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Abstract 

Alpine space is an international area consisting of several countries sharing some commons features such as geographic or economic situation. Due to their central position in Europe and their intense economic activity, the different regions of this area have to deal since the 80’s with the common problem of the increasing traffic streams across the Alps. This would ask for the implementation of a common strategy in order to contain negative effects on the environment derived from transport dynamics. 

Implementing a common strategy would require a set of common instruments but, if some common frameworks for traffic measurement already exist, nevertheless in reality indicators and assessments analysis change between different decision-making processes and also within the same process. Alpine countries have tried to get through the divergences that prevented them to coordinate transports policies by proposing innovating solutions able to conciliate the two main concerns about transalpine transports: the risk of circulation saturation and the environmental menace. Under the constraint of political acceptability, an infrastructural policy based on the construction of a new railway network across the Alps seemed to be the best solution to conciliate those two aims. However, recent conflicts and enduring delays in accords between France and Italy about one of these projects, the high-speed railway Lyon-Turin, show how the lack of common instruments makes it difficult to achieve shared objectives.

The aim of this paper is to analyse the case study of the Lyon-Turin that we consider exemplary for what it happens at the bigger scale of alpine space decisional processes: the existence of many dimensions affecting the question (European, national and local dimensions) and the lack of common frameworks for measuring phenomena that policies aim to manage. Our objective is to reconstruct the framework of this decision-making process on the basis of traffic indicators and data used within it in order to understand why it becomes difficult to achieve shared objectives. 
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1. Introduction

Why a transport project, which seems to answer with a good degree of adherence to a problem, as it is defined by most of actors, can arrive at a certain moment to be called into question? 
This paper attempts to study the history of the Lyon-Turin project and to identify, by analyzing the speeches and the technical tools produced by actors, the successive stages of “concretization” which characterized its life. The question we raise is to know how this project, which responded with a good degree of adherence to the way the alpine question of transports was defined in the 90s, risks to be abandoned. In fact, today, after 20 years from the moment this project was conceived we witness a stalemate in the evolution of the decision-making process concerning its realisation. After decades of studies and important agreements between the two countries, on the eve of the deadline for applying for being part of in the EU financial plan 2007-2013, the main actors of the project are wondering again about its utility and relevance to match goals they initially fixed, as well as about the problems of the acceptance by the community. 
Our aim is to find which factors, concerning the usage of technical tools in decision-making process, can explain the success and the acceptability of a public decision. 
The first part of the paper rebuilds the context in which the project was conceived and developed and passes then to describe theoretical and methodological framework of research. The second part is devoted to the development of the analysis.
1.1 The Lyon-Turin project and transalpine traffics

The Lyon-Turin project started at the end of the 80s from the common will of different subjects in France and in Italy to meet some shared concerns. It was born within the scope of a new interest in transport policies for a specific “transalpine question”. 

Transalpine traffics were the subject of a vast literature since a score of years, following the emergence of concerns and questionings around the topic of transport safety and effects induced by the constitution of a European Common Market and by exceptional growth rates. This was the moment when forecast analyses for traffics started to develop.
Encountering the lack of available data, these studies generated a new demand for devices of flows observation able to produce finer, more reliable and more homogeneous data on the territorial scale concerned. Indeed, frequent criticisms during the 90s related to the insufficiency of detailed and harmonized statistics, such critic coming as well from the institutional sector [Rathéry, ECMT, 1999] and from the scientific world [see for example, Nijkamp, 1997]. Improvements induced on data, allowed these first analyses on flows dynamics to evolve in the field of traffic forecasts and transport economics.  
1.2 Devices of transalpine flows observation: an example of technical tools at the centre of the decision-making process
Thus, these studies, through methods and instruments they mobilized and results they provided to political debate, could take part in the definition of the framework of public action. Their contribution was double: they clarified the problems of transalpine transport and modified, at the same time, the list of actors legitimated to intervene, transformed their relations, the subjects on which they exchanged and the actions that they decided to set up.

Behind the request of having more “reliable” data, there was a request of consensus on the problem definition: by clearly defining what it had to be measured and how, actors aimed at building a common vision on the question of transalpine traffics. To exceed methodological differences of the national statistics constituted a means to start a wide-ranging debate on the aspects of the phenomenon of transalpine traffics growth which posed problem and on the political measures that it was necessary set up in order to answer such a problem. Thus, we can read in the technical lacks denounced by actors an attempt to pose the bases of a new collaboration.
The theory which places the technical tools in the centre of the decision-making process relies on ideas developed by the sociology of sciences, which has denaturalised technical objects, by showing that their career rests more on the social networks that they participated to create than on their specific characteristics” [Lascoume, Galès, 2004]. This approach was developed from the concept of “social construction of reality” affirmed at the middle of the 60s by Berger and Luckmann (1966). It inspired then a new branch of the analysis of public policies. This theory, still relatively recent in Europe, attempts to study the decision-making processes through the instruments mobilized by actors at the different stages of a policy process, from the first step of problem’s definition to the last one consisting of policy implementation. Thus the analysis of public policies via the instruments can be situated at the intersection between the analysis of public policies and the sociology of sciences. 
From the first one, it derives the idea that in order to understand the way in which a public policy emerges, it is essential to seize the sets of actors. In such a vision, it is necessary to open the “black box” of organizations, to observe the institutions in action, like Callon and Latour did with the scientific production process. By describing the way in which knowledge is produced through the interactions which take place within the scientific world, Latour showed that science is not a product but a process, which relies on a continuous operation of translation. This translation, regularly reinterpreted, is made by using technical tools which allows connecting information and actors. 
From sociology of sciences it derives the idea that objects are agents exactly as actors who use them. Objects are influenced when they are conceived and used by actors, exactly as actors are influenced by the instruments that they mobilize. It is consequently question of understanding at which point relations can be expressed only if concrete instruments allow them.
We consider, with the authors of this disciplinary branch, that any instrument, device or technique even if “it has been designed for a specific scope (to count, calculate, define, indicate, etc), it also has an intermediate purpose in terms of public action” [Pillon and Vatin, 2003]. On this subject, we have previously showed how instruments answering to seemingly purely technical requirements (more homogeneous and detailed statistical bases in order to allow more reliable traffic analyses and on a broad scale) have, actually, played a fundamental part in the political process. They have indeed affected the reorganization of actors ‘network, legitimating them to intervene within the framework of alpine transport policies and working on the definition of transalpine traffics problem.
The Lyon-Turin project followed a similar process of “concretization”. In the debates having accompanied its life, the traffics between France and Italy constituted the central topic around which actors positioned. The variable of traffic plays a central role in evaluation procedures of any transport project, whose economic relevance and capability to meet the social needs are discussed on the basis of traffic forecasts. So forecasting models used in the evaluation of Lyon-Turin became the instrument to lead the debate on the need for the project. Consequently, they constitute a privileged angle of observation to study the controversies around the problem and the solution considered.

By reflecting on technical work of evaluation and political negotiations carried out in the Lyon-Turin decisional process, we aim at drawing from this example some conclusions on the use of technical instruments inside the decision-making processes. Indeed, unlike the theory of public policies analysis via the instruments which normally has not normative purposes, our study considers a practical purpose. Starting from an “intermediate” goal, which is to answer to recent questions about the causes having generated a new phase of uncertainty as for the realization of the Lyon-Turin project, our final goal is to draw some lesson about the predisposition and the usage of technical instruments in the decision-making processes.  

2. The dimensions of the Lyon-Turin project
The recent developments of the Lyon-Turin project history rise number of questions. Which are the reasons which can explain current tergiversations and the suspension of final decision, for a still unspecified duration and in a very advanced phase of technical works? Where do these tergiversations come from? Which factors have determined or allowed this uncertainty? Which actors have brought them? All these questions are problematic. Indeed, if we follow the life of this project, the current deceleration in the decision-making process appears particularly difficult to explain that this work was configured with the passing of years as a solution able to answer the various aspects of the alpine question.

2.1 Lyon-Turin: 
from the problem’s building to the solution’s legitimization 
The idea of a new rail link between France and Italy was born in a context of growing interest towards the transalpine traffics’ question, which has imposed to the collective attention in a different way in time. The representation of a specific problem of traffics between France and Italy has changed with various factors: the evolution of the economical situation and transports condition, the relations between various actors taking part in the debate and the state of knowledge and instruments available were all elements having an important impact in defining the question. Thus, from an initial concern relating only to the fluidity of traffic flows through the existing infrastructures, we passed to a broader vision of the “alpine question”, which took shape through a large number of controversies. 
The increasing mobility of goods generated by economical and political changes in Europe [Nijkamp, 1993] resulted in a particularly strong increase of traffic flows through this area located in the middle of the continent. Even if the principal axes of transport crossed the Alps on North-South directions, the economic growth of the Eastern European countries and the future enlargement of Europe enabled to foresee strong increases also on the East-West European axes. This is way a fluidity problem on these axes could be argued by local actors: the Rhone-Alps Region, the industry sector’s associations (two promotion committees were set-up: Transpadana in Italy and Transalpine in France), the city and the region of Turin, all these actors defended the need for this project by showing how the risks of saturation on the existing infrastructures could negatively affect their regional economic systems and determine a state of isolation for these territories.
The entry of Europe, which made of transports an essential topic for the economic development, reinforced the deterministic approach in the debate about the realization of this new line. European approach, based on the idea of the “structuring effects” of infrastructures, consisted in a Keynesian vision of the economical policy. According to such a vision, the political rhetoric of the 90’s aimed at showing that prosperity of the European economy was directly related to the efficiency of its transport sector.
From this idea that the integration of the national transports networks was essential in order to support the economic development and to help European integration, the expression of “missing links” was created. Thus, by taking a strong position on these missing links, Europe legitimated itself as an actor of reference within the alpine question, by occupying those transborder spaces where the States had a weaker control. The alpine projects – and the Lyon-Turin among them – gained in this way a European dimension, which they did not have when they first had been conceived. 
In the meanwhile, the rise of environmental concerns resulting from a broad social mobilisation and supported by scientific research, played an important role in setting this project at the political agenda. In fact, as studies on the impacts of transport brought an increasing number of evidences about the environmental aspect of the traffic problem, the charges against the transport’s sector became more and more “real”: the epidemiologic studies established clear correlations between the indicators of atmospheric pollution and the medical damages whilst the analyses on the contribution of each human branch’s activity to the climate change tended more and more to identify transports as the principal defendant.

Developed at the beginning of the 90s, the Lyon-Turin project matched the way the problem of traffics’ growth was posed in Europe. Indeed, the designed solution of building new railway infrastructures through the Alps seemed to give an answer to the three principal stakes enounced about the so called alpine question: to ensure fluidity on strategic axes of communication on a European scale, to pay attention to the territories and the local development, to guarantee the environmental protection and human health. At the end of 90s, the topic of safety came to enrich this framework. The various accidents which occurred in the alpine road tunnels contributed to consolidate the place of the freight transport problem through the Alps among the concerns of local population and to relaunch debates on the Piggyback traffic. In particular, after the Mount Blanc accident, the high capacity railway between Lyon and Turin was more and more advanced as “the” solution for transports problems between France and Italy. 
The good degree of adherence of this project to the way the alpine question of transports was defined has been the factor which allowed it to meet a good consensus: the local support of the Regions, that European one and the need of France and Italy to take care of other alpine countries policies led to the agreement of 2001, according to which the two governments of France and Italy engaged themselves on the realization of the work. 

2.2 Lyon-Turin: which analyse for the decision-makin process ? 

Nevertheless all this unanimity started to weaken after 2001. How can we explain why since the intergovernmental agreement the project came to a decisional stalemate? Why the consensus tends to weakening during the phase of preparation of the final draft between 2001 and 2006? 

Many studies were devoted to this subject, reflecting in particular on the problems of the Italian context, where the project raises more criticisms as well as strong oppositions. The attention of media and analysts was mainly focused on the more visible element, i.e. the resistance of the Italian population which led to the riots blocking, in 2005, the surveys for the geognostic studies in Valley of Suse. Thus, in order to explain the different reception reserved to the project in France and in Italy, a great attention was given to study the differences between the two national decision-making processes, in particular with regard to the practices of participation.
An expertise carried out in 2006 on the behalf of the DG Transports of the European Commission stressed out that the toughening of the Italian opposition has to be interpreted as a consequence of a lack of communication of the government with the population [COWI, 2006]. Such an opposition, increasingly organized and wide, would be then to put in relation to the less and less participative character of the decisional models adopted by this country [Bobbio, 2004; Vittadini, 2006]. And, indeed, a parallel between the two countries on this subject is meaningful. Whereas France adopts in 1995 the law on the preventive and obligatory public discussion for great infrastructures
, in 2001 Italy takes a diametrically opposed decision, by approving a law
 which confers on the central government an absolute power of decision for great infrastructures 
.

However, even in France there has not been any consultation procedure for the Lyon-Turin project
. If it is nevertheless true that this country pays a greater attention to the topic of the communication (for example, RFF – the French railways administrator - engages in a dialogue with the territories and makes a work of collection and diffusion of the information that often RFI – the Italian railways administrator - neglects), it is necessary to seek elsewhere than in the participative procedures the reasons that could explain the different attitude observed on the two sides of the Alps. Some researches, for example, studied the different social composition of these two territories
.
Concerning the decision-making process, we estimate that the problems which the project currently face as for the probability that its realization can be concretized, do not depend solely on the factors having determined (or allowed?) disputes of the Italian population. Since there were no participative procedures either in France or in Italy, the reasons of the present stalemate need to be sought elsewhere, where the project was “built” and the decision negotiated. 

The process of “construction” of the project took place essentially within a narrow decisional arena,  that involved a limited number of “internal” actors, whom we could liken to the concept of “growth machine”
 [Logan and Molotch, 1987]. It is within this restricted group that debate took place about the project, which has then followed its course of “concretization” through an inclusive and concerted lawsuit. Thus, omitting questions about the best practices of governance, this research devoted to study the concertation practices that took place within the “growth machine” of the Lyon-Turin. Using the technical tools mobilised by these actors during debates, we have gone along the process of construction of a shared vision about the problem and its possible solutions within this decisional group, often crossed by important divergences.
The concept of concertation indicates a modality of political elaboration which, in opposition to logic of consensus building among the broadest number of actors (participation), is based on clearly defined partnerships, where actors are known and the construction of the consensus is limited to the “control room”. However, the “control room” of this project was rather broad and composite. “To find the father or the mother of Lyon-Turin seems to be a bold enterprise” (L’Odyssée Transalpes), due to the great number of actors and different organizations which intervened on this project during time. The growth machine was indeed configured like a heterogeneous and moving coalition: heterogeneous because consisting of actors who had divergent positions with regard to the definition of the problem and to the utility of the solution suggested; moving because the actors varied with time, making coalitions and positions change. Within this growth machine, the project was subjected to a work of “appropriation” from various actors. In France, the Rhone-Alps Region and the SNCF assert each one the paternity of the project. Since 1987, the SNCF and the FS (Italian railroads) had thought of a high speed rail link connecting Lyon to Turin, including a long tunnel under the Alps (52 km) both for travellers and goods. The same year in October a conference brought together in Lyon the representatives of the Regions Catalunya (Spain), Piedmont and Rhone-Alps, eager to affirm their will to create strong relations between their three capitals. The conference “Great projects for great cities” approached in particular the high speed railways links. Since this first conception, the project has advanced through a process of successive lockings which has been based on a tangled up play of relations between actors. The regional and local political institutions were supported by the industry sector’s associations (two promotion committees were set-up: Transpadana in Italy and Transalpine in France) and the railways national societies, Sncf and FS at that time. Then an external interlocutor took place, the European Union, which inserted the project inside its trans-European transport network policy. The two States were the last actors to enter this process. They decided to set up a new technical actor, the French-Italian society Alpetunnel, and a new political one, the intergovernmental Commission (CIG), regrouping in a permanent structure the two central governments and in charge for the decisions. 

The question we arise is to know if the debates and the negotiations which took place within this growth machine touched or not the questions and the reflexions which were carried out “outside”, by the scientific world for example, by grass-roots movements or in general by populations. Otherwise, our question is to understand if we can find in the distance between the ideas convoyed in the “internal” process and the ideas affirmed outside (scientific paradigms, systems of values and ideologies of the civil society and the populations) one of the reasons allowing to explain why the consensus began to decline within the decisional group. 

2.3 The changes of approach to the needs of transport: the question of coupling

Concerning transport and economical growth, a new concept was emerging in the middle of the 90s: it is the decoupling idea. Resulting from a societal broad evolution, the question arose whether it was possible to change our model of development into a less expensive one: consuming less space and energy and producing less harmful effects. In other words, starting from the observation that economic growth is always in relation with certain factors, such as transports and energy consumption, the problem was not anymore to know whether transports generate growth or the latter generates transports, but if it is possible to de-couple economic growth from any other related factor. 
The question of decoupling has three different origins.


Ideologically, decoupling is the « reformist » version of the zero growth concept. The latter has been developed during the seventies. Observing that economic growth produces more and more transport consumption and that this one is responsible for increasing harmful effects upon the environment, the economic growth was identified as the first culpable and the suggested solution was to stop growth, achieving so a state of equilibrium. The solution of « zero growth » was supported by studies and models developed in those years. In particular, economists had tried to show how the accumulation process would be clashed with the shortage of the natural resources. Some studies, like the Club of Rome and MIT’s  systemic models [Meadows, 1977], showed that continuous growth in the context of finite resources is unlikely to support current levels of prosperity indefinitely and led to wonder about the consequences this would have created. The only acceptable process, from this point of view, was the stationarity. However the real economic crisis reduced the hold over that thought. Economic recovery became again the main political goal. Nevertheless this did not prevent the some problems and question about the long-term consequences of economic growth to face again a few years later. These questions then resulted in the achievement of a more flexible approach about sustainable development. The idea at the basis of this concept is that it is necessary to research the means that would make growth possible at a lower cost in terms of environmental harmful effects and resources consumption. In other words, we have to find how to decouple economic growth from growth of the harmful correlated factors.

Inside the scientific circle, the coupling problem finds its origin in energy economics. The starting idea, born during the seventies, developed on the basis of the Meadows’s group works. Remarking the exhaustion of finite resources, economists engaged to study the relation linking economic growth and harmful effects it generates. Soon these studies concentrated on the transport sector. In fact, inside the energy sector, the problem of coupling seemed to find a solution thanks to technological improvements and behavioural changes. Actually, these factors would have allowed a reduction in energy consumption in presence of an increasing economic dynamic [Baum, 2002]. The solution, in this case, relied on a technological decoupling, also called “partial decoupling” in opposition of a strategy of “absolute decoupling”. On the contrary, for transports the solution was more problematic. In this sector, the observed dynamics in terms of intensity’s growth of the final oil consumption per unit of GDP showed that only the technological progress was not enough to reduce the pressure that transports’ growth exerted over the environment. Due to the low efficacy of technological decoupling, in the transport context the absolute approach to decoupling had more success. For partisans of absolute decoupling the target was to contain the increase in transport demand without obstructing economic growth. 

Thus some studies in the field of transport economics consacred to analyse the determining factors of transport demand. They highlighted that, since this demand is a derived demand (depending on the needs of other sectors, because freight transports constitute one of several links of the productive chain), intervening on transport sector with traditional instruments, such as prices, costs or infrastructures, is not sufficient to consistently modify transport demand. It is necessary to intervene on all the other sectors where transport demand can be generated: for example localisation systems, production systems, the structure of the industrial and commercial trades. Some forecasting model, aiming at studying impacts of certain factors over transport dynamics and in order to have better and more reliable forecasts, increased variables considered in modelling traffics generation. New researches in transport modelling thus attempted to reduce the excess of simplification contained inside the concept of elasticity, with which in economics we have always studied the sensibility of traffics dynamics to production growth. These models highlighted that whereas classical models relying on elasticity considered that no other factor, excluding the two studied variables, was supposed to change, actually all the other factors change along time and they importantly affect transport demand. Furthermore these models would hide a lack of will of change, because studies founded on past trends do not allow finding factors able to generate a different evolution.

Then the accusation for traditional forecasting models was double. Since they were crystallized, incapable to consider changes and to propose a different vision of the future, then on the one hand, they prevent the debate about evolving. Focusing on the only variable of economic growth, making of it the only factor able to perform a change, this thought brought the debate to an ancient point, reopening the conflict between partisans of zero growth and supporters of growth. On the other hand, empirical observations showed that forecasting results had a low level of accuracy and reliability. This, in a context where conflict tend to be frequent such as transport projects, can constitute an ulterior element to feed controversy. 
Thus some model has tried to integrate the concept of elasticity with other elements, such as distances evolution, changes in the productive sector or logistics. For example, a first solution consisted in considering variable elasticity, allowing to better estimating the impact of changes in the productive sector or evolutions in the industrial economic situation.  

For example, the first Quinquin freight models developed at the LET in the middle of 90s, the national Quinquin freight model (QFN), considered traffics generation as a consequence of the industrial production (instead of PIB) with a variable elasticity according to 11 categories of NST goods (statistical nomenclature for Transport). To remain inside the framework of non-spatial models, where the possibility of a decoupling can not be seized, the cited model separated the determinant variables of tonnage from those determining distance, which was not considered a function of economic growth. So the evolution of average distances was supposed to grow according to tendencies observed for each NST category during the 70s and 80s. This allowed the model to differentiate traffics growth coming from industry increase from traffics growth resulting from increasing distances. 


Following models, as the multi-regional Quinquin freight (QFMR) for example, analysed further factors determining a lengthening of distances by introducing a spatial dimension, which enabled to dissociate short-term dimension of freight dynamics from structural dimension. Part of the evolution of average distances was estimated on the basis of spatial division of the activities. The model allowed by this way to identify the specialization of territories as a multiplying factor of coupling, as this factor generated additional t-km.

The developments of knowledge in transport economics, aiming at isolating those factors which determine an increase of transport demand, weakened theories that made of transports a key element for economic development. This was especially true, as Offner had highlighted it, because empirical studies had seldom managed to isolate the specific effects of an infrastructure over a single territory. This lack of tangible scientific proofs called into question the concept of the “structuring effects” of transports [Offner, 1993]. However the deterministic approach of the “structuring effects” of the infrastructures remained central in debates about the new trans-European transport network, perpetrated – as we already said– during the 90s by the concept of  “missing links”, connecting the prosperity of European economy to the success of its transport sector. A hiatus was occurring between the development of new scientific knowledge and new ideologies, on the one hand, and the rhetoric of certain political speeches proposed to explain the decision to build up those infrastructures, on the other one.

At last, the third dimension of the coupling problem is its political origin. Doubts about the positive effects of infrastructures and concerns about an extremely strong forecasted traffic growth led to notice that it was unlikely to finance mobility’s costs indefinitely. Financial constraints were moreover aggravated by spatial constraints. The latter question was quite true in the case of alpine space, where the spaces are limited and the environment more fragile. Thus, the political dimension joined together questions about transport and questions about environmental, as some traffic studies tried to do. 
The decoupling question assumed a specific territorial declination for the alpine space and in particular some specific questions arose concerning the case of the French-Italian alpine passages, where traffic dynamics are particularly contrasted. Within the framework of the Lyon-Turin project evaluation, questions concerning traffics growth were quite pressing as data showed the persistence of stagnation since 1994 for road traffics and since 1997 for railway flows. Then the question arose whether we could explain this phenomenon whereas the economic growth of both countries was carrying on as well as countries like Spain or Eastern Europe, supposed to be origin or destination for flows passing through this corridor, were knowing at the same time very high growth rates. Thus another question was to know whether the strong traffics growth from East Europe or over the Spain-Italy link was supposed to last and for how long, or if it would have changed, going towards a different model of development, less relying on transport. In other words the question was to know whether it was possible to find some decoupling factor in traffic dynamics of the Lyon-Turin corridor.

Thus the decoupling question was the expression of a broad social thought: affecting various spheres, where it was differently re-elaborated, several approaches and strategies could feed each other reciprocally. Our question is whether we can find a trace of all these debates inside the discussions which took place between actors being part of the “growth machine”. If we can, how did they develop these subjects? In the opposite case, can the distance between the ideas perpetrated within the “growth machine” and those we can find inside scientific paradigms, systems of values and ideologies of the civil society help us to explain why this project is now called into question?

2.4 The Lyon-Turin decision-making process read through an analysis of traffic forecast methods used in the debates 

At its birth the project had a regional range. Conceived by regional actors and developed with the contribution of the SNCF and the FS, it met since the beginning the support of the regional economic actors who set up two committees of promotion: the Transalpine one in France and Transpadana one in Italy. The lobbying activity led by the two committees supported as well propaganda and communication actions towards higher governmental levels and the study activity led by railways societies and the Rhone-Alps Region. The latter had decided to impose its logic of project by realizing technical studies and creating partnerships with technical actors, instead of adopting an administrative approach in the conduction of this dossier. 

It is on the basis of a particularly strong traffic growth, projected without any modifications into the future, that this project was firstly argued by its actors, who aimed at showing the need for this new line. Thus, for example, a study report of 1993 showed a saturation of the whole alpine arc by 2010. In such a prospected situation, “the French-Italian project, first to come into life among all the alpine projects, will benefit from this congestion effect. It will profit moreover from the opening of the new English Channel tunnel linking England to France”(SNCF-FS Report, 1993). Estimations predicted that in 2000 – when the project was supposed to be opened at that time – freight traffic would have reached 9,4 Mt/an without project and 14,1 Mt/an with the realization of the project, the growth rate envisaged in reference situation (without the project) being of 4% per year for railway flows through Modane. The results of these forecasts, except for the assumption of the realization of the project, appear today incredibly precise. According to the alpine statistical source Alpinfo, in 2000 traffic flows at Modane was 9,4 MT. This figure was based on the conviction that the exceptional trends observed during the 80s would reproduce indefinitely by the future. It was not a realistic assumption, like the facts showed us. To call into question this postulate at that time would have been at the same time simple - no commitment had been undertaken yet - and sufficient to dispute the forecast of a saturation of the capacities by 2010. 

If the project could advance to the following stage of its course, it is because figures with which the actors accompanied their speeches contained the elements necessary to connote the project of a wider interest than the simple interregional character it had until that moment. The “construction” work carried out by the decision makers of the Rhone-Alps Region and the two committees of promotion, in collaboration with the SNCF and the FS, made it possible for the project to become European before even seeing its national interest recognized by the two concerned countries. Indeed, the combat to definitively register the Lyon-Turin among the priority projects of the continent was not “obvious for everyone: for the State (i.e. France) there was only one clear priority, it was Strasbourg
, in the hope that that would reinforce the position of the city like European capital” (Pierre Dumas, Vice-Président of the regional Council, charged Transports). By pointing on the induced traffics by the project (+4,7 Mt/an), these actors encountered the ideas contained in the European White Paper of 1993, which made of great infrastructures a fundamental variable for the European economic revival and of “missing links” a central point of the European transport policy. On the one hand, the project could be registered among the priority projects of Essen in 1994
, thanks to the demonstration of its contribution – the estimated induced traffics - to European economic dynamics. On the other hand, Europe could legitimate itself as an actor of reference in the history of the project and the alpine question of transport.

At that time, the preliminary studies led by the SNCF, the FS and the Rhone-Alps Region were not based on an alpine specific traffics model yet. It is only after the engagement of France and Italy on the project, and with the creation of the GEIE Alpetunnel, in 1995, that a first specific model for the alpine arc was set up. The GEIE, made up with equal shares by the SNCF and the FS, began to work since 1996 in collaboration with the CIG
: the two organizations constituted some working groups which regularly met in order to establish together the course of the technical studies and the economic surveys. From this moment, local actors (the Regions and the two committees, Transalpine and Transpadana), which had led the process, were excluded from it. Then they founded the GIP Transalpes, a group which remained more marginal as to the decision-making process (CIG and Alpetunnel) and which realised studies and actions of accompaniment to the decision-making of the two States. 

With the constitution of a single technical actor the two governments increased their control functions and the topic of traffics forecast saw its central role reinforced in the conduction of the “internal” concertation. Since this moment, the project underwent three phases of traffics studies. 
	Study Phase
	Promoter
	Geographical Space
	Data Sources
	Forecast Model
	Global Demand

	1995-2001
	Alpetunnel

(Setec)
	Occidental Alps 

(Vintimille–Chiasso)
	- Specific Road Surveys
- Sncf and Fs data
	Central law : relation between average European GDP and exchanges growth 
	- 145 Mt 

  (2015)
- 200 Mt 

  (2020)


	2001-2003
	LTF 

Phase APS

(Setec)
	Alpine Arc 

(Vintimille-Tauern)
	CAFT 1999
	Idem, but :

- Italian GDP

- Decreasing    Elasticity 

	- 256 Mt 

  (2017)
- 346 Mt

  (2030)


	2003-2006
	LTF 

Phase APR

(Setec)
	Alpine Arc 

(Vintimille-Tauern)
	CAFT 2004
	Idem, but differentiation for economical growth :

- Import : Italian          GDP
- Export : 10countries GDP 


	- 238 Mt 

  (2020)
- 293 Mt

 (2030)



Traffic studies led by Alpetunnel are based on an alpine model which takes into account the Western alpine arc going from Chiasso to Vintimille. The Austrian passages are not included in the model. This model envisages a first phase of generation on the whole considered arc, a second phase of modal split and a third one of flows assignment on the network. The results of simulations were the subject of a first report in 1998 and a final report in 2001, validated by the CIG, on the basis of which the intergovernmental agreement of 2001 was taken. 

This agreement was signed three years after the publication of the “Rapport Brossier” (commissioned by the Ministry for the Equipment) which in 1998, for the first time, called into question the envisaged growth of traffics, showing that internal consensus of the growth machine was staggering. In its final conclusions, the Report recommended to defer the decision on the realization of the work, by completing in the meanwhile works of improvement on the existing railway, waiting to see the effects generated by the policies under consideration in Switzerland, namely the realization of the new alpine railway lines and the opening to the PL higher than the 28 tons (the latter being negotiated with the EU within the framework of the UE-Switzerland agreement on transport). 

At that time, the studies of Alpetunnel did not make it possible to answer Brossier’s critics by proposing the environmental stakes in the argumentation of the need for the work. Indeed, the results obtained at the time showed that the market share of rail was not supposed to evolve considerably: in absence of the project, “the railway system will preserve its current market share”
; with the realization of the project the rail traffic on the Western arc alpine will pass by 2015 from 56,3 Mt/an, without project, to 56,8 Mt/an with the project, that is less than 1% increase, a very bad result for a project aiming at environmental goals. 

Thus, the central question of the debate related once again to the topic of infrastructures’ capacity. It is with the accident of the Mount Blanc, in 1999, that the crisis was solved. Firstly, because this accident relaunched debates on Piggyback traffics. Thus an “autoroute ferroviaire” scenario was studied in the modal split model, making the date of saturation of the existing line anticipate from 2020 to 2014. Secondly, the rise of concerns about safety questions became an important instrument to found the decision. Indeed, these concerns allowed calling into question a part of the analysis developed by Brossier. The latter showed that road capacities between France and Italy were sufficient to absorb growing traffics over 2020. But safety concerns induced to consider restrictive measures for road tunnels. So, a hypothesis of administrative reduction of road capacity was introduced and the merit of a solution (Brossier) aiming at absorbing traffics growth only by road transport was severely criticized, both for environmental and safety reasons. This allowed in 2001 the CIG to recommend the two States “to provide by 2015-2020 an additional railway offer by constructing a new link”.
It is at the end of this phase of study that the project started to “concretize”, when the Franco-Italian summit of Turin (January 2001) gives the starting signal to the international section of the project. The first action the two governments achieved, after having signed the agreement, was the creation of a new promoter, LTF replacing Alpetunnel, accompanied by the dissolution of the GIP Transalpes. The creation of LTF can be seen like a strengthening of relations within the decisional network. Within this group, traffics studies are the necessary instruments to build relations and to negotiate consensus. Since agreements on means are easier to be found than on objectives, discussing about technical tools becomes a manner of organising a space where exchanges and negotiations among actors can be made on less problematic topics. The interviews we realised enabled us to consolidate the assumption of a tightening of the decision-making process: traffic and economical studies were carried out in close cooperation by LTF, the two managers of the national networks - RFF and RFI -and the two governments represented by the CIG.

Whereas relations between the internal actors of this process acquired a permanent character with the creation of common working groups, external relations and exchanges were strongly reduced. It is within these working groups – mixing technical and political actors - that assumptions to be retained in forecasting models and in socio-economic evaluation of the project were discussed in a concerted way by actors. The promoter became thus the node of this network, where actors could meet and their respective visions be discussed.
LTF had the responsibility of carrying out two phases of traffic studies, a first one between 2001 and 2003 (Preliminary Project - APS), which has been approved by the CIG in 2003, and a second one between 2003 and 2006 (Definitive Project - APR). The latter has not been approved yet, whereas according to the intergovernmental agreement at the end of 2006 the two governments should have adopted the detailed timetable of realization of work. 

In LTF’s forecasting model the relation between economic and traffic dynamics remain the central variable of projections. The generation model used by LTF is the same that Setec had realized in 1995 for Alpetunnel. Only two modifications have been brought: the Austrian passes were introduced and the data base changed with the new CAFT statistical base (Cross Alpine Freight Transit). Despite all scientific progress in modelling, as we have previously mentioned, we can seldom find a trace in LTF’s studies of developments that were carried out in the field of transports economics. The assumptions made in such model evolved very little compared to scientific knowledge. In spite of the availability of a detailed data base (the CAFT data base details flows by O/D on a regional detail level - NUTS2), which made it possible to partly solve the limits denounced by Brossier in 1998
, the model used by LTF remains a traditional model, where the demand is estimated on the basis of econometric formulations which bind the growth of transalpine traffics to the growth of Italian economy and of its principal trade partners. The global future demand on the alpine arc is thus controlled by the growth of the Italian GDP, which is considered to have higher rates until 2010 and lower afterwards. That also results in a decreasing elasticity coefficient between the GDP and the exchanges. A possible explanation of a decreasing elasticity could lie in the consideration of the phenomenon of the border effect erosion. Indeed, European integration had amplified elasticity of the exchanges to the economic growth during the years 1980 and 1990. Thus, preserving such elasticity would have led to an explosive increase of traffics. However, this is the only decoupling factor we were able to find in the model used by LTF in both phases of study. Moreover, the comparison with other extrapolation studies (Prognos, 1998; Swiss Service of Transport Study, 1998) shows that the global demand results obtained in 2003 by LTF are higher compared to the value envisaged by other studies. All these studies not only simply extrapolated past trends into the future, but they also envisaged a strong increase of transalpine traffics. 

	Traffic Study
	Geographical Space
	Time 
	Forecasted Demand

	Prognos, 1998 
	Italie – Europe
	2010
	236 Mt

	SET, 1998
	Fréjus – Brenner
	2015
	185 Mt

	LTF, 2003
	Vintimille - Tauern
	2017
	256 Mt 

	LTF, 2006
	Vintimille - Tauern
	2020
	238 Mt 


In February 2003, an Audit Report of the Inspection générale des Finances and the Conseil général des Ponts et Chaussées was published. This publication highlighted a new rise of internal oppositions within the growth machine. The experts called to evaluate the great French projects of infrastructures gave voice to considerations coming from the scientific world. In particular, the experts found fault with the capability of global and macroeconomic analyses to restore a reliable image of traffics evolution. This one, according to experts, “will depend without any doubt on elements such as the growth of international exchanges, the modes of consumption and distribution, the increase in size of markets, the specialization of the manufacturing sectors, the development of just-in-time in industry and in distribution and the development of electronic trade”. Such complexity had to be considered, and evaluation tools and methods, according to these experts, needed to be modified by introducing fine and more reliable analyses. This Audit stressed the fact that the problem of decoupling was passing from the scientific world to the institutional one, without the Lyon-Turin studies took this question into account.  Moreover, concerning the macroeconomic analysis, the experts of the Audit called into question the explanatory capability of GDP in describing freight transport evolutions in a strongly tertiarized economy. Once again, it was not a new criticism: we have previously mentioned the example of the Quinquin Fret models which had judged the index of the industrial production being a more relevant variable in order to explain the evolution of goods transportation. Other models based on this variable were developed, helping to show that the decreasing share of industry in economic systems and the fall of average weight of products were two factors of decoupling.

So, such studies were approbated in a climate of decreasing consensus. In fact, the Audit had explicitly denied the need for this railway: by criticizing the methodologies that were used and the results that were found (railway growth does not result of a modal split, it is only comes from traffics which would have transited by Switzerland; it is improbable that the existing infrastructures will be saturated by 2015), it gave voice to those who wondered whether we could find in enduring traffics stagnation  - observed since 1994 at the French-Italian passes – some factors of decoupling.
The new phase of studies engaged by LTF (APR, 2003-2006) proceeded without any substantial modification in the generation model of the global demand. The data update (from CAFT 1999 to CAFT 2004) obliged to recalibrate the model, but the GDP was confirmed as the explanatory economic variable. The only difference is that the growth of the Italian GDP is not any more the only variable to explain the global demand. As Italy had very weak economic performances since the first phase of study, this variable has been kept only to explain one direction of the global demand (Italian imports), while for the other direction (Italian exports) the GDP of ten trade partners of Italy was introduced as the new explicative variable. However using a less weak variable did not prevent the model from obtaining in 2006 a global demand for 2030 that was 15% lower compared to 2003. 
This result contrasted with the values LTF had obtained from the other steps of modelling, namely the modal split and the assignation on the network. Indeed, the comparison between a lower global demand and a higher specific demand on the corridor of study, has shown in the table below provided to the opponents the arguments to challenge the validity of the decisions taken (this is in fact the only alpine axis on which traffics have stagnated during the last decade).

Base Scenario – Project Situation: 2003 and 2006 Results
	2030
	Globale Demande 
	Lyon-Turin Corridor 

	APS (2003)
	346 Mt
	24,3 Mt

	APR (2006)
	293 Mt
	27,8 Mt


Thus, traffics forecast, which had been the central topic of the debate, allowing the project to transform from its first local dimension to an international and European one, became then the instrument used by certain actors to call in question the reliability of all the studies as well as the utility of such a work. Even if studies show with very high statistical significance that inaccuracy in traffic forecasts is “normal”, with a risk of overestimation higher for rail projects than for road ones [Flyvbjerg and al., 2006], the majority of actors of the growth machine refuses to accept neither these results nor the assumptions which had been fixed in a concerted way before (even the values of GDP and elasticity are contested) and, at the end of the last phase of study (end of 2006), the decision is postponed. In Italy a new controversy arise between local actors and RFI about alternative layouts and a new phase of study becomes. Under the authority of the Italian government new forecasts and new capacity estimation are been elaborating, while possible alternative layouts are under study. Whereas all the actors of the growth machine adopt a centrifugal behaviour with regard to the pivot of the process LTF, only one actor approves these studies results: the European Commission, by realising an independent expertise on the studies led by LTF, try to establish a dialogue with this actor and to reconfirm so, after years of silence, its place within the decision-making process. Will Europe with its intervention relaunch the project as it had made in 1994?
In the meanwhile, during the pause taken by central governments, local actors seem to take again the relay. After six years, the Transalpine committee and a new institution, the CAFI (Conference of the Franco-Italian Alps), initiate in 2007 a new phase of studies on modal split and its success factors, aiming at providing the national decision-makers with practical recommendations about policies that would help rail to increase its market share. The return of old actors and the recourse to a new topic, the modal split, will be useful to solve the phase of uncertainty in which the Lyon-Turin project has been relegated since a few months?
Conclusions

The process of “construction” of the Lyon-Turin project was based on a work of actors which transformed and adapted this project to different objectives and dimensions. The process proceeded primarily within a restricted group of actors, that we have called growth machine. Consequently, the frequently quoted question of the weak participative character of the decisions making-process in great infrastructure projects was only marginally tackled in our study. 
A first conclusion consists in observing that this process has been characterized by two different phases.
The first is an ascending phase, in which the project has advanced through different and successive stages of lockings. Each locking has corresponded to a change of statute for the project. The latter has been able to adapt to different territorial dimensions and to respond to different strategies. This work of transformation undergone by the project was founded on the topic of traffics and it was carried out by mobilising the instrument of traffic forecasts. It is by conducting traffic studies that actors who had initially conceived the idea of a new alpine rail link, the Rhone-Alps Region and the SNCF, could make this idea evolve from a regional dimension to a European scale. So the project became European even before having a national interest for the two countries in charge for its realisations. The success of this initiative was based on a common approach of Europe and local actors to the economic policy of revival. Sharing the same objectives (to support regional development) and the same vision of the political solution (by the “structuring effects” of the infrastructures of transport), the project encountered the European political speech of the missing links and brought in exchange the useful argument of the increase in international exchanges induced by its realization.
The successive stage of locking consisted in inscribing the project in the national policy of the two countries. This stage was based on the appropriation by the central governments of the instrument of traffic forecast. In 1995, France and Italy created a new technical actor, Alpetunnel, by unifying their two railways operators, who worked under their direct control (CIG). It is through the work that this working group carried out that a consensus could be built at a governmental level about the need for this infrastructure. Thus, France abandoned its sceptical initial position of reserve (“for the State there was only one established priority, it was Strasbourg”, Pierre Dumas) and devoted itself to solve the internal controversies between the various actors who represented it inside the CIG - the five Ministries which brought their seldom convergent points of view there. For Italy, in this first phase, the construction of the consensus inside the growth machine was much less problematic, since all the actors - governmental and economic ones - converged on the idea that it was necessary to give the country the maximum of ways to cross the Alps, its foreign trade resting for a broad part on alpine crossings. Critics, here, came most of all from outside the growth machine: grass-roots movements, citizens, etc. 

With the agreement of 2001 this first phase was concluded. 

When the project seems to concretize, the second phase begins. This a downward phase, where the topic of traffics appears weaker to manage the consensus building between a decreasing number of actors participating in a more and more centralised making-process. The reduction of the internal consensus is able to appear publicly only twice, in 1998 and in 2003, with the publication of two ministerial documents contesting the need for this work. Nevertheless, conflicts were broader and deeper. In order to increase control on these internal controversies, the exchanges with the external world are reduced and so the internal debate within the growth machine becomes less and less permeable to requests and critics coming from outside, i.e. the scientific world, the civil society, citizens. The consequence of such an attitude is double: whereas the consensus decrease within the growth machine, external actors - militants and scientists - produces tools which allows internal actors to argue their contrasting positions. At the same time, the scientific world, having been kept distant from this process with which it had exchanged before, can not play anymore one of intellectuals’ typical functions, namely the creation of consensus. We can observed that, on the contrary, in Italy experts work more and more often in collaboration with grass-root movements bringing them instruments necessary to dispute on a technical and equal basis the decisions taken inside the growth machine. 
At the end of this second phase, debate tends to focus on another topic, which had been on the background until that moment without being mobilized with data and specific studies. Now the speech of modal split starts to be accompanied by specific projects and technical analyses. 
Nevertheless, criticisms against previous studies on global demand forecasting, risk weakening since the beginning the credibility of this new argument. In fact, modal split is contested because, according to some actors, it would be implausible (modal split can not work because rail is not enough competitive and efficient compared to road), it would be inefficient as to goals (other solutions would better allow and at a lower cost to achieve environmental goals, i.e. technological improvements of road vehicles), it would prevent from acting on the true source of the problem (the only effective solution would be then the decrease). The lack of attention towards progress and knowledge achieved in other sector lead the controversies on a static point, focusing on questions which had already been tackled and solved in the past, namely the technological decoupling for transports and the theories of zero growth. The debate is thus likely to crystallize on questions of principle, which will make it improbably advance by the future.

Finally, we can conclude that the reasons enabling us to explain the current phase of suspension of the decision and of reduction of the consensus between the actors of the project can be read in the tools which were used to feed the decision-making process. We can read through these tools a progressive estrangement of decision-makers with respect to advances in scientific knowledge and social ideas. A decision-making process, even if it does not envisage participative procedures, it must however keep a certain degree of opening, it must manage to integrate controversies, by participating and bringing answers.  
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� “ Loi Barnier”. Loi n° 95-101 du 2 février 1995, art. 2.





� “Legge obiettivo”. Legge n. 443 del 21 dicembre 2001.





� Bobbio does not assert that the different reaction of French and Italian residents is explained by the presence of more participative procedures in France than in Italy. However, by analyzing the 


reasons of the strong opposition of the inhabitants of the Valley of Suse, in Italy, against the construction of this infrastructure, he argues that the lack of dialogue and debating procedures surely had an impact in the exacerbation of the opposition.This observation, even if reasonable, does not contribute to answer the question: why the project is accepted in France and not in Italy, since it was subjected to the same type of decisional procedure?





� Here, when the question about initiating the procedures for public discussion (débat public), a contradiction arose. The public discussion, indeed, aim at tackling a project opportunity and its great finalities, at the very early stage of its life. At that time the Lyon-Turin was in a state of advanced technical development. In a process which had advanced until that moment by successive lockings, the public discussion seemed an unacceptable return. Basing on a debate of opportunity (debate “Bianco”), which had intervened in 1993, and on the international character of the project, the idea of a public discussion in France was refused.





� A possible explanation could lie in the sociogeographic differences of the two alpine valleys. The Valley of Maurienne is an old industrial region in reconversion. As tourism is the developing activity, the inhabitants of Maurienne are concerned to accompany this development by changing the image of this valley. Transferring current lorry traffics on rail would help this purpose. Moreover, they obtained a new railway station on the future high speed link [Caille A.M., 2002]. On the contrary, the Valley of Suse, in Italy, is a residential valley. Its inhabitants gravitate towards the Turin metropolitan area to which they are already connected by a very developed transport system (a motorway, two national roads and a railway) which made speak about an over-infrastructured valley. The second ones do not appear very interested by an improvement of the railway offer but they express on the contrary a strong concern towards the embarrassment gotten by work. This attitude made some speak about the NYMBY syndrome, which was disputed besides by thorough analyses of the phenomenon. See for example the article of Gallino L. on the contraposition between general interest and particular interest (Repubblica, 7 dicembre 2005).


� The expression “growth machine” normally indicates networks relying on formal and abstract agreements between public and private actors who are interested in the growth of the economic investments: administrators, elected officials in search of electoral consensus, local contractors in search of means to increase their profits, public bureaucrats in search of autonomy. All these actors tend to form a coalition in order to attract investments on their territory (Elkin, 1987; Le Galès, 2003)


� For France, at that time, the Lyon-Turin project was seen in competition with the Paris-Strasbourg high speed railway project, for which the country hoped to obtain European TEN-T funds. As Strasbourg hosts the European parliament, it was a priority for France to support its institutional role. 





� The Essen list contains the projects forming the trans-European transport network (the TEN-T was introduced as a legal concept in the Maastricht Treaty of 1993).





� The CIG, created in 1996, joined together various ministries of the two countries: the Ministry for Foreign Affairs, the Ministry for Transports, the Ministry for Finances, the Department of the Environment, the Ministry for the Interior. 





� Nouvelle ligne ferroviaire Lyon-Turin, Rapport final de la CIG. Janvier 2001.





� The Report denounced that it was impossible to test a policy or an investment because of the insufficient precision and the excess of aggregation of the available data. 
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