corridor would have a better carbon dioxide balance than any other means of 

transport; thus the environment was to be protected as a consequence of the construction of 

this corridor (ibid.).  

 

All these arguments can be found on the first page of the position paper that concludes with 

the admonition that it is urgent, since the rest of Europe of Europe is already undertaking such 

improvements in its infrastructure and there would be a persistent risk that all the advantages 

compiled above could be turned into their negative opposites with further delay of the 

construction (ibid.). 

Furthermore the position paper continues by claiming that travelling less cannot be an option 

as this would constitute an impediment for economic growth and people’s wealth. 

Environmental problems, inherent to travelling, will, according to the position paper, be 

solved by technical development. A decrease in travel times will not only be advantageous for 

the starting and ending points of the corridor, but also for the cities upon it. . In this case the 

authors of the position paper use the metaphor of pearls on a necklace in order to describe the 

location of the cities on the corridor. By being on the corridor, they would all profit from the 

new connection (ibid.).  

Finally, the position paper criticises the practise of collecting an extra fee from the transport 

sector forcing companies to buy certificates that allow for a certain amount of carbon dioxide 

emissions. Claiming that only by constructing this high speed railway corridor, 40 % of 

Sweden’s carbon dioxide reduction goal as defined by the Kyoto Protocol could be reached, 

the position paper proceeds with stating that every large scale railway project comes along 

with enormous advantages for the environment (ibid.).  

Describing the current situation of the railway infrastructure of the southern part of Sweden, 

in the position paper the term “bottle neck” has its application. Another metaphor being used 

is the one of a “lever” as which the railway corridor could serve for the economic 

development. A number of municipalities in the Swedish region of Småland such as Gnosjö 
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and Älmhult are also mentioned, since they supposedly possess a “spirit of entrepreneurship” 

and their location on the projected corridor will open up an array of new economic 

possibilities for them (ibid.). 

 It is furthermore remarkable that on the map complementing the position paper, the projected 

stretch of the corridor deviates from the one found on the webpage of TENTEA, in regard to 

the number of municipalities, and therewith possible train stops. On the map from the position 

paper the city of Jönköping is clearly visible on the projected stretch unlike the situation on 

the map from TENTEA where the city is being bypassed by the projected stretch 

(Europakorridoren No. 5, 2011-04-04).        

3.3.2 Analysis    

Obviously, the authors of this position paper regard Sweden as somewhat peripheral seen 

from a European perspective, which is probably the reason for why they stress the importance 

of this railway corridor to reach out for Europe. It is an argument that seems familiar, since it 

appears in the writings of Jensen and Richardson (Jensen & Richardson 2004: 15-17) as well 

as in the work of Spiekermann and Wegener (Spiekermann & Wegener 2008: 116). In 

accordance with that is the arguing for new and larger markets and thereby more opportunities 

for regional businesses that, according to the position paper, are bound to open up with the 

construction of the corridor. By linking the next argument for the construction of the corridor, 

which is the one that states that the corridor will provide for travel at affordable prices, to the 

emotional argument of personal freedom, the authors claim an argument for the cause of mass 

transport that hitherto in many cases has been linked to the automobile. Both arguments, the 

one stressing the importance of new markets and the abolition of being bound to a peripheral 

location, as well as the argument involving affordable prices and personal freedom refer more 

or less directly to the White Paper, in which the importance of wealth and peace throughout 

Europe are being accentuated. Another reference to the White Paper can be found in the 

argument that the construction of the corridor would be accompanied by advantages for the 

environment. This argument is sustained by the unproven claims that only by constructing the 

corridor Sweden could reach 40% of its reductions of carbon dioxide emissions, as stated in 

the Kyoto Protocol, and that bigger railway projects bring along bigger advantages for the 

environment. Using such arguments sustained with terms that can evoke emotions, this 

position paper can be seen as an attempt to set the agenda for a further discourse about the 

corridor by seizing the suzerainty over the language that ought to be used (Jensen & 



47 

 

Richardson 2004: 12). Comparing the current situation to a “bottle neck” and the possible 

construction of the corridor to a “lever” for the regional economies along the corridor, as it is 

done in the position paper, contribute to an amplification of this impression. 

It is also interesting that the authors claim that if the corridor was not to be constructed within 

a nearer future, an array of exacerbations concerning the regional economic development of 

southern Sweden might occur. Since it is very difficult to prove the correctness of such 

statements, they can be seen as arguments that “play” with emotions and that could be a proof 

for Flyvbjerg’s theory about how power and rationality do not always go together (Flyvbjerg 

1998: 28-29).   

 

As mentioned above, the map that is part of this position paper deviates somewhat from the 

one the European Commission has uploaded on TENTEA’s webpage. This deviation is not 

very large, but it leads to the fact that several municipalities such as Jönköping or Växjö now 

appear on the projected stretch. As they even are being mentioned by the authors of the 

position paper, once again it becomes clear, how important it is to be displayed on a map 

(Wood 1992: 106-107). At the same time the question is brought up, whether trains will be 

able to travel at an average of 300 kilometres an hour if they have to stop in a number of 

municipalities. 

In many ways the position paper incorporates the way of arguing and the rationalities that are 

presented in the European Commission’s White Paper and therewith also the inherent 

contrariness of its goals, such as for example high speed travel between metropolitan areas on 

the one hand and improved accessibility for peripheral regions and municipalities on the other 

hand. It is hard to say whether this situation has occurred with the authors being aware of 

these conflicts or if the position paper has to be seen as a compromise between the many 

members of the organisation.  

It can be stated, though, that the position paper employs several emotional arguments, for 

example when describing a negative scenario if the corridor was not to be constructed. The 

alleged purpose of this source can be understood as convincing both the public and decision 

makers of the importance of the railway corridor, a goal which it pursues by employing 

positive arguments for its cause, as well as negative ones against its opposite, both trying to 

address the recipients’ emotions.  



48 

 

3.3.3 Positions from the municipality of Jönköping 

The municipality of Jönköping, located in southern Sweden on the shores of Lake Vättern, 

expects to become a new node in a network of high speed railways in the course of the 

realisation of the transport corridor, especially since there exist plans to construct a junction 

for another high speed railway line to Gothenburg in the location of Gothenburg. In the eyes 

of the municipality the corridor plays an important role, since it claims that 60% of Sweden’s 

population lives along the projected stretch including 80% of the country’s students on 

facilities such as universities or colleges (Municipality of Jönköping No1, 2011-04-04). It 

does not exactly become clear in the text why this is regarded as one of the advantages of the 

corridor, but the authors of the document continue by stating that the corridor would 

contribute to the task of linking Scandinavia and Sweden stronger to Europe (ibid.). As 

concrete advantages for the municipality itself a shorter travelling distances between 

Jönköping and larger cities such as Gothenburg, Stockholm and Copenhagen is envisioned, a 

situation that is embraced by the municipality as this would open up possibilities for long-

distance commuting between Jönköping and these cities (Municipality of Jönköping No.2, 

2011-04-04). Another benefit, according to the municipality, would be constituted by the 

capacity relief of the already existing railway network, allowing more freight trains to run on 

it (ibid.).  

It is important to keep in mind that the municipality on the one hand praises the advantages of 

the corridor on a general level, stressing linking function between Sweden and the rest of 

Europe (ibid.). On a more concrete level, though, the expectations are rather of a more 

regional character, as the municipality hopes to attract more inhabitants that could even work 

in the larger cities on the corridor, due to improved commuting possibilities (ibid.). A possible 

conflict inherent in this vision of becoming a living place for long-distance commuters could 

be caused by similar attempts by other municipalities along the corridor that are in a situation 

comparable to the one of Jönköping. This would imply that more stops would have to be 

constructed along the stretch, thus undermining the concept of a high speed railway.       

3.3.4 German Position Paper: Concept for the Regional Development as a 

Consequence of a Fixed Link over the Fehmarn-Belt  

On behalf of the municipalities located along the corridor’s projected stretch on German 

territory, which comprises distance between the cities of Hamburg and Puttgarden on the 
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northern shore of the island of Fehmarn, a concept for how to proceed with the planning for a 

fixed link between Denmark and Germany has been compiled. In its own words the authors of 

the position paper see it as a “starting signal” for the planning process of an “essential project 

for European transport infrastructure” (translation by author) and an important part of the 

TEN (Schleswig-Holstein No.1, 2011-04-17). Along the corridor they predict an axis of 

development on the fields of traffic and regional economy, tourism and cross-border 

cooperation. Due to an increased accessibility the municipalities located close to the sea on 

both sides of the Fehmarn-Belt will benefit the most from more tourists, which is why the 

authors of the position paper regard it as important to market both sides of the link as a 

common touristic region (ibid.). The construction of the corridor might, however, be 

accompanied by certain risks for tourism in the region as traffic, especially freight traffic by 

rail, is about to increase heavily after the opening of the corridor. In order to prevent negative 

effects on tourism caused by noise, special attentiveness has to be employed when planning 

the stretch. The position paper foresees a boost for the regional economies due to better 

accessibility, from both Hamburg and Copenhagen, between which the travel time will be 

reduced by one hour. After the completion of the Fehmarn link, the prognosis predicts the 

creation of a cross-border and integrated labour market, as well as enhanced cross-border 

cooperation on the fields of culture, business and research and development. The integrated, 

cross-border labour market will emerge as the regional clusters are being linked closer 

together (ibid.). 

One goal, according to the position paper, should be to prevent the corridor from exclusively 

being a transit corridor which shall be achieved by creating “points of attraction” along the 

corridor including regional stops for trains. In the whole position paper the plan of building a 

high speed railway is not being mentioned. 

Achieving the goals, mentioned in the position paper, prerequisites what the position paper 

describes as an “atmosphere of departure” (translation by author) to which its authors hope 

make a contribution (ibid.).  

3.3.5 Analysis 

Although the fixed link between Denmark and Germany over the Fehmarn-Belt is described 

as essential for the TEN and an important project of European transport infrastructure, it is the 

regional perspective that matters in this position paper. Only once it is mentioned that 

constructing the corridor will reduce travel times between Hamburg and Copenhagen 
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significantly. Unlike the Swedish position paper in which goals such as high speed trains 

travelling at 300 kilometres an hour are envisioned, this position paper focuses more on 

regional economic development and infrastructure on the regional scale. This becomes clear 

when reading arguments that promote the installation of “points of attraction” and regional 

train stations along the stretch.  

Instead of looking at the project at a larger scale, the authors emphasise the regional 

significance of the project including chances such as regional economic development, and a 

regional, cross-border cohesion with the Danish side consisting of a common marketing on 

the field of tourism, an integrated labour market and increased cooperation on cultural and 

scientific basis. Describing itself as a means of creating an “atmosphere of departure” the 

position paper clearly focuses on the benefits for the regions, probably due to the pursuit of 

the goal of convincing regional actors to give their support to the project.   

3.3.6 Map over projected railway projects in the German Federal State of 

Schleswig-Holstein  

The impression that the corridor on the German stretch is rather regarded as a factor for the 

regional economic development is being amplified when taking a closer look at a map issued 

by the Ministry of Transport of the North-German state of Schleswig-Holstein. The map 

shows the future investments in the state’s regional railway network until the year of 2027. 

Part of this is the stretch of the railway corridor from the city of Hamburg to the island of 

Fehmarn, and although it is being set out as a project on national level, it is at the same time 

shown as a regional railway line whose future connection to the Danish railway network is 

marked in a negligent way in the upper right corner of the map. On this line four projected 

stops can be found, which is in accordance with the demand of creating regional train stops as 

proposed in the position paper, and which at the same time contradicts any plan for a high 

speed railway (Schleswig-Holstein No.2, 2011-04-17). 
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Map displaying the future regional railway net of the German state of Schleswig-Holstein and the fixed link over the Fehmarn-Belt 

Source: www.schleswig-holstein.de 

Comparing the Swedish and the German position papers, both representing policies on the 

regional and municipal level in the particular countries, it can be stated that both pursue 

different approaches on the topic of a railway corridor between Stockholm and Hamburg. The 

Swedish position paper, although being commissioned by regional and municipal authorities 

emphasises the benefits not only for the regions, but especially for the nation as a whole, 

stating that the country will be less peripheral and the city of Stockholm will be closer 

connected to other European metropolises. The German position paper, however, focuses 

almost exclusively on the regional effects of a corridor, and only superficially on the 

corridor’s effects on the national level for cities such as Hamburg, which are at the same time 

not defined as specifically as it is done in the Swedish position paper.  
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Both position papers contain inherent conflicts that shine through when analysing their 

contents. As the Swedish position paper mainly focuses on a high speed railway corridor, in 

accordance with the White Paper, the question of regional accessibility versus corridors 

linking European metropolises is brought up. The same conflict can be found in the German 

position paper, but rather in the opposite way, since focus here is turned on the regional 

development rather than on connections between larger cities. It can be questioned whether 

the actors involved have the same kind of corridor in mind, since the word high speed rail is 

commonly used in the Swedish position paper, whereas it does not appear in the German 

position paper.  This question shall be discussed more elaborately in the end of this research. 

So far it can be stated that a conflict between contrary goals that lie behind a larger investment 

in infrastructure, similar to those mentioned by Spiekermann and Wegener, seems to emerge, 

when comparing the two position papers. On the one hand stands a concept that focuses on 

the connection of major cities, as it is dominating the discourse in the Swedish position paper 

with terms such as “bottle necks” and the hope for the alleviation of a situation perceived as 

peripheral in Europe, which at the same time comes into conflict with the other goals such as 

territorial cohesion. On the other hand, in the German position papers, focus lies mainly on 

the topics of regional economic development and cross-border integration.  

Although bearing a promising message, the terms cannot entirely mask their underlying 

rationalities partly contradicting each other, but all found in the White Paper (Jensen & 

Richardson, 2004).  

The maps that have been worked out on regional and municipal level, both in Sweden and 

Germany, are similar, though, in regard to the fact that they both display several regional train 

stops on the projected stretch. This would, as mentioned earlier, contradict the vision of 

creating high speed railway corridors in order to connect the larger European metropolises, as 

it has been envisioned by planners following Castells’ vision of the “spaces of flows” and 

translating it into a spatial context (Jensen & Richardson 2004: 3-5). In the fact of being 

present on the maps that accompany both position papers, the smaller municipalities might 

see a chance not to be neglected in the planning process, since being on a map has a 

naturalising function (Wood, 1992). Being present on the maps can therewith work as a factor 

that transfers a vision into a real existing circumstance.  
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3.3.7 Regional and municipal positions from Denmark 

The southernmost Danish island through which the corridor is projected to stretch is the island 

of Lolland, also constituting a municipality. On the municipality’s webpage there is not that 

much information to be found concerning the project, especially not about a corridor between 

the cities of Stockholm and Hamburg (Lolland No.1, 2011-04-17). What can be stated, 

though, is that the municipality is aware of the construction of a fixed link to Germany and as 

a consequence of which it expects to be seen as holding a geographic position that is centrally 

located in Northern Europe (Lolland No.2, 2011-04-17). On the webpage it is mentioned that 

with the opening of the fixed link and the improvements in the already existing infrastructure 

that come along with the project, the municipality will be in close reach both for cities like 

Copenhagen as well as Hamburg or Berlin, a position from which it expects advantages in 

terms of a location factor for business (ibid.). 

The island and municipality of Lolland are part of a region with the name Sjaelland 

comprising, besides Lolland, the area located in the south-west of the Danish capital 

Copenhagen (Sjaelland No. 1, 2011-04-17). On the topic of a fixed link over the Fehmarn-

Belt and an improvement of the rail infrastructure on the Danish part of the stretch between 

Rodbyhavn and Copenhagen, the region is optimistic that this will entail economic benefits 

due to the localisation of new businesses (Sjaelland No.2, 2011-04-17). A main focus lies on 

the hopes for better connections to the capital region around the city of Copenhagen, 

involving the construction of a new train station on the spot of Holeby in the municipality of 

Lolland (ibid.). Furthermore integration in terms of economy, labour market as well as an 

enhanced cooperation on the fields of culture and research and development with North 

Germany is expected. At the same time, as it is seen as an advantage to have a closer 

connection to other regions, the officials in the region of Sjaelland are aware of the risks that 

might be brought along with the new link, referring to a situation where regions find 

themselves in harder competition with their neighbouring regions. This problem, the 

authorities in the region of Sjaelland hope to solve by increased trans-regional cooperation 

and coordination (ibid.).    

On the webpage there is also a statement that can be seen as criticism of the Danish national 

government, as the region demands that a certain already existing bridge on the stretch ought 

to be upgraded from being single-track as it is today to double-track in order to prevent the 

creation of a bottle-neck (Sjaelland No.3, 2011-04-17). 
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It seems as if the hopes and expectations concerning the construction of a fixed link, on both 

sides of the Fehmarn-Belt, in Northern Germany and in Denmark, are very similar. In policy 

documents from both regions the arguments for why a fixed link and an improvement of the 

transport infrastructure between the cities of Hamburg and Copenhagen are necessary, it is 

referred to integration of labour markets and the economies and an increase in cooperation on 

the fields of culture and research. The region of Sjaelland seems to regard the project as a 

means to increase the possibilities for commuters between its municipalities and the city of 

Copenhagen, not unlike the impression that is created when analysing the documents from the 

German federal state of Schleswig-Holstein. There is a reference being found in the text, to 

the project’s relevance in the context of long distance travel, but it remains rather vague. From 

the perspective of the region of Sjaelland the project constitutes the possibility to gain a more 

central location between the cities of Hamburg and Copenhagen leading to a territorial 

cohesion with its neighbouring regions, which is one of the most prominent arguments pushed 

forward in the White Paper in favour of the TEN-programme. In contrast to the documents 

issued on the regional and municipal level by Swedish and German authorities, the region of 

Sjaelland shows its awareness of the fact that an improved accessibility even can lead to an 

increased competition as mentioned by Spiekermann and Wegener.  

Emphasising the importance of a new train stop in Holeby in the municipality of Lolland 

intensifies the impression that the region’s administration rather focuses on aspects connected 

to the corridor that are of smaller geographical range. Such a station, it can be argued, would 

benefit the region, but it would contribute to impede the goal of having high speed trains 

travelling the future corridor.             

Part IV – Final Discussion and Results 

4.1 Revisiting the Methods 

The choice of the research method according to which the sources are to be selected, analysed 

and interpreted has a large influence on the conduction of the research and naturally also on 

its outcome. Once a method has been chosen the research follows a track that to a certain 

point has been determined by this choice. I have chosen to conduct an analysis of a policy 

discourse based on a single case study constituted by the planning process of a transport 

corridor that is to become part of the Trans-European networks (TEN) of infrastructure.  

The sources I have worked with and which have been presented above were publicly 
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accessible on the webpages of the particular authorities that I had defined as the stakeholders 

in the discourse. As the sources that have been analysed are public documents they 

themselves have to be seen as the outcome of an internal discourse that might have took place 

within the authorities prior to the publishing of the documents. It could be argued that it 

would have been an interesting contribution to this research, if it had been possible to get hold 

of sources that documented such a possible discourse internal to the actors. On the other hand, 

since I defined the authorities as the stakeholders and thus the actors in this discourse, it is 

clear that the focus of the research was drawn more on the public discourse between the 

authorities. By thoroughly reading the sources’ texts and scrutinising possible maps that in 

some cases accompanied the texts, it has, in my opinion, been possible to extract the 

rationalities that have been constructed for this discourse and that steer it.  

 

The discourse analysis has been conducted in a qualitative way, where focus lay on the 

arguments and rationalities that were constructed and used in the documents and not on how 

many times certain terms or metaphors appear in the text, as it is done in quantitative 

discourse analyses. The reasons for why I chose this qualitative way of researching is that I 

believe by simply counting the number of appearances of certain terms, the context in which 

they are being used would be neglected. In my opinion the context of a source plays an 

important role in a discourse analysis. Another reason for my choice of a qualitative method is 

the fact that the sources analysed in this research have been written in four different languages 

(Swedish, Danish, English and German). Each language has its own tradition of writing texts, 

and by employing a quantitative method, I feel I would have neglected this circumstance.  

As I see it, by employing the method of discourse analysis as I have described it, it has been 

possible to extract rationalities from the sources, which can be juxtaposed against each other 

and compared with previous research and the theoretical frameworks guide lining this 

research.  

Although my research is a case study generating knowledge about a certain case, from my 

point of view it should be possible to apply the conclusions that I draw on similar cases, 

though by having in mind the particular contexts of the respective discourses.    

4.2 Final Discussion 

After having presented and analysed the sources it is now time to tie together the loose ends 

and make sense of the results by placing them in perspective to the research questions and to 
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the theoretical concept. 

The first research question this research is supposed to answer aims at what the different 

rationalities dominating the discourse about the transport corridor between the cities of 

Stockholm and Hamburg are. On the European level heavy emphasis is put on the TEN-

programme’s importance for the connection of different regions and cities by transport 

infrastructure which, according to the European Commission, ought to create a single market 

of transport infrastructure. Behind this lies the assumption, in the present situation, a single 

market for transport infrastructure within the European Union does not exist and this, as the 

European Commission sees it, is caused by the fact that there still are too many holes in the 

infrastructure system. The rationality of the single market for infrastructure is defended by the 

arguments that the Union’s citizens’ individual freedom as well as economic regional growth 

depend on it. In order to clarify for the reader how the contemporary situation should be 

interpreted the European Commission coins metaphorical terms such as “missing link”, 

“bottle neck” or “barrier” in order to describe either the absence of transport infrastructure or 

the fact that, it in its current state, it is of insufficient capacity. Another rationality that the 

European Commission pushes forward in this discourse is that it believes in territorial 

economic cohesion meaning that peripheral regions will go through a process of economic 

catch-up compared to wealthier regions within the Union. This can be achieved by connecting 

cities and regions closer to each other and thereby achieving an enhanced flow of goods and 

people. Another rationality is the one of facilitating the goal of less carbon dioxide emissions 

by increasing the capacities of mass transport and by enabling new technologies in the field of 

transport to be developed and tested as a consequence of the TEN-programme.    

The documents echoing the rationalities created by the European Commission the most can be 

found on the regional and municipal levels in the three countries through which the projected 

corridor is supposed to cut. Seen from a power perspective and bearing in mind that the actors 

of a discourse that operate with the seemingly strongest arguments and rationalities not 

necessarily hold the largest power (Flyvbjerg, 1998), it could be interpreted as a means for the 

regions and the European Commission to create and dominate a discourse in order to 

influence the strongest actors – the nation states responsible for the main part of the funding. 

The European Commission’s rationalities are, however, not adopted in every region in the 

same way. In Sweden, where there exists an organisation founded by the municipalities and 

regions along the stretch aiming for the realisation of the corridor, the country’s position is 
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seen as rather peripheral within the Union which is probably the reason why the rationality of 

connecting peripheral regions closer to the European core is featured rather prominently in the 

policy documents issued by the organisation. Obviously, the fact of being peripheral, or 

perceiving the own position as peripheral, is not regarded to be an advantage, but rather the 

opposite and it has to be changed. The research of Spiekermann and Wegener, though, shows 

that it is not always beneficial for a peripheral region to find itself closer connected to other, 

more central regions, but by creating the image of a peripheral position an impression is 

created that can have a considerable influence on the public opinion.  

In my opinion the question of periphery is amplified when taking a look at a map of the 

European Union where Sweden is found in the upper part, far away from what is perceived as 

the European core. The topic of being in a peripheral position, it could be argued, is just a 

matter of perspective, but since almost all maps attach Sweden to a peripheral position, it has 

become accepted as a fact, naturalised by maps (Wood, 1992). In the argumentation of the 

Swedish regions and municipalities the term “peripheral” can be seen as the attempt to coin a 

term that is supposed to influence the discourse and that shall stay in the actors’ minds, not 

unlike the metaphors employed by the European Commission (Jensen & Richardson, 2004).  

Although the Swedish regions seem to be unified about the fact that Sweden is in a peripheral 

position and that they need better infrastructural links to the rest of Europe, there exists a 

considerable risk for conflicts in the policy documents. Among the Swedish regions and 

municipalities the plan of building a high speed railway within this corridor has found its 

approval, whereas at the same time the terms of its realisation remain unclear. In the 

documents it is stated, that by the construction of such a high speed railway, cities like 

Älmhult, Värnamo, Jönköping, Linköping and Norrköping would not only be better 

connected to each other, but also to the rest of Europe. On the one hand stands the aim of 

constructing a high speed railway in order to significantly decrease travelling time between 

southern Sweden and the rest of Europe, whereas several cities, as mentioned above, feature 

as possible train stops on the other hand. Here it becomes very clear that the documents 

contain potential conflicts. This situation, in which several municipalities adjacent to each 

other all feature as possible train stops, has to be interpreted from the perspective that the 

position paper constitutes a compromise between the participating regions and municipalities. 

The struggle of being on the final map of the transport corridor is yet to come.  

Neither is the conflict between the goals of territorial cohesion on the one hand and the 
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linking of cities on the other hand (Spiekermann & Wegener, 2008), taken into account, but 

instead both goals are being promoted.    

Comparing the positions held by the Swedish regions and municipalities to those that can be 

found in Denmark and Germany on the same levels, it can be stated that it is the Swedish 

parts that emphasise the European dimension of this project to the largest extent. In Germany 

and Denmark the project is rather seen as a regional stimulus and the discussion is almost 

entirely narrowed to the fixed link over the Fehmarn-Belt between both countries. A reason 

for that could be that an agreement over the construction of the link between both countries 

has been reached and the construction work has entered its planning phase. When reading the 

documents from the regions and municipalities affected by the corridor in Denmark and 

Germany it is noticeable that the European significance of the project is hardly emphasised. 

Instead of promoting a link between the cities of Stockholm and Hamburg as it is being done 

by the Swedish documents and those issued by the European Commission, the project is 

rather seen as an inter-regional topic enabling more economic growth on both sides of the 

bridge and leading to an enhanced integration and cooperation in terms of labour market, 

economy, culture and research and development. On the Danish side focus is drawn on 

improved possibilities for commuters between the cities of Copenhagen and the region of 

Sjaelland, finding its equivalent in the map of future regional traffic of the German state of 

Schleswig-Holstein in which the fixed link over the Fehmarn-Belt features as a regional 

connection. It is important to note that the term high speed railway is not being employed 

neither in the Danish nor in the German documents. 

 

It could be argued, that the Danish and German documents try to avoid harder seeds of 

potential conflicts than their Swedish counterparts since they do not attempt to stress both the 

goals of territorial cohesion and the connection of European cities, which in many cases 

cannot be achieved at the same time (Spiekermann & Wegener, 2008). Instead, the 

rationalities constructed here emphasise almost exclusively the project’s regional significance 

such as regional economic growth and an integrated labour market, an impression that is 

amplified when considering the map of future regional traffic, which can be seen as one of the 

strongest arguments on this topic.  
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All three countries that are affected by a future construction of this corridor do not expose 

their standpoints unambiguously on this topic in any of their public policy documents, but 

instead keep to stating that they regard the TEN-programme as an important part of 

infrastructural planning. The Danish state contents oneself with stating that the programme 

exists and that the projects it contains are co-financed by the European Union. The Swedish 

state does neither use the term TEN-programme nor the projected corridor between the cities 

of Stockholm and Hamburg explicitly, but states that infrastructure is important for the 

country’s connection to Europe especially under economic aspects. In Germany the state’s 

standpoint is similar to the Denmark’s, but in addition the documents conclude with making 

the point that every project on German territory that is part of the TEN-programme 

automatically is part of the national plans for infrastructure and that it is the nation states that 

are the most suitable for conducting the planning of infrastructure. As mentioned earlier, the 

nation states are the ones holding the most power in this discourse, due to their position as 

financers, which is why they can afford not being highly engaged in this discourse in terms of 

creating rationalities (Flyvbjerg, 1998). However, the declaration by the German state could 

be seen as a defensive measure against claims from the European Commission or the regions 

and municipalities for playing a more important part in the planning process.      

How do the rationalities behind the construction of a Trans-European transport corridor 

“trickle down” and find their way into the policy documents of the actors involved? Can 

phrasings that relate to Castell’s concept of the “spaces of flows” be found in them?  

As described by as well Richardson, Jensen and Spiekermann, Wegener this rather abstract 

concept was adopted on the field of infrastructure where it found its expression in the 

European Commission’s White Paper on infrastructure. In it rationalities such as territorial 

cohesion, the connection of peripheral and central regions and a single European market for 

transport can be found. In order to support these rationalities terms and metaphors where 

created that supposedly would increase the rationalities’ acceptance. 

This research has shown that this way of theorising about infrastructure has left its marks even 

at the level of the regions and municipalities albeit in a sometimes modified and thus 

deviating way from the European Commission’s intentions. The cases of Denmark and 

Germany show that the regions and municipalities here attempt to adopt the concept on a 

regional level, unaware of the wider context. From the documents by the Swedish regions and 

municipalities it can be derived that the actors are struggling with either limiting the concept 
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to a regional level as it is done in Denmark and Germany, or are also taking into account the 

European perspective where cities shall be connected.  

For the nation states the concept of regions or cities being connected closer to each other 

might imply a loss of power which is a possible explanation for reluctance on this topic that 

does not exceed platitudes on the importance of Trans-European infrastructure.   

4.3 Conclusions 

The results show that the aim of constructing the European corridor of infrastructure between 

the cities of Stockholm and Hamburg is considerably stronger among the regions and 

municipalities along the stretch than it is among the involved nation states. The regions and 

municipalities hope for improved economic possibilities due to a better accessibility, which 

they promote with rationalities constructed in the European Commission’s White Paper in 

transport infrastructure, although the regions and municipalities employ them in modified 

ways. Although it is the municipal and regional level that engages more in this project, when 

taking the amount of policy documents as a reference, the rationalities from the White Paper 

created by the European Commission can be found on all levels of government. Whereas the 

municipal and regional levels point out goals that are rather concrete in reference to the 

projected corridor the documents on the level of the three national governments involved 

remain rather vague. In general the TEN-programme and its alleged benefits are welcomed, 

but the conclusion that transport corridors ought to be built cannot be found. In the case of the 

German government the position can be interpreted as defensive, since the national authorities 

are seen as the only suitable for planning projects from the TEN-programme.  

On the regional and municipal level the rationalities lead to the targeting of goals such as 

high-speed trains that would bring the country closer to Europe on the Swedish side and goals 

that draw focus on the question of regional development, as it can be found on the Danish and 

German side.  

As certain actors, mainly the ones on the regional and municipal level and also the European 

Commission aim at building up a strong position on the field of communicative power it can 

be wondered, when remembering Flyvbjerg, if they feel a need for this since they might have 

less financial and planning power than other actors. It is striking that maps are used by many 

actors to underpin their message and amplify the strength of the words they use. 
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However, it can be questioned if the actors in this discourse have the same kind of corridor in 

mind, since some rather understand it as a regional project, whereas others promote a high 

speed railway. Neither has the inherent conflict between territorial cohesion and the linking of 

larger metropolitan areas been addressed or solved in the policy documents. The problem of 

different actors promoting different visions and thus causing inherent conflicts within the 

planning process for a transport corridor, is with a high probability not only limited to the 

planning of this particular corridor, but the same phenomenon occurs in the context of other 

corridors as well.  
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