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EXECUTIVE SUMMARY 

 

Aim 

The purpose of this study is to describe the situation of the Outermost Regions (ORs) of the 

European Union regarding interurban passenger transport, paying special attention to their 

current situation and needs. The analysis comprises a thorough literature review 

concerning each OR and comparison tables. Finally, more general conclusions are drawn 

across the ORs and policy recommendations are meant to improve the interurban transport 

systems in question, with the aim of fostering development of the ORs. 

 

Background 

The European Commission seeks to ensure the economic development of areas under 

structural, economic and social constraints. More specifically, The Treaty on the Functioning 

of the European Union (TFEU) lists the Outermost Regions needing specific attention due to 

their remoteness, insularity, small size, and problematic topography, which, among other 

conditions, limit their development.  

 

In this respect, Council Regulation (EEC) No 2408/92 of 23 July 1992 recognized that “it is 

necessary to make special provision, under limited circumstances, for public service 

obligations necessary for the maintenance of adequate air services to national regions”. 

Transport services linking ORs with neighbouring territories often require support by public 

service obligations due to insufficient demand for operating viable private services. The 

White Paper on the Roadmap to a Single European Transport Area published by the 

European Commission in 2011 stresses the need to have mobility plans addressing all 

modes of transport in cities and their vicinity, which implies interurban transport. Further, 

the White Paper makes reference to extending EU transport policies and connections to 

neighbours, also through specific fora (e.g. the EU-Africa transport forum relevant for ORs 

located in the region like Mayotte, La Réunion and the Canary Islands). 

 

In the specific case of the transport sector in the ORs, the European Union has ensured 

different mechanisms to fund a range of projects mostly through the European Regional 

Development Fund (ERDF), and in the future possibly also funds dedicated to the Trans-

European Transport Network (TEN-T; at least for the Canary Islands for which the 

European Parliament has proposed to include two of their transport hubs into the TEN-T 

core network). Moreover, certain funds, such as the INTERREG programme, were 

specifically allocated with the aim of improving OR links with neighbouring territories 

through transnational cooperation. 

 

The uniqueness of each OR and the different nature and intensity of the difficulties they 

face are manifest (Table 1). Each OR has its own specific features, and its problems would 

at first seem best addressed and tackled individually. In general, all ORs are highly 

dependent on the provision of external resources by both their Member State and the EU to 

ensure cohesion, competitiveness and socio-economic development. This presupposes, on 

the one hand, good air and maritime transport connections with the EU. On the other hand, 

it is necessary to support internal integration in the ORs through interurban transport. In 

this latter respect, the present report reveals multiple gaps and need for substantial 

improvement. Including interurban transport into the EU operational programmes for the 

next budget would help to address the problems of accessibility and inefficient use of 

transport modes. Fostering the use of sustainable energy technologies and organisational 

concepts such as reliable and ICT-supported multi-modal transport could develop the ORs 

and promote them as pilot cases for EU technology, concepts and standards.  
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Table 1: General facts and figures of the Outermost Regions 

Outermost 
Region 

(capital) 

Inha-
bited 

Islands 

Popu-
lation 

(1,000) 

Distance to 
national 
capital 
(km) 

Strategic 
national / 
regional  

plans 

Transport 
policies 

Total 
ERDF 

funding 
(2007-
2013) 
(EUR 

1000) 

French 

Guiana 

(Cayenne) 

contin. 232 7,086 SAR(4) 

SRIT(4) 

The French 

national law of 

internal transport 

“LOTI” provides 

a common 

framework, while 

each regional 

authority is 

responsible for 

the 

establishment 

and 

implementation 

of local plans 

305,000 

Guadeloupe(1)  

(Basse-Terre) 

5 450 6,762 In 2004 

interurban 

transport 

study. 

SAR 

542,000 

Martinique  

(Fort-de-

France) 

1 293 6,863 SAR 417,000 

La Réunion 

(Saint-Denis) 

1 825 9,376 SAR 

SRIT (to be 

approved 

shortly) 

1,014,000 

Saint-Martin 

(Marigot) 

1 36 6,726 None  

Mayotte 

(Mamoudzou) 

1 213 8,051 None  

Azores 

(Ponta 

Delgada) 

9 246 1,447 Only a Best 

practice 

manual 

from the 

Environ-

mental  

National 

Agency 

There is no 

national plan. 

Transport plans 

are developed at 

local level 

996,500 

Madeira 

(Funchal) 

2 248 973 320,500 

Canary 

Islands 

(Las Palmas 

/Tenerife) (2) 

7 2,094 1,739 PEIT(4) 

 

PETCAN(4) 

not official 

There are 

national and 

regional plans. 

The latter has 

not been 

approved 

officially 

1,019,000 

(1) Includes Saint-Barthélemy and Saint-Martin 

(2) Alternated place of Governance 

(3) ERDF and POSEI funding (Programme of Options Specifically Relating to Remoteness and Insularity) are 

by far the most important sources of financial support of the EU to the ORs. All transport projects 

identified by the study team were funded by ERDF, while POSEI is mostly funding agriculture projects. 

(4) Acronyms: SAR: Schéma d’Aménagement Régional, SRIT: Schéma Régional des Infrastructure et des 

Transports, PEIT: Plan Estrategico de Infraestructuras y Transporte, PETCAN: Plan Estrategico de 

Transportes de Canarias 

Source: own compilation 
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Methodology 

Due to the complexity of each case study, this research was conducted in three main 

parallel ways: A thorough review regarding mobility and more specifically interurban 

mobility was carried out for each particular territory. At the same time, various specialists 

and representatives of each OR were contacted in order to gather more information 

regarding the past and current situation of each territory. Additionally, meetings with DG 

REGIO, DG MOVE and the Committee of Regions were held with the focus on EU policies on 

interurban transport in the ORs. 

 

For each of the nine ORs (including Mayotte, an OR as of 1 January 2014) an extensive 

information document was elaborated in order to present and compare the main particular 

characteristics of each territory. These documents are included in Annex 2 of the present 

report. In some cases, most of the document was elaborated by the OR administration, 

while in other cases the information was gathered by the project team from multiple other 

sources. Annex 3 lists contacts who have provided substantive information for the study. 

 

Whilst it was not possible to completely overcome certain problems with the timely 

availability of detailed information, this was remedied by use of direct interviews with 

different regional stakeholders. 

 

Findings and recommendations 

The European Union has not laid down a clear definition of interurban transport nor 

formulated a specific policy of "interurban transport". Interurban transport (apart from 

cross-border links), falls under the Union‘s subsidiarity principle. In the absence of 

interurban rail transport in the ORs, interurban public passenger transport is provided by 

medium-distance bus services, operating within the geographical constraints of small-sized 

islands and the limited road network in French Guiana. In certain ORs where demand is 

insufficient or terrain difficult for large buses, services are provided by minibuses, generally 

as a type of para-transit without schedules and fixed stops. 

 

The concept of interurban transport in this study relates not only to land transport but also 

to inter-island ferry and air transport within each OR, and to a certain extent, on 

transnational links with neighbouring territories. 

 

In the past, the focus of European transport policy for the ORs resided with the limitations 

of their transport systems, and the remoteness of the ORs and their accessibility from/to 

other regions within and outside the EU in particular. The potential for economic 

development and social cohesion identified in the development literature (e.g. Decker 

2011, Sieber 2009) that can be brought about by improved interurban transport within the 

ORs when not neglected, was at the least not fully exploited. Providing mobility options 

other than through (new or better) roads and the private car was given little attention, 

despite our expectation that such improvements could drive the local economies, tourism 

or access to better education within an OR which constitutes a pre-requisite for the strategy 

to build the growth of ORs on research and innovation as proposed by the European 

Commission strategy for the ORs in 2007. 

 

Nevertheless, there exists a number of good examples of sustainable interurban mobility 

within the ORs. They are discussed in this report, notwithstanding implementation 

problems to date due to the negative effects of the ongoing financial and economic crisis. 

 



Policy Department B: Structural and Cohesion Policies 
 

 12 

For instance, the strategic plan of the La Réunion Island which has led to the proposal of 

“esti+” where environmental friendly buses will operate on a 21 km route in order to link 

the three major municipalities in the eastern part of the island by 2015. 

 

In the Azores, the development of the Ponta Delgada city plan was grounded in strong 

public participation led by different local stakeholders, which included retail stores, citizens 

and research centres. Interestingly, local universities have paid special attention to “green 

mobility” through different research projects. In the Azorean island of, Graciosa, a 

renewable energy project (in completion phase) is being built so that in the near future, the 

main source of energy is provided through a combination of renewable sources (wind, 

photovoltaic) and a minor amount of diesel. Once up and running, it will allow the 

possibility to use excess energy for electric mobility. 

 

The Canary Islands' regional transport plan (PETCAN) is a very complete study of all the 

islands which compose the archipelago, covering the intermodal ferry-bus services along 

with the existing and planned interchanges. 

 

Due to the spatial characteristics and the limited size of the islands, it seems that tailored 

bus systems are the optimal mode of interurban transport. Two other transport options 

nonetheless need to be considered when planning interurban transport in ORs: ferry 

transport (both intra- and inter-island if applicable) and modern IT based ride-sharing 

systems. Other options like car-sharing, bike-sharing and electric mobility may be taken 

into account on a case-by-case based analysis. 

 

General recommendations concerning planning and funding can be useful in order to 

effectively improve the interurban mobility in the islands. First of all, the European Union 

should ensure, maintain and reinforce the projects related to interurban mobility of the ORs 

through clear strategies and funding schemes. A balance should be found to support the 

creation and improvement of coherent long-term and sustainable policy concepts and 

programmes, without focusing on investment in infrastructures, which could at times raise 

the spectre of "earmarking" as determining the choice of local infrastructure investments.  

 

Investment in new mobility concepts and technology along with research and 

demonstration projects is necessary and should be fostered. Projects related to renewable 

electricity, smart grids and electric mobility should be encouraged.  

 

As cross-border land transport only relates to French Guiana, transnational transport 

services are performed by air or sea. There are only a few ferry connections with 

neighbouring territories and air service by small aircraft is minimal as demand is low and 

often unsustained. Following declared EU policy in 2008 as part of the assets of ORs to 

intensify their relations with neighbouring territories, transport links also have to be 

affordable. The extension of public service obligations to ferry and air transport in the 

concerned regions may help to make better use of the assets of ORs as outposts of the EU. 

 

Finally, it would appear beneficial that regional authorities manage their own transport 

authority in each OR, except for St. Martin which should develop a solution together with 

the Dutch part of the Island. The objective of the transport authority should be to achieve 

the full integration of the regional transport system, plans, and policies, along with the 

integration of fares and intermodality requirements. This authority should be capable of 

balancing the internal mobility of an OR with external mobility to neighbouring destinations. 

In this respect, tourism and transport should not be decoupled, instead, tourism should be 

seen as an opportunity for economic development and hence facilitate transportation 

system development, taking into account the needs of both inhabitants and visitors. 
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1. INTRODUCTION 

 

1.1. Background  
 

Article 349 of the Treaty on the Functioning of the European Union (TFEU) defines Outer-

most Regions (OR) as regions whose structural social and economic situation is 

characterised by their remoteness, insularity, small size, difficult topography and climate 

and their economic dependence on a few products. In combination these characteristics se-

verely restrain the development of the eight regions which at present have the status of EU 

Outermost Regions; a ninth one will join in 20141:  

 

 the French “Départements” of Guiana, Guadeloupe, Martinique, La Réunion, 

Saint-Martin and Mayotte (the latter from 1 January 20142); Saint-Barthélemy 

has ceased to be an OR; 
 the Portuguese Autonomous Regions of the Azores and Madeira; 

 the Spanish Autonomous Region of the Canary Islands.  

 

Figure 1: Geographical location of the EU Outermost Regions (without Mayotte) 

 

 

 

 

 

 

 

 

 

 

 

 

 
Source: European Commission 

 

These ORs cover a total land area of 100,000 km2 (of which French Guiana alone has a 

share of 84%), corresponding to 2.3% of the total EU territory. The population of the OR 

adds up to slightly less than 5 million or one percent of the total EU population.  

 

The ORs are covered by EU law with the rights and duties associated with EU membership. 

The Treaty specifies that “the Council, on a proposal from the Commission and after con-

sulting the European Parliament, shall adopt specific measures aimed, in particular, at lay-

ing down the conditions of application of the Treaties to those regions, including common 

policies”. Such measures “concern in particular areas such as customs and trade policies, 

fiscal policy, free zones, agriculture and fisheries policies, conditions for supply of raw 

materials and essential consumer goods, State aids and conditions of access to structural 

funds and to horizontal Union programmes”3. 

 

                                           
1  With effect from 1 January 2012, the island of Saint-Barthélemy ceased to be an outermost region of the Union 

and now has the status of overseas territory referred to in Part Four of the Treaty on the Functioning of the 
European Union (TFEU)  (2010/718/EU) 

2  With effect from 1 January 2014, Mayotte will become an outermost region of the Union within the meaning of 

Article 349 TFEU. (2012/419/EU) 
3  http://eur-lex.europa.eu/LexUriServ/LexUriServ.do?uri=OJ:C:2010:083:0013:0046:en:PDF  

http://eur-lex.europa.eu/LexUriServ/LexUriServ.do?uri=OJ:C:2010:083:0013:0046:en:PDF
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Although the transport sector is not mentioned here specifically, transport related issues 

have all along been on the agenda of the EU, the Member States concerned and the ORs 

themselves, as the offer of transport services largely determines the accessibility of these 

regions to persons and goods in view of their remoteness.  In the past, maritime and air 

connections between the ORs and their mainland territories ranked highest on the agenda. 

This has not changed, since it was in the interest of both ORs and national governments to 

include the ORs in the Trans-European Transport Networks (TEN-T) and as beneficiaries of 

the Connecting Europe Facility (CEF). But more recently, other aspects have appeared on 

the political agenda: 

 public land transport services in each OR; 

 inter-island ferry (and air) services in archipelagic ORs; 

 transport services between ORs and their geographical neighbours. 

 

These issues were emphasised by the European Parliament in its resolution of 18 April 2012 

on the role of Cohesion Policy in the outermost regions of the European Union in the 

context of EU 2020 (2011/2195(INI)) where it: 

 

 “notes that a single European transport area should contribute towards ensuring the 

inclusive growth of the ORs, reduce their access gap and combat climate change; calls 

for the establishment of a specific framework to provide transport subsidies in the ORs 

particularly for public transport and to develop maritime transport between the islands; 

calls also for the establishment of logistical platforms and supports the implementation 

of projects such as Motorways of the Sea; highlights the possibilities of the Marco Polo 

programme for the ORs; calls on the Commission to increase the programme's flexibility 

and extend it after 2013 and calls for the Connecting Europe Facility to include specific 

references to the ORs; urges that ORs be included in TEN-T networks and the new 

instrument aimed at facilitating European interconnections”; 

 

 “stresses the importance of regional cooperation for ORs and of the continuation of 

territorial cooperation programmes in the ORs; in this context, advocates more relaxed 

regulations aimed at using more effectively the available funding and completing 

cooperation projects as well as raising the ERDF co-financing rates to 85 %, giving 

greater priority to transnational cooperation and removing, in the case of the ORs, the 

150 km criterion for sea borders in cross-border cooperation; also recalls that the 

special geographical location of the ORs, and the importance of their geostrategic role, 

represent a considerable added value for the European Union in its relations with Afri-

can and Central American countries and the United States of America”.4 

 

The importance of transnational cooperation was stressed in the 2011 “Solbes Report” 

(Solbes Mira, Pedro 2011): “The geostrategic position of the ORs gives the EU a wider 

presence that could be further utilised. The ORs form borders and outposts of the EU in the 

Caribbean Sea, in the Atlantic Ocean (the Azores, Madeira and Canary Islands) and in the 

southern hemisphere (La Réunion). They also provide the EU with a common border with 

an emerging country (Brazil). These territorial bases could allow the EU to reaffirm its 

position in the world, provided that their importance is better understood and their 

geostrategic attractiveness is better utilised. To that end, the establishment of air or sea 

transport links with third countries should be promoted. This would help to diversify and 

                                           

4  The Commission’s proposal on territorial cooperation for the 2014 to 2020 financial period excludes outermost 

island regions whose maritime borders are more than 150 km from cross-border cooperation programmes.. 
However, in its communication on partnership with the outermost regions of 20 June 2012 the Commission says 
that it is ‘open to facilitate OR cross border cooperation on maritime borders across distances greater than 
150 km’ (http://www.europarl.europa.eu/sides/getDoc.do?pubRef=-//EP//TEXT+WQ+E-2012-007031+0+DOC+XML+V0//EN). 

http://www.europarl.europa.eu/oeil/popups/ficheprocedure.do?lang=en&reference=2011/2195(INI)
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internationalise their economies through the development of neighbourhood relations, but 

also through development cooperation and the fight against poverty in their respective 

areas of influence.” 

 

This aspect has also been taken up by the Commission in its Communication, dated 20 June 

2012, on “The outermost regions of the European Union: towards a partnership for smart, 

sustainable and inclusive growth (COM(2012) 287 final): “The Commission will reflect on 

how the specificities of the OR might be taken into account as it prepares for the revision of 

the 1994 and 2005 Aviation Guidelines and the review of the 2004 Maritime Guidelines. The 

Commission will assess requests from Member States to conclude bilateral agreements with 

third countries neighbouring OR, establishing service requirements on passenger transport 

similar to public service obligations contracts under EU law. This could only be envisaged 

when market conditions alone are not enough to attract economic operators, without any 

discrimination among the latter and in respect of the existing bilateral and multilateral 

agreements and relevant state aid rules. The EU will also consider the conclusion of 

agreements with countries neighbouring the OR to liberalise transport and increase 

connections.”  

 

For future discussions and negotiations on the above issues, the EP’s Committee on Trans-

port and Tourism (TRAN) has commissioned the present study in order “to be advised on 

the present situation of interurban transport within the framework of policies pursued in the 

ORs, as well as their perspectives and specific policy proposals for future development”, as 

mentioned in the terms of reference, in order to orient support for effective and sustainable 

transport in the ORs.  

 

1.2. Interurban transport in the context of the ORs 
 

The focus of this study is clearly directed towards interurban transport. A first difficulty is 

that the term “interurban transport” is not defined in the European context, neither as a 

statistical term nor as a policy term (the Commission’s 2011 White Paper “Roadmap to a 

Single European Transport Area – Towards a competitive and resource efficient transport 

system” (COM(2011) 144 final) does not refer to interurban transport services at all). The 

European Parliament resolution on urban mobility (2008/2217 (INI)) considers that inter-

urban networks should "link up major cities, ensure their economic development and 

facilitate the rapid transport of individuals and goods". “Urban transport” lies within urban 

areas and agglomerations, “rural transport” excludes “urban transport” and “interurban 

transport” is neither urban nor rural transport. Interurban transport would generally cover 

long and medium distances, but there is no clear definition of length. As national roads and 

highways link the main urban centres, such traffic is interurban traffic but these roads also 

cross urban areas and a major share of such traffic consists of urban or rural trips. 

 

The concept of interurban transport is easier to define or at least to understand in the 

context of public transport which will be emphasised in this study. Scheduled public bus 

services are normally classified as urban services on the one hand and as interurban (or 

long-distance) services on the other, the latter meaning buses operating between two or 

more urban centres.  

 

As regards transport modes, rail transport can be excluded since it does not exist in the OR 

for the time being5 (there are projects for future construction of light-rail transit schemes). 

                                           
5  Only on Tenerife island (Canary Islands) has a tram (Tranvia) system that links the capital Santa Cruz with 

San Cristobal de la Laguna; however, the two towns have grown together to one single urban or metropolitan 
area. 
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Thus land transport is the main element. As buses share the road infrastructure with 

passenger cars, motorisation and the traffic situation (congestion) are relevant. Where it 

exists as an alternative to staged bus services (large buses, fixed routes, stops and 

timetables), paratransit (minibuses, fixed or flexible routes, no fixed stops and no 

timetable) is covered in the analysis and so is shared usage of means of transport. 

 

Several of the ORs are archipelagos. To connect the different islands, ferry services are 

an essential element for the transport of passengers, goods and vehicles. In addition, if the 

distances are long enough, scheduled air services may also be a relevant mode of 

intraregional public transport. In this study both are assimilated to interurban transport. 

 

In the ORs with their largely varying sizes and population densities, one cannot define 

interurban transport in straightforward, measurable terms or a one-fits-all approach. We 

started by proposing a threshold of 20,000 inhabitants living in an urban area as a point of 

origin or destination for interurban transport, whilst recognising that the diversity of 

situations and conditions highlighted in Table 2 required a suitable degree of flexibility.  

 

Table 2 : Main characteristics of ORs 

 Area 

(km2) 

Islands 

inhabited 

Popula-

tion 

(1,000) 

Population 

density 

(inh./km2) 

Urban 

population 

(%) 

Number 

of cities 

> 

20,000 

inh. 

French Guiana 83,534 continental 232 3 32 4 

Guadeloupe(1)  1,703 5 450 264 16 6 

Martinique  1,128 1 293 260 23 5 

La Réunion 2,504 1 825 330 35 13 

Saint-Martin 53 1 36 671 n.a. 0 

Mayotte 374 1 213 569 n.a. 2 

Azores 2,322 9 246 106 n.a. 4 

Madeira 801 2 248 309 53 4 

Canary Islands 7,447 7 2,094 281 48 28 

(1) Eurostat statistics still include Saint-Barthélemy and Saint-Martin 

Source: Eurostat and own compilations 

 

There are four single island ORs with population between 825,000 inhabitants (La 

Réunion) and 36,000 inhabitants (Saint-Martin) with two intermediate size islands 

(Martinique and Mayotte). On these islands, interurban public transport is exclusively by 

road. Saint-Martin has only municipalities of less than 20,000 inhabitants; here public road 

transport takes place on a smaller scale, comparable to public transport in rural areas. La 

Réunion, however, has 13 cities with over 20,000 inhabitants with up to 144,000 

inhabitants in the capital of Saint Denis. The remaining four ORs are archipelagos with 

Madeira consisting of one major and one smaller island with public road transport on the 

major island and inter-island travel by ferry, with possibly some small air carriers operating 

scheduled flights for business travellers. Guadeloupe consists of five inhabited islands of 

which the two major ones are separated by a narrow sea passage, but united by bridges; 

transport between the main islands and the three outer islands is operated by ferries.  The 

largest archipelagos are the seven Canary Islands and the Azores with nine inhabited 

islands. The 2.1 million inhabitants of the Canary Islands are concentrated on the two 

main islands of Tenerife and Gran Canaria (900,000 and 850,000 inhabitants respectively), 

while two islands have a total population of less than 25,000). Road, sea and air transport 

complement each other in this setting but on the smaller islands, the conditions for 
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organising an efficient public road transport are rather weak. French Guiana, finally, is a 

territory of some 84,000 km2 with a very low population density, as the Amazon rain forest 

covers most of the territory except a small coastal stripe where the majority of the 

population lives. Road access to remote areas is limited. Long-distance travel is done either 

by plane or – where suitable – by inland waterway mostly by small motor boat (“pirogue” 

or river taxi) type. Table 3 gives an overview of the features of interurban transport in the 

different ORs. 

 

Table 3 : Overview of public transport by mode in Outermost Regions 

  Road Ferry Air River 

French Guiana 
mainly along the 

coast x 

only mode for 

access to certain 

remote areas 

only mode for 

access to certain 

remote areas 

Guadeloupe 
medium-scale 

operation 

between Pointe-à-

Pitre and three 

smaller islands 
x x 

Martinique  
medium-scale 

operation 
across the Fort-

de-France Bay x x 

La Réunion 

10 major cities 

(>20,000 inh.) in 

the coastal zone 

around the island 

x x x 

Saint-Martin 

low-scale operation 

with intermediate 

means of transport 
x x x 

Mayotte 
medium-scale 

operation x x x 

Azores 
Medium to low-

scale operation 

between all 

islands  

(seasonal, not 

always direct) 

between major 

islands x 

Madeira 

medium-scale on 

Madeira island;  

low-scale on Porto 

Santo 

between two 

islands 

between two 

islands x 

Canary Islands 
Large-scale to low-

scale operation 

between all 

islands (not 

always direct) 

between major 

islands x 

Source: own compilation 

 

1.3. Transport needs of the local population 
 

During the inception meeting the EP has stressed, that the needs for interurban travel of 

the local population in the ORs should guide the analysis and recommendations of the 

present study. Travel is generally not a purpose in itself. A trip is made for a specific 

purpose, for example the journey to work, seeing a doctor, attending an event, and so on. 

In transport economics, demand for transport services represents the travel needs, but 

these needs are not absolute: they depend on the offer of transport services in terms of 
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means, time, comfort, urgency and price. Transport demand is broken down by trip 

purpose: 

 commuting for work or education 

 business 

 leisure (leisure trips can be broken down into subcategories) 

 

Several modes of transport can be chosen, depending on the availability of means of 

transport: 

 private means 

o car (driver or passenger) 

o motorbike (driver or passenger) 

o bicycle and walking (usually not suitable for interurban transport) 

o staff buses 

 

 public transport 

o taxi 

o paratransit  

o bus 

o ferry 

o plane 

 

 shared transport 

o car sharing  

o ride sharing  

o bike sharing (usually not suitable for interurban transport) 

 

Whilst this study concentrates on public transport services, motorisation, i.e. the availability 

of a car or a motorcycle, must not be neglected. As elsewhere, an increase in motorisation 

results in a decrease in the patronage of public transport. On the other side, increasing fuel 

costs or environmental/climate change awareness may to some extent divert demand from 

private to public modes.  

 

Another aspect is affordability. If a person or household cannot afford to own a car or a 

motorbike, they depend on public transport modes. But even the price charged by bus and 

ferry6 operators and airlines may not be affordable for the most disadvantaged parts of the 

population. The competent public administrations should therefore ensure public transport 

services at a level meeting the demand of the population without access to a private motor 

vehicle by subsidising fares for groups of people in need which such as: 

 pupils/students 

 unemployed 

 elderly 

 poor 

 

The need to subsidise these target groups exists everywhere in the EU. But the problem is 

aggravated in the ORs where personal income is generally lower than in continental Europe. 

In addition, the inter-island transport services by ferry and air may require subsidisation at 

a higher than average level because of lower ridership and smaller vessels and aircraft. 

 

 

 

                                           
6 Ferries may also carry private motor vehicles. 
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1.4. Transport for transnational cooperation 
 

Only French Guiana has land borders, with Amazonian Brazil to the East and South and 

with Suriname to the West. The other ORs as islands or archipelagos depend on maritime 

and air transport services similar to Cyprus and Malta. 

 

The European Union has recognised that the geographical position of many ORs is an asset 

for developing relations with third countries far away from the European continent but close 

to the territory of the Union. Trade as well as social and cultural relations can only develop 

if transport facilities exist. This study aims at exploring where transnational transport 

services exist or are planned or where there is potential for their development.  

 

1.5. European added value  
 

In general the European added value denotes the benefit from EU support which is 

additional to the value that would have resulted from stand-alone activities of the Member 

States. It can be characterised as the synergy resulting from network design and transport 

operation according to European standards. Although European added value is a frequently 

used term in EU legacy and funding rules it has still not been defined more precisely. The 

Commission Staff Working Paper on Impact Assessment (SEC(2011) 1212 final/2) includes 

a number of key terms in section 6.1.4 (“Ensuring highest EU added value for the use of EU 

funds”): 

 multi-modal and cross-border connectivity, removal of bottlenecks and missing links 

 transnational co-ordination of planning and implementation 

 improved conditions for trade with neighbouring and third countries 

 contribution to safety and environmental protection, social cohesion, efficient energy 

use. 

 

A general requirement for European added value is the coherence with the White Paper on 

Transport Policy. As regards the external dimension it indicates that flexible strategies 

should be adopted to facilitate trade, remove obstacles, grant assess to markets and 

ensure the EU’s role as a standard setter in the transport field. Whilst this strategy refers in 

the first instance to EU participation in international organisations and the extension of EU 

transport and infrastructure policy principles to its immediate neighbours it also has direct 

relevance for the ORs. The latter have multiple connections to parts of the World which are 

far distant from the EU mainland, but may be important for spreading EU transport policy 

goals, standards and principles, insofar as the EU can foster the external dimension by 

using the ORs as intermediaries. 

 

1.6. Study content 
 

As visits of the study team to collect information on site were not part of the assignment, 

the study depends on readily available information and expert knowledge. The information 

gathering process had three pillars: 

 

1. internet research including review and selection of literature and previously 

conducted studies / assessments 

2. information provided by each OR in response to a structured request for information 

(template approved by the Client);  

3. consultation of organisations and persons knowledgeable on the subject. 
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The review of documents of key importance for the study can be found in Annex 1. 

Information gathered from the ORs and additional internet search allowed us to fill in an 

information sheet for each OR, attached to this report as Annexes 2.1 – 2.9. Annex 3 

provides a list of contacts made to gather further information. 

 

The analysis of the information contained in the information sheets in Annex 2 is described 

in Chapter 2, focused on the following aspects: 

 

• Geographical, socio-demographic and economic characteristics and trends (including 

motorisation);  

• Existing and planned transport infrastructure (including funding);  

• Organisation of interurban transport markets (land, sea, air): offer, demand 

(including funding, subsidisation);  

• Major problems and opportunities regarding interurban transport;  

• Policies of interurban transport and their implementation. 

 

The analysis of each OR is followed by a comparative assessment and synthesis across all 

ORs (Chapter 3). That analysis leads to conclusions and recommendations for interurban 

transport policies in the ORs within the competence of the EU institutions, in particular of 

the EP (Chapter 4 and 5). 
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2. ANALYSIS OF INTERURBAN TRANSPORT IN THE 
OUTERMOST REGIONS 

 

KEY FINDINGS 

 It is impossible to provide the generic description of a transport system valid for all 

ORs. In fact, each Outermost Region has its own specifics that will need to be 

taken into account when developing measures and strategies to improve their 

interurban transport system. 

 French Guiana is by far the biggest OR with the lowest population density. 

Settlements in the interior are only accessible by river and/or air. Interurban 

transport is concentrated on the densely populated coastal strip with cross-border 

transit to Brazil by bridge and Suriname by ferry. 

 Guadeloupe is made up of four different island groups. The two main islands are 

separated by a narrow sea canal and linked by two road bridges. The three other 

islands are connected by ferry and some also by air. On the main islands, there are 

regular bus services (not at night and weekends), otherwise minibus paratransit. 

 In Martinique almost half of the population lives in the agglomeration of the capital 

city Fort-de-France (170,000 inhabitants). The island is served by 9-seat minivans 

during day time, operated by private companies and authorised by the Conseil 

Général.  

 Mayotte will become an OR on 1st January 2014. There is no local government plan 

for public transport, but private companies operate unscheduled “taxi collectifs” on 

urban and interurban links during daytime. 

 La Réunion is a volcanic island mostly populated along the coast line, so that most 

public transport operates along the coast. Reserved lanes for buses should reduce 

congestion whilst increasing their service image. 

 The small island of Saint Martin is divided between France and the Netherlands. 

Other than public school transport, there is no official public transport. However 

private companies operate paratransit and an interurban bus service among 

Philipsburg (NL) and Marigot (FR). They run every 10 minutes in the peak-period. 

 The Azores archipelago of nine islands is grouped into three spatial groups with 

several hundred kilometres distance between them. Due to their isolation, air 

transport is fundamental, and ferry services are not provided throughout the year. 

The inhabitants are highly dependent on private transport to commute. 

 Madeira is made up of two islands of which Madeira is the main one. They rely on 

ferry transportation to link them. On the main island, road transport is provided by 

private and public operators, but much transport is by private car. 

 The Canary Islands possess the biggest and most diverse transport system of the 

ORs and it differs significantly within the archipelago. They require sea and air 

connections to carry out many essential activities in the main islands. Urban and 

interurban transport is in general provided by road.  
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2.1. French Guiana 
 

French Guiana or Guyane is by far the largest OR with a total area of 84,000 km2, 

compared to the total area of all the ORs of 100,000 km2. French Guyana is the only 

continental OR and part of the South American continent, with borders with Brazil to the 

east and south and Suriname to the west. With 232,000 inhabitants, it has a very low 

population density of 2.8 inhabitants per km2. 

 

Map 1: French Guiana 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 
Source: IEDOM, online 

 

About half of the population lives in the capital Cayenne. Kourou is the second biggest city, 

60 km west of Cayenne. These two cities account for more than 70% of the total population 

and a major part of the GDP. 

 

French Guyana has two main geographical regions: The populated coastal strip and the 

nearly inaccessible rainforest, which accounts for 94% of the total land area. 

 

2.1.1. Socio-economic situation and trends 

 

Over the last 20 years the population of French Guiana has doubled. Its growth rate is the 

highest of all ORs. Between 1999 and 2011, the population increased by an annual average 

of 3.5% and it is expected to double again by 2030 [INSEE, online]. 
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After Mayotte, French Guiana has the youngest population of the French ORs. Almost 45% 

of the inhabitants are below the age of 20. In contrast, only 6.6% of the population are 

older than 60 with compared to the French mainland’s 23%. 

 

GDP increased by an average yearly rate of 4.3% from 1999 to 2007, mainly due to the 

increase in population.  

 

2.1.2. Existing and planned infrastructure 

 
Road 

The official road network of about 1,340 km includes 450 km national, 390 km 

departmental and 500 km local roads. Even by adding the 3,500 km roads with undefined 

status, estimated by the Conseil Général , road density is still very low. 

 

Figure 2: Oyapock River Bridge linking French Guiana and Brazil 

 

French Guiana is separated by the Oyapock River from Brazil and by the Maroni River from 

Suriname. Before 2013 there were no bridges connecting French Guiana with Brazil or 

Suriname. The Oyapock River Bridge (380 metres), opened in early 2013, makes it possible 

to drive all the way from Cayenne to Macapá, the capital of the state of Amapá in Brazil. 

 

Ports 

The main seaport «Dégrad des Cannes» lies on the estuary of the Mahury River close to 

Cayenne. The country’s economy is almost entirely dependent on this port, from where 

98.5% of all the exports and imports are transferred.  

 

All other ports handle freight transport. The river passenger transport boats (pirogues 

taxis) do not have a proper infrastructure. (see section 2.1.3. below). 

 

Airports 

Cayenne has an international airport “Félix Eboué” with two flights a day to Paris, served by 

Air France and Air Caraïbes which together handled 247,000 passengers in 2010. Flights 

inside Guiana go to Maripasoula (27,000 passengers) and Saül (5,000 passengers). About 

half the Cayenne air passengers travel from or to the French Antilles. The local Chamber of 

Trade and Industry manages the airport under concession; it envisages an infrastructure 

investment programme of EUR 9 million. 

 

 

 

 
Source: http://seedsaside.wordpress.com/2011/12/28/amazon/ 
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There are also six regional airports in Saint-Laurent du Maroni, Grand Santi, Maripasoula, 

Saül, Saint-Georges and Régina managed by the Conseil Général, and one municipal airport 

in Camopi. 

 

2.1.3. Organisation of interurban transport markets 

 

The capital city Cayenne and the Conseil Général created a joint venture (SMTC - Syndicat 

mixte de transport collectif) to organise, operate and finance public urban transport in the 

city. 
 

The Conseil Général is the responsible authority. The 2010 convention between the Conseil 

Général and the carriers named TIG (transports interurbains de Guyane) regulates the 

following: 

 scheduled services; 

 continuity of service; 

 passenger safety and travel comfort; 

 regulated ticket fares.  

 

18 routes were defined as part of the reorganisation. Public transport service by bus is only 

possible along the coastal strip. River taxis (named “pirogue”) are often the only possibility 

to make the inland accessible, whilst other places like Säul are only accessible by air. 

 

2.1.4. Major problems and opportunities regarding interurban transport 

 

The low population density and the inaccessibility of a major part of the area renders 

interurban transport to the regional centres impossible. 

 

Along the coastal strip interurban bus services have a reasonably good potential; they 

could extend into the neighbouring countries of Brazil and Suriname. 

 

Safety is a big issue in the public transport sector in French Guiana. To secure the safety in 

school transportation, the Conseil Général organises and subsidises this service. 

 

2.1.5. Policies of interurban transport and their Implementation 

 

The Conseil Général adopted a regional transport plan (SRIT) in 2000 prepared by SETEC 

International with a time frame until 2015. It proposed to invest EUR 406 million on road 

transport (83%), EUR 22.5 million on maritime transport (5%), EUR 17.6 million on river 

transport (4%) and EUR 39.4 million on air transport (8%). Investment in public transport 

was limited to constructing stations and bus stops for interurban passenger transport. In 

fact, many of the proposed investments have not been implemented. Instead the State and 

the local authorities focused on projects not covered by the original SRIT [Geffrin/Labia, 

2011, 18]. 
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2.2. Guadeloupe  
 

Guadeloupe is the largest of the French Antilles territories, located between the Caribbean 

and the Atlantic Ocean. The archipelago consists of five different islands or groups of 

islands. The “mainland” is Basse-Terre to the west and Grande-Terre to the east, separated 

by a narrow channel (the ‘Rivière Salée’). In addition there are three smaller inhabited 

islands: Marie-Galante, La Désirade, and Les Saintes. 

 

Map 2: Guadeloupe 

 
Source: IEDOM, online 

 

In the steep volcanic islands (Les Saintes and Basse-Terre) most of the inhabitants live 

along the coastline. In the flatter limestone islands, economic life is distributed more evenly 

over the territory (La Désirade, Marie-Galante and Grand-Terre).  

 

2.2.1. Socio-economic situation and trends 

 

Guadeloupe’s population was estimated at 404,000 inhabitants in 2010, nearly 1,900 more 

than in 2008. This population increase of 0.6% is slightly more than in Martinique (+0.5%), 

but lower than on average in France (+1.1%) and ten times slower than in French Guiana 

(+6%).   

 

Employment is predominantly in the service sector, whilst the unemployment rate was high 

at 23.8% in 2010 compared to an average for France of 8%. 
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The share of households living in urban high density areas is with just 16% very low in 

Guadeloupe, compared to the other ORs and France (36%). GDP per capita was about EUR 

17,000 in 2010, or 42% lower than the French average. 

2.2.2. Existing and planned infrastructure 

 

The islands of Guadeloupe have no railway system. Maritime transport is limited to the 

islands in the vicinity. As a consequence most of the people and goods travel by road, 

where possible. 

 

Road 

The total length of the road network in Guadeloupe is 2,809 km, mostly in urban or rural 

areas (1,774 km). The Communes are responsible for these roads. Another 620 km are 

under the responsibility of the Départment. The Conseil régional is responsible for the 416 

km of national roads. In 1998 a second bridge connecting Basse Terre and Grand Terre was 

built. As the volume of road traffic is increasing rapidly between these two parts of the 

main island, a new traffic control and information system is under development. The 

system will guide the motorists by using message signs located at strategic points and 

providing information on the current traffic situation (congestions, travel time, alternative 

routes).  

 

Ports 

The Port infrastructure includes 13 multipurpose ports (freight and passengers), 10 fishing 

ports and 22 smaller piers. The ports are under control of the General Council, the 

Communes or the association “Port Autonome de la Guadeloupe” (PAG which manages the 

five most important ports.  

 

Airports 

Guadeloupe has one international airport «Pôle Caraïbes» in the biggest city of Point-à-

Pitre, which received close to 2 million passengers in 2008. There is one other airport in the 

East of “Grand-Terre” in Saint-François. Smaller airports exist in Grand-Bourg, Terre de 

Haut, La Désirade and in De Bailif, totalling 6 airports. The SRIT infrastructure master plan 

des not include any airport project. 

 

2.2.3. Organisation of interurban transport markets 

 

Land transport 

At the initiative of the Region and the Conseil régional, the joint union "Guadeloupe Roads" 

was created in 2007 to provide management, maintenance and operation of public roads. 

 

Public urban passenger transport is currently provided by the municipalities in 12 

Perimeters of Urban Transport (PTU) authorities. The department is responsible for links 

between the different PTU towns.  

 

Bus lines across Guadeloupe are managed by the Conseil régional. Connections between 

two neighbouring PTUs are organised by the Conseil régional or one of the two public 

transport organising authorities (AOTU, autorité organisatrice de transport urbain). Lines 

within a PTU will be managed by the AOTU concerned. The current Conseil régional 

transportation plan needs to be amended and the competence for certain lines transferred 

to the communes. 

 

The interconnections between different networks in terms of pricing, scheduling (origin-

destination lines), frequency and contracts with carriers are poorly organised. All these 

issues require the implementation of an organisation, structuring and cooperation between 

the different transport authorities. 
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Ferry services 

Most local residents use ferries to travel between the islands. 

 

Ferry services are needed for passengers to travel between the different islands. Six 

“official” carriers provide such connexions. 

 

The following table shows the number of passengers travelling by ferryboat between the 

islands and the number of connections provided. 

 

Table 4: Inter-island ferry services and passengers in Guadeloupe (2009) 

 Point-à-
Pitre 

Marie 
Galante 

St. 
Francois 

Les 
Saintes 

La 
Désirade 

Trois 
Rivières 

Basse-
Terre 

T
o

ta
l A

n
n

u
a
l 

P
a
s
s
e
n

g
e
r
s
 

Point-à-Pitre  580,000  25,000    

Marie Galante 3,432  30,000     

St. Francois  208  30,000 110,000   

Les Saintes 312  312   230,000 15,000 

La Désirade   780     

Trois Rivières    2,184    

Basse-Terre    312     

Total passengers per year 1,020,000 

Total services per year 7,540 

Passengers per trip 135 

Source: CopeTrans, 2010, 24; calculation for frequencies based on CopeTrans 

 

The upper right part of the above table shows the total amount of passengers in 2009 

between the destinations. The other side of the table shows the number of ferry 

connections per year. 

 

The annual frequency is estimated by multiplying the daily connections to an annual scale. 

In fact is the number of boats per day is not constant, because carriers often change their 

destinations [CopeTrans, 2010, 24]. 

 

According to a survey, more locals (84%) than tourists (16%) use the ferries. 55% of 

locals visit family members, 31% use them to commute to work, whilst health reasons 

make up another 7%. The Conseil régional subsidises certain connections to assure lower 

rates for locals. Figures of subsidies paid were not provided by the authorities. 

 

Air services 

Since the international airport “Pôle Caraïbes” became operational in 1966, it has been 

managed by the Chamber of Commerce and Industry of Pointe-à-Pitre. The total number of 

passengers reached nearly 2 million in 2010, with more than 50% flying to or arriving from 

Europe. The regional destinations of Martinique and French Guiana accounted for about 

400,000 air passengers in 2010 (22%) and the internal (inter-island) flights for 166,000 

(9%) passengers from Pôle Caraïbes. Inter-island flights service two market segments, a 

“formal” (scheduled) and an “informal” (chartered) segment. The latter is probably more 

important on inter-island routes; it offers more flights and lower prices than the formal 

sector. There is only one official carrier that provides three scheduled connections per week 

to Terre de Haut and four to Marie Galante. This is too little to generate a steady stream of 

clients [CopeTrans, 2010, 245]. 

 

2.2.4. Major problems and opportunities regarding interurban transport 

 

The public bus system needs to be restructured and the different networks interconnected 

in terms of pricing, scheduling of service, frequency and conditions. 
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Information is limited to the basic network plan and the fares, but it was planned to create 

a homepage with complete information including timetables and real-time information 

[Cete, 2010, 16]. This homepage is not yet operational. 

 

Competition between the ferry operators has caused losses in quality and an unstable 

frequency in the supply. The locals are bound to use the ferries, because the air 

connections between the islands are less frequent and more expensive. 
 

2.2.5. Policies of interurban transport and their Implementation 

 

The first Regional Master Plan (SAR) for Guadeloupe was prepared in 2001 and revised in 

2011. In terms of transport, the SAR addresses the following areas: 

• external accessibility of Guadeloupe 

• public and individual transport 

• passenger sea transport 

• non-motorised transport 

• freight transport.  

 

The Infrastructure and Transport Plan (SRIT) is based on two pillars, a diagnosis and a 

strategic plan. The SRIT diagnosis was published in 2012 but the actual plan, which will 

coordinate the different transport modes, is not yet available. 

 

The law on inland transport of 1982 lays down that the General Council is responsible for 

the organisation and operation of interurban public transport services. To improve 

interurban services, the General Council started to reorganise intercity transport, based on 

a study by the engineering and consulting group SYSTRA. The study recommended that the 

Conseil régional should lay down the duties of 11 enterprises in 11 perimeters. The May 

2007 agreement specifies that each company must provide a fleet of vehicles suitable for 

carrying out the public service. However the non-contracted carriers would still capture 

30% of the market-share [IEDOM, 2012, 120]. 
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2.3. Martinique  
 

The French Outermost Region of Martinique is a volcanic island belonging to the Lesser 

Antilles and located 440 km north of the coast of Venezuela in the Caribbean. The total 

area is 1,128 km2 of which 9% is arable land. 

 

The dormant volcano (Mont Pele) in the northern part of the island is one of the main 

touristic highlights. The terrain is mainly mountainous with indented coastlines. The climate 

is subtropical tempered by trade winds with moderately high humidity. 

 

Map 3: Martinique 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 
Source: IEDOM, online 

2.3.1. Socio-economic situation and trends 

 

In 2010 Martinique was inhabited by 394,000 people, unchanged since 2005. 97% of the 

population lives in urban areas; with about 170,000 inhabitants, Fort de France is the 

biggest city. 

 

 The population increased from 325,000 in 1975 to 396,000 inhabitants in 2005; since then 

it has stagnated.  In future up to 2040, it is expected to increase by 7% to 423,000. Like 
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many European countries Martinique is also characterised by its ageing population. The 

share of people under 15 has decreased by 12%, whereas that of people over 65 has 

increased by about 30%. 

 

Unemployment has remained high over the last decade; except for 2005 it has constantly 

stood at over 20%. About 60% of young people under 25 were unemployed in 2011. GDP 

amounted to EUR 7.8 billion in 2009, having steadily increased since 1995 by more than 

60%. Average GDP per capita increased by about 50% to EUR 19,400 per head in 2009. 

According to the latest statistical yearbook of Martinique published by IEDOM the transport 

sector contributed about 3% to the GDP, ranking behind the service, trade, construction 

and industry sectors [IEDOM, 2012b, 130]. 

2.3.2. Existing and planned infrastructure 

 

Several institutions are responsible for the maintenance and development of the existing 

and planned infrastructure. The regional government or the department is responsible for 

roads whereas SAMAC (Société par actions de l’aéroport de Martinique Aimé Césaire) and 

GPM (Grand Port Maritime) are responsible for airports and seaports. Rail transport doesn’t 

exist in Martinique and is not being planned. 

 

Different infrastructure plans deal with climate, air and energy, tourism, urban transport 

and accessibility. 

 

Roads  

The main transport mode used is road transport. The island has around 2,100 km of roads 

of which almost 1,000 km are interurban roads and 1,100 urban roads. There are two main 

bus companies (CACEM [Communauté d'agglomération du centre de la Martinique] and 

CAESM [Communauté d'agglomération de l'espace sud de la Martinique]) providing public 

transport services, mainly in Fort-de-France. 

 

Several infrastructure measures are planned in the near future, Major projects include: The 

TCSP (Transport collectif en site propre) project aims at providing incremental 

improvements to the existing public transport. TCSP will cost more than EUR 245 million 

with a contribution from the European Regional Development Fund (ERDF) of EUR 89 

million. The second phase covers the years 2007-2013 and intends to provide a high-level 

service with 13.9 km of special TCSP lanes exclusively used by public buses.  Total costs 

are estimated at EUR 332 million, with funding shared between the Regional Council 

(33%), the ERDF (26%), private partners (25%), local authorities (10%) and the French 

state (6%). 

 

Ports 

As Martinique is an island most goods are imported and exported by sea transport. The 

Grand Port Maritime de Martinique (GPM) is therefore of vital economic importance. 

 

The only two ports are located in the peninsula of Fort-de-France, so that there is only one 

intraregional connection for passenger transport (Fort-de-France – Les trois Ilets).  The 

Regional Council is studying the organisation of ferry transport. 

 

The neighbouring islands of Guadeloupe, St Lucia and Dominica are the main destinations 

in interregional sea transport.  

 

Airports 

Air transport is also important. The only airport is the “Aéroport International Martinique 

Aimé Césaire”, opened in 1995 with a capacity of 2.5 million passengers per year. In 2010 

about 1.6 million passengers used the airport of which more than two thirds were 

international passengers. Main destinations are France, the neighbouring French ORs and 

other Caribbean Islands. Because of the remoteness of Martinique the international airport 

is expected to play a key role in the development of tourism. 
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2.3.3. Organisation of interurban transport markets 

 

Land transport 

The territory is served by nearly 80 interurban lines of which about 50 are served by 

microbuses (taxi collectifs) and around 30 by coaches. Authorised by the General Council, 

private companies and individuals operate public transport between Fort-de-France and 

other communities. Fort-de-France benefits from a public bus system. There is an 

adaptation of the French online carpooling system (covoiturage-martinique.com) but with 

only 146 members at the end 2011 and no special advertising, the service is still very poor.   

 

Ferry and air services 

Ferries and high speed catamarans provide service to destinations within the greater area 

of Fort de France and to the neighbouring island of St. Lucia, Dominica, and Guadeloupe. 

Except for the connexion between Pointe-à-Pitre (Guadeloupe) and Cayenne (French 

Guiana), air links between Martinique and the rest of the Caribbean are infrequent, 

irregular or non-existent, with relatively high ticket fares, as compared to long-distance 

flights. 

 

2.3.4. Major problems and opportunities regarding interurban transport 

 

The use of the private car is predominant. The car share in commuting amounted to over 

80% in 2009, i.e. ten percentage points more than in 1999. On the other hand public 

transport share fell in the same period by 5%. A major problem is the numerous transport 

authorities and the multiplicity of one-man road transport businesses. 16 different 

authorities organise public transport, leading to conflicts of competence and insufficient 

coordination. 

 

Maritime transportation, which could be an alternative to the land transport, remains 

marginal. One reason could be the absence of an organising authority for this type of 

transport from current legislation.  

 

2.3.5. Policies of interurban transport and their implementation 

 

The main tool for planning land use is the Regional Master Plan (SAR), last updated in May 

2011. There is no other master plan (SRIT) directly concerning transport infrastructure or 

interurban public transport. 
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2.4. Mayotte  
The small archipelago of Mayotte, geographically part of the Comoros islands, is located in 

the South-West Indian Ocean halfway between the North of Madagascar and the coast of 

Mozambique. 

 

Map 4: Mayotte 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 
Source: IEDOM, online 

 

In 1975 the people of Mayotte chose to remain politically attached to France. In 2009 

95.2% approved becoming a French overseas department (which happened on 31 March 

2011. Mayotte will obtain the status of an OR of the EU on 1 January 2014. 

 

With an area of 375 square kilometres and 213,000 inhabitants, Mayotte is densely 

populated at 567 inhabitants per km2, after Saint-Martin (670). It is about six times smaller 

than La Réunion, which is the closest OR, 1,500 km to the South-East. The archipelago 

holds two main islands, Grande-Terre (365 km²) and Petite-Terre (10 km²). The biggest 

city and prefecture is Mamoudzou (Grand-Terre). 
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Mayotte has a mixed population as a result of migration. According to the 2002 census, 

64.7% of the inhabitants were born there, 3.9% in the rest of the French Republic, 28.1% 

were immigrants from the Comoros and 2.8% were immigrants from Madagascar. French is 

the official language; native languages are “Shimaore” (derived from Swahili) and “Kibushi” 

(a Malagasy dialect). 

 

2.4.1. Socio-economic situation and trends 

 

Mayotte’s current population of 212,600 is 14% higher than in 2007 The share of the young 

population is very high. 

 

Total GDP amounts to about EUR 1.4 billion, or only EUR 6,600 per capita, the lowest of the 

OR sand five times lower than that of France. 

  

In 2009 the number of unemployed rose to 7,614, a rate of 17.6%. Though lower than in 

other ORs (27.2% in La Réunion), unemployment in Mayotte is a big issue, as the rate 

among the 15-24 year olds stood at almost 32% in 2010. People with only primary 

education have an unemployment rate of over 23%, whilst but academics are fully 

employed. 

 

2.4.2. Existing and planned infrastructure 

 

The transport infrastructure consists of roads, ports and an airport.  

 

Roads  

The public works administration is responsible for 88 km of national and 137 km of 

departmental roads. No data are available on communal roads. 

 

With only 225 km official roads, Mayotte has the lowest OR km per inhabitant ratio. In view 

of the increasing population, about 80 km of new road should be built to maintain the ratio 

of 945 inhabitants per km. In France there are only 62 inhabitants per km of road. But with 

the exception of a bypass of Mamoudzou, the PADD (Plan d'aménagement et de 

développement durable) recommends not building more roads but using the waterways 

[Conseil Général de Mayotte, 2011, 11]. 

 

To support public bus transport in Mamoudzou, a TCSP project is in process to give buses a 

special lane. This 3 phase project is planned to be completed in 2020 at a total cost of EUR 

200 million. 

 

Ports 

The ports of Mayotte consist of the passenger port (“Gare Maritime”) in Mamoudzou and 

the commercial port situated in Longoni on Grande-Terre as well as the port of Dzaoudzi in 

Petite-Terre. Since 2004, the ports are managed by the chamber of commerce and industry 

of Mayotte (CCIM). 

 

There is a coastal ferry project to link Mamoudzou with Longoni in the North and 

Dembeni/Illoni in the South in order to relieve traffic density around the capital. The project 

is still in the concept stage. 

 

Airport 

The only airport is on in Dzaoudzi (Petite-Terre). Until 2010 it was managed entirely by the 

State. The Canadian company SNC Lavalin won the tender for the management, including 

the construction of a new terminal with a maximum capacity of one million passengers per 

year (today 315,000). Dzaoudzi will be the 7th French airport managed by SNC Lavalin. A 

new runway west of the current one is being planned; its length of 2,600 metres will handle 

large aircraft. This project is expected be completed by 2015. 
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2.4.3. Organisation of interurban transport markets 

 

Land transport 

The organisation of public bus services is limited to the coordination of public school buses. 

In urban areas shared-ride taxis are available. The number of taxi licences is regulated by 

the prefecture and so are fares: EUR 1.45 during the day and EUR 1.65 at night up to 

about 10 km. On interurban routes, bigger buses with up to 50 seats are operated by 

private companies as “taxis collectif”. An interurban bus ride from Mamoudzou to Bouéni 

(41 km) would cost about EUR 5. 

 

With just 84 cars per 1,000 inhabitants, motorisation is relatively low. Nevertheless in 2009 

and 2010 about 1,000 new vehicles were sold, which is high compared to the total fleet of 

17,800. The link between the main economic centres (Longoni-Mamoudzou) is heavily 

congested at peak time [Conseil Général de Mayotte, 2011, 87]. 

 

Ferry services 

As there is no bridge between “Petite-Terre” and “Grand-Terre” (2.6 km from coast to 

coast), the ferry connection is of paramount importance, since the airport is on the smaller 

island whilst thousands of persons commute every day to the larger island. More than 4 

million passengers use the ferry per year. The service has been operated by the association 

STM (Service des transports maritimes) since 2004 [Conseil Général de Mayotte, 2013]. 

 

Fares are regulated and partially subsidised by the local administration. A round trip costs 

EUR 0.75 for pedestrians and EUR 15 per vehicle [IEDOM, 2012, 139]. 

 

There is also an interregional ferry link to the Comoros (Anjouan) with about 31,000 

passengers per year, used to repatriate illegal immigrants; that is why the 24,000 

departures were much higher than the 7,200 arrivals in 2011. 

 

Air services 

All the long distance links from Mayotte are via Madagascar, La Réunion or Kenya. There is 

a daily flight to La Réunion with a guaranteed connection to Paris. 

 

On regional links the private company “Inter Iles Air” serves destinations in the Indian 

Ocean, with a small aircraft of 9 seats, which offers scheduled and charter flights. 

Compared to local incomes the fares are very high on interregional air connections. A flight 

to Anjouan (Comoros) would cost about EUR 160. There are of course no air connections 

within Mayotte. 

 

2.4.4. Major problems and opportunities regarding interurban transport 

 

With just 84 cars per 1,000 inhabitants and lacking of a proper public transport system the 

occupation rate of private cars is of importance and must increase to respond to future 

demand. Ridesharing could be an alternative, but is not currently used by the local 

community [Covoiturage-Mayotte, online]. 

 

For the time being, private companies offer urban and interurban connections without local 

government surveillance. Most buses operate during the day only. After 6 p.m. no more 

interurban buses run and are therefore not appropriate for commuters. 

 

2.4.5. Policies of interurban transport and their implementation 

 

In 2007, a mobility plan was elaborated by CETE (centres d’études techniques de 

l’équipement), proposing several transport infrastructure and public transport projects A 

regional master plan of infrastructure and transport (SRIT) was proposed in 2010 by the 

local government with a horizon of 2020. It consists of 4 axes: 
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 Promote regional development and strengthen the transport infrastructure. 

 Respond to the challenges of mobility and social justice by improving the 

organisation of transport. 

 Respond to the challenges of sustainable development, whilst maintaining 

opportunities for economic development. 

 Respond to tourism requirements. 

 

A tender for certain interurban public bus services was issued recently but the outcome has 

not yet been made public. 
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2.5. La Réunion 
 

Map 5: La Réunion 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 
Source: IEDOM, online 

 

La Réunion is a volcanic island with a growing population of 833,000 in 2010. It is situated 

in the Indian Ocean, 700 km East of Madagascar, 200 km West of Mauritius and over 9,000 

km from Paris. The surface of the island is only 2,512 km2.  

 

Shaped by two main volcanoes, The highest point of the island rises to 3,069 metres (Piton 

des Neiges). The other volcano (Piton de la Fournaise, 2,631 m) is still active. Due to its 

volcanic origin the island is characterised by mountains and coastlines. Most of its social 

and economic life is concentrated in the coastal areas and therefore almost all roads are 

built along the coast. 
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2.5.1. Socio-economic situation and trends 

 

The population rapidly increased at the turn of the century: from 477,000 inhabitants in 

1975 to 821,000 in 2010 (+72%) and is expected to reach one million inhabitants by 2025. 

The pressure on usable building land is already very high today and will increase further as 

the population grows. 

 

The highest unemployment rate was reached in 2004 at over 30%7. Especially the for 

young people8 it even reached 54% in 2007. In 2010 the overall rate was still 28%, about 

three times larger than the average in France. Indeed the unemployment rate in La 

Réunion is the highest of the ORs.  Despite this La Réunion has a higher labour cost than 

the neighbouring Madagascar or Mauritius, so that it is strongly dependent on the mainland 

to which it exports agricultural products. 

 

According to the latest available statistical yearbook of La Réunion the transport sector9 

contributed 3.6% to GDP in 2007 and employed 8,125 persons i.e. 6.1% of the total in 

2010. Over nine out of ten transport enterprises have fewer than ten employees (micro 

business) [IEDOM, 2012, 109].  

 

2.5.2. Existing and planned infrastructure 

 

The transport infrastructure consists of roads, ports and two airports; there are no 

railways. An LRT project “Tram Train” was abandoned in 2010 due to a lack of funding. 

 

Roads 

Most of the roads run along the coast. A transversal road provides connection between 

Saint Pierre and Saint Benoît, via high-altitude valleys. 

 

The road network consists of dual carriageways (7%), trunk roads (13%) and secondary 

roads (80%) with a total length of 5,500 km in 2008. The highway “Route des Tamarins” 

was completed in 2009 linking St Paul and L’Étang-Salé, at a  cost of about EUR 150 

million, of which the EU paid EUR 82 million (55%). 

 

There are plans to build a 12 km long viaduct along the coast between Saint-Denis and La 

Grande Chaloupe “Nouvelle Route du Littoral” at a cost of EUR 22 million of which the EU is 

expected to contribute EUR 12 million (55%), via the ERDF. 

  

To increase the share of public transport, a TCSP project is planned. Urban and interurban 

bus services will be improved by reserving a special lane. This is one element of the TEE 

(Trans Éco Express) programme, which consists of the following pillars: 

 improving the conditions for (interurban) bus services, e.g. special lines for buses, 

 investing in a new bus fleet 

 installing a new governmental transport department. 

 

The project started in 2012 and should be completed by 2017. The overall TEE programme 

is calculated at EUR 250 million with a contribution of EUR 80 million from the ERDF. 

 

Ports 

There is one international port “Pointe des Galets” and five regional ports (Sainte-Marie, 

Saint-Leu, Saint-Pierre, Sainte-Rose, Saint-Gilles) with a total of about 74,000 passengers 

a year. No additional port project for passenger transport is planned. 

 

 

                                           
7  Population between 25-49 years 
8  Population between 15-24 years 
9  Includes passenger transport, air and sea transport, road transport, transport infrastructure management, 

logistics and travel agencies. 
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Airports 

There are two international airports, Roland Garros, situated in the capital St Denis, and 

Pierrefonds in St Pierre, with a total volume of 2.2 million passengers in 2011. 

 

To increase capacity at Roland Garros Airport a two phase project started in 2011. Major 

renewals are adaptation to a new generation of aircraft (Airbus A380) and an extension to 

the West.  

 

2.5.3. Organisation of interurban transport markets 

 

Bus services 

One out of four enterprises in the transport sector is dedicated to passenger transport, the 

rest carry out goods transport. Road passenger transport consists of private cars, buses 

and coaches and (shared) taxis. The “ordinary” interurban passenger transport is organised 

by the Enterprise “Car Jaune”, with 17 interurban lines, connecting 22 towns [Région 

Réunion b, 2012, 74]. 

 

The shared taxis (taxi collectif) are the main and sometimes the only public transport mode 

in the mountain areas.  

 

Ferry and air services 

There is no interurban transport by sea or air. 

 

2.5.4. Major problems and opportunities in interurban transport 

 

As private transport increased the public sector lost share. being chosen in just 6% of the 

daily trips, whilst the private car had a share of 92%10 in 2007 [Région Réunion a, 2012, 

2]. 

 

A major problem for interurban transport is the lack of coordination within the local and 

regional transport supply, whilst public transport does not enjoy a good image [Région 

Réunion b, 2012, 79]. This and the expected increase in motorisation are the major 

problems to be handled in the future. 

 

Because of a significant increase in individual transport demand, the project “Trans Eco 

Express” has been implemented to increase public transport share. 

 

2.5.5. Policies of interurban transport and their implementation 

 

For the French ORs, the Regional Master Plan (Schéma d’Aménagement Régional [SAR]), is 

the main tool for planning land use and establishing the basic guidelines [Région Réunion, 

2011, 4]. The first SAR was established in 1995 and was valid for 10 years. The latest 

version was approved in 2011 and is valid until 2030. 

 

The Regional Plan for Infrastructure and Transport (Schéma Régional des Infrastructure et 

des Transports [SRIT]) is a policy planning instrument for passenger and freight transport 

which focuses on transport infrastructure. It coordinates freight and passenger transport, 

optimises the use of networks, encourages cooperation between transport operators, 

identifies the need for new transport infrastructure and distinguishes changes in transport 

demand and the needs of the passengers [Région Réunion b, 2012, 9]. 

 

                                           
10 Other transport modes are bicycle and walking 
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2.6. Saint-Martin  
 

Map 6: Saint-Martin 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 
Source: IEDOM, online 

 

Saint Martin (French: Saint-Martin; Dutch: Sint Maarten) is a small Caribbean island 

divided between France and the Netherlands. About 60% of the land belongs to France (53 

km2), but the Dutch side has the larger population. In December 2003 the population of the 

French part voted to form a separate overseas department of France. Since February 2007, 

when it finally became an overseas collectivity, Saint-Martin is formally independent from 

Guadeloupe. Nevertheless in many statistics it is still included in the Guadeloupe data. This 

overseas collectivity is not subdivided into municipalities. 

 

At 424 m Pic Paradis on the French side is the highest elevation on Saint-Martin, but both 

sides are hilly with several mountain peaks. Most of the population lives in the valleys. 

There is no large river on the island. 

 

Saint-Martin is the only French overseas collectivity with the status of an OR. It is the 

smallest of all ORs. It is not part of the Schengen Area but there are rarely any border 

checks between the two parts. However, when travelling to continental Europe, passengers 

have to pass border control at the airport. 

 

The island of Saint-Martin is one of the most popular destinations for passenger cruise 

ships in the world, with more than one million passengers per year (two thirds of all 

visitors).  
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2.6.1. Socio-economic situation and trends 

 

The population of Saint-Martin amounted to 37,000 inhabitants on January 1st, 2010, an 

increase of almost 25% over 1999. This small island has the highest density among the 

ORs of almost 700 inhabitants per square meter. In 2008, the number of foreigners was 

13,200, or 36% of the total population. More than three-quarters of the foreigners 

immigrated to Saint-Martin from the Caribbean area, particularly from Haiti (47% of all 

foreigners). 

 

INSEE recorded that 37% of the population was less than 20 years old in 2008, which 

signifies a very young community. But the older (over 60) part of the community also 

increased by 60% between 1999 and 2009 and amounted to 8% in 2009. The average age 

of 25 years has been stable since 1999 [IEDOM, 2011, 22f]. 

 

The labour force consisted of 17,300 people in 2008, or 71.4% of the working age 

population, slightly higher than the French average of 69.7%. Unemployment in the French 

part amounts to 25.5%, about twice as much as the rate in the Dutch part. 

 

The most important employment sectors are accommodation and food services (26.7%), 

trade and repair of motor vehicles (23.2%) and scientific activities and administrative 

services (16.6%)  

 

2.6.2. Existing and planned infrastructure 

 

Roads 

In Saint-Martin one major road covers the French part of the Island. The national roads 

(routes nationales) have a total length of 17.9 km. There are several smaller departmental 

roads (routes départementales) of 15.1 km and the communal roads (voies communales) 

amount to 12.5 km [Policy Department B, 2002, 14]. 

 

Ports 

The island provides four ports: two on the French and two on the Dutch side. The French 

port of “Galisbay” handles freight traffic, whilst “Marigot” is mainly used for passenger 

traffic.  

 

Airports 

French Saint-Martin does not have an international airport. The international airport 

“Princess Juliana” is located on the Dutch part and most overseas visitors enter the island 

from there. 

 

The regional airport of Saint-Martin (l’aéroport Espérance) is used only by smaller aircraft. 

Destinations are mainly Guadeloupe (Point-à-Pitre) and Saint-Barthélemy. With a notice of 

at least 24h before landing, private aircraft can also use this airport. Since April 2011, the 

company SESMA (Société d'Exploitation Saint-Martin Aéroport) has operated the airport. 

According to it there will be considerable investments in the next five years costing about 

EUR 4 million [IEDOM, 2012, 45]. 

 

2.6.3. Organisation of interurban transport markets 

 

Bus services 

Other than public school transport, there is no official bus service on Saint-Martin. Public 

transport is limited to the use of taxis or mini-buses without a fixed schedule and no proper 

organisation. Private cars are the only motorised alternative in this situation [Policy 

Department B, 2002, 13]. 
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Nevertheless, 86 privately owned enterprises offer public transportation. Interurban bus 

services are strictly the affair of private entrepreneurs and have enjoyed no public funding 

of any kind. However, there is an interurban bus service between Philipsburg and Marigot, 

which runs nearly every 10 minutes in the peak-period. Bus stops are indicated in dense 

areas, but it is possible to hop on and off during the whole trip. Most of the mini-buses 

have a maximum capacity of 12 seats [Ministère d’ outre-mer, online]. 

 

The Bus fares in Saint Martin are not fixed. More or less the charges are about EUR 1.50 for 

every town the bus pass through along the journey, such as Philipsburg, Mullet Bay, 

Simpson Bay, Marigot and Grand Case. Final destinations are posted on the front shield, 

but most are bound for either Philipsburg or Marigot. 

 

Ferry services 

The two main ferry destinations from “Marigot” are Saint-Barthélemy to the south east and 

Anguilla to the north, served by several connections per day. In 2010 a total of 116,700 

passengers travelled to Anguilla and 12,200 took the ferry to Saint-Barthélemy [IEDOM, 

2011, 49]. 

 

The ferry service from Marigot to Anguilla runs every half hour during daytime (07:00-

18:30). The estimated time of the journey is 18 to 20 minutes but rough seas or 

unexpected delays might cause longer travel times. The fare for a regular one-way ticket 

would cost about EUR 12 [Office de Tourisme de Saint-Martin, online]. 

 

2.6.4. Major problems and opportunities regarding interurban transport 

 

The bus system as described above may work well for tourists or locals on leisure trips, but 

it is less appropriate for commuting. 

 

The longest trip on the French part of the island is 16 km between Marigot in the West and 

Oyster Pond in the East via the densely populated northern coast line (there is no direct 

road link through the mountains). As there are no separate municipalities, public transport 

in this part may not qualify as interurban transport. On the other side, border-crossing 

public transport between the two capitals of Marigot and Phillipsburg (11 km) and between 

Marigot and the international airport Princess Juliana (9.5 km) must be considered 

interurban transport. 

 

The inter-island traffic by ferry or aircraft is based on tourists, so that the fares are barely 

affordable for locals. 

 

2.6.5. Policies of interurban transport and their Implementation 

 

Public transport by road, sea and air is operated by private operators. None have obtained 

any subsidies or funding of any kind in establishing their companies. 

 

There is no transport or infrastructure master plan for Saint-Martin. 
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2.7. Azores  
 

The Azores archipelago is located in the North Atlantic, approximately 1,430 km from 

Lisbon and 3,900 km from the east coast of North America. It consists of nine islands of 

volcanic origin, divided into three groups:  

 The Western Group: Flores and Corvo 
 The Central Group: Pico, Faial, Sao Jorge, Graciosa and Terceira 

 The Eastern Group: São Miguel and Santa Maria 

 

The Azores are one region (NUTS 2 level); there is no further subdivision at NUTS 3 level. 

 

Map 7: Azores 

 
Source: Nunes Braga, A. (2010) 

 

The nine islands have a total area of 2,333 km² and 245,000 inhabitants. Even though São 

Miguel only has one third of the total area, it has more than 50% of the total population. 

 

The Azorean population is a young one; in fact the Region has the highest population of 

people among 0-14 years of all Portuguese regions and the lowest of elderly people (65 and 

over). 54% of the population is between 25 and 64 years old [Calado et al., 2010, 18]. 

However, the increase in longevity and fewer births have started to change the 

demographic profile. 

 

2.7.1. Socio-economic situation and trends 

 

The islands which contribute most to the economic growth are São Miguel (over 50% 

Azorean GDP) and Terceira (30% Azorean GDP). GDP per capita in the Archipelago is about 

EUR 13,900. Most people at work in the Azores are in the tertiary sector (65%); 24% in the 

secondary sector whilst the primary sector accounts for 11%. In 2010 the unemployment 

rate was lower in the Azores (7.7%) than in the mainland (10.7%). Still, it has notably 

increased in recent years: in 2011 12,800 were unemployed, 30% of them being between 

25 and 34 years old. 
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The Azores recently decided to make tourism the basis of their economic development, on 

account of the beauty of their landscapes and the opportunities for marine and water sports 

most of the year. Nevertheless, agriculture and fishery are still important in the economy. 

 

The Azores are highly dependent on external energy and food supplies. Their renewable 

energy potential has not been fully exploited and they fully depend on the import of 

different oil products. In São Miguel, 40% of all oil products’ consumption is used for 

transport [Calado et al., 2010, 13; Camus and Farias, 2012, 153]. 

 

2.7.2. Existing and planned transport infrastructure 

 

Roads 

The Azores have 1,373 km of roads of which 38% is considered as class 1; and 58% as 

class 2. They recently started to build bicycle lanes, although this is mostly for sport rather 

than daily transport. Cyclists feel unsafe and not respected by car drivers. Old rocky 

pavements and hills provide problems. There are a few electric vehicles on the road. 

Shared rides are not well established. Due to the lack of an efficient public transport service 

or taxis (too expensive for the local population), Tourists tend to rent a car to get to 

different locations within the islands.  

 

Ports 

The Azores are well equipped with ports essentially for local inter-island transport: Ponta 

Delgada (São Miguel), Praia da Vitória (Terceira), Horta (Faial), Vila do Porto (Santa Maria), 

Praia da Graciosa (Graciosa), Calheta and Velas (S. Jorge), S.Roque do Pico and Madelena 

(Pico), Lajes das Flores and Santa Cruz (Flores) and Vila do Corvo (Corvo). In 2011 they 

had 486,100 trips by ferry. In general terms, they have the same amount of trips by sea or 

by air within the archipelago. 

 

Airports 

The Azores have 9 airports of which three are international (Santa Maria, São Miguel and 

Terceira) while the rest are mainly for regional flights (Faial, Graciosa, Sao Jorge, Pico, 

Flores and Corvo). In 2012, 431,000 incoming passengers were inter-island, 768,000 from 

the mainland to the Archipelago and 55,000 were international, with similar numbers of 

departing passengers [SREA, online].  

 

2.7.3. Organisation of interurban transport markets 

 

Each Island arranges its public transport network and there are different levels of 

connections to the other islands, the mainland or foreign countries. Terceira, Faial and Pico 

have relatively good connections by ferry. The other islands are also connected by boat but 

with lower frequencies. In every case, the availability and frequency depend on the season.  

 

Bus services 

Public bus transport is rather poor and the proportion of private transport is high. Bus 

systems are managed by private companies. In many cases, buses only run a few times a 

day with no services on weekends. São Miguel and Terceira have relatively better bus 

services with more frequent buses than the rest of the islands.  

 

São Miguel, Santa Maria, and Terceira count on private consortia of different bus companies 

to provide urban/interurban services. On the other hand, Graciosa island has a public-

private cooperative of bus services (Sociedade por Quotas), with a public share of 78%. 

Pico has very limited bus services (i.e. in some cases they run only once a day). Faial has 

minor bus services, with small buses that run within the urban area of Cidade da Horta. 

Sao Jorge also has limited bus services. In the western group, Flores has minor bus 

services whilst Corvo is a small town without a bus system. 
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Ferry services 

The archipelago is better connected by air than by sea throughout the year. By sea it takes 

three hours to get from Santa Maria to São Miguel from May to October (Eastern group). 

The same happens to the islands of the central group, such as Terceira; from May to 

October a ferry connects all the islands, while the western group has these connections 

only between June and September. 

 

Air services 

In most cases daily flights exist to the different islands. Ponta Delgada (São Miguel) is the 

most important airport in the Azores, and connects the islands with inter-insular, national, 

and many international destinations (SATA, SATA-Air Azores and TAP). It is possible to fly 

to Madeira as well. 

 

In second place Terceira (Lajes airport) also counts with some daily inter-insular, national, 

and international flights (for example daily inter-islands flights to São Miguel and Faial, 

daily connections to Lisbon).  

 

2.7.4. Major problems and opportunities regarding interurban transport 

 

In 2011 inhabitants spent 12.3% of their annual expenditure on transport, whilst the rest 

of Portugal spent a little more (14.50%) [SREA, 2012]. However, the proportion of car 

usage on daily journeys has increased significantly and is the highest nation-wide, doubling 

from 24.3% in 1991 to 51% in 2001. In 2007 it was also the Portuguese region where 

most new cars were sold per 1000 inhabitants (27.3). In order to diminish congestion 

problems in Ponta Delgada, a very interesting study was carried out by Gil, A., et al., 

[2011]. It sheds light on the problems facing the population regarding public transport and 

how it can be improved with the aid of different local stakeholders over the long term. In 

order to achieve success, each stakeholder was put in charge of a specific task. This work is 

a good example of a collaborative research programme from the University of the Azores 

and of its practical application, with recognized positive outcomes like less congestion and 

higher modal-share of environmental friendly modes.  

 

Finally, good attempts to improve mobility in the islands, using green energy and research 

projects on mobility, car-sharing and carpooling have also taken place. 

 

2.7.5. Policies of interurban transport and their implementation 

 

Portugal and its autonomous regions (Azores and Madeira) have had access to structural 

funding from the European Commission since 1986, to promote sustainable mobility and 

the improvement of links within the archipelago, Madeira, the Canary Islands and the 

mainland. On the other hand, routes connecting the Azores with the mainland or other 

islands are subject to Public Service Obligations (PSO) and the national government 

therefore has to ensure that minimum services are provided. However, the public company 

ANA (Airports and Air Navigation) is currently undergoing a privatisation process and four 

of the Azorean airports will become concessions, which could put the minimum level of 

services at risk. Moreover to reduce negative environmental and health impacts, the 

Sustainable Mobility National Programme was created to develop balanced and sustainable 

solutions. Fifteen Universities and research centres participated in this initiative. To develop 

and implement sustainable mobility plans, Ponta Delgada, in São Miguel island, was 

selected, because most of the services, businesses and industries are concentrated in this 

area. Different research programmes were funded (see for example the project MIT 

Portugal Green Islands Azores) to improve sustainability and mobility in the islands. 

However recent budget cuts have cancelled all these projects, despite the positive results, 

as for example, the one in Ponta Delgada (see section 2.7.4).  



The Orientations and Policies of Interurban Transport in the Outermost Regions 
 

 45 

 

Source: Vacances-location (2013) and Googlemaps (2013) 

2.8. Madeira  
 

The archipelago of Madeira comprises eight islands of which only two are inhabited: 

Madeira and Porto Santo. They are of volcanic origin with a total area of 801 km² and are 

located in the middle of the Atlantic Ocean, about 660 km from the African coast, 980 km 

from Lisbon, 400 km from Gran Canaria and 880 km from the Azores. 

 

Map 8: Madeira 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

Porto Santo has a different geomorphologic constitution; it is 9 km long and almost flat, 

with poor soils which limit agriculture. Madeira has high peaks and cliff sand the capital 

Funchal is surrounded by mountains and its agricultural area takes up only 9% of the total. 

The area above 1,000 metres makes up one fourth of the total, of which only 11% has a 

slope below 16%. 

 

2.8.1. Socio-economic situation and trends 

 

The total population is around 247,400 and nearly 98% live on the island of Madeira. 

Although most of the inhabitants are 15-64 years old (70%), the region faces an aging 

population problem. The city of Funchal is the main economic centre and its population is 

mostly concentrated in the southern part of the island. 

 

The service sector and in particular tourism is the main driver of the economy in the 

archipelago. Therefore, fostering tourism requires the construction and rehabilitation of 

different types of infrastructure and the improvement of air and maritime transport. 

International tourism comes from United Kingdom, Germany, France and Spain. According 

to the SIEMAC [online], tourism contributed a gross value added of 7.4% in 2007. In that 

year, employment in the tourist sector was equal to 11.3% of total employment. 
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2.8.2. Existing and planned transport infrastructure  

 

The islands possess two airports, in Madeira and Porto Santo. In 2011 they moved a total 

of 1,190,000 passengers of which 96% in Madeira airport. Both airports are owned by the 

regional government and managed by the central government through the public enterprise 

“Aeroportos e Navegação Aérea”, which is now undergoing a privatisation process. 

 

Ports are planned and managed by the regional authority. There are two main ports for 

passengers: Funchal, and Porto Santo, which are used for transport between islands and 

international cruises. They received around 527,000 cruise passengers in 2011 and the 

number of inter-island trips was 313,000. There are also some small ports along the coast 

of Madeira, supporting small fishing communities and catering for recreation and nautical 

leisure activities.  

 

There is no passenger maritime connection with the mainland, so that the region depends 

entirely on air transport to ensure territorial continuity. 

 

For the airports and ports in Madeira, financial resources came from EU funds, EIB loans 

and the regional budget. 

 

The ‘Lei de Meios’ (Law no. 2/2010 of 16 June) was promoted to fund construction of the 

Main Pier. This Act provided the extraordinary financial means which the National 

Government granted to the Autonomous Region of Madeira, to carry out the reconstruction 

of the areas affected by the storm which hit the region in February 2010. 

 

The archipelago has 648 km of roads, of which 7% are classified as class 1, 15% as class 2, 

and 78% as class 3. Funchal’s main network consists of radial roads built along rivers and 

transverse roads at altitudes between sea level and 200 meters. Roads are in the 

competence of the regional government. At present and until 2015, the region will receive 

minor funds from the EU to finance road investments. There is no rail infrastructure in 

Madeira.  

 

There is also no major/coordinated infrastructure plan. Each entity plans its infrastructure 

investments according to the guidelines of the Economic and Social Development Plan of 

the Autonomous region of Madeira (2007-2013) and the existing national government 

programme. Nonetheless, the European CIVITAS initiative [online] promoted the CIVITAS 

MIMOSA project to evaluate the local mobility situation and trends of Funchal. 

 

According to the EU Decision of 7 July 2010, the Madeira Region’s road network is not part 

of the TEN – T core networks, unlike that of the Canary Islands. According to the 

Portuguese authorities, despite the fact that Madeira ports and airports form part of the 

European Transport Network, investment in this infrastructure was not considered a 

priority. 

 

Part of the existing road and port infrastructure was financed by the ERDF and the 

Cohesion Fund, with domestic funding provided by the budget of the Region. 

 

In general terms, transport infrastructure not funded by national or EU funds is financed by 

the budget of the Region. 

 

2.8.3. Organisation of interurban transport markets  

The planning, finance and administration is done at the regional level, according to the 

Political and Administrative Statute of the Autonomous Region of Madeira. However, 

national Portuguese legislation also applies to the Madeira Region in the field of transport. 
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Bus services 

Public transportation is provided by both public and private operators. Public operators are 

two: “Horários do Funchal Transportes Públicos S.A.” (HF) is the unique urban operator 

because it runs only in the municipality of Funchal, whilst “Companhia de Carros de São 

Gonçalo S.A.” , 100% owned by the HF Group, is one of the interurban operators. The 

regional economic and financial adjustment program stipulates that the HF Group will be 

privatised, probably still in 2013. All other operators are private. Four of them carry out 

interurban services: “Sociedade de Automóveis da Madeira”; “Empresa de Automóveis do 

Caniço”; “Transportadora Rodoviária da Madeira”, and on the island of Porto Santo “Moinho 

Rent-a-Car”.  

 

In both cases, bus services are not well organised. For example in Madeira, for urban trips, 

buses run approximately every half hour, but on interurban trips, they only run every hour. 

The service in Porto Santo is even more limited, sometimes running every hour, but there 

is a bus that waits for the people coming in by ferry to take them downtown. 

 

Ferry services 

Regarding sea transport, the islands had around 37,000 international and 311,000 regional 

passengers. Of those international trips, 14,400 had their origin/destination in the Canary 

Islands and 22,300 in Portimão. The regular ferry transport of passengers by ferry is a 

public service concession until 2025, and there is only one ferry operating in the 

archipelago. The islands count with two ports, one in the Madeira, also known as Port of 

Funchal, and the other one in Porto Santo. There are a number of small ports along the 

coast of the islands, which are used by small fishing communities and for recreation and 

leisure nautical activities. 

 

From 2008 to January 2012 the Madeira Region had a scheduled ferry service for 

passengers and goods to the Canary Islands (Tenerife and Las Palmas) and the Algarve, 

operated by a private Spanish operator, which has now ended. 

 

Air services 

There are two airports in Madeira. The Madeira airport is the main one and the Porto Santo 

airport is smaller and with less aircraft operations. Only 4% of the islands’ air transport was 

for regional passengers. This implies that ferry transport is quite competitive, especially 

when time cost is taken into account since it is possible to get to Porto Santo from Funchal 

in two and a half hours. 

 

2.8.4. Major problems and opportunities regarding interurban transport 

 

From 2012 to 2015, the Autonomous Region of Madeira is subject to an economic and 

financial adjustment program “Programa de Ajustamento Económico e Financeiro da Região 

Autónoma de Madeira” (PAEF-RAM), designed to improve its financial situation and the 

sustainability of public finances. This program will be updated regularly in order to ensure 

compatibility with the economic and financial assistance programme (PAEF) of the 

Portuguese Republic. 

 

The privatisation of the national airline TAP Portugal is of some concern because it may 

threaten the minimum necessary air connections between the Portuguese Mainland, 

Funchal and Porto Santo, which could restrict Madeira’s external accessibility. 

 

Motorisation has notably increased in the last decade, probably due to the lack of public 

transport whereas the provision of public by bus has not increased significantly. 

 

Finally, it should be pointed out that there is a lack of integration of different transport 

operators into one single transport system which could improve the management and the 

services provided to the population.  
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2.8.5. Policies of interurban transport and their implementation 

 

There are no integrated policies for interurban transportation. In fact most of the 

infrastructure for commuting in the island is its road network. However, the regional 

government of Madeira is meant to plan and promote these public services, whilst the lack 

of a transport authority that could manage and integrate the bus system limits the scope 

and applicability of policy measures. 
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2.9. Canary Island  
 

The archipelago of the Canary Islands is one of the 17 Autonomous Communities of Spain. 

It comprises seven volcanic islands: Fuerteventura, Gran Canaria and Lanzarote which form 

the province of Las Palmas, and El Hierro, La Gomera, la Palma and Tenerife belonging to 

the province of Santa Cruz de Tenerife.  The urban areas are surrounded by cliffs, hills and 

valleys so that connecting them is problematic. In order to reduce travel times, the 

construction of major civil works such as tunnels and bridges is necessary. The Canary 

Islands are a NUTS 2 region; each of the seven islands is a NUTS 3 region. 

 

Map 9: Canary Islands 

 

 

 

 

 

 

 

 

 

 

 
 

 

 

 
Source: GRAFCAN (2013) and Googlemaps (2013) 

 

2.9.1. Socio-economic situation and trends 

 

In 2011 the Region had a total population of 2,120,000 inhabitants [ISTAC 2012, 6]. Most 

of it is located in the two main islands, 40% in Gran Canaria (Capital of Las Palmas), and 

43% in Tenerife (Capital of Santa Cruz de Tenerife). People living in the farthest islands (e 

e.g. El Hierro) are said to suffer from a double insularity since they live far away from the 

local main activities and services (such as public offices) located in the main islands. In 

order to tackle this problem, minimum transport services by sea and by air are offered to 

the population by law. 

 

They therefore benefit from a special value added tax “IGIC” which is 7% instead of the 

21% for the rest of the peninsula (called IVA in Spain). Likewise, fuel is much cheaper in 

the Canary Islands (around EUR 1.15 per litre, but EUR 1.50 in the rest of Spain). 

 

In 2011, the Canary Islands received a total of 10,300,000 foreign tourists by air, or an 

18% share of the total foreign visitors to Spain, whilst only 2.3% of regional trips between 

Autonomous regions were made to the Canary Islands. 

 

The Islands have a very high rate of unemployment, 33% at the end of 2012, compared 

with an average of 26% in Spain [INE, online]. 82% of the people in the islands work in the 

service sector including tourism, which is mainly foreign, particularly from Great Britain and 

Germany, whose economies are not suffering major economic constraints. Nevertheless, 

unemployment has recently increased in the Region. On the other hand, only 3.6% of the 

population works in agriculture and 14.9% in secondary activities including construction. 
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2.9.2. Existing and planned transport infrastructure 

 
Land infrastructure 

The Canary Islands have 4,250 km of roads. The regional government and the local 

authorities (Cabildos) are in charge of maintenance, whilst the national government is in 

charge of construction funding. There is only one tramway in the region, the Tranvia de 

Tenerife, 16.1 km long with 27 stops which runs in the metropolitan area. Two railway lines 

are planned, one in Tenerife and the other in Gran Canaria, funded by the Cabildos.  

 

The Islands government has tried to improve inter-modality by building new transport 

interchanges such as La Laguna, and Santa Cruz (Tenerife); Santa Catalina, San Telmo, 

Tamaraceite (in Gran Canaria), in some cases with more success than in others.  

 

Ports 

The most important ports are managed by “Puertos del Estado” (National Authority). The 

smaller ones and the ferries are managed by the regional government via “Puertos 

Canarios”.  

 

Being part of the ORs, this archipelago has received various ERDF fundings (especially from 

axes 4, 8, and 9). In this respect, the regional government tried hard to have the Canary 

Islands included in Trans-European Transport Core Network. It considers that Tenerife and 

Gran Canaria should be considered as main network nodes of the airport or port networks. 

Therefore, Corridor 7 should be extended from Lisbon to the Canary Islands. After 

considering the amendments proposed by the European Parliament, the TEN-T guidelines 

included both the port and the airport of Gran Canaria, but not of Tenerife. 

 

Airports  

There are eight airports (each island has one, except Tenerife which has two). It is the 

National Government (via AENA) which is in charge of their management.  

 

Since 1998 the Minister of Public Works in conformance with EU legislation declared some 

routes as being under public service obligation - PSO (by air or sea). By air implies that a 

minimum of trips, frequency, seats and timetables should be maintained. However, only 

some routes receive a subsidy: the ferry service El Hierro-Tenerife (regional funds EUR 3 

million/year); and two air services: La Gomera-Tenerife N-Gran Canaria, and El Hierro-

Tenerife S-Gran Canaria (national funds EUR 2.5 million/year). 

 

2.9.3. Organisation of interurban transport markets  

 

People registered in the islands benefit from a 50% subsidy for trips made by air or sea on 

inter-islands or national trips. Due to financial constraints, central government is discussing 

whether this amount should be reduced.  

 

Bus services 

Public transportation is managed by local governments (Cabildos) which get funds directly 

from the national government which differentiate between urban and interurban transport. 

Each island manages their transport system in a different manner making use of public or 

private companies. Only two transport authorities cover routes beyond their own 

municipality (urban and interurban transport), i.e. Gran Canaria (TGC) and Tenerife 

(TITSA).  

 

Ferry services 

Inter-island shipping may be used when distances do not exceed 80-100 miles [Hernandez 

Luis, 2004, 1]. In 2009 54% of the inter-insular trips were made by sea [PETCAN, 2010, 

76]. The high cost of air travel encourages the use of short-sea-shipping to foster the 

integration of the islands and to provide minimum essential services. The increased number 

and models of vessels have improved these links; ability to get the car onto the ferry helps, 
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especially where timetables are more frequent, such as Tenerife - Gran Canaria with fast 

services or La Gomera-Tenerife (35 minutes). El Hierro-Tenerife is subsidised as a PSO, but 

no proposals were presented in the last bidding. In fact, due to economic constraints, the 

operating frequencies of this line have diminished). There is no direct connection for trips 

between more distant islands such as Lanzarote-El Hierro. 

 

Air services 

In air transport, the service between islands is covered by two operators: “Binter Canarias”, 

which has also a flight to Madeira, Morocco, Cape Verde and other international 

destinations, and “Canaryfly” which started operating recently and provides a limited 

service. The recent bankrupt of the company “Islas Airways” has reduced the options 

available. Many air companies have flights to the main islands, whilst there are many 

chartered flights promoted by tour operators from abroad. The national government 

subsidises Canarian residents’ air travel to the extent of EUR 187 million. 

 

2.9.4. Major problems and opportunities regarding interurban transport 

 

Most people working in the islands are employed in the service sector and have to 

commute long distances, from a municipality in the north to the south where the tourist 

areas are located. They mostly use their private car to commute, thus limiting the use of 

buses. For example, in 2010 in Gran Canaria, trips made by urban bus were 35 per year 

and inhabitant, whereas in interurban (metropolitan) buses it was only 27, which is a low 

compared to cities such as Mallorca where it is 50 [Monzon et al., 2012, 39]. This is so 

despite the fact that the Gran Canaria transport authority has one of the largest offers of 

buses in Spain which means that the population is not responding positively to this offer. 

Another example is El Hierro, where, according to the PETCAN [Gobierno de Canarias, 

2010, 72]: “the routes by public transport are excessively large (more than three times the 

geodesic distance), with low frequencies and no alternatives to taxis which owners are the 

same as public transport companies, which diminishes the competitiveness of the service”.  

 

There are no dissuasive strategies for private transport, such as Park and Ride areas, even 

where poles of employment are located in the same tourist areas. For example, hotels and 

other tourist sector employers do not provide staff transport. Therefore employees use 

their cars to get to work, which causes many congestion problems, whereas visitors tend to 

have an “all-inclusive” vacations package which includes different trips or excursions 

around the islands; otherwise they undertake their voyage by renting a car. 

2.9.5. Policies of interurban transport and their implementation 

 

The islands lack a consolidated policy of transport and land-uses as shown by the number 

of people that commute long distances by car and the number of new detached and semi-

detached homes. Most of the archipelago’s transport policy has focused on the 

construction/rehabilitation of new roads and motorways to improve mobility. The very 

complete and updated study “Strategic Plan of Canary Transport” (Plan Estrategico de 

Transportes en Canarias), known as PETCAN [Gobierno de Canarias, 2010] aimed to 

promote sustainable mobility and decrease the problems related to being an OR. 

Unfortunately, implementation has been postponed due to economic constraints. This 

document, apart from considering new (bus) transport connections for all the different 

islands, stresses the importance of other facilities such as dissuasive parking (P+R), 

enhanced pedestrian access, segregated cycling facilities, high capacity & bus lanes. It also 

recommended utilising the same tickets to foster inter-modality between different transport 

operators. 

 

Las Palmas de Gran Canaria has TGC (“Transporte de Gran Canaria”) and Tenerife has 

TITSA (“Transportes Interurbanos de Tenerife”) which work as the transport authority of 

Las Palmas and Tenerife respectively. They address urban areas which cover more than one 

single town in order to provide interurban transport. The remaining islands do not have a 
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unique transport authority. Only the TGC contributes to the Metropolitan Mobility 

Observatory (MMO), an initiative launched by the National Government years ago11.  

 

In urban transport, there is a small project of bike sharing in the main town of Las Palmas 

de Gran Canaria [biciambiental, online] which has surpassed the expected demand with 

more than 15,500 users today. Although some people believed that this was not a good 

offer, in the low part of the town “zona baja” where the port is located there are no hills 

and therefore it is currently well used and is very popular among tourists. It can be used 

for intermodality purposes for longer distances.  

                                           
11 http://www.observatoriomovilidad.es/en.html 
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3. COMPARATIVE ASSESSMENT ACROSS THE OUTERMOST 
REGIONS 

 

KEY FINDINGS 

 The ORs are very heterogeneous in geographical location, size, structure, 

topography and population, less in terms of climate. 

 Residential population is concentrated along the coast line, with very low population 

density in the interior parts. 

 Almost all ORs recorded a significant population growth in recent years of almost 

1% per annum (no comparative data are available for the Portuguese ORs). 

 While school attendance is in general close to or, in the French ORs, significantly 

higher than the national average, tertiary education is substantially lower 

everywhere than national averages, suggesting that opportunities are limited in 

quantitative and qualitative terms. 

 GDP per capita in the economies of most ORs ranks substantially below the EU 

average; French Guiana (60%), Azores (62%) and Guadeloupe (70%) remain below 

the 75% mark. 

 The Canary Islands and Madeira show a GDP per capita higher than the EU average 

of 75%.  They are top tourist destinations tending to grow further whilst the French 

ORs have recently lost attractiveness. 

 Unemployment is a major problem everywhere, having increased strongly in all ORs 

since 2007. The French ORs have been particularly hit: average unemployment 

rates are twice and up to three times the national average; unemployment in the 

15-25 year age bracket is between 46% and 58%. 

 Interurban public transport is performed by road, sea and air. No heavy rail systems 

exist; inland navigation is only possible in French Guiana.  

 Bus rapid transit systems are planned or proposed in Martinique, La Réunion and 

Tenerife. Stage bus systems operate on La Réunion and on the major islands in 

Guadeloupe, the Azores, Madeira and the Canary Islands. Unsubsidised paratransit 

(“taxis collectifs”) is common in French ORs except Guadeloupe. Fares are generally 

regulated and fuel prices are government fixed.  

 Inter-island ferry transport is an essential part of public passenger transport in the 

ORs It is mostly government regulated in terms of public service obligations and 

price, but there is little competition in most cases. 

 Inter-island air transport is an open market with subsidies paid to local residents 

using them.  

 “Neighbourhood” ferry and air connections are few and commercially often not 

viable. 

 

3.1. Characteristics of the Outermost Regions 
 

As the actual eight ORs are EU territory, one would expect Eurostat to fully cover all ORs in 

its regional statistics. These report statistical data at NUTS 2 and sometimes NUTS 3 level 

and assure a high degree of comparability of data from different Member States. When 

searching OR data in Eurostat regional statistics, several shortcomings appear: 
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 Saint-Martin, although formally an OR, has the status of a French overseas 

collectivity (collectivité d’outre-mer) and not of a département (NUTS 3) or région 

(NUTS 2). Saint-Martin is therefore not listed in any Eurostat regional statistics. 

Until 2007, Saint-Martin and Saint-Barthélemy were part of Guadeloupe. Since then, 

both are listed as overseas territories, but it is unclear whether or not recent 

Eurostat statistical data for Guadeloupe, include these two territories. 

 

 Mayotte now has the status of a French overseas department/region, but is not yet 

listed in the Eurostat NUTS nomenclature. 

 

 Many Eurostat regional statistics are incomplete, i.e. do not show data for all ORs. 

For example, the stock of registered motor vehicles is shown for the Canary Islands 

but not for the French or Portuguese ORs. Why such data are not reported remains 

unclear. 

 

 Eurostat publishes hardly any statistics on passenger transport and none on 

passenger transport in the road sector. This is a major shortcoming, in particular for 

the present study. 

 

Given the situation described here, the following description of the characteristics of the 

ORs in sections 3.1.2 to 3.1.4 is based on Eurostat data where available, complemented by 

national or locally assembled data. The data from different sources generate of course a 

problem of comparability. 

 

3.1.1. Geography, topography and climate 

 

Geography 

The nine ORs belong to three macro-geographical areas: 

 Caribbean: Saint-Martin, Guadeloupe, Martinique and French Guiana; 

 Mid-Atlantic (Macaronesia): Azores, Madeira and Canary Islands (the Cape Verde 

Islands also belong to Macaronesia);  

 Southwest Indian Ocean: La Réunion (and Mayotte). 

 

Topography 

Most islands are of volcanic origin with a small coastal strips and extensive mountainous 

areas of up to 3,000 metres with steep slopes: 

 Canary Islands: Pico de Teide, Tenerife (3,718 m) and Telde, Gran Canaria  

(1,943 m) 

 La Réunion: Piton des Neiges (3,069 m) 

 Azores: Ponta do Pico (2,361 m) 

 Guadeloupe: La Soufrière (1,467 m) 

 Martinique: Montagne Pelée (1,397 m) 

 

In contrast, most of the territory of French Guiana is flat with some hilly and mountainous 

areas in the centre, the highest elevation being 851 metres (Montagne Bellevue de l’Inini). 

 
Climate 

The Azores, Madeira and the Canaries share similar climate characteristics, with maximum 

(monthly average) temperatures varying from 18-20°C in January to 25-29°C in August, 

and minimum temperatures between 12-14°C in January and 19-21°C in August (with the 

lower values for the Azores and the higher ones for Tenerife). The differences between 

minimum and maximum temperatures are 7°C in both Portuguese ORs and up to 9 °C in 

the Canary Islands. Such small range between highest and lowest temperatures indicate 

the moderate climate of many ORs, particularly in the winter season12.  

 

                                           
12  In comparison, temperatures in Corsica vary between 4° (minimum) and 14° (maximum) in 

December/January and 17° and 29° respectively in August. 
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More specifically, temperatures in the Azores islands are mostly warm. The coldest month 

is January, with an average temperature of 13°C and the hottest is August, with an 

average temperature of 22°C. Rainy days occur in around half of the year [SREA, 

2009, 10].  

 

With regards to Madeira and Porto Santo, the maximum temperatures are around 22-24 °C 

and minimum between 15-17 °C, although the Porto Santo island presents fewer variations 

during the year. January is the month with more precipitations and June the minor. 

However they have 263 days without rain [DREM; online] 

 

In the case of the Canary archipelago, in general terms the rainy season of the islands is 

between October and February. Lanzarote and Fuerteventura have a more homogeneous 

climate thorough the year whereas Tenerife, La Palma and Gran Canaria are the islands 

with more rainy days compared to the rest. The orography, and the different types of winds 

produce micro-climates within each island.  

 

Guadeloupe and Martinique have similar tropical climates, although Basse-Terre, the capital 

of Guadeloupe, has 3-4°C lower temperatures than Fort de France (Martinique) but 

consistently higher rainfall. Maximum temperatures vary in Fort-de-France between 29°C 

(January) and 32°C (August to October) and in Basse-Terre between 25°C (February) and 

29°C (August and September). The lowest precipitation levels are recorded in February 

(Guadeloupe) and March/April in Martinique. 

 

The climate in French Guiana (Cayenne) is even more tropical. Maximum temperatures 

vary between 30°C (January to March) and 34°C (September and October), minimum 

temperature is 24°C almost constantly all year round. There is a real dry season with 

monthly precipitation of 30/32 mm (in September and October) compared to a maximum 

of 550 mm in May. 

 

In view of its geographical location South of the Equator, the seasons are reversed in La 

Réunion, with highest temperatures (in St. Denis) in January and February (23°C minimum 

and 30°C maximum), the lowest in July and August (18°C minimum and 25° maximum). 

Here the difference between lowest and highest daily temperatures is consistently 5°C. 

 

3.1.2. Population  

 

The population of the ORs adds up to some 4.6 million inhabitants, less than one percent of 

the total EU population. Spain has the largest part of 2.1 million inhabitants, followed by 

France with 2.0 million (including Mayotte) and Portugal with half a million inhabitants. The 

French ORs in the Caribbean and in the Southwest Indian Ocean have a population of 

roughly one million each (including Mayotte). 
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Figure 3: Overview on population in ORs 

 
Source: own compilation 

 

In recent years (2008-2012) the Canary Islands have shown a population growth in the 

order of 0.9% p.a. with both a positive natural change and a net migratory inflow. The 

French ORs also recorded an annual growth of 0.9% p.a: here, a net migratory outflow was 

outbalanced by natural population growth. 

 

The population census in Mayotte in 2012 showed that the island had 213.000 inhabitants 

and an annual average growth of 2.7% p.a. during the 5-year period 2007 – 2012. 

 

Because of a break in the Eurostat time series for the Azores and Madeira, no reliable 

picture on population changes can be produced. 

 

Urbanisation 

According to Eurostat statistics, between 53% (Madeira) and 18% (Guadeloupe) of the 

regional population live in urban areas, though the definition and way of enumeration 

varies from country to country and the data are therefore not necessarily comparable. The 

French national statistical Agency INSEE proposes a completely different concept of “urban 

space” (see Table 5), defining one or several communes of at least 2,000 inhabitants as a 

town or an urban unit provided two residential buildings are not more than 200 metres 

apart13. As a result, a large majority of the population of the French ORs is said to live in 

urban units: between 89% (French Guiana) and 98% (Guadeloupe). This high level of 

urbanisation is obviously favoured by the topographical conditions of volcanic islands where 

people live on a small coastal strip and, in the case of French Guiana, in smaller towns in 

the interior. In Guadeloupe for example, the urban unit of Pointe-à-Pitre – Les-Abymes was 

extended between 1999 and 2010 to six additional communes, which now house more than 

250,000 inhabitants. Against that in Mayotte there is one multi-commune urban unit 

(Dzaoudzi) and in addition 13 isolated towns. The INSEE concept of urban structures of 

course has an impact on the organisation of public transport and the distinction between 

urban and interurban transport. 

 

                                           
13  Clanché, François et Rascol, Odile : Le découpage en unités urbaines de 2010, in : INSEE PREMIERE, N° 1364 

– August 2011 
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Table 5: Urbanisation ratios of the ORs 

Region % of urban population 

EUROSTAT INSEE 

French Guiana 32 89 

Guadeloupe 16 98 

Martinique 23 96 

Mayotte n.a. 94 

La Réunion 35 98 

Saint-Martin n.a. n.a. 

Azores n.a. n.a. 

Madeira 53 n.a. 

Canary Islands 48 n.a. 

Source: Eurostat, INSEE 

 

 
Education 

Statistics on school attendance are collected and assembled according to the International 

Standard Classification of Education (ISCED). Two indicators are shown in Table 6: first, 

pupils and students in all levels of education (ISCED 0-6) in percent of the total population, 

and second, students in tertiary education (ISCED 5-6, university and equivalent) as % of 

the population aged 20-24 years. 

 

Table 6: Education level in 2005 and 2011 

Region ISCED 0-6                   

(% of total population) 

ISCED 5-6                   

(% of age 20-24) 

 2011 2005 2011 2005 

European Union n. a. n. a. n. a. n. a. 

France 23.0 23.9 56.1 53.6 

French Guiana 32.9 32.3 14.1 15.9 

Guadeloupe 27.1 28.4 35.1 33.0 

Martinique 24.9 27.8 35.0 36.0 

La Réunion 29.7 31.8 30.4 25.5 

Sain-Martin n.a. n.a. n.a. n.a. 

Mayotte n.a. n.a. n.a. n.a. 

Portugal 22.0 20.6 68.1 52.3 

Azores 21.7 22.8 20.6 16.5 

Madeira 22.7 23.8 20.4 16.2 

Spain 21.5 20.8 76.8 61.1 

Canary Islands 20.6 21.4 49.9 43.7 

Source: Eurostat 

 

While the share of pupils and students at all levels of education in the ORs remained quite 

stable between 2005 and 2011, there were significant shifts in university attendance. In all 

three countries, the share of students increased, reaching the level of 56% in France, 68% 

in Portugal and 77% in Spain). At regional OR level, we note that tertiary (university) 

attendance is significantly lower than the national average. The lowest rates are observed 

in French Guiana (14% compared to 68% at the national level) and in the Azores and 
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Madera (20.6 and 20.4% compared to 56% at the national level). The explanation for the 

low levels in the ORs is likely to arise from a limited offer rather than a low demand. The 

numbers suggest that many students chose universities in mainland Europe for their 

studies.  

3.1.3. Economy 

 

Gross regional product 

The most significant economic indicator is the gross regional product (GRP) per inhabitant. 

In comparison to the EU average of EUR 24,500, all ORs produce a lower GRP per capita 

(see Table 7). 

 

Table 7: GRP in Euro and Purchase Power Standard 2010 

Region GRP/inh. 

(EUR) 

Index 

GRP/inh.        

(EU=100) 

GRP/inh. 

(PPS) 

Index  

PPS/inh. 

(EU=100) 

European Union 24,500 100 24,500 100 

Martinique 21,100 86 18,700 76 

Madeira 21,000 86 25,500 104 

Canary Islands 19,500 80 20,800 85 

La Réunion 18,700 76 16,600 68 

Guadeloupe 17,200 70 15,200 62 

Azores 15,200 62 18,500 75 

French Guiana 14,700 60 13,000 53 

Sain-Martin 14,500 n.a. n.a. n.a. 

Mayotte 6,600 n.a. n.a. n.a. 

Source: EUROSTAT Online database 

 

With only 60% (EUR 14,700), French Guiana lags behind. Azores (62%) and Guadeloupe 

(70%) are also below the 75% mark. Madeira and Martinique appear at the upper end of 

the scale (86%). The largest ORs rank 3rd and 4th: the Canary Islands with 80% and La 

Réunion with 76%. If the comparison is based on purchase power standard (PPS), the 

ranking is different, since the purchase power of one Euro can significantly vary between 

regions. In this comparison, Madeira outranks all other ORs with a level above the EU 

average (104%). All French ORs rank lower when measured on the PPS basis than the 

normal index suggests because the price level in these regions is significantly higher than 

the EU average.   

 

Unemployment 

Unemployment is a major concern throughout all ORs. In 2011, unemployment rates had 

increased everywhere to levels not experienced in the past decades, as shown in Table 8 

for all age groups (15 years or over) and for the youth (15 – 24 years).  
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Table 8: Unemployment rates (%) 

Region 15 years or over 15 to 24 years 

2011 2007 2011 2007 

European Union 9.6 7.2 21.4 15.5 

France 9.7 8.4 23.0 19.6 

French Guiana 21.0 20.1 46.4 39.9 

Guadeloupe 22.6 22.6 53.2 53.3 

Martinique 20.8 21.1 56.8 45.0 

La Réunion 29.6 24.1 58.5 46.8 

Sain-Martin n.a. n.a. n.a. n.a. 

Mayotte n.a. n.a. n.a. n.a. 

Portugal 12.7 8.0 30.1 16.6 

Azores 11.5 4.3 29.9 12.1 

Madeira 13.8 6.8 39.1 16.9 

Spain 21.6 8.3 46.4 18.2 

Canary Islands 29.7 10.4 50.8 22.4 

Source: EUROSTAT Online database 

 

Unemployment rates in France (8.4 to 9.7% between 2007 and 2011) were close to 

average EU levels, but in the French ORs were already high in 2007 (between 20.1 and 

24.1%); they were stable in the Caribbean ORs but increased further in La Réunion (from 

24.1 to 29.6%). The situation is quite different in Portugal, where in 2007 unemployment 

rates in the Azores (4.3%) and in Madeira (6.8%) were well below the national level 

(8.0%); but by 2011, unemployment in both ORs had increased by 7 points, whilst the 

national average had gone up by almost 5 points. This development is even more dramatic 

in Spain where unemployment jumped from 8.3 to 22% whilst in the Canary Islands the 

rate almost tripled from 10.4 to 29.7%. The picture is even darker for the young 

generation: in four of the seven ORs for which Eurostat data is available, more than every 

second youngster is unemployed (rates between 50 and 60%). The Azores (30%) and 

Madeira (39%) are better off in this regard than the French and Spanish ORs. 

 

Tourism 

Because of their climate, all ORs except French Guyana are major tourist destinations, for 

national and international tourists. The Canary Islands have also attracted foreigners to 

settle as residents or to maintain a secondary residence. In 2011, 307,000 foreigners lived 

on the islands of which 172,000 came from EU Member States, 77,000 from the Americas 

and 32,000 from the African continent. According to PETCAN approximately one third of the 

locally produced gross regional product is estimated to originate from the tourism sector. 

(As Eurostat does not publish contributions of individual economic sectors to the GRP, this 

estimation cannot be verified nor do we have comparable figures for the other ORs). 

 

A different indicator in Table 9 may also highlight the situation and changes over time: 

bed-places in hotels and similar establishments: 
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Table 9: Bed-places in hotels and similar establishments 2005 and 2011 

Region 2011 2005 Change 

2011/2005 

2011, per 

1,000 inh. 

France 1,252,072 1,266,325 -1% 19 

French Guiana 2,462 2,500 -2% 11 

Guadeloupe 8,870 13,254 -33% 20 

Martinique 7,138 12,197 -41% 18  

La Réunion 4,234 7,570 -44% 5 

Sain-Martin n.a. n.a. n.a. n.a. 

Mayotte n.a. n.a. n.a. n.a. 

Portugal 289,107 263,814 10% 27 

Azores 8,871 8,438 5% 36 

Madeira 29,099 28,093 4% 109 

Spain 1,838,468 1,579,965 16% 40 

Canary Islands 235,900 190,362 24% 112 

Source: EUROSTAT Online database 

 

Canary Islands and Madeira are the outstanding tourist destinations with 112 and 109 bed-

places per 1,000 inhabitants respectively, far above the national averages. In contrast, the 

French ORs Guadeloupe (20) and Martinique (18) range around the national average of 19 

bed-places per 1,000 inhabitants while French Guiana (11) and particularly La Réunion (5) 

lag far behind.  

 

For all of France, the number of bed-places remained stable between 2005 and 2011. 

French Guiana developed close to the average of France but the other French ORs 

experienced a sharp drop by one third or more. In Portugal, an increase of 10% on average 

s occurred during the same period. The Azores and Madeira experienced a lower growth 

than the country’s average: 5% and 4% respectively. Only in the Canary Islands did the 

number of hotel beds (+24%) increase more strongly than the country’s average (+16%). 

 

3.1.4. Interurban public transport 

 

Research and consultations have produced a rather diversified picture of interurban public 

transport in the ORs. The situation is highlighted in Table 10. 
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Table 10: Characteristics of interurban public passenger transport in ORs  

(Status: April 2013) 
 Vehicle 

Size 

French 

Guiana 

Guade-

loupe 

Marti-

nique 

La 

Réunion 

Saint-

Martin 

Mayotte Azores Madeira Canary 

Islands 

Interurban 

Light rail 

transit (LRT) 

 none none none none none none none none none 

Bus transit 
on separate 

lane 

Arti-
culated, 

regular 

none none CACEM - 14 
km (mixed 

urban/inter-

urban), 

under 

development 

proposed none proposed none none In Tenerife 
some km, 

Gran Canaria 

= 13,2 km 

Stage buses Regular, 

midi, 

mini 

Along the 

coast 

none none Car Jaune none none Major 

islands 

yes yes 

Paratransit Van, 

mini 
van 

Vans <12 

seats 

"taxico" 

(vans) 

"taxico" 

(vans) 

"taxi 

collectif" 

Vans < 12 

seats 

"taxis 

collectifs" 
(all sizes) 

none none none 

Ride sharing 

platform 

 Existing 

but 

negligible 

Existing 

but 

negligible 

Existing but 

negligible 

Existing but 

negligible 

None Existing but 

negligible 

none none Existing but 

not popular 

River ferry 

services 

 yes none none none none none none none none 

Intraregional 

sea ferry 

services 

 none yes Fort-de-

France - Les 

trois Iles 

none none none yes yes yes 

Interregional 

sea ferry 

services 

 none Martinique 

Dominica 

St. Lucia 

Guadeloupe 

Dominica St. 

Lucia 

Mauritius Saint - 

Barthélemy 

Anguilla 

Comoros yes yes yes 

Intraregional 

air services 

 yes yes none none none none yes yes yes 

Interregional 

air services 

 Yes Guyane 

Martinique 

other 

Caribbean 

Guyane 

Guadaloupe 

other 

Caribbean 

Mauritius 

Madagascar 

Mayotte 

South 

Africa 

Via Sint 

Maarten 

Réunion 

Comoros 

Madagascar 

Kenya 

yes yes yes 

Urban (main cities) 

LRT, tram  none none none none none none none none Only in 

Tenerife 

Bus rapid 

transit 

Articu-

lated, 

regular 

none none CACEM -14 

km (mixed 

urban/inter-
urban), 

under 

development 

 none  no no Some bus 

lanes in 

Tenerife and 
Gran Canaria 

Stage buses Regular, 
midi, 

mini 

7 routes 6 routes ~ 40 routes ~ 30 routes none none yes yes yes 

Paratransit Van, 

mini 

van 

none none Mini van none Mini van Only taxi Minibus 

in Ponta 

Delgada 

none none 

Shared-ride 

taxis 

Mini 

van, 

sedan 

"taxi 

collectif" 

"taxi 

collectif" 

Taxico "taxi 

collectif" 

"Taxi 

collectif" 

"taxi 

collectif" 

Seldom no info Some cases 

Tenerife, 

Fuerteventura 

Source: own assessment 

 

A first important point is that no interurban rail system exists in any of the ORs. Only on 

Tenerife Island, a tram (Tranvia) system of two lines of combined 17 km lengths links the 

capital Santa Cruz with San Cristobal de la Laguna; however, the two towns have grown 

together into one single urban area.  

 

Interurban transport in all ORs uses hydrocarbon energy only. 

 

As an alternative to light rail transit (LRT) systems with heavy infrastructure costs, today’s 

tendency is to build and operate buses on separate right of way under the name of Bus 

Rapid Transit (BRT). The French “transport collectif en site propre (TCSP)” adapts the BRT 

system to local conditions: reserved bus lanes are often limited to high traffic-density 

sections. Depending on patronage, regular or articulated buses can be used. Such systems 

are being developed or planned in Martinique and in La Réunion and also proposed for 

Mayotte. The Martinique project is a 15 km TCSP project linking the capital Fort-de-France 
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with the airport at Le Lamentin. Given the size of the island and the urbanisation patterns 

around the Fort-de-France Bay, this bus system would qualify as a combined urban and 

interurban system. On La Réunion island where the plans for an LRT system were 

abandoned in 2010 because of lack of funding, the planned Trans Eco Express system 

includes a partial TCSP type bus system with separate right of way where necessary, 

extending from the capital Saint-Denis along the north-eastern cost to Saint-André (27 km) 

and to Saint-Benoît (40 km), hence an interurban bus route in the proper sense. 

 

Regular interurban stage bus services are provided on all Canary Islands, on Madeira 

and on the major Azores islands. In the French ORs, only La Réunion operates a system of 

regular buses (55 seats) on the coastal routes and small minibuses (with less than 9 

passenger seats) on secondary routes on difficult terrain. In all other French ORs, only 

paratransit is operated at present, generally under the designation of “taxi collectif” or 

“taxico”. The vehicles used are small to medium-sized minibuses without fixed schedules 

that leave only when filled up at the starting point and taking passengers along the route if 

seats are available. Although operated by private individuals or small companies, their 

operations are regulated by regional authorities and so are the fares. This type of 

interurban public transport does not exist in the Portuguese ORs but is being tested in the 

Canary Islands. 

 

There are no public schemes for ride sharing in any of the ORs. Private car pooling 

organisations, mostly internet-operated, exist in the French ORs under the name of 

“covoiturage”, but on a very small or marginal scale. Spain has another national webpage 

for carpooling (www.carpooling.es), but it is not a popular system in the Canary Islands 

either. 

 

Another form of intraregional interurban public transport is by ferry, either in the form of 

coastal transport as in Martinique (across the bay between Fort-de-France and Les Trois 

Iles) but mainly in the form of (mostly subsidised) inter-island ferry services in all 

archipelagos. In Mayotte, coastal ferry services are proposed to alleviate traffic congestion; 

the financial viability of such an operation has however not yet been established.  

 

In the larger archipelagos, air services complement existing sea ferry services, though 

much more expensive than the largely subsidised ferries. 

 

In French Guyana, topographic and climatic conditions as well as low population densities 

limit the construction of roads and instead allow river navigation as a form of public 

transport. Albeit called “pirogues” – the term for non-motorised small boats, traditionally 

cut out of a tree trunk – today they are motorised and can carry several passengers.  

 

In the context of this study, interregional transport, i.e. transport between an OR and its 

neighbouring regions (even if overseas) is also of importance. 

 

In order to present a rather complete picture of public transport in the ORs, Table 10 also 

shows features of urban public transport in the main urban centres. Although the focus of 

this study is on interurban transport, comparison of basic urban and interurban public 

transport fares throws a light on the comparative situation in the ORs.   

 

In Madeira basic urban bus/minibus fares range between EUR 1.10 and 1.45 per trip, but 

EUR 1.90 in Funchal, Madeira, most likely because of its mountainous terrain.  

 

Interurban fares are indicative only as they are regulated only in certain cases and vary 

with distance and terrain. Minimum fares are around EUR 0.10 per kilometre but may go up 

to EUR 0.25 per kilometre as in the case of Martinique. 

 

These bus fares have to be assessed in the light of fuel prices which greatly differ in the 

ORs from the average mainland prices as shown in Table 12. Except in Madeira, they are 

significantly lower than the national average. 
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Table 11: Public transport fares in the ORs 

Region 

Bus fares April 2013 

Urban 

(€) 

Interurban 

(€) 

French Guiana 1.10 0.17 

Guadeloupe 1.20/1.50 0.11 

Martinique 1.10 0.14-0.25 

Mayotte 1.45 0.12 

La Réunion 1.30 0.10 

Saint-Martin n.a. 0.10 

Azores 0.25 0.106 

Madeira 1.90 0.12 

Canary Islands 1.25/1.30 0.16 

Source: various internet sites 

 

Table 12: Fuel prices in the ORs 

Region 

Fuel Price April 2013 (€) 

Petrol Diesel 

European Union 1.51 1.48 

France 1.73 1.53 

French Guiana 1.75 1.58 

Guadeloupe 1.60 1.44 

Martinique 1.58 1.31 

Mayotte 1.54 1.35 

La Réunion 1.66 1.26 

Saint-Martin 1.39 1.25 

Portugal 1.63 1.42 

Azores 1.45 1.24 

Madeira 1.72 1.45 

Spain 1.44 1.32 

Canary Islands 1.16 1.12 

                                                            Source: Internet research 

 

 

Fuel prices in the French ORs are regulated by the Préfectures on a monthly basis. 

Martinique, Guadeloupe and French Guiana are supplied by the same refinery in Martinique; 

the price differences indicate differences in distribution rather than production costs. 

Lowest fuel prices are recorded in the Canary Islands compared to the rest of Spain, due to 

the different tax for the islands (IGIC) and the steep topography which makes road 

transport necessary. Hence, the increase of fuel prices by taxes has not been taken into 

account. 
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3.2. Intraregional transport policies, plans and projects 
 

3.2.1. Policies for interurban passenger transport in ORs 

 
EU policies,  policy interventions and EU co-finance 

Interurban public transport policy is governed by the EU subsidiarity principle, meaning 

that national governments are responsible for developing this sector according to their 

policy principles. Nevertheless, the EU interacts in various fields related to the transport 

sector through regulations, standards and co-funding of national/regional projects. The 

main EU co-funding instruments for transportation projects are14 

 

 TEN-T fund (becoming the CEF in the next budget period) 

 Cohesion fund (CF). 

 European regional development fund (ERDF) 

 

At present, the Union is preparing the new budget cycle for the years 2014 to 2020. 

Basically all funding instruments are under revision. Although the general budgetary 

framework was adopted by the European Council in early 2013, the different instruments 

have to be aligned to the reduced budget and this is still in progress.  

 

It has been decided that the TEN-T fund will be replaced by the Connecting Europe Funds 

(CEF) for the budget period 2014-2020. The funding volume should be increased to EUR 

31.7 billion according to the EU Commission, whilst  EUR 10 billion of this sum would be 

allocated from the cohesion funds and dedicated  to transport projects. TEN-T funding is 

restricted to infrastructure investments which are parts of the core or comprehensive 

networks as defined by the Commission. The ORs are not explicitly mentioned in the core 

and comprehensive networks. Nevertheless it may be possible to co-finance major port and 

airport projects in the ORs from this source. Co-funding from TEN-T was 50% of the 

planning costs and 10% of the construction costs in the previous programming period; this 

rate may increase with the establishment of the CEF. 

 

The CF finances activities for Trans-European Networks and the improvement of the 

environment. It applies to some former cohesion countries (Spain, Portugal, Greece) and to 

the countries accessing the EU between 2004 and 2007 on condition that the gross national 

income (GNI) of the countries is less than 90% of EU average. The funding rules 

correspond to the ERDF which is the most relevant funding source for the ORs. 

 

The ERDF is the main funding instrument for regional development. In the programming 

period now ending (2007-2013) EU regions could be co-funded from ERDF if they were 

eligible for three objectives (see Regulation No 1080/2006 of the EU Parliament and of the 

Council): 

 

 Objective 1 (convergence) focuses ERDF assistance on supporting sustainable 

integrated regional and local economic development. Regions are eligible if their per 

capita GDP is lower than 75% of the EU average. 

 Objective 2 (regional competitiveness and employment) focuses on increasing 

competitiveness through innovation and the knowledge economy, promoting 

cooperation networks between enterprises and entrepreneurship through start-up 

support. This includes the improvement of access to transport and 

telecommunication services. Objective 2 applies to regions which are not eligible 

under objective 1. 

 Objective 3 (European territorial cooperation) aims at supporting cross-border 

economic, social and environmental activities. Objective 3 applies in particular to 

border regions. 

 

                                           
14  The European Social Fund (ESF) is a further source of co-finance for the ORs, but not relevant for transport. 

EIB loans are possible but have to be paid back by the member states.  
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For the ORs only objectives 1 and 2 are relevant. All ORs were covered by the convergence 

criteria under objective 1 until the accession of 12 countries to the EU between 2004 and 

2007. Since then Madeira and the Canary Islands no longer fulfil the 75% criterion, but 

they received the status of “phasing-in” regions which allows for co-funding of operational 

programmes under objective 2. ORs thus benefit from a dual EU funding scheme:  

 

(1) The usual (“mainstream”) funding corresponds to the general rules of ERDF with 

a maximum co-funding rate of 85% (e.g. for infrastructure investments). 

(2) The co-funding for additional costs refers to the particular economic handicaps of 

ORs.  

 

Article 11 of EU Regulation 1080/2006 defines the conditions for funding option (2): 

 

 ORs receive a specific additional allocation according to regulation No 1083/2006, 

which is EUR 35 per inhabitant and year, to offset the additional costs linked to 

the handicaps of the regions. The types of handicaps are shown in Table 14. 

 The specific additional allocation may finance investment costs and should be 

used to a minimum of 50% to help finance operating aid and expenditure 

covering public service obligations and contracts in the ORs. 

 The amount to which the rate of co-financing applies shall be proportional to the 

additional costs of handicaps in the case of operating aid and expenditure 

covering public service obligations and contracts. It may cover the total eligible 

costs in the case of expenditure for investment.15 

 

From this it follows that ORs can be supported for “mainstream” investment projects up to 

85% of the costs, without additional costs). Additional investment costs can be co-financed 

by up to 50% from the additional cost allocation. Operating costs to fulfil public service 

obligations can be financed by up to 50% from the additional cost allocation.  

 

Until now ports and airports have been supported and a specific programme for urban 

transport was launched with EU support (e.g.: The Light Rail Project for Santa Cruz/La 

Laguna/Tenerife was financed with an ERDF support of EUR 12.9 million and EIB loans of 

EUR 82 million). Interurban transport on roads in the ORs has not been included in the 

financial aids, but there  is no principal obstacle to setting up an operational programme for 

the next programming period 2014-2020 which includes investments in interurban 

passenger transport, e.g. for interurban bus rapid transit lines. It also should be possible to 

co-finance public service obligations for new transport concepts if additional costs can be 

proven for this service. Furthermore, programmes which aim at energy saving and 

environmental improvements could be supported through the Cohesion Fund. 

 

b) EU support for ORs in the period 2007-2013 

 

The total allocated ERDF funding for ORs in the period 2007-2013 is EUR 4.6 billion. Its 

differentiation by regions is given in Table 13. 

 

                                           
15  The detailed conditions and rules are given in the EC « Document de Reference sur les Modalites d’Utilisation 

de l’Allocation Specifique de Compensation des Surcouts Lies aux Handicaps des RUP – Programmation 2007-
2013 ».  
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Table 13: Allocation of ERDF funding 2007-2013 for ORs 

Region ERDF allocation (EUR 1000) 

Azores 996,500 

Canaries 1,019,000 

Guadeloupe 542,000 

Guyana 305,000 

Madeira 320,500 

Martinique 417,000 

La Réunion 1,014,000 

Total 4,584,000 

Source: EU Commission, Regional Policy, http://ec.europa.eu/regional_policy/activity/outermost/index_en.cfm#9 

 

Table 14 shows the volume of EU aids given for the compensation of additional costs in 

ORs, split up by the sub-categories of handicaps. Altogether EUR 648 million were allocated 

for this purpose in the programme 2007-2013. 

 

Table 14: Allocation of ERDF Funding for Additional Costs in ORs 2007-2013 

 Total 

(EUR 

million) 

Share of 

ERDF 

(%) 

Distrib

ution 

(%) 

Reducing additional costs of outermost regions 647.5 0.2 100.0 

Code Sub-categories    

82 Compensation of any additional costs due to 
accessibility deficit and territorial fragmentation 

474.8 0.1 73.3 

83 Specific action addressed to compensate 
additional costs due to market size factors 

129.0 0.0 19.9 

84 Support to compensate additional costs due to 
climate conditions and relief difficulties 

43.7 0.0 6.7 

Source: Barca, 2009, Table II10 
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National and local policies 

 
Table 15: Overview of interurban transport policies and plans 

Region Transport policies  Transport plans Remarks 

French 
Guiana 

 
 
General policy fixed by 
French national law (LOTI = 

Loi d’orientation des 
transports intérieurs) 
 
Implementation of law at 
regional level; the Conseil 
Général is the responsible 
authority for interurban 
transport, establishing the 
relevant plans: SAR (Schéma 
d’aménagement regional) 
SRIT (Schema regional des 
infrastructures et des 

transports)  
 
Conseil Général organising 
and monitoring the 
interurban transport 
activities, fixing fares 
 

SAR 
SRIT 

 

Martinique 
 

SAR 
No SRIT 

 

Guadeloupe 
 

Study to reorganise 
interurban transport sector 
worked out in 2004. 
SAR 
SRIT in process 

 
 

Saint-Martin None  

La Réunion 
 
 

SAR 
SRIT 

Transport authority 
organises regular 
interurban public 
passenger transport 
throughout the island. 

Mayotte 

 

PADD (Plan d’aménagement 

et de développement 
durable) 
SRIT 

 

Azores 
 
 
 
 
 

No information regarding 
interurban transport policies 
was available. 
The “Direcção Regional dos 
Transportes - Açores” is the 
authority in charge of 
managing the regional 
policies regarding road, 
maritime and aerial mobility.  

Urban and interurban 
transport is negotiated 
between the municipalities 
and the private companies. 
Few exceptions like the 
Municipality of Ponta 
Delgada and the mini bus 
system. 

There is a good example 
of a research programme 
in Ponta Delgada where 
different private/public 
stakeholders have agreed 
to mobility with a minibus 
system 

Madeira 
 
 
 
 
 

No information regarding 
interurban transport policies 
were available. 
 
The “Direcção Regional de 
Transportes Terrestres” is 
the Regional authority in 

charge of planning and 
management.  
 

  

Canary 
Islands 
 

 
 
 
 

No information regarding 
interurban transport policies 
were available. 

Only two cases with public 
interurban transport in 
Tenerife and Gran Canaria 

National plan named PEIT 
(Plan Estrategico de 
Infraestructuras y 

Transporte). Now a new 
national plan is under 
discussion. At regional level 
there is the PETCAN (Plan 
Estrategico de Transportes 
de Canarias) which aims at 
promoting sustainable 
mobility while lessening the 
problems of being an OR. It 
provides a thorough 
analysis of all the islands. 

Due to economic 
constraints, the 
recommendations have not 
(yet) been implemented.  

To reduce congestion 
problems due to the 
unrestricted use of private 

transportation and 
delocalisation of jobs is a 
major objective.   
There are public and 
private bus companies for 
urban/interurban 
transport.  

Source: own compilation 
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France 
The Act of 30 December 1982 on guidelines for internal transport (LOTI)16 provides the 

policy framework for domestic transport development on the entire French territory 

including the French ORs. The law was enacted virtually simultaneously with the legislation 

on decentralisation, which set outs the directions for a transport policy as part of an 

integrated policy for sustainable development. 

 

The goal of the French legislation is that “The transport system must meet the needs of 

users and make effective the right of everyone […..] to move and the freedom to choose 

the means and the right granted to him/her to run the transport of property by 

himself/herself or to entrust it to a body or company of their choice. This objective  should 

be implemented under the economic, social and environmental conditions most beneficial 

to the community and in compliance with the objective of limiting or reducing risks, 

accidents, and nuisances, in particular noise, emissions of pollutants and greenhouse gas 

emissions.  

 

“The progressive implementation of the right to transport allows the user to move under 

reasonable conditions of access, quality, price and cost to the community, 

particularly through the use of an open public conveyance.”17 

 

The regional council has the authority and obligation– in cooperation with the national 

authorities – to elaborate and approve a regional territorial plan (schéma régional 

d'aménagement (SRA). The regional infrastructure and transport plan (schema regional des 

infrastructures et des transports (SRIT)18, often erroneously titled as schema directeur 

d’infrastructures de transports, is normally developed separately but represents an integral 

part of the SRA. 

 

The SRIT is a document defining the strategy of the Region regarding transport in the 

medium and long term. It takes into account and contributes to the objectives defined in 

the Master Plan for Regional Development Planning and of the Regional Economic 

Development Plan. It supports and builds on the dynamics of public and private actors 

contributing to the development of the region. The SRIT is normally elaborated in two 

steps: the first is a diagnosis of the existing transport system including the shortcomings; 

the second a plan to develop both private and public transport. 

 

There is a specific legal basis for public transport development in French overseas 

territories, but only to take account of the fact that the ORs concerned are both  

départements and régions.  There is no separate transport policy for the five départements 

French Guiana, Guadeloupe, Martinique, Mayotte, La Réunion and the territory of Saint-

Martin. 

 

The dynamics of urbanisation and its impact on urban transport requirements must not be 

disregarded or neglected in this context. France has introduced the concept of the urban 

transport perimeter (Périmètre de transport urbain (PTU)) within which urban transport is 

to be planned and implemented. These perimeters are expanding with a direct impact on 

interurban transport, which of course interacts with urban transport. While certain 

interurban relations become intra-urban relations, demand for interurban transport services 

between growing cities and their hinterland is increasing at the same time. 

 

A key question is whether or not there is a meaningful interpretation of the term user 

needs. We have not come across any definition of the term at legislative or policy level. 

Similarly it remains completely unclear what would be reasonable in terms of access to 

interurban transport, in terms of quality, price and costs to the community. 

 

                                           
16 Loi d’orientation des transports intérieurs  
17 Ordonnance n° 2010-1307 du 28 octobre 2010 relative à la partie législative du code des transports 
18 Article L. 4433-7 du code général des collectivités territoriales  
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In conclusion, the policy relates to the question of what will be done by whom, rather 

than what quality of transport services ought to be achieved. In the absence of quality 

standards defined at national level, the Regional transport strategy  cannot  just be the 

implementation of national policies. Regional authorities have to strike a balance between 

what should be done and what can be done, given limited funding  especially during an 

economic crisis. But even at this level, no quality standards have been defined, for example 

of frequency of interurban bus services during peak and off-peak hours or of the number of 

ferry departures per day and their distribution over the day. But the process of SRIT 

elaboration is in full swing and it there is hope of good practices on how to deal with user 

needs and the response of local authorities to meet  them. 

 
Portugal 
The competences regarding urban and interurban transportation have been transferred to 

the regions. According to our understanding, there is no strategic plan on mobility.  

 

Nevertheless, in order to reduce negative environmental and health impacts the 

Sustainable Mobility National Programme was created, which is a study coordinated by the 

“Agência Portuguesa do Ambiente” of the Portuguese Ministry of the “Environment and 

Territory (Ministério do Ambiente e do Ordenamento do Território). In 2010 they presented 

a document on sustainable mobility named “Projecto Mobilidade Sustentável” (“Sustainable 

Mobility Project”) containing successful Portuguese mobility case-studies, conclusions and 

recommendations. It was a joint work with different authorities, Universities and research 

centres. This document is intended to fill the gap on national recommendations in order to 

move towards a more sustainable transport. 

 

The information provided by the Azorean Representatives states that there is an on-going 

project on public works strategy; however, no further information was found. 

 
Spain 
There is the National plan named PEIT for the Spanish transport infrastructure and more 

recently the PITVI 2012-2024 which is under discussion. At regional level the upgraded 

PETCAN “Plan Estrategico de Transportes en Canarias”   aims at promoting sustainable 

mobility and decreasing the problems related to being an OR; it provides a thorough 

description of each island and different proposals. However, due to the current economic 

situation, it is on stand-by. 

 

The national government has also set up the Metropolitan Mobility Observatory (MMO or 

OMM in Spanish). It is an initiative to provide analysis and reflection, which involves the 

Spanish Public Transport Authorities (PTA) of the main Spanish metropolitan areas, the 

Ministry of Agriculture, Food and Environment, and the Ministry of Public Works, in order to 

analyse the contribution of public transport to improving the quality of life and ensure 

sustainable development in these cities. The annual reports shed some light on the trends 

of public transport by cities in the different regions of Spain and promote discussion 

between them. Only the Transport Authority of Gran Canaria TGC contributes to the MMO. 

 

Many Spanish national initiatives have been developed on sustainable mobility, such as the 

guideline of transport plans for employees published by the Spanish Institute of Sustainable 

Energy IDAE (Instituto para la Diversificacion y Ahorro de la Energía) [2006]. 

 

Moreover Article 26 of Law7/1985 states that every town (Ayuntamientos) with more than 

50,000 inhabitants must provide a public transport service [BOE, 2011], whilst the 

sustainable economy law first published in 2011 and modified in 2012 states that from 

January 1st 2014, any subvention, funding or aid to the Regional or Local Authorities aimed 

at funding urban or interurban public transport will only be given on condition that the 

entity demanding the aid has developed a corresponding sustainable mobility plan which 

needs to be coherent with the national sustainable mobility strategy.  

 

http://www.magrama.gob.es/es/
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In this respect, the Canary Islands have two different bus transports: urban and 

interurban. Interurban transport is provided in the provincial capitals such as Santa Cruz de 

Tenerife and Las Palmas de Gran Canaria (by the public transport consortiums TGC and 

TITSA respectively) to the most populated municipalities or to the ones with much tourism. 

Urban transport management is in the hands of the local city council (Ayuntamiento) and in 

general, the organisations are public companies. Nevertheless,  where interurban transport 

(or the insular one) is provided it exceeds the competences of a single municipality. Its 

management therefore corresponds to each insular local government (Cabildo insular), in 

which some companies are public and others private. 

 

One of the positive points in this archipelago is that they intend to follow the trends of the 

Spanish mainland, promoting sustainable transportation. Hence their proposal for their own 

commuter rail system (as the Cercanias rail in the rest of Spain). The Tenerife railway line 

was also built as well as their segments of restricted bus lanes. Still, the particularities of 

the region differ from the rest of Spain and therefore the same solutions may not be 

enough. 

 

3.2.2. Road transport  

 

Information on interurban road projects and public transport services as reported in the 

analysis part (chapter 2) and the information sheets (Annex 2) is summarised in Table 16. 
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Table 16: Overview of interurban road projects and public transport services 

Region Road Investments Public Transport Services Remarks 

French 

Guiana 
 

The Oyapock River Bridge 
(380 metres), opened in early 
2013: Connection to Brazil 

A convention (TIG) between the 
Conseil Général and the carriers 
was established in 2010. 
 

 

Martinique 
 
 
 

Extension of the TCSP-Project 
for a total length of 13.9 km 
(mainly in Fort-de-France and 
agglomeration) 
 

Operation by private Bus 
companies  
Conflicts of competences: to be 
restructured 
 

 

Guadeloupe New traffic control and 
information system 

Needs to be reorganised / 
restructured by the Conseil Général  
 

 

Saint-
Martin 

No projects planned Minibus services, privately 
organised  
 

 

La Réunion TEE programm3 (EUR 250 
million) 
Nouvelle Route du Littoral (no 
feasibility study yet) 
 

TCSP planned 
Interurban buses: Car Janes 

 

Mayotte 
 

 

Mamoudzou 
TCSP bypass project 

Interurban buses with up to 50 
seats are operated by private 
companies at own risk 

A tender for certain 
interurban public bus 
services has recently 
been issued, but the 
outcome is not yet 
known. 

Azores 
 
 
 

 

 

No information available   

Madeira 

 
 
 
 
 

No information available “Horários do Funchal Transportes 
públicos” is the transport company 
that manages urban public 
transport, including concessions. 
the “Companhia dos Carros de São 
Gonçalo” provides interurban 
mobility. Both recently signed an 

agreement to merge and there are 
plans to privatise them in 2013.  
There are other private interurban 
bus companies. 
 

 

Canary 
Islands 
 

 

 
 
 

The Canary /National 
government have invested 
large sums for construction 
and rehabilitation of the 
Canary Road Network 
(i.e. in 2011 the Canary 
government invested EUR 
88.8 million in roadways but 
the national government 
invested only EUR 3.4 million 
for construction) 

Interurban bus services are 
managed by the insular 
government in Tenerife and Gran 
Canaria  

 

Source: own compilation 

 

 

3.2.3. Inter-island ferry transport 

 

Information regarding intraregional ferry transport projects and services as reported in the 

analysis part (chapter 2) and the information sheets (Annex 2) is summarised in Table 17. 
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Table 17: Overview of intraregional ferry transport projects and services 

Region Port and Vessel  

Investments 

Ferry Services Remarks 

French 
Guiana 

None Only river taxis “pirogues”; 
No information on services on 
larger ships. 

 

Martinique 
 
 
 
 

None Fort-de-France: Ferry to Les 
Trois Ilets (20 minutes), 
running daily from 6:30am to 
5:15pm every hour and 
costing EUR 6 (round trip) 
 

 

Guadeloupe 
 

None Between the islands of 
Guadeloupe 
 

 

Saint-Martin None To Saint-Barthelemy and to 
Anguilla 
 

 

La Réunion 
 

No port projects for 
passenger transport 

Only one island – no 
intraregional ferry 
connections 
 

 

Mayotte 
 
 
 

Project to link Mamoudzou 
with Longoni in the North 
and Dembeni/Illoni in the 
South in order to relieve 

traffic density around the 
capital. 
 

The ferry connection between 
the islands is of paramount 
importance. 
 

 

Azores 

 
 
 
 

In the last decade the Azores 

ports received EUR 201.4 
million for investment by the 
country and EUR 142.4 
million from European funds.  

Services are managed by the 

regional authority. The region 
funds ferry operations at a 
rate of EUR 9 or 10 million 
annually in order to 
compensate the cost of Public 
Service Obligations (PSO).  

Ferry connexions depend on 
the season. In some months 
there are no connexions 
between certain islands. 
 

 

Madeira 
 
 
 

No information obtained Service managed by the 
regional authority. 
Travel time between islands is 
approx. 2 hours. 85% of 

regional trips are by ferry  

There are no PSO (nor public 
subsidies) for maritime 
services between the islands. 
 

 

Canary 
Islands 
 

Ports are managed as: Public 
National (major ports) and 
Public Regional (minor, such 
as Marines). In 2011, the 
national ports ( “Puertos del 
Estado”) invested EUR 64.3 

million, whilst the regional 
authority invested EUR 13.5 
million for minor ports 
 

Ferry services managed by 
the Canary Regional Authority 
(54% of the inter-insular trips 
were made by sea in 2009). 

There are PSO by 
sea and by air 
(regional and 
continental services) 
and one ferry 
subsidy scheme for 

El Hierro (on stand-
by) 

Source: own compilation 
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Inter-island ferry services are an essential component of public transport in ORs composed 

of two and more islands: Guadeloupe, Mayotte, Madeira, the Azores and the Canary Islands 

are concerned. Most of these services are in the form of concessions to private operators 

under public service obligations (PSO). We cannot make any judgement regarding the 

adequacy of these services in response to the needs of the local population. 

 

3.2.4. Inter-island air transport 

 

Information regarding intraregional air transport projects and services as reported in the 

analysis part (chapter 2) and the information sheets (Annex 2) is summarised in Table 18. 

 

Table 18: Overview of intraregional air transport projects and services 

Region Airport Investments Passenger Services Remarks 

French 

Guiana 
 

Infrastructure program 

with a total amount of EUR 
9 million (Chamber of 
Trade and Industry) 

2 internal connections: 

Maripasoula (27,000 
passengers p.a.) and to 
Saül (5,000 passengers 
p.a.) 

 

Martinique 
 
 
 

Optimisation of airport 
facilities: further work on 
the terminal and 
development of renewable 
energy is on the platform 

Only an international 
airport, without 
intraregional connections 

 

Guadeloupe 
 
 

None A “formal” (scheduled) and 
an “informal” (chartered) 
sector coexist. The latter is 
more important. Only one 

official carrier is operating. 

Even though intra-OR 
ferry transport exists 
between islands of OR 
there are also informal 

air services. 

Saint-
Martin 
 

Investments for the 
regional airport planned in 
the next five years with a 

total of about 4 million 
euros. 

None, too small  

La Réunion Increase the capacity of the 

international Airport 
 

No intraregional flights  

Mayotte 

 

Construction of the new 

terminal (to accommodate 
large aircraft) 
 

None, too small  

Azores 

 

No information on 

investments 

9 airports with 18 runways. 

Each island has one airport. 
SATA-Azores is the regional 

company. 
The PSO between the 
islands justifies the 
existence of a single airline. 

The Regional Government 
compensates financially 
and grants exclusiveness of 
the routes. There is PSO 
between the Region and 
the mainland (two airlines). 
 

These islands depend 

on air transport.  
Owned by the 

Regional/National 
Level. Managed by the 
Regional “Direção 
Regional dos 

Transportes” 
They seek similar 
prices between all the 
islands, the possibility 
of a round trip within 
the day, and to 
develop tourism in the 

whole region.  
 

Madeira 

 

In 2011 the National 

government provided 6.8 
million Euros in subsidies 

for air services. 

Two airports, one in 

Madeira and the other in 
Puerto Santo. Only 15% of 

trips between islands are 
by air.  

Owned by the 

Regional/National 
government. Managed 

at regional level by 
the Regional Agency 
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Region Airport Investments Passenger Services Remarks 

PSO (Public Service 
Obligations) with the 
continent 

ANAM (“Aeroportos e 
Navegacao Aérea da 
Madeira”) 

Canary 
Islands 
 

In 2011 the National 
government invested EUR 
153.8 million. Additionally, 

the National government 
provides 187 million Euros 
per year for the residents 
discount on regional/ 
mainland flights (50%) and 
2.5 million/year to support 
the air connections of La 

Gomera and El Hierro 
islands.  

8 airports (one in each 
island, two in Tenerife). 
Almost half the 

intraregional trips are made 
by air. 
In 2012 they had: EUR 2.9 
million intra-insular 
passengers (in+out), 
compared to EUR 3.1 
million national, and EUR 

10.1 million international. 

Owned/Managed by 
the National 
government through 

AENA company 
(Aeropuertos 
Españoles y 
Navegación Aérea) 

Source: own compilation 

 

Only French Guyana, Azores and the Canary Islands require intraregional flights for internal 

cohesion. Guadeloupe and Madeira have competing intra-OR air services in addition to 

inter-island ferry services f. Whilst the principal airport(s) in each OR can easily 

accommodate internal flights in addition to the international flights linking the OR to the 

mainland, to neighbouring countries and other continents, regional airports on the smaller 

islands simply cater for the passenger flows to and from the main airport and may require 

infrastructure financing solely for the intraregional flights. Even if the number of passengers 

is very small on these intraregional inter-island routes and most passengers prefer 

travelling by ferry because airfares are expensive, the air services are essential for business 

trips, tourists and emergency situations. 

 

3.2.5. Tourism and transport 

 

Tourism plays an important role for the economies of the ORs. A well functioning transport 

system is relevant for tourism, i.e. traveling from/to the airports to enter/exit a specific OR 

for holidays, plus the internal trips for sightseeing. On the other hand the tourist transport 

demand may constitute a significant share of demand on some interurban routes and thus 

contribute to making such routes more profitable, so that the local population can also 

benefit from extended services. Therefore, when planning transport systems of the OR, the 

dual purpose of interurban transport for locals and tourists should always be considered.  

 

The following paragraphs highlight the importance of tourism within the ORs and, where 

possible, transport links for locals and tourists. It must be emphasised that in the ORs the 

Canary Islands, followed by Madeira and the Azores are the preferred tourist destinations. 

Due to the importance of these regions for tourism and their similarities, the SIET-MAC 

project [DREA, 2006] (“Sistema de Indicadores de Sustentabilidade do Turismo da 

Macaronésia”) was funded by INTERREG III-B in order to develop a system of statistical 

benchmarks for sustainable tourism and provide specific statistics of this sector within the 

three regions. Unfortunately the information has not been updated, and it is not always 

complete for the three cases.  

 

SPAIN - Canary Islands 

In 2011, the Canary Islands received a total of 10,315,000 foreign tourists by air which 

amounts to an 18% share of the total foreign visitors in Spain. In 2007 the share of 

tourism in the regional gross domestic product was 31% according to the SIEMAC 

webpage. In the same year, employment in the tourist sector attained 30.5% of total 

employment.  

 

In fact, tourists have an important role in the mobility of the islands. They may rent a car 

to get to different destinations and use tourist buses, although in many cases they can use 
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public transportation or even the public bicycle system, which seems to be very popular 

among tourists due to the fact that it was developed as a temporarily free service. It is 

interesting to note that in many cases the Armas Ferry Company provides its passengers 

with free bus services from the port to downtown, to transport interchanges or certain 

locations, and back on board Moreover, according to the PETCAN tourists get to their lodges 

by tourist buses or special services, which represent 67% of the public transport. In second 

place, tourists prefer taxis, which they use in 18% of the cases. Regular buses are only 

used by tourists in 15% of the cases where public transport is used. According to the same 

source when tourists travel beyond their accommodation area, they use public and private 

transport with the same share, whilst when returning they mostly prefer to walk (at that 

time the public bicycle was not an option). 

 

PORTUGAL 

According to the SIEMAC webpage and DREM report in 2005 (latest available year) the 

share of vehicles used for tourism (which include rented cars, taxis, tourist buses and 

minibuses) was 5.72% of all vehicles in Madeira and 2.36% in the Azores (no comparable 

information was found for the Canary Islands). 

  

Madeira 

In the Madeira Islands, tourism is the main driver of economic development, involving the 

construction of tourist infrastructure and the improvement of air and maritime transport 

systems. Tourists take advantage of lush landscapes, and a subtropical climate. According 

to the same SIEMAC webpage, the contribution of tourism to gross value added was 7.4% 

in 2007. In that year, employment in tourism was 11.3% of total employment (which is 

around one third of the equivalent indicator for the Canary Islands). 

 

Madeira Island, unlike the island of Porto Santo, is very mountainous, with deep valleys, 

embedded between the high peaks and cliffs, in much of the coast, which hinders the 

island’s development. These constraints have been minimised by the construction of a road 

network with tunnels and bridges. Therefore, tourists usually rent a car to get around the 

islands, although they might use public transportation in specific cases. For example, in 

Porto Santo buses wait for the ferry passengers coming from Madeira Island in order to 

take them to Porto Santo downtown. Tourist buses can also be booked. 

 

Azores 

In recent years it was intended to make tourism the basis of economic development, taking 

into account the beauty of the Azorean landscapes and the opportunities for marine and 

water sports. In 2005 (last information available) the rate of employment in the tourist 

sector was equal to 6.1%, which contrasts with 10.7% in Madeira and 14.1% in the Canary 

Islands for the same year.  

 

In some islands the buses run more frequently than in others. For this reason, tourists are 

generally recommended to rent a car to visit the island’s main attractions or to agree with a 

taxi driver to take the visitor to different places or on a daily basis, and also in order to 

avoid driving themselves along the sinuous and complicated roads. Some local hotels have 

bicycles and electric bicycles to rent, whilst a free bicycle service was found next to the 

Faial port. 

 

FRENCH ORs 

All French ORs have good climatic conditions to attract tourists most of the year. The main 

assets are beaches, good conditions for nautical sports and excursions as well as the 

natural environment for walking excursions or trekking. As stated earlier, the frequentation 

of the French ORs is much lower than that of the Canary Islands and Madeira which are 

much closer to continental Europe. But it is also clear that most French ORs are losing 

attractiveness. Public transport is very limited and in most cases not suitable for tourists. 

Car rental is the main form of transport and guided tours are the best choice to get around, 

but both have their price. For example, according to a survey, only 16% of tourists used 

Ferry services in Guadeloupe. 
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Take the case of Martinique. The official website presents transport facilities only in 

French under the following headings: 

 Car rental 

 Car rental with driver 

 Car rental without driver’s licence  

 Rental of two-wheelers 

 Bus and shared-ride taxis (taxis collectifs) 

 Marine excursions 

 Charter flights and helicopter sightseeing 

 

Opening the webpage on bus and shared-ride taxis, one reads only the following – again 

only in French: “Martinique has urban and interurban bus services. Bus terminals are 

mostly located on the Boulevard General de Gaulle (...). You can take shared-ride taxis at 

Point Simon. They run early in the morning until 18h. (...). This means of transport, widely 

used by Martinicans is a great way to experience the picturesque atmosphere of the 

country.” 

 

The official tourism website of La Réunion mentions on the French language page on travel 

(déplacements) the Cars Jaunes, operator of urban and interurban buses, and shared-ride 

taxis; no link to the Car Jaunes website is given. On the English language page, public 

transport is not mentioned at all. More precise information is given in a page (also available 

in English) where interested tourists can search “coach companies” 

(http://www.reunion.fr/en/getting-around/coach-companies.html); one can find addresses 

of car rental and bus chartering for airport transfer and excursions.  

 

In French Guiana, Tourisme Guyane has a webpage on Public transport 

(http://www.tourisme-guyane.com/transports/transport-en-commun.html), giving some 

indications on urban buses in Cayenne and refers the user to the website of the regional 

administration (http://www.cg973.fr/Le-transport-entre-les-communes) and their 

information on interurban transport. Here one finds the “news” on a travel survey carried 

out in 2012 and a link to a separate page with interurban services planned for the “near 

future”. 

 

3.2.6. Best practices 

One should differentiate between the best practices ready to be put into practice or to 

implement and the best practices only available over the long term and more related to 

research and development purposes. 

 

Ponta Delgada (Azores) city plan 

Ponta Delgada city is the administrative capital of the Azores. Most of the services, 

businesses and industries of the island are concentrated here. It was the only city located 

in the Portuguese islands selected for the Mobicar research project [Calado et al., 2010] 

[Gil, A. et al., 2011]. The programme has promoted specific measures to improve 

sustainable mobility taking into account the point of view of different public and private 

stakeholders, for example: strict toll parking measures, dissuasive parking lots on the 

outskirts of the city, better police services, promotion of the mini-bus service in the inner 

city, etc. [Agencia Portuguesa do Ambiente, 2008].  The project consisted of different 

workshops where diverse stakeholders discussed the situation of the city and the 

consequences for each group. Once the main issues regarding urban planning and 

transportation were defined, clear indicators and verification measures were developed, 

each one provided with a specific budget for its implementation. Each such measure was 

clearly given to an entity or group responsible for its implementation and feedback. It is a 

good example of how solutions work better, once all the people concerned with it agree on 

the measures and follow the process of implementation. 
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Telemedicine in the Canary Islands 

There is a pioneering project –the first in Spain– that just started operating for 

telemedicine, to reduce the number of trips for patients and specialists [Networkworld, 

2013 online] [Gobierno de Canarias, 2006 online]. The General Hospital in La Palma has a 

room equipped with sophisticated data transmission equipment  so that Specialists at the 

Tenerife University Hospital can assist patients in La Palma. This example should be seen as 

a good alternative especially in the case of archipelagos, reducing the number of trips for 

medical purposes or official paperwork. 

 

Ferry-Bus service in the Canary Islands 

The ferry-bus service provides its passenger with free bus services from the port to 

downtown, transport interchanges or certain locations, and vice versa [Naviera ARMAS, 

online]. A similar but minor example was also found in Porto Santo in Madeira, where 

the local bus waits for the ferry passengers to take them to the downtown. It is a good 

example where private operators have realised how to improve their own business by 

improving the connection of intermodal services. 

 

Strategic Regional Transport Plan of the Canary Islands 

The 2006 Strategic Transport Plan of the Canary Islands (Plan Estrategico de Transportes 

en Canarias) known as the PETCAN [and updated in 2010 is a good example of regional 

transport planning, although due to the financial crisis its implementation has been 

postponed and it remains only as a guideline of the transport situation of this archipelago. 

It aimed at promoting sustainable mobility and decreasing the problems related to being an 

OR.  

 

This document focuses on improving inter-modality by increasing and ameliorating the 

intermodal exchange stations and the connexions between different modes of transport. It 

also stresses the importance of other transport infrastructures such as dissuasive parking 

(P+R), enhanced pedestrian access, segregated cycling facilities, high capacity & bus lanes 

along with an integrated fare system between different transport operators to foster 

intermodality. 

 

Public transport planning process in La Réunion 
A new Schéma d’aménagement regional (SAR), a regional development master plan, was 

developed and approved in 2011. It contains a long-term view (horizon 2030) and defines 

the specific priorities in the area of infrastructure and transport, such as better sustainable 

mobility and territorial cohesion. To complete this document, the Schéma régional des 

infrastructures et des transports (SRIT) was produced to guide the planning of public 

transport of passengers and goods together with the related infrastructures for the three 

modes of transport: land, sea and air. The SRIT document is still undergoing finalisation 

and approval. Moreover, the implementation of SRIT actions requires governance rules 

regarding: 

 Development of an organisation to manage mobility  

 Identification of sources of funding  

 Education of citizens regarding transport issues, changes of behaviour 

 Use of new technologies 

 Evaluation of SRIT actions  by monitoring indicators such as: 

- Employment generated by these actions 

- carbon balance of actions. 

 

A key SRIT action is of particular interest in an environment where public transport has a 

share of only 6%: the Trans Eco Express (TEE) programme is designed to render traffic 

more fluid and improve public transport and to implement a partnership approach across 

the island. The programme has a budget of EUR 250 million of which EUR 80 million would 

be contributed by the ERDF. 

 

One of the most advanced TEE projects is the esti+ project of the conurbation 

Communauté Intercommunale Réunion Est (CIREST): “clean” buses will operate on a 21 
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km route linking three major municipalities in the East of the island: Saint-André, Bras-

Panon and Saint-Benoît, partially on reserved lanes where suitable. This project will cost 

around EUR 100 million and the system is expected to be fully operational by 2015. 

Moreover, there are similar projects for the other conurbations of the island. 

 

The partnership of the Conseil Régional with the local municipalities on the one side, and 

the national and European authorities on the other was outstanding even if the 

implementation stage has not yet really started. 

 

Green Energy projects in the Azores and El Hierro 
Interesting studies on alternative energy have been carried out in the Azores. Camus and 

Farias [2012] for example, analyzed different scenarios of electric vehicle penetration. They 

showed that, if at least 15% of the LD fleet were replaced by EVs, great reductions on fossil 

fuel use and energy could be attained. EUR 53 million savings in oil products could be 

expected, but valley hours would need to be filled. The tourist sector could fill the gap in 

these hours, when tourists could also take advantage of these electric vehicles.  

 

There is also a green energy project in Graciosa Island (Azores) which intends to provide 

renewable energy to the whole island by a combination of wind, photovoltaic and a minor 

amount of Diesel. It is supposed to start operating in the by the end of 2013. In addition, 

the Younicos firm proposes to use excess energy for electric mobility and has a relevant 

project. The Reiner Lemoine Institute, which carried out the study, states that the use of 

light duty electric vehicles should be optimised by using different types (e.g. minibuses, 

shared taxis, car sharing). 

 

 Another project is currently under development in El Hierro, Canary Islands,but has 

incurred multiple delays, the date of completion has not been established and the 

information is limited. However, it too planned to use excess energy for electric mobility.  

 

3.2.7. New mobility concepts  

 

As many of the Outermost Regions are islands, it seems useful to look for innovative 

transport examples on other islands. One example can be identified on Greek islands where 

electro-mobility seems to be a really good option for intraregional/interregional 

transportation. For example, the project “emobility@spetses” now taking place aims at 

reducing noise and pollution for different types of mobility [Week 2,0 2013,.4].  This makes 

sense as (1) on most islands tourism plays a major role in the local economy, whilst small 

electric vehicles do not generate air pollution and noise and are assumed to be attractive 

and acceptable for tourists, and (2) these islands are sunny and often windy places at 

which electricity for the electric vehicles could be generated from such renewable sources 

(i.e. photovoltaics and wind power). On the other hand the supply of fossil fuels, at least to 

the French Ors, is rather expensive, which increases the current cost of road transport, and 

makes alternatives that take their energy from local sources rather attractive. 

 

As mentioned there are two different renewable energy and mobility projects in the ORs 

under analysis, one in Graciosa Island (Azores), and the other in El Hierro (Canary Islands), 

but the latter  is  less advanced. Many scientific studies have been published for the 

Azores:  they include Gil F.S., et al. [2011] on the acceptance of electric cars ,, Camus and 

Farias [2012] on electric vehicles in São Miguel, the electricity generation system based on 

Photovoltaics and wind energy in La Graciosa and the possibility of using electric vehicles to 

match demand by Hlusiak et al. [2012] and the one by Arnhold et al. [2011], among 

others. For the El Hierro project, the only information is in the website: 

www.goronadelviento.es. We were told on the telephone that the project has experienced 

many delays.  

 

The Graciosa Island project aims is to use the excess energy produced by the renewable 

energy electricity generation system, which is a very advanced idea. Different researches 
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have stated that “sustainable mobility” could be more expensive because the price of 

vehicle electric batteries is really high,  and the number of miles per year that a private car 

can make on an island quite limited. However, such limited distances enables also permit 

the use of small vehicles with low maximum speeds (like the Renault Twizzy, a two-seater 

with a maximum speed of 80 km/h). Such vehicles require only small batteries and are sold 

at around EUR 8,000. Another suitable solution could be the use of electric vehicles in a car 

sharing basis, which would mean an increase of kilometres per year, and could prove useful 

for people living in the islands as well as for tourism.  

 

It should be noted that different transport options have recently emerged in some 

European countries: Car sharing, car pooling and ride sharing alternatives. Their 

organisation and fostering has notably improved. Take for example the French 

“covoiturage” system [Covoiturage online] or the German Stadtmobil and Car2Go car-

sharing systems. The increasing use of smart phones could facilitate this alternative, in 

particular ride-sharing as existing para-transit systems in some Outermost Regions work in 

a similar way, but without so far using modern communication technology. 

 

Electric bike sharing programs and power-assisted bikes (Pedelecs) could contribute to a 

more sustainable environment. Many demonstration tests have been carried out to test 

their impact and opportunities in cities or in hilly locations, like Stuttgart in Germany. If 

electric bikes are used, even hilly areas as in Madeira or the Azores and longer distances 

could become an alternative transport option for interurban trips of 10 to 15 km. 

 

In fact, such new multi-modal mobility systems, combining sharing-systems with public 

transport, have been conceived essentially for urban areas. However, early electromobility 

trials are also emerging for connecting low density areas with central cities (as often 

required for islands). For instance, in the German sparsely populated Land of Mecklenburg-

Vorpommern a system of electric express bus lines using shared pedelecs as feeder modes 

is being tested in the “inmod” project [inmod, online]. 

 

In another field, Delmelle et al. [2011] provide an example of health care administration 

with new technologies in a marginalised community in Cali, Colombia. They propose to 

improve the spatial analysis of diseases and reduce movements by patients by strategically 

improving the public transport system and thus balancing inequalities in health care. At the 

same time, the records obtained would permit the provision of mobile units to better serve 

the population. In this respect, there is a pioneering telemedicine project – the first in 

Spain – has just started operating in the Canary Islands [Gobierno de Canarias, 2006; 

Networkworld, 2013], which reduces the number of trips for patients and specialists. The 

General Hospital of La Palma has a room equipped with sophisticated devices for data 

transmission so that Specialists at Tenerife University Hospital can assist patients in La 

Palma. This example could be a good alternative to physical travel especially for 

archipelagos, reducing the number of trips both for medical purposes and the paper work 

involved. 

 

3.3. Transnational cooperation 
 

Information regarding intraregional air transport projects and services as reported in the 

analysis part (chapter 2) and the information sheets (Annex 2) is summarised in Table 19. 
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Table 19: Overview of transnational cooperation 

Region Existing Cooperation INTERREG Remarks 

French 

Guiana 

Guyane-Suriname-Brazil The Conseil Régional of 

Guadeloupe manages 

the “Caribbean” 

INTERREG IV 

programme. 

No passenger transport 

aspects are being funded 

under this programme  

 

 

 

No detailed 

information 

available 

Martinique 

 

Caricom 

Guadeloupe 

 

Cariforum, Caricom 

Saint-

Martin 

With Sint Maarten 

(Dutch part) 

La Réunion 

 

 INTERREG III B (Indian 

Ocean) 

No detailed 

information 

available 

Mayotte 

 

None  Not yet  an 

Outermost Region 

Azores 

 

Axe 3 of the MAC (Madeira-Azores-Canary Islands) 

2007-2013 Programme by the EU (EUR 65 million 

from ERDF funds); relates to ferry and air 

transportation and is part of the Macaronesia 

(INTERREG III B) programme. The aim of the 

Macaronesia project is to foster the sustainable 

development of the Azores, Canary Islands, Madeira 

and Cape Verde while strengthening the cooperation 

among them due to their similarities. 

 

The SIET-MAC project (“Sistema de Indicadores de 

Sustentabilidade do Turismo da Macaronésia”) also 

funded by the INTERREG III B aims at developing a 

system of statistical benchmarks for sustainable 

tourism within the three regions (www.siemac.org) 

 

 

It appears that due to economic constraints, the 

continuity of the cooperation programme is on 

stand-by. 

 

 

Madeira 

 

The Ferries 

company ARMAS 

used to have a link 

to the Canary 

Islands until 2012 

(600 km away).  

There are direct 

flights to Las Palmas  

Canary 

Islands 

The Ferry service 

between Canary 

Islands and Madeira 

is no longer in 

operation.  

It is possible to use 

the fifth Freedom of 

international air 

traffic regulations 

within the 

Macaronesian 

territories. 

Source: own compilation 

 

3.3.1. Existing transnational cooperation 

 Passenger transport services in the Ors have in the past not been a subject of 

transnational cooperation. With the exception of the new bridge across the Oyapoque river 

to link French Guiana and the Northern Brazilian State of Amapá, built for passenger and 

freight movements, all other links are by ferry and air. In terms of infrastructure, facilities 

for passenger travel already exist or require a relatively low investment. On the other hand, 

investments in vessels and aircraft and the related operating costs are heavy. Air services 

can respond better to low demand than ferries and this  is reflected in the air connections 

of the different ORs in Table 20.  
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Table 20: Overview of transnational land, sea and air links 

Region Land Sea (ferry services)* Air (scheduled)* 

French 

Guiana 
 

 Brazil (via the new bridge at 
Saint Georges de-

l’Oyapoque crossing the 
Oyapoque river) 

 Suriname (crossing the 
Maroni river at Saint 
Laurent de Maroni by ferry) 

  (Fort-de-France) 
 (Pointe-à-Pitre) 

 Macapa 
 Belem 
 Paramaribo 
 Santo Domingo 
 Port-au-Prince 

Martinique 

 
 
 

  (Guadeloupe) 

 St. Lucia 
 Dominica 

 Antigua 

 Barbados 
 Belem 
 Caracas 
 (Cayenne) 
 Havana 
 Pointe-à-Pitre 
 Santo Domingo 
 (Saint-Martin) 
 St. Lucia 
 San Juan 
 Saint-Vincent 

 Trinidad 

Guadeloupe 
 
 

  (Martinique) 
 St. Lucia 
 Dominica 

 Antigua,  
 Barbados  
 Cuba,  
 Curaçao,  
 Dominica  

 Grenada  
 Haïti,  
 (Martinique) 
 Montserrat 
 Porto Rico  
 Santo Domingo 
 St. Lucia,  
 (Saint-Martin),  
 Saint-Vincent,  
 Tortola 

Saint-Martin 
 

  St Barthélemy 
 Anguilla 

 Anguilla 
 Antigua 
 Curacao 
 (Guadeloupe) 
 (Martinique) 
 Montserrat 
 Saba 

 St. Eustatius 
 St. Barths 
 St. Kitts & Nevis 
 St. Thomas 
 Tortola 
 Trinidad 
 Jamaica 
 Port au Prince 
 San Juan 

La Réunion   Mauritius  Comoros 
 Madagascar 
 Mauritius 
 (Mayotte) 
 Seychelles 

Mayotte 
 

  Comoros  Comoros 
 Madagascar 
 Mauritius 
 (La Réunion) 
 Seychelles 
 Daressalam 
 Nairobi 
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Region Land Sea (ferry services)* Air (scheduled)* 

Azores    (Funchal) 
 (Las Palmas) 

Madeira    Ponta Delgada 
 (Las Palmas) 

Canary 

Islands 
 

   (Madeira) 

 (Ponta Delgada) 
 Praia, Cape Verde 
 Dakar 
 Banjul 
 Nuakchott 
 El Aaiun 
 Agadir 
 Casablanca 

* links between ORs in brackets 
Source: Internet search 

 

Guyana is well connected to neighbouring Brazil and Suriname in the coastal area, but not 

at all along the border beyond the coastal strip. The French island ORs are relatively well 

linked by air to many of the Caribbean islands even if many flights are only once or twice a 

week.  

 

As from 2013 the Caribbean Community (CARICOM) is tied to the European Union via an 

Economic Partnership Agreements known as CARIFORUM signed in 2008. The treaty grants 

all members of the European Union and CARIFORUM equal rights in terms of trade and 

investment. CARICOM is developing towards a common market concept. However, so far 

the French ORs in the area are not yet full or associate members of this market. 

 

La Réunion and Mayotte in the Indian Ocean are linked to Comoros, Seychelles, Mauritius 

and Madagascar (several destinations), Mayotte also to Daressalaam and Nairobi on the 

East African continent. 

 

The two Portuguese ORs Azores and Madeira are only linked to the Canary Islands. 

 

The Canary Islands are linked in turn to the Cape Verde Islands and to the West African 

continent (Gambia, Senegal, Mauritania and Morocco). 

 

There are no detailed statistics on passenger movements on the existing links. The 

variability of the offer, many flights and ferry services being experimental and abandoned 

after some time, indicates that demand is rather weak and not sustainable. Fares are of 

course not subsidised. 

 

Ferry connections are limited to close-by islands within a range of up to 250 km. 

3.3.2. EU INTERREG Programme 

 

The INTERREG programmes of the European Union cover all ORs: 

 INTERREG IV – Caribbean 

 INTERREG III B – South-west Indian Ocean 

 INTERREG III B - Macaronesia 

 

No specific component to promote transnational passenger transport could be identified in 

the Caribbean and South-west Indian Ocean programmes. 

 

Although the Macaronesia programme has a budget of EUR 65 million to foster 

transnational cooperation through ferry and air transport between the Azores, Madeira, 

Canary Islands and Cape Verde, the result is rather deceiving: ferry links have been 

discontinued and the programme is reported to be on hold due to the present economic 

circumstances. 

http://en.wikipedia.org/wiki/European_Commission
http://en.wikipedia.org/wiki/Economic_Partnership_Agreements
http://en.wikipedia.org/wiki/CARIFORUM
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4. SYNTHESIS AND CONCLUSIONS 

 

In 2010 the ORs and their national governments agreed on a Memorandum on renewed 

strategy for the ORs [ES/FR/PT/OR 2010]. This “strategy must be based moreover on a 

triple balance: 

 

 The balance between potentialities and limitations. 

 The balance between the internal and external aspects of European policies. 

 The balance between the adaptation of general community policies and the 

establishment of specific sector instruments.” 

 

For the transport sector which is the subject of this study on the Interurban Transport of 

Outermost Regions we support the need to keep this triple balance. However, in the past 

the focus was on the limitations of transport, in particular on the remoteness of the ORs 

and their accessibility from/to other regions in and outside the EU, whilst the 

potentialities for economic development and social cohesion that can be brought 

about by improved interurban transport within the ORs was often neglected or at 

least not fully exploited. Providing mobility options other than through (new or better) 

roads and the private car was given little attention, although we would expect that such 

improvements could improve the local economies, tourism and access to better education 

which are pre-requisites for the parallel strategy of building the growth of OR wealth on 

research and innovation. The development and use of existing OR specific 

rules/instruments for improving interurban transport in ORs seem not to have been taken 

into account to the extent possible and reasonable. Of course, the ORs are each specific 

and differ in their transport and mobility needs so that presenting generic conclusions risks 

that they would not fully apply to one or a few ORs. However, interurban transport reveals 

some rather common features which hamper the provision of an effective interurban 

transport system: 

 

 Responsibilities, organisation and execution of interurban transport are fragmented 

and assigned to different actors that do not sufficiently coordinate (e.g. different 

(mini-)bus operators.  

 Authorities that can develop, implement and enforce an integrated cross-modal 

interurban transport plan for an OR, including a funding concept, are lacking. 

 

In essence, we conclude that due to the diversity of ORs the best interurban transport 

system needs to be developed by each OR, applying the ingredients of an effective 

interurban transport system as described in the following sections in a flexible way. 

 

4.1. Interurban bus systems – the core 
 

Due to the limited area size and population numbers of the ORs bus systems will usually be 

the most appropriate for providing an effective and sufficiently comfortable interurban 

transport system. They can be designed very flexibly for different levels of demand and 

usually require no or very little extra infrastructure investments. In all ORs they could form 

the backbone of interurban transport, in some cases complemented by ferry transport. The 

most important decision to be taken concerns the type of bus system which largely 

depends on the size of the OR and the level of demand to be expected. The following types 

could be considered: 

 

 Bus-rapid transit systems (BRT) that require a separate lane in agglomerations, 

on which the buses run without interfering with other road traffic and which allow  

high bus frequencies. 

 Scheduled standard bus systems offering 35 to 55 seats per bus running on a 

route network and a fixed schedule. 
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 Scheduled minibus systems offering 8 to 15 seats per bus running on a route 

network and a fixed schedule. 

 Demand responsive bus systems characterised by flexible routing and scheduling 

of small/medium buses operating in shared-ride mode according to passenger needs 

between pre-defined start and end locations. Such systems require ICT based 

access. 

 Demand responsive taxi systems operate like demand responsive buses as they 

require a transport request (e.g. by phone) and then operate on a pre-defined 

network with some flexibility to allow even door-to-door transport. 

 

These bus systems or combinations of them, on the assumption that they would offer 

sufficient frequency of buses, would qualify for developing a reliable interurban transport 

system enabling users to plan their trips in advance. Which system is appropriate depends 

on the characteristics of the OR, e.g. if it consists of a centralised structure with one main 

city and several other small cities or villages, or if it has a polycentric structure with several 

smaller or bigger cities. Our analysis suggests that La Réunion seems to have a better 

developed bus system than other ORs. 

 

Still other systems exist, such as paratransit and shared taxis that could also run on pre-

defined routes, but would only operate if sufficient ridership is achieved. They would not, 

however, qualify as offering reliable interurban transport, since users cannot be sure 

whether there will be any offer at all at a certain time. 

 

Railway systems are unlikely to be cost effective in ORs, with a few exceptions in which the 

biggest city of an Island could produce sufficient demand potential to establish a few tram 

lines or a light-rail system. In such cases the need for additional transfers between the 

(interurban) bus and rail systems need to be taken into account.  

 

4.2. New mobility concepts – make use of transport innovations 
 

Shared mobility constitutes a new paradigm emerging in European countries in recent 

years. Innovations concern both transport related and ICT technologies that enable access 

to innovative shared mobility options e.g. via smart-phones and apps. Such options include 

car-sharing, bike-sharing (both possibly using electric vehicles) and ride sharing. Again it 

first needs to be checked which system would fit best to the needs of a specific OR. In 

general, the most promising could be ride sharing as it requires few investments, does not 

depend on a minimum level of demand (as is the case for car-sharing if it is not publicly 

subsidised) and is not limited to short distances and rather flat areas like bike sharing. 

However, looking at existing ride sharing systems in ORs (e.g. some French ORs have the 

French covoiturage online platform) they don’t seem to be used intensively yet. The 

reasons need to be analysed, for example, whether they are not advertised sufficiently (in 

which case they could be subsidised by the authorities) or whether lack of ICT systems 

limits access. 

 

An alternative option could be the use of shared e-bikes (pedelecs) as a feeder mode from 

rural villages to the interurban bus system. Such a system would have two advantages: (1) 

the bus need not take detours to stop in many little villages, and (2) the pedelecs can also 

be used in hilly areas, which dominate the landscape of most ORs. 

 

4.3. Organisation of transport – optimising the interchanges 
 

All ORs analysed dispose of some kind of interurban (mini)bus system. However, the 

biggest obstacle to deploying an effective interurban transport system seems to be a lack 

of or  insufficient interchanges between the different systems, e.g. between two interurban 

bus lines, between the interurban and the urban bus system, between interurban buses 
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and ferries, or in the future possibly between the bus system and innovative options like 

shared bike-systems. 

 

Organising an interurban transport system such that different mobility options become 

conveniently connected and reliable must be a priority. This is more a question of better 

organisation and planning than of new and more infrastructure. A positive example was 

observed in the Canary Islands where combined tickets are sold for “ferry + bus” 

connections, in which the connection with the second mode is also guaranteed in case of 

delays of the first mode. 

 

In order to foster intermodality, the experience of the Madrid Transport Authority who built 

different Intermodal Exchange Stations (IES) in the agglomeration should not be neglected. 

Di Ciommo et al. [2009] have documented the implementation of the IES in concessions in 

detail; this was a totally new experience worldwide. The researchers discussed how private 

funding could be a win-win strategy, and the opportunities for this scheme to promote 

sustainable transport. The Madrid Authority achieved a threefold objective: First, they 

enhanced the level of comfort of users by decreasing travel time, creating a more pleasant 

environment which increased the number of passengers using public transport. Secondly 

they reduced the space occupied by buses, which had made pedestrian transit difficult and 

deteriorated the urban environment. Thirdly, the travel time of interurban buses was 

reduced, by tunnels or exclusive bus lanes. The former reduced congestion, pollution, and 

fuel cost for transport operators, whilst increasing travel time attractiveness for users. The 

revenues generated by the IESs come from diverse sources: the most important are the 

fees that urban s, regional and inter-regional buses operated by private companies have to 

pay to the concessionaire to use the IESs. Even though the interregional coaches were not 

obliged to use the IES, they understood the benefits it would bring to them. Commercial 

rents paid by shops and cafeterias inside the IES,  and parking rents paid by car users  and 

rents paid by advertisements and vending machines provided various sources of funding. 

 

Such an example could be useful as a guideline for park & ride (P+R) infrastructure. They 

could improve the link between towns and poles of employment (i.e. tourist areas), where 

demand is not sufficient to build, manage and operate an interchange station. P+R areas 

could lessen congestion whilst increasing sustainability.  

 

In these areas services like carpooling or car sharing could be provided. Most importantly, 

they could be strategic areas for employee transport plans. There, employees may use bus 

services provided by groups of employers. Such plans have proved to be efficient in many 

places worldwide. Moreover, exploitation of a P+R infrastructure on a public or concession 

basis could use the Madrid example on how to get revenues from the IES’s.  

 

Of course transport plans may also be funded by enterprises via different schemes. One 

option is similar to the French Versement Transport, where public or private firms with 

more than 9 workers located in urban transport perimeters of more than 10,000 

inhabitants pay a tax to fund the operating costs of existing or new public transport 

infrastructure [Mejia Dorantes & Vassallo, 2010, 3]. An alternative would be for the 

regional government to reduce tax for those companies that provide this service to their 

employees. Finally, employee transport plans could be based on the Spanish publication 

from the IDAE [2006]. 

4.4. Renewable electricity, smart grids and electric mobility 
 

The European Union has defined medium- and long-term targets for climate mitigation, 

energy security and energy conversion towards a renewable based system, which would 

deploy renewable electricity on a very large scale by 2050. Such deployment would also 

require intelligent and controlled use of electricity which can be provided by smart grids. 

Electric mobility as one consumer of electricity could provide demand, storage and adaptive 

potentials for the use of renewable electricity. 
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The OR islands provide ideal conditions for becoming large scale demonstration sites for 

smart grids and a full supply of electricity from renewable sources. They possess significant 

potentials for renewable technologies (e.g. photovoltaics, wind, tide and wave) and 

constitute isolated networks, which are expensive if supplied by fossil energy. In particular, 

this holds for fossil fuels for transport, so that basing the mobility system on renewable, i.e. 

electric, mobility, and integrating it into a smart grid would also improve energy security 

for transport and in the medium to long run reduce the mobility cost in such ORs. Examples 

of projects exist or are planned in a few ORs, like El Hierro of the Canary Islands or the 

Azores, as well as the Greek Islands. For such large scale demonstrations it would be 

important to involve some of the major technology suppliers of smart grids like SIEMENS, 

Schneider Electric, IBM or General Electric. 

 

4.5. Governance for interurban transport – integrated transport 

authority 
 

The need for coordination between different modes and different interurban transport 

operators of a mode in the ORs has been mentioned several times in this report. This holds 

both for planning and operating the transport system. We suggest that in each OR an 

integrated transport authority (ITA) should be set up with the objective of achieving such 

coordination. The only exception would be in St. Martin, because of its small size and the 

importance of coordinating efforts to improve interurban transport with the authorities and 

stakeholders of the Dutch part of the island. 

 

Where it does not yet exist in an OR, the first task of such an ITA would be to develop an 

integrated, intermodal transport plan for OR (for example as in French ORs the Schéma 

Régional des Infrastructures et de Transports (SRIT)). It will be important to ensure that 

such a strategic plan is developed at the regional level of the OR and not by the national 

(mainland) administration. 

 

Rules of successful governance require stakeholder involvement.  In addition to economic 

associations, the transport sector, environmental and social NGOs, stakeholders from the 

tourism sector should also be considered as tourism provides a significant demand for 

mobility, including inside an OR (e.g. by hotels, car rentals or tour bus operators). 

 

4.6. Funding interurban transport 
 

Public transport systems often face funding gaps and thus require subsidies not only for 

infrastructure, but also for operations. The present framework of co-financing through the 

ERDF considers these needs in the form of a dual approach, including the usual 

“mainstream” support for the co-finance of “usual” investment expenditures and the 

support of “additional costs” which may result from the handicap of spatial location of the 

ORs. The “additional cost” subsidisation may support not only investments but also public 

service obligations – up to 50% - as they are paid in the first instance for air and ferry 

travel. Our analysis of the present funding scheme of leads to the following conclusions: 

 

 The dual scheme appears to be very complex and requires high administrative 

inputs for proving the additional costs. It could be simplified in the Common 

Strategic Framework (CSF) which the Commission is preparing for streamlining and 

coordinating the rules for the different funds including ERDF and CF.  

 It is important to support concepts and programmes instead of pure infrastructure 

investments. For many ORs the main problem is not missing infrastructure but 

missing co-ordination of public transport organisations and services.  

 Financial support should encourage developing original and innovative concepts for 

public transport and its interfaces with car, bicycle and motorcycle mobility. These 
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can be adjusted to the different transport needs of the ORs. Pilot programmes for e-

mobility chains from door-to-door could be co-sponsored. 

 The co-financing strategy should leave incentives for internal fund raising from users 

and beneficiaries. Parking charges, road pricing in agglomerations and contributions 

of the industry or the retail business (comparable to the French versement 

transport) can be suitable instruments. 

 The support for operating costs and public service obligations should not be 

restricted to air and ferry boat transport but extended to interurban bus service 

systems adjusted to the transport needs of the ORs. 

 As the subsidisation of operating costs and public service obligations without clear 

limitations may cause moral hazard problems and follow-up costs for the EU budget, 

clear rules are necessary for reducing rates of co-finance over time and the transfer 

of financial obligations to the mother country budget after the end of EU support. 

 

4.7. Linking tourism and transport 
 

As noted in section 3.2.5., there are no bus services specifically for tourists in the French 

ORs, which is understandable, but there is no or little – and usually unhelpful – information 

on existing public transport. Even for Madeira and the Canary islands, the top tourist 

destinations of all ORs, information for tourists on public transport is very limited. The 

tourism organisations concerned can certainly do a lot better on this. 

 

Furthermore, the spread of smartphones and the widespread availability of wifi connections 

will make it possible for tourists and local residents alike to use them in organising local 

travel.  

 

Examples: 

 

Several people in the same area want to visit the same tourist attraction. An internet 

platform could be operated to connect these people to share a taxi or hire a minibus. 

Minibus operators could offer transfer of tourists for sightseeing upon reservation for half-

day or day-long visits. Once this arrangement becomes more popular, the size of the buses 

operated can be increased or the destination included in a public bus route. 

 

In tourist resorts, hotel locations are concentrated in certain areas, so that car pooling for 

hotel staff, in particular those starting work early or finishing late, may become more 

common if there is enough flexibility for variations in working hours etc. In the past hotels 

used to operate or hire staff buses, but with progressing motorisation, staffs use their own 

car or motorcycle. Operators of minibuses could offer shared-ride door-to-door transport 

arrangements which may be as convenient, but more economical than the own car. The 

staff can send an SMS to the operator to indicate the time for the transfer or to cancel it if 

not needed.   

 

4.8. External dimension of the ORs 
 

In its Communication “The outermost regions of the European Union: towards a partnership 

for smart, sustainable and inclusive growth”, dated 20 June 2012, the Commission stated 

under the heading “New or more efficient air and maritime routes between the OR and their 

neighbours”: “The Commission will reflect on how the specificities of the OR might be taken 

into account as it prepares for the revision of the 1994 and 2005 Aviation Guidelines and 

the review of the 2004 Maritime Guidelines. The Commission will assess requests from 

Member States to conclude bilateral agreements with third countries neighbouring OR, 

establishing service requirements on passenger transport similar to public service 

obligations contracts under EU law. This could only be envisaged when market conditions 

alone are not enough to attract economic operators, without any discrimination among the 

latter and in respect of the existing bilateral and multilateral agreements and relevant state 
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aid rules. The EU will also consider the conclusion of agreements with countries 

neighbouring the OR to liberalise transport and increase connections” [EC, 2012]. This 

policy opens opportunities for more effective transnational cooperation, even if the idea is 

not completely new as the granting of State aid for launching transport services between 

these regions and neighbouring non-member countries was already part of the European 

Commission’s 2007 Communication on the subject. As the list of existing transport links 

between ORs and other countries in their respective macro-region in Chapter 3 indicates, 

maritime links are only very few and often not sustained. The analysis of the relevant 

INTERREG programmes also demonstrates the deficit in this regard. The Solbes Report has 

stressed the importance of this opening up of relations in order to promote the ORs as EU 

outposts. Little impact has been achieved by such links in the past. 
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5. RECOMMENDATIONS 

 

The following recommendations apply for improving the interurban transport system of the 

ORs. Of course, some recommendations would also affect the whole transport system, 

notably also urban transport. We divided our recommendations into three groups: 

institutional, functioning of transport and funding: 

 

Institutional recommendations: 

1. Establish an Integrated Transport Authority (ITA) for each OR, if not existing, 

yet, which is consistent with the so-called “place based approach” promoted for 

European regional policy. If not available, yet, for any OR, the first task of such an 

authority would be to develop an integrated, intermodal transport plan involving the 

relevant stakeholders of an OR. 

2. A better balance between connecting to external markets and developing inland 

markets of ORs should be achieved. This means in the future to put more 

emphasis on developing inland markets, for which a functioning interurban 

transport system is an important driver. 

3. In terms of transnational cooperation following up on the recommendation of the 

Solbes Report “to consider establishing a specific framework for aid in respect of 

transport between the ORs and neighbouring third countries and territories”, it 

should be investigated why implemented connections often failed, and if it 

was for funding reasons despite there was demand observed the regime of public 

service obligations should be extended for such a connection. 

4. The issues of strengthening the EU governance on fewer core objectives and 

re-organising, streamlining and co-ordinating the rules for eligibility and 

conditionality for the different funding sources including ERDF, CF and ESF should 

in particular apply to ORs. The present dual funding scheme for ORs is 

intransparent and focuses in the “mainstream” part on infrastructure investments 

and in the “specific allocation for services” part on air and ferry boat services while it 

gives little incentives to develop modern concepts for interurban transport. 

 

 

Functioning of the transport system: 

5. The objective of the Integrated Transport Authority (ITA) should be to develop, 

implement and ensure operation of an integrated interurban transport 

system, for which at least the options of different variants of bus systems, ferry 

transport (both intra- and inter-island if relevant) and modern IT based ride-sharing 

systems should be considered. 

6. The interurban transport system requires three levels of integration: (1) one 

responsible regional authority, (2) functioning interchanges between modes and 

urban/interurban transport, and (3) integrated ticketing. 

7. Select a number of suitable islands of ORs for becoming a demonstration site 

for 100% fossil free electricity supply and the introduction of renewable energy 

systems combined with the use of electric mobility enabled by the implementation of 

smart grids. These islands should be supported both to attract research and 

innovation funding (e.g. from FP8, INTERREG) and to involve the driving actors in 

this field like SIEMENS, IBM, General Electric or Schneider Electric to take these 

sites for promoting their technologies. 

8. Tourism could add demand for a functioning public transport system. Planning the 

interurban transport system must consider to combine and satisfy the demand 

of local citizens and tourists, which increases demand on interurban networks 

and enables both to improve the supply and increase the viability of the transport 

system. 
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Funding recommendations 

9. OR, their Member States and their representatives in the European Parliament 

should ensure that OR specific funding is foreseen in the next programming 

period of the Structural Funds, in particular also to improve interurban transport 

including supporting the operation of the integrated interurban transport system. 

10. It will nevertheless be necessary to preserve special funding conditions for ORs. 

But these conditions should not only be motivated by “handicaps” with respect to 

accessibility, market structure or climate conditions rather than on opportunities 

for a better use of the regional potentials. In the next programming period the 

operational programmes eligible for co-funding should include new concepts and 

pilot projects, which foster on internal integration and on efficient Trans-OR 

networks by improving interurban transport systems. 

11. Subsequently it will be important that either operational programmes (OP) under 

which ORs could obtain funding include objectives in the OP that enable 

funding of interurban transport or that an OR develops an own OP that 

incorporates such objectives. 

12. The objective of operational programmes should aim at developing, 

implementing and ensuring operation of an integrated interurban transport 

system, for which at least the options of different variants of bus systems, ferry 

transport (both intra- and inter-island if relevant) and modern IT based ride-sharing 

systems should be considered. 
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ANNEX 1 - REVIEW OF SELECTED REFERENCES 

 

Treaty of the Functioning of the European Union (TFEU) 
http://eur-lex.europa.eu/LexUriServ/LexUriServ.do?uri=OJ:C:2010:083:0047:0200:en:PDF  

Articles 349 and 355 (ex-Article 299 (2) define Outermost Regions to which the 

Treaties of the European Union and its functioning apply.  

(See also EU Glossary: Outermost regions  

http://europa.eu/legislation_summaries/glossary/outermost_regions_en.htm ) 

 

Committee of the Regions (2013): Opinion on the Commission communication on the 

outermost regions of the EU in the light of the Europe 2020 strategy [COTER-V-030, 

31.1.2013] 

https://toad.cor.europa.eu/corwipdetail.aspx?folderpath=COTER-V/030&id=21634 

The CoR generally agrees with the Commission approach and strategy; it supports 

the proposal to offer specific treatment to the ORs through a co-financing rate of 

85% to ORs regardless of their GDP and in order to help them make the best use of 

the funds available recommends, in line with the European Parliament resolution of 

18 April 201219, an extension of the period of implementation of these funds in the 

ORs with a view to more effective implementation; it encourages the Commission to 

boost integration of the ORs in their respective geographical areas in terms of trade 

and development of ORs' unique assets for modernising and diversifying their 

economies towards smart, sustainable and inclusive growth and emphasises the 

importance of the removal of the 150 km criterion for maritime borders in cross-

border cooperation between the ORs and their neighbouring countries, reflecting the 

fact that many of the ORs are islands which are located further than 150 km from 

their neighbouring countries;future action plans ought to improve the ORs’ 

accessibility to the single market and facilitate their integrated regional markets. 

  

 

European Commission (2012): The outermost regions of the European Union: towards a 

partnership for smart, sustainable and inclusive growth [COM(2012) 287 final, 20.6.2012] 
http://ec.europa.eu/regional_policy/sources/docoffic/official/communic/rup2012/rup_com2012287_en.pdf  

The most recent Commission communication on the development of a European 

strategy for the ORs. Five axes: improving accessibility to the Single Market; 

increasing competitiveness; strengthening regional integration; reinforcing the social 

dimension; mainstreaming climate change action. Under the Internal Dimension, the 

accessibility objective directly relates to transport and to the integration of the ORs 

in the (comprehensive) TEN-T networks (air, sea) including financing from the future 

Connect Europe Facility. Under the External dimension, the cooperation and in 

particular the development of new or more efficient air and maritime routes between 

the ORs and their neighbours are one of the main focus areas. The Commission 

proposes a 85% financing rate by the EU for infrastructure projects in the ORs. 

 

European Commission, DG REGIO (2012): The Outermost Regions: European 

Regions of Assets and Opportunities 
http://ec.europa.eu/regional_policy/sources/docgener/presenta/rup2012/brochure_rup_en.pdf  

Highlights the present situation of each OR and describes developments and projects 

of particular interest. 

 

Institut National d’Etudes Démographiques (ined) (2012): Demographic and migration 

trends in the outermost regions: impacts on economic, social and territorial cohesion 
http://ec.europa.eu/regional_policy/sources/docgener/studies/pdf/rup_migratory/summary8rup_shs_2_en.pdf  
http://ec.europa.eu/regional_policy/sources/docgener/studies/pdf/rup_migratory/rapport8rup_shs_2_fr.pdf  

                                           
19  European Parliament resolution of 18 April 2012 on the role of Cohesion Policy in the outermost regions of the 

European Union in the context of EU 2020 (2011/2195(INI)). 

http://eur-lex.europa.eu/LexUriServ/LexUriServ.do?uri=OJ:C:2010:083:0047:0200:en:PDF
http://europa.eu/legislation_summaries/glossary/outermost_regions_en.htm
https://toad.cor.europa.eu/corwipdetail.aspx?folderpath=COTER-V/030&id=21634
http://ec.europa.eu/regional_policy/sources/docoffic/official/communic/rup2012/rup_com2012287_en.pdf
http://ec.europa.eu/regional_policy/sources/docgener/presenta/rup2012/brochure_rup_en.pdf
http://ec.europa.eu/regional_policy/sources/docgener/studies/pdf/rup_migratory/summary8rup_shs_2_en.pdf
http://ec.europa.eu/regional_policy/sources/docgener/studies/pdf/rup_migratory/rapport8rup_shs_2_fr.pdf
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Study on demographic aspects of the ORs, of interest for the socio-economic 

analysis (executive summary in English, main report in French only) 

 

ESPON (2012): ET2050 Outermost Regions Report 
http://www.et2050.eu/europe_2050/TechNotes/ET2050_DiscNote16_OutermostRegions_v(27_02_12).pdf  

The ET2050 project develops territorial scenarios and Visions for Europe. A separate 

volume deals with the EU outermost regions. This is not a final document as an 

important chapter with visions is blank. In the chapter “Relevant past evolutions and 

trends by sectors”, the transport and mobility section reproduces parts of the 

content of a 2005  INTERREG IIIB report (MCRIT (2005):  The Ultraperipheral 

Regions of the European Union: Indicators for the Characterisation of 

Ultraperipherality) dealing mainly with accessibility indicators. Evolutions and trends 

are not shown at all. One point, the density of road infrastructure, is of interest for 

the present study: “Relatively low road density in EU29 regions (with values close to 

0.20 km/km2) and particularly higher in the ultraperipheral regions of Martinique 

(1.820 km/km2), Madeira (0.735 km/km2) and La Réunion (0.393 km/km2). 

However the Canary Islands (0.098 km/km2), Guiana (0.009 km/km2) and the 

Azores (0.004 km/km2) hardly reach the European average of 0.10 km/km2.” 

Three scenarios are described for the year 2030 horizon: baseline scenario, cohesion 

(policy) scenario and competition (policy) scenario; while the impact of cohesion 

policy is described in rather positive terms, the competitive situation of the ORs in 

2030 is expected to be worse than at present. 

 

Solbes Mira, Pedro (2011): Europe`s Outermost Regions and the Single Market: The EU`s 

influence in the world, European Commission  

http://ec.europa.eu/internal_market/outermost_regions/docs/report2011_en.pdf  

Study commissioned by Internal Market Commissioner Michel Barnier “to determine 

the place of its outermost regions within the internal market. In the area of 

transport, the report stresses 

 higher product costs because of high transport cost share 

 double insularity of archipelagos 

 the need to include the ORs in the TEN-T aiming at reducing the geographical 

accessibility deficit of the ORs 

 need for subsidisation of public transport services (relaxation of State Aid 

rules) 

 a policy to develop transport links with regional neighbours 

 

European Commission, DG MOVE (2011): The planning methodology for the trans-

European transport network (TEN-T) as used for the Commission proposal made on 19 

October 2011 

http://ec.europa.eu/transport/themes/infrastructure/doc/web_methodology.pdf  

Seaports located in outermost regions or peripheral areas can be selected as nodes, 

provided their road-distance from another TEN-T port is at least 200 km; as regards 

airports, the ORs are not mentioned. 

 

ISMERI EUROPA/itd-eu (2011): Growth factors in the outermost regions, DG REGIO, final 

version (Executive Summary, Volume 1, Volume 2), March 2011 
http://ec.europa.eu/regional_policy/sources/docgener/studies/pdf/rup_growth/rup_growth_sum_en.pdf   
http://ec.europa.eu/regional_policy/sources/docgener/studies/pdf/rup_growth/rup_growth_vol1_en.pdf  
http://ec.europa.eu/regional_policy/sources/docgener/studies/pdf/rup_growth/rup_growth_vol2_en.pdf  

In-depth study, launched in 2009) to identify opportunities for economic growth in 

the outermost regions of the EU, organised in three parts: 

 Part I: analysis of recent socio-economic trends and drivers. 

 Part II: regional analysis of the Outermost Regions (field research). 

 Part III: concrete proposals of flagship projects (these are generally no 

transport related projects except in specific cases port facilities for freight). 

 

 

http://www.et2050.eu/europe_2050/TechNotes/ET2050_DiscNote16_OutermostRegions_v(27_02_12).pdf
http://ec.europa.eu/internal_market/outermost_regions/docs/report2011_en.pdf
http://ec.europa.eu/transport/themes/infrastructure/doc/web_methodology.pdf
http://ec.europa.eu/regional_policy/sources/docgener/studies/pdf/rup_growth/rup_growth_sum_en.pdf
http://ec.europa.eu/regional_policy/sources/docgener/studies/pdf/rup_growth/rup_growth_vol1_en.pdf
http://ec.europa.eu/regional_policy/sources/docgener/studies/pdf/rup_growth/rup_growth_vol2_en.pdf
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Lörincz, Andras (2011): The importance of the outermost regions for strengthening EU 

foreign and regional relations, Conference paper submitted to International Conference on 

The EU as a Global Actor – From the Inside Out: The Internal Development of the European 

Union and its Future Role in an Interdependent World (Berlin, July 7th – 10th , 2011) 

http://www.culturaldiplomacy.org/academy/content/pdf/participant-papers/eu/Andras-

Lorincz-The-Importance-of-The-Outermost-Regions-for-Strengthening-EU-Foreign-and-

Regional-Relations.pdf  

Review of all EU programmes related to ORs. The potential opportunities to develop 

diplomatic, trade and social ties with countries in the macro regions: Caribbean, 

Atlantic Ocean, Indian Ocean and ACP countries. 

 

Centre d’analyse stratégique (2012) : Les nouvelles mobilités dans les territoires 

périurbains et ruraux (The new mobilities in the suburban and rural territories), Rapports & 

Documents n°47  

http://www.strategie.gouv.fr/system/files/16_periurbain_2.pdf  

This recent report, although focusing on mobility in suburban and rural areasis valid 

as well for interurban mobility in the (French) ORs. We reproduce here the six main 

recommendations of the report in a free translation:  

1. Help conurbations and agglomerations, as well as activity centres who so 

wish (universities, shopping centres) to define mobility strategies tailored to 

their territory, starting from the local understanding of traffic flows and 

taking into account the broader context of the departmental transport plan 

and its links with neighbouring urban centres.  

2. Provide to the user real-time information, so that he can organise trips 

combining collective and individual transport (walking, bicycles, personal or 

shared drive).  

3. Coordinate the public transport services, with efficient drawdown to public 

transport stops/stations (bike routes, carpool parking) for a chain of efficient 

door-to door transport. 

4. Rely on digital information to develop car sharing including secure solutions 

carpooling based on a trusted third party and a location-tracking of 

movement.  

5. Limiting distances encouraging professionals of services to persons (shops, 

health centres, recreational facilities, etc..) to coordinate their movements, 

deliveries or the transport of people visiting them.  

6. Encourage initiatives of local actors (companies, associations, local life) to 

multiply experiments of new mobility services in the strategies of "mobility 

management" of municipalities and conurbations.  

 

ES, FR, PT, ORs (2010): Memorandum of Spain, France, Portugal and the Outermost 

Regions: A renewed vision of the European strategy for Outermost Regions, Las Palmas, 

May 2010.  

http://ec.europa.eu/regional_policy/conferences/rup2010/doc/memorandum_en.pdf  

The Memorandum was intended to to contribute to the idea of establishing 

objectives and priorities within the framework of the Europe 2020 Strategy and for 

the post-2013 period. The sustainable development of ORs, also based on a logic of 

valorisation of their specific characteristics, would require paying special attention to 

the sectors at the base of a modern economy, less dependent on structural 

limitations, and thus more capable of meeting current challenges. The concerned 

national and regional authorities maintained that the new strategy must be based 

moreover on a triple balance:  
1. The balance between potentialities and limitations.  

2. The balance between the internal and external aspects of European policies.  

3. The balance between the adaptation of general community policies and the 

establishment of specific sector instruments.  

 

 

 

http://www.culturaldiplomacy.org/academy/content/pdf/participant-papers/eu/Andras-Lorincz-The-Importance-of-The-Outermost-Regions-for-Strengthening-EU-Foreign-and-Regional-Relations.pdf
http://www.culturaldiplomacy.org/academy/content/pdf/participant-papers/eu/Andras-Lorincz-The-Importance-of-The-Outermost-Regions-for-Strengthening-EU-Foreign-and-Regional-Relations.pdf
http://www.culturaldiplomacy.org/academy/content/pdf/participant-papers/eu/Andras-Lorincz-The-Importance-of-The-Outermost-Regions-for-Strengthening-EU-Foreign-and-Regional-Relations.pdf
http://www.strategie.gouv.fr/system/files/16_periurbain_2.pdf
http://ec.europa.eu/regional_policy/conferences/rup2010/doc/memorandum_en.pdf
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ANNEX 2 - INFORMATION SHEETS 

 

Annex 2.1: French Guiana  
 

No information received from the region, all data by desk research. 

 

Region (Country) French Guiana (France) 

Area  83,846 km2 

Socio-Demographic 
Development 

2000 2005 2010 

Population    

 
Total 

 
age < 20 

age 20-64 

age  65+ 

 
162,018 

 
 
 

 

 

 
232,223 

 
99,800 

115,678 

8,991 

ISCED (I/II/III)    

Share of urban 

population (in %) 
 

89% 89% 89% 

Employment  

Primary sector 
Secondary sector 

Tertiary sector 

740 
4,760 

12,937 

 306 
6,843 

20,132 

Unemployment   

 
Total 

Aged 25-49 

 
 

 
 

(2011) 
18,684 
11,053 

 

Transport 
Infrastructure Interurban Urban Total 

Roads total (km) 1,340   

National 
Departmental 

Municipal 

450 
390 

 

 
 

500 

 

Airports (2010) Location Passengers in & out 

International 
 
 
 

 
Regional 

 
 
 

Municipal 

Cayenne-Félix Eboué 
 
Saint-Laurent, 
Maripasoula, 

Saül, 
Saint-Georges, 
Régina, 
Grand Santi, 
 
Camopi 
 

423,719 
 

(2009) 1,017 
28,094 

5,854 
(2009) 4,192 

n.a. 
n.a. 

 
n.a. 

 

 

Ports Location Passengers in & out 

International 

 
 

Regional 

Dégrad-des-Cannes 

 
Vieux port de Cayenne 

Kourou-Pariacabo 
Saint-Laurent-du-Maroni 

 

All ports in Guyane are mainly used for 
freight transport 
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Transport 

Management public/private Equity (€) 
shareholders 

(share in %) 

Interurban bus 

company 

Transport Interurbain de 

la Guyane (TIG) 18 lines – 
public 
Taxi Collectif – private 

 TIG – Conseil 

Général 

Airports Chambre de Commerce et 
d’Industrie de Guyane 
(CCIG) “Chamber of trade 

and industry in French 
Guiana” 

  

Ports CCIG   

Public Transport 
Subsidies Regional funds National funds EU funds 

Interurb. bus services 

Air services 
Cayenne-Maripasoula 

(€) 
Cayenne-Saül (€) 

Ferry services 

 

Subsidised: 
2,240,000 

930,000 
 

 

Subsidised: 
1,290,000 

170,000 
 

 

 
 

 
Transport 
Development in 
passenger transport 

2000 2005 2010 

Land Passengers 

Motorisation (Cars per 
1’000 inhab.) 

   

Car pkm total    

Car pkm urban 

Car pkm interurban 

 

 

 

 

 

 

Bus pkm total    

Bus pkm urban 
Bus pkm interurban 

 
 

 
 

 
 

Air Passengers 

International 

 
Regional arrivals 

Regional departures 

 

 
 
 

375,844 

 
 
 

423,719 

 
17,181 
19,574 

Ferry Passengers 

International 

Regional 

None 

No data 

None 

No data 

None 

No data 

Planning, funding, 
administration 

Allocation of Competence 

Roads Conseil Général 

Airports CCIG (Chambre de Commerce et d’Industrie de Guyane) 

Ports CCIG 

Infrastructure Plan  

Master Plan existing? SAR 
SRIT 

 
Road projects 

 
Rail projects 

 
 

Airport projects 
 
 

Port projects 

 

 
Oyapock River Bridge (380 metres), opened in early 2013. 
 
No rail projects in Guyane 

 
Upgrading the airport Cayenne “Felix Eboué”, (track maintenance, 
work on the terminal etc.); programmed by the CCIG; 9 million Euros 
in 2012. 
 

All ports are dedicated to freight transport. 
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Transport 

Infrastructure  
Finance 

Funding shares, volumes, regulations 

Regional funding  

National funding FIRT (Fonds d’Investissement des routes et des transports) 

EU funding ERDF 

Other Funding (PPP)  

 

International or long-distance air and ferry passengers transport 

 
Origin-destination relations 

 
 
 
Air passengers 

 

 
 

 
 
France (Paris) 
French Antilles 

Guyane (Maripasoula, Saül) 

Bélem 

Passenger in 2010 : 
 

246,927 
119,252 

38,366 

10,417 

 
Ferry passengers 
 

 

 
No sea transport 
 

 
 
 

 

 

Annex 2.2: Guadeloupe 
 

The region did not fill in the template, but sent data instead. 

 

Region (Country) Guadeloupe (France) 

Area (km2)20 

Total  1,626 km2 

Grande Terre 586 km2 

Basse Terre 848 km2 

Terre de Haut 5 km2 

Terre de Bas 8 km2 

Marie Galante 158 km2 

Désirade 21 km2 

Socio-Demographic 

Development 
2000 2005 2010 

Population    

 
Total 

Grande Terre 
Basse Terre 

Terre de Haut 

Terre de Bas 
Marie Galante 

Désirade 
 

age < 20 
age 20-64 

age 65+ 

(1999) 
386,256 

 
 

 
 

 

 
406,490 

200,000 
190,000 

1,840 

1,050 
12,000 
1,600 

 
120,191 
227,973 
53,489 

ISCED (I/II/III)    

 

Share of urban 
population (in %) 
 

  

Eurostat: 16% 

Employment  

                                           
20 Source: CopeTrans, 2010, 6 
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Employment 

Primary sector 
Secondary sector 

Tertiary sector 

4,790 

37,368 
111,082 

 3,448 

37,897 
123,506 

Unemployment   

Total 
 

Aged 15-64 
 

 
Aged 15-24 

61,496 
 

35.7% 
 

 
 

 
 
 
 

 
 

50,312 
 

28.9% 
23%(m), 32%(f) 

 
53%(m), 56%(f) 

    

Transport 
Infrastructure 

Interurban Urban Total 

Roads total (km)21   2,809 

National Roads 
Routes département. 

Voies communales 

 
 
 

 
 
 

416 
619 

1,774 
 
 

Airports (Year: 2011) Location Passengers in & out 

International 
 

 
 
 

Regional 

Point-à-Pitre 
(Pôle Caraïbes) 

 
Grand-Bourg 
Terre de Haut 
La Désirade 
De S.-François 
De Baillif 

 

International: 
2,048,493 

 
 

All Airports without transit: 
2,160,504 

Ports Location Passengers in Passengers out 

International 
 

Regional 

Point-à-Pitre 
 

Total 45 Ports 
 

 
 

 

 
 

 

Transport 
Management public/private Equity (€) 

Shareholders (share 
in %) 

Bus companies Managed by the 

Conseil Général / 
operated by private 
bus companies 

  

Airports    

Ports Port Autonome de 

Guadeloupe (PAG) 

  

Public Transport 

Subsidies  Regional funds National funds EU funds 

Interurb. bus services 

Air service 
Ferry services 

 

 
 

 

 
 

 

 
 

 

  

                                           
21 Region Guadeloupe, 2012, 14 
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Transport Development 
in passenger transport 

2000 2005 2010 

Land Passengers 

Motorisation (Cars per 
1’000 inhab.) 

  503 

% of housholds with at 
least one car 

(1999) 
58.1% 

 (2009) 
66.3% 

Car pkm total    

Car pkm urban 
Car pkm interurban 

 
 

 
 

 
 

Car share  
(commute) 

(1999) 
70% 

 (2009) 
80% 

Bus pkm total    

Bus pkm urban 

Bus pkm interurban 

 

 

 

 

 

 

Bus share  
(commute) 

(1999) 
12% 

 (2009) 
7% 

Air Passengers 

Source: INSEE 
Internat. passengers 
National passengers 
Transit passengers 

Total Passengers 

 

(2007) 
139,755 

1,906,872 
96,763 

2,143,420 

 
 
 
 

 
164,296 

1,874,156 
112,438 

2,150,890 

Source: Eurostat 
Total Passengers 

Arrival 
Departure 

 
1,958,000 

975,000 
983,000 

 
1,880,000 
1,032,000 
1,036,000 

 
1,995,000 
1,085,000 
1,095,000 

Ferry Passengers 

Total Passengers 
Arrival 

Departure 

1,023,000 
512,000 
511,000 

704,000 
358,000 
347,000 

549,000 
343,000 
347,000 

 

Arrivals Total 
 

Cruise 
 

Inter-island 
- Martiniques 
- Dominique 

- St.Lucies and oth. 
 

Archipelago 

 
Departures Total 

 
Cruise 

 
Inter-island 

- Martiniques 
- Dominique 

- St.Lucies and oth. 
 

Archipelago 
 

Transit 
 
 

TOTAL 

 

  (2011) 

388,027 
 

37,656 
 

53,932 
29,744 
22,674 

1,514 
 

296,439 

 
389,162 

 
38,040 

 
54,371 
30,093 
22,851 
1,427 

 

296,751 
 

26,585 
 
 

803,774 
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Planning, funding, 

administration 
Allocation of Competence 

Extra-urban roads The Conseil Régional is responsible for the national roads 

Rail No Rail 

Airports Managed by the Chamber of Commerce and Industry of Pointe-à-
Pitre 

Ports The Conseil Général, the Communes or the association “Port 
Autonome de la Guadeloupe” (PAG) 

Infrastructure Plan  

Master Plan existing? SAR and SRIT; for urban: PDU 

Road projects 
Rail projects 

Airport projects 
Port projects 

New traffic control and information system 
No Rail 
No projects planned 
No projects planned for passenger transport 

Transport 

Infrastructure  

Finance 

Funding shares, volumes, regulations 

Own funding  

National funding  

EU funding ERDF 

 

 

International or long distance air and ferry passengers transport. 

 

Origin-destination relations 

 

 

 

Air passengers 

 

 

Destinations: 

 

France and Europe 

Martinique-Guyane 

Caribbean and South-America 

North-America 

Domestic 

 

 

Share of passengers: 

 

60.4% 

21.6% 

6.8% 

2.1% 

9.1% 

 

 

 

 

Ferry passengers 

 

 

 

 

Destinations: 

 

-Martinique 

-Dominica 

-St. Lucia 

 

 

Share of passengers: 

 

55% 

42% 

3% 
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Annex 2.3: Martinique  
 

Region (Country) Martinique (France) 

Area 1,128 km2 

Socio-Demographic 

Development 
2000 2005 2010 

Population    

total 

age < 15 

age 15-64 

age  65+ 

383,575 

88,629 

249,052 

45,894 

395,982 

84,476 

259,203 

52,203 

394,173 

77,603 

257,099 

59,471 

ISCED    

I 

II 

III 

 

105.1 

42.2 

32.4 

108.1  

44.9  

36.0  

107.4 

41.4 

37.5 

Share of urban 

population  

  Eurostat: 23% 

INSEE: 96% 

Employment  

Primary sector 

Secondary sector 

Tertiary sector 

8,384 

16,128 

91,555 

9,510 

24,275 

91,344 

 

Unemployment   

Total 

Aged 25-34 

43,521 

 

37,119 

 

46,573 

 

Transport 

Infrastructure 
Interurban Urban Total 

Roads total (km) 986.9 1,137.1 2,124.0 

Highway or similar 

National + Dep. Road 

Communal Road 

6.9 

980.0 

 

 

 

1,137.1 

6.9 

980.0 

1,137.1 

Airports (Year:2012): Location Passengers in Passengers out 

International  

(Mainland included) 

 

Regional  

(including French ORs 

Guadeloupe, Guyane) 

Le Lamentin 

 

 

 

Le Lamentin 

 

505,626 

(France 

495,310) 

 

275,527 

(ORs 227,128) 

507,512 

(France 

495,310) 

 

277,316 

(ORs 230,645) 

Ports (Year: 2012): Location Passengers in & out 

Regional  

(Guadeloupe,  

St. Lucia, Dominica) 

 

Domestic 

 

 

Fort-de-France 

 

 

Fort-de-France -  

Les trois Ilets 

 

 

156,000 

 

 

780,000 
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Transport 

Management Public/private Equity (€) 
Shareholders (share 

in %) 

 

 
 
 
 

Bus companies 

Management: Public 

management 
CACEM 
CAESM 

Département 
4 Communes 

 
Operators: 

Private and 
public/private 
operators - 
Compagnie 

Martiniquaise de 
Transports (CMT) 

 

 
 
 
 
 
 
 

 

 
 
 
 
 
 
 

 
Airports 

 
Public 
SAMAC 

 
 

60% State 
25% CCIM  

10% Region 
4% Lamentin 

1% Ducos 

 
Ports 

 
Grand Port Maritime 

(GPM) (public) 
 

  

Public Transport 

Subsidies Regional funds National funds EU funds 

Interurb. bus services 

Air service 
Ferry services 

No subsidies for interurban transport. 

 

 
Transport 
Development in 
passenger transport 

2000 2005 2010 

Land Passengers 

Motorisation (Cars per 
1,000 inhab.) 

411 468 521 

Car pkm total    

Car pkm urban 
Car pkm interurban 

 
 

 
 

 
 

Car share 
(commute) 

(1999) 
72.1% 

 (2009) 
80.1% 

Bus pkm total    

Bus pkm urban 

Bus pkm interurban 

 

 

 

 

 

 

Bus share 
(commute) 

(1999) 
14.4 

 (2009) 
9.4 

Air Passengers  

 

Internat. Arrivals 
Internat. Depart. 
Regional arrivals 

Regional departures 

 

561,701 
562,991 
267,119 
246,481 

 

494,525 
498,366 
262,900 
262,655 

 

494,729 
498,861 
282,379 
280,764 

 

Ferry Passengers 

 
Total Passengers 

Cruise Ship 

Inter-Island conn. 

 
 

 

 

(2007/2008) 
224,251 
69,296 

154,955 
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Planning, funding, 

administration 
Allocation of Competence  

Extra-urban roads Regional/Département 

Rail None 

Airports National: SAMAC 

Ports National: GPM 

Infrastructure Plan  

Master Plan existing SAR (Schéma d’Aménagement Régional): at present under revision 
PDU (Plan de déplacement urbain) 
No formal SRIT existing in Martinique 

Road projects 
 
 

Rail projects 
 

Airport projects 

 
Port projects 

Extension of the TCSP-Project for a total length of 13.9km (Mainly in 
Fort-de-France agglomeration) 
 
No rail projects  
 
Reorganisation of the airport 

 
No port project for interurban passenger transport 

Transport 
Infrastructure  
Finance 

Funding shares, volumes, regulations 

Own funding FIRT (Fonds d’intervention routes et transport) 

National funding Grenelle II 

EU funding ERDF - RUP 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

Brief descriptions (filled in French) 

 

 

Geographical and socio-economic particularities 

(Longueur 60 km, Largeur de 30 km, distances moyennes 30 km) 

 

Contraintes physiques du territoire :  

Insularité/territoire de petite taille (60 km de long, 30 km de large) générant de faibles 

distances à parcourir et limitant de fait la productivité du transport éloignement des grands 

marchés européens 

Topographie accidentée /risques naturels majeurs (sismicité, inondations, glissements de 

terrains) ce qui génère  des surcoûts dans la définition technique des infrastructures et dans 

l’exploitation des réseaux 

 

Origin-destination relations 

 

Air passengers 

France 

Guadeloupe 

Guyane 

International Caribbean 

 

Ferry passengers 

Guadeloupe 

St Lucia 

Dominica 

Projects financed by FEDER in million EUR 

Project Total Cost Europe State Region/Department 

Public 

Transport 

(TCSP) 

168 60 11 97 

Share 100% 35.7% 6.7% 57.6% 
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Particularités socio-économiques : 

Cohésion sociale : développer un réseau de transport public facilitant l’accès à l’emploi, la 

formation, la culture et les loisirs et n’excluant pas les publics fragiles ou captives (Jeunes, 

PMR, personnes non motorisées, demandeurs d’emploi...) 

Perspectives de décroissance et de vieillissement de la population : répondre aux défis 

d’adaptation des réseaux 

Un réseau participant à la sécurité civile 

Un réseau multimodal durable socialement responsable (utilisation de la voie maritime où 

elle s’avère pertinente et accompagnements socio-économique des mutations) 

 

National transport policies relevant for the OR 

 

Grenelle II 

Schéma national des infrastructures de transport (SNIT/Mobilité 21) 

Loi sur la régulation économique outre-mer (logistique) 

Accessibilité des personnes à mobilité réduite (PMR) 

 

Relevant local transport policies (interurban transport master plan and its 

implementation) 

 

Développement de véhicules électriques 

Développement d’un transport multimodal cohérent à l’échelle de l’île 

Tourisme 

Amélioration du système logistique 

Energie: approvisionnement et acheminement biomasse 

Développement des modes doux 

 

Planned transport links with neighbouring territories, regions and countries 

 

Quelques éléments d’état des lieux pour le transport aérien: 

L’axe le plus développé est celui : Fort-de-France – Paris avec des liaisons directes et 

fréquentes (quotidiennes) assurées principalement par trois compagnies privées. 

Hormis celles avec Pointe-à –Pitre et Cayenne, les liaisons  entre la Martinique et le reste de 

la zone Caraïbe sont plus rares, irrégulières ou inexistantes.  

Il en résulte des tarifs moins chers sur les dessertes extra-régionales que sur les dessertes 

intra-régionales (€/100km/passager). 

Au sein de la zone Caraîbe, l’aéroport de Martinique fait partie de ceux dont le taux de 

croissance est déclinant. Le trafic passager a diminué de 6% depuis les années 2000. Cette 

évolution est liée à la baisse du flux touristique et à la faiblesse ou l’absence d’activité 

significative de hub. 

La Martinique, pour l’heure, reste à l’écart des flux liés à l’accroissement du trafic dans la 

zone et des travaux menés par les organisations régionales sur la promotion des liaisons et 

la mise en place de moyens multimodaux. 

 

Causes : 

Marché intérieur de la Caraïbe insulaire exigu et pauvre, atomisé (multitudes d’îles de tailles 

très variables) et morcelé en plusieurs ensembles institutionnels (CARICOM, CARIFORUM, 

OECO, AEC, DFA,…) 

Faibles flux de clientèle qui limitent les économies d’échelle 

Facteurs d’accroissement des coûts : coûts fixes aéroportuaires élevés, sous utilisation des 

capacités aéroportuaires, faible concurrence intermodale, absence de concurrence 

aéroportuaire, surcoûts des investissements notamment pour la mise aux normes face aux 

risques majeurs et à la géographie 

Cloisonnements institutionnels : règles juridiques, tarifs douaniers et législations 

économiques différentes notamment en matière d’accords de « ciel ouvert ». 

 

Une nécessaire recherche d’adéquation du développement du transport externe avec la 

stratégie de coopération de la Région Martinique 
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Le renforcement de l’insertion de la Martinique dans son environnement régional fait partie 

des enjeux fondamentaux de son développement endogène et durable. L’enjeu de cette 

insertion optimale de la Martinique dans son environnement Caraïbe/Amérique est celui 

d’un développement économique, social, culturel, environnemental mutuellement profitable. 

Il se décline en 3 axes stratégiques : 

 Une coopération institutionnelle 

 Une opérationnalisation des initiatives de coopération à travers des programmes et 

projets concrets, afin de valoriser nos savoir-faire et productions locales  et, de 

s’engager dans des partenariats gagnant-gagnant pour un co-développement. Cette 

coopération peut s’inscrire dans le cadre d’accords de coopération décentralisée avec 

le soutien de financements nationaux, régionaux et européens. 

 Une coopération de société à société  dynamique et proche du terrain, tournée vers 

les autres acteurs associatifs, sociaux et économiques. 

 

Les domaines d’intervention ciblés sont multiples : commerce et investissement,  énergie, 

environnement, développement durable, changement climatique, préservation de la 

biodiversité, accès à l’eau, lutte contre les pollutions, risques majeurs, promotion du 

pluralisme culturel et linguistique, renforcement des capacités des collectivités et 

organisations, santé et prévention, tourisme. 

L’un des objectifs stratégiques spécifiques est d’appuyer les initiatives visant à favoriser le 

désenclavement du territoire à travers le développement d’une coopération régionale 

fonctionnelle dans les secteurs aériens et maritimes. 

Cette politique active de développement de coopération dont la finalité est le 

développement des échanges et la création de débouchés socio-économiques générera 

nécessairement des flux accrus de transports de passagers  et de marchandises dont le 

volume reste à quantifier. De manière évidente, le nombre de liaisons aériennes et 

maritimes entre la Martinique, la Caraïbe, l’Amérique du Sud Nord et l’Amérique du 

Nord devront être créées pour certaines et pour d’autres voir augmenter leur fréquence.  

Cette politique s’inscrit en concordance avec les engagements nationaux du  «Grenelle de la 

Mer » concernant les collectivités ultramarines. 

« Soutenir le transport maritime de marchandises et de voyageurs, qui offre une solution de 

report modal : développer un réseau inter-îles permettant leur véritable intégration dans 

l’économie de leur région, en particulier en Outre-mer. Une expérimentation de transport 

maritime pourrait susciter et permettre  d’évaluer la demande de transport maritime de 

même qu’une offre complémentaire de cabotage entre les Antilles Guyane. » 

 

Quelques pistes pour l’amélioration du transport aérien et maritime au départ de la 

Martinique: 

- Soutenir, par la politique de cohésion de l’UE, la mise à niveau des infrastructures 

aéroportuaires martiniquaises pour l’accueil de gros porteurs (A380,…) dans une 

perspective de positionnement en tant que hub pour un afflux de passagers plus importants 

ainsi que celle des infrastructures portuaires  dans la perspective de l’accroissement du 

trafic dans la zone avec l’ouverture de la 3ème écluse du Canal de Panama 

 Impulser et  soutenir la coopération régionale  entre les compagnies locales, 

étrangères de tailles comparables 

 Recherche de cohérence entre les politiques européennes, nationales et régionales 

 Réexaminer l’exclusion du trafic aéronautique dans les Accords de partenariat 

économique avec l’Union européenne (APE Cariforum) 

 Améliorer la gouvernance en matière de transport  dans la zone  et soutenir 

l’intégration de la Martinique dans les instances régionales. L’Europe a tout son rôle a 

joué ici. Elle peut accentuer son rôle d’entraînement notamment dans le cadre des 

dialogues UE-Cariforum, UE-Amérique latine. 

 Prendre en compte toutes les implications de l’ultrapériphérie dans l’élaboration et la 

mise en oeuvre de la politique intégrée pour l’Atlantique de l’UE. Une approche 

écosystémique intégrée est préconisé à l’instar des stratégies déployées dans les 

régions du Danube et de la Mar Baltique. 

Other relevant aspects 
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Annex 2.4: Mayotte  
 

Region (Country) Mayotte (France) 

Area  375 km2 

Socio-Demographic 
Development 

2000 2005 2010 

Population (INSEE) Census every 5 year 

 
Total 

 
 

 
age < 15 

age 15-64 
age  65+ 

 (1997) 
131,320 

(2002) 
160,265 

 

(2007) 
186,387 

 
 

(2007) 
82,495 (44%) 

99,496 (53%) 
4,396 (3%) 

(2012) 
212,600 

 

ISCED (I/II/III)    

Urban population (%)    

Employment  

 
Primary sector 

Secondary sector 

Tertiary sector 

(2002) 
 9% 
14% 

77% 

(2007) 
8% 

13% 

79% 

 
 

Unemployment  

 
Total 

Aged 15-24 
Aged 24-49 

 
 

 
 

(2009) 
17.6% 

32.0% 
16.7% 

Transport 

Infrastructure 
Interurban Urban Total 

Roads (km) 
National roads 

Departmental roads 

 
88 

137 

  

Airports (Year : 2012) : Location Passengers in & out  

International / Regional Pamandzi-Dzaoudzi (on 

Petite-Terre) 
International: 267,030 

Domestic: none 

Ports (Year: 2011)  Location Passengers in Passengers out 

International 
 
 

Dzaoudzi  
(Gare Maritime) 

7,248 24,012 
(inclusive repatriates 

to the comoros) 
 

Regional 

 

Dzaoudzi 

Mamoudzou 

Total (in & out) 

>4,000,000 

Transport 
Management Public/private Equity (€) 

Shareholders (share 
in %) 

Bus companies Subsidies for private 

companies concerning 
school transport 

3.0 million 

1.1 Million 
162,000 
250,000 
500,000 
37,000 

TMO SA 

SETCOR SA 
SAS Charles express 
SAS Transport Balaya 

MATIS 
SPTS 

Airports concession  SNC Lavalin 

 
Ports 

 
Département, operated 

by the Chamber of 
Commerce 

  
SMT 
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Public Transport 

Subsidies Regional funds National funds EU funds 

Interurban bus services 
Air service 

Ferry service 

School transport 
 
 

 
 
 

 

 
 
 

 

 

 
Transport 
Development in 
passenger transport 

2000 2005 2010 

Land Passengers 

Motorisation (Cars per 
1,000 inhab.) 

 
 

 84 

Car pkm total    

Car pkm urban 
Car pkm interurban 

 
 

 
 

 
 

Bus pkm total    

Bus pkm urban 
Bus pkm interurban 

 
 

 
 

 
 

Air Passengers 

International and 
national arr. + dep. 

  
267,030 

Ferry Passengers 

 

Internat. arrivals 
Internat. Departures 

 
 

 
Domestic passengers 

(2 ways) 

(2007) 

3,618 
16,315 

(2009) 

12,198 
28,552 

(2011) 

7,248 
24,012 

(inclusive repatriates to 
the Comoros) 

 
>4 million 

(Dzaoudzi- 

Mamoudzou) 

Planning, funding, 
administration 

Allocation of Competence 

Extra-urban roads Public work service is responsible for the national and the departmental 
roads. 

Rail Does not exist 

Airports Region 

Ports Region 

Infrastructure Plan  

Master Plan existing Schéma régional des infrastructures et des transports (SRIT), 2011 
Schéma de déplacement de Mayotte, 2007 
 

Road projects 
 
 
 

Airport projects 
 

Port projects 

Bypass Mamoudzou. 
TCSP-Project : Road construction north- and southbound of Mamoudzou 
for public transport (bus line)  
 
Extension of runway: investment of  EUR 24 million (estimate) 
 

Ferry projects from Mamoudzou northbound and southbound to alleviate 
congestion on national roads ; concept stage (no feasibility study yet) 

Transport 
Infrastructure  
Finance 

Funding shares, volumes, regulations 

Regional funding  
Not yet determined National funding 

EU funding 
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International or long-distance air and ferry passengers transport 

 
Origin-destination relations  

 
Air passengers 
 
 

 
 
 
 

International Airlines: 
 Air Austral: daily flight to La Réunion, connection to 

Paris guaranteed. 
 Kenya Airways: 3x weekly to Nairobi, with connection 

to Paris 
 Corsairfly: during vacation: 2x weekly, directly from 

Paris, return voyage via Madagascar. 
 
Regional Airlines: 

 Air Madagascar, 
 Inter Iles Air,  

 Air Austral,  
 Comores Aviation 

 
Ferry passengers 
 

Interregional: 
Mayotte-Comores (Anjouan) 
 

Interurban: 
Dzaoudzi-Mamoudzou 

 

 

Brief descriptions (filled in French) 

 

Geographical and socio-economic particularities 

 

National transport policies relevant for the OR 

 

Relevant local transport policies (interurban transport master plan and its 

implementation) 

 

Un schéma régional des infrastructures et des transports a été adopté en 2010 par les élus 

du Département. Ce schéma fixe la politique de déplacement à l’échelle territoriale, à 

l’horizon 2020. 

Il préconise 4 axes: 

 Favoriser le développement territorial et renforcer le maillage des infrastructures  

 Répondre aux enjeux de mobilité et équité sociale en améliorant m’organisation des 

transports  

 Répondre aux enjeux de développement durable, tout en maintenant des 

opportunités de développement économique 

 Répondre aux enjeux touristiques de Mayotte. 

 

Sur le transport inter urbain, une étude opérationnelle a démarré depuis 2010. 

De cette étude est née le document de mobilité qui retrace l’ensemble des itinéraires 

prévus dans le cadre de ce projet de déplacement et des infrastructures nécessaires à sa 

réalisation. Dés que les aménagements nécessaires au fonctionnement des services seront 

réalisés, (aménagement des pôles d’échanges Chirongui, Dzoumogne, Sada, Mamoudzou, 

réalisation des points d’arrêt), les services pourront être effectifs.    

Prévisions calendaires de dépenses 

Ci-dessous l’évaluation des coûts d’aménagement phase par phase (million EUR) 

Phase  Poste financier 

 

Phase 1 – 2014-2015 

Aménagement et signalisation des points 

d'arrêt 

0,6 

 

Aménagement provisoire du parking Nord de 

la gare routière de Mamoudzou et des pôles 

d'échanges de Dzoumonié, Sada et 

Chirongui 

1,4 
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  Sous-total Phase 1 

2 

Phase 2 – 2016-2017 

Aménagements définitifs des pôles 

d'échanges de Dzoumonié, Chirongui et 

Sada 

10,6 

  

Aménagement définitif  des gares routières 

Nord et Sud de Mamoudzou 

4 

 

Aménagement des giratoires (voie 

d'approche bus et zone de dégagement) 

10 

  Sous-total Phase 2 

24,6 

Phase 3 – 2018-2020 Aménagement du TCSP Nord  
65,75 

  Aménagement du TCSP Sud 
103 

  Sous-total Phase 3 

168,75 

TOTAL INVESTISSEMENT  

195,35 

La réalisation des phases 1, 2 et 3 couterait 195,35 M€ HT au département de Mayotte. 

 

Les lignes maritimes 

 

Deux liaisons sont envisagées: 

 

 Une liaison Nord depuis Longoni jusqu’à Mamoudzou  

Le coût de construction de l’ouvrage portuaire de l’embarcadère maritime se décom-

pose ainsi : 

 Digue piétonne de 250 ml 3,75 M€ 

 Passerelle mobile   0,15 M€ 

 Ponton flottant   0,30 M€ 

Enveloppe Globale     4,20 M€ 

 

 Une liaison Sud depuis Dembeni/Illoni jusqu’à Mamoudzou 

Le coût de construction de l’ouvrage portuaire de la gare maritime se décompose 

ainsi : 

 Digue piétonne de 75 ml  1,12 M€ 

 Passerelle mobile   0,12 M€ 

 Ponton flottant   0,30 M€ 

 

Enveloppe Globale 1,5 M€ 

 

Les sites assez mal connus en termes de données naturelles (bathymétrie, géotechnique 

du platier….), des études de faisabilité sont nécessaires. 

 

Existing and pursued transport links with neighbouring territories, regions and 

countries 
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Annex 2.5: La Réunion  
 

Region (Country) La Réunion (France) 

Area 2,512 km2 

Socio-Demographic 

Development 
2000 2005 2010 

Population    

total 
age < 15 

age 15-64 
age  65+ 

706,180 
255,499 
379,990 
70,691 

782,000 
289,340 
414,460 
78,200 

833,000 
269,008 
19,934 
93,058 

ISCED (I/II/III)    

Share of urban 
population 

89% 89% 89% 

Employment  

 
Primary sector 

Secondary sector 

Tertiary sector 

 
2,920 

12,803 

159,322 

 
2,607 

15,419 

191,473 

(2008) 
2,443 

16,660 

204,093 

Unemployment   

 
Total 

Aged 25-34 

 
96,373 

 

 
97,365 

52,869 

(2008) 
98,500 

 

Transport 

Infrastructure 
Interurban Urban Local 

Roads total (km) 395 722 2,346 

Class1 
Class2 
Others 

26 
52 

317 

48 
95 

579 

157 
308 

1,884 

Airports (Year: 2010): Location Passengers in & out 

International 

Regional 

Saint-Denis &  

Saint-Pierre 

2,138,533 

119,500 

Ports (Year: 2010): Location Passengers in & out  

International 
 

Regional 

Pointe des Galets (Le 
Port) 

Sainte-Marie, Saint-
Leu, Saint-Pierre, 

Sainte-Rose, Saint-
Gilles 

49,647 
 

24,170 

Transport 
Management public/private Equity (€) 

shareholders (share 
in %) 

Urb/Interurb. Bus 
company 

420 private companies 
Interurban: Car Jaune 

  

Airports    

Ports    

Public Transport 
Subsidies Regional funds National funds EU funds 

Interurb. bus services 
Air services 

Ferry services 
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Transport 

Development in 
passenger transport 

2000 2005 2010 

Land Passengers 

Motorisation (Cars per 
1,000 inhab.) 

355 385 400 

Car pkm total    

Car pkm urban 
Car pkm interurban 

 
 

 
 

 
 

Car share  
(daily travel) 

  90% 

Car share (commute) (1999) 
72% 

 
(2009) 

77% 

Bus pkm total    

Bus pkm urban 

Bus pkm interurban 

 

 

 

 

 

 

Bus share (daily 
travel) 

  7% 

Bus share (commute) (1999) 

5.5% 
 

(2009) 

5.1% 

Non-urban bus 
passengers 

 
4,241,280 

(2008) 
5,044,661 

 
Non-urban bus km 

  
6,359,294 

(2008) 
7,540,449 

Air Passengers 

Internat. arrivals 
Internat. departures 

Regional arrivals 
Regional departures 

 
 
 
 

479,600 
476,700 
334,500 
337,400 

542,100 
545,900 
472,800 
469,600 

Ferry Passengers 

Internat. arrivals 
Internat. departures 

Regional arrivals 
Regional departures 

 
 
 
 

 
 
 
 

23,396 
23,222 
13,055 
13,581 

Planning, funding, 
administration 

Allocation of Competence  

Extra-urban roads Conseil Régional 

Airports Chambre de Commerce et d’Industrie 

Ports Chambre de Commerce et d’Industrie 

Infrastructure Plan  

Master Plan existing Schéma d’Aménagement Régional (SAR) 
Schéma Régional des Infrastructures et des Transports (SRIT); final 
approval pending. 
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Road projects 

 
 
 

 
 
 
 
 
 
 

 
 
 
 
 

 

 
 

Rail projects 
 
 

Airport projects 
 

Port projects 

Trans Eco Express (TEE); Programme to increase public transport 

share: 
- Improve the conditions for (interurban) bus service (special lanes 
for buses) 

- Invest in a new bus fleet 
- Implementation of a new transport department 
- Period: 2012-2017 
 
Nouvelle Route du Littoral: 
- Viaduct between Saint-Denis and La Grande Chaloupe and mixed 
viaduct/dam between la Grande-Chaloupe and la Possession. 

- Total Length: 12 kilometre 
- Future infrastructure project 
 
Route des Tamarins: 
- National highway as alternative to the overloaded Highway 1 

- 34 kilometres between Saint-Paul and L’Étang-Salé. 

- Finished: 2009 
 
No rail (Tram Train Project was abandoned in 2010 due to lack of 
funding) 
 
Increase the capacity of Roland Garros airport 
 

No port projects for passenger transport 
 

Transport 
Infrastructure  
Finance 

Funding shares, volumes, regulations 

Regional funding 30% 

National funding 5% 

EU funding 54% 

Other Funding (PPP) 11% 

 

Origin-destination relations 

 

Air passengers 

 

France 

Mauritius 

Madagascar 

Mayotte 

South Africa 

 

Ferry passengers 

 

 

Mauritius 

 

 

ERDF Projects in La Réunion; Costs in EUR 1,000 

 

Project: Total Cost Europe State 
Region / 

Department 
Other 
(PPP) 

Trans-Eco Express 22,056 13,233 0 7,173 1,649 

Route des Tamarins 149,091 82,000 0 67,091 0 

Nouvelle Route du Littoral 21,195 11,657 5,299 4,239 0 

Infrastructure reserved for public 
transport 

6,083 3,650 440 0 1,993 

Accessibility to public transport 
for handicapped 

1,212 727 0 141 344 

Airports: Saint-Denis and Saint-
Pierre 

66,248 33,124 6,339 1,101 25,685 

Total 265,885 144,392 12,077 79,744 29,671 

in % 100% 54.3% 4.5% 30.0% 11.2% 
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Brief descriptions 

 

Geographical and socio-economic particularities 

 

- Insularity 

- Steep slopes (volcanic island) 

- High rate of unemployment (especially youngsters under 25 years) 

- Economic sector composed of mainly micro-enterprises 

 

National transport policies relevant for the OR 

 

Relevant local transport policies (interurban transport master plan and its 

implementation) 

 

Implementation of the «Schéma Régional des Infrastructures et des Transports» (Regional 

Plan of Infrastructure and Transport) and the «Réseau Régional de Transport Guidé» 

 

Development of bus services and alternative modes of transport 

 

Planned transport links with neighbouring territories, regions and countries 

 

Air: n.a. 

Sea: n.a. 

Main documents: 

 

‘(1) Ernst & Young (2007): Etude sur le fonctionnement de certains services en réseau 

dans les RUP, Rapport final La Réunion:  

This study gives a good overview to several economic sectors in La Réunion. Concerning 

passenger transport, Infrastructure projects are being documented and the (dissatisfied) 

situation in public transport is mentioned. The Importance of the Airport Rolland Garros 

and the development of the passengers are noted. A description of the Port Réunion is 

given, although most of the information apply to freight transport. 

 

‘(2) IEDOM (2011): La Réunion; Rapport annuel 2011: 

This annual report contains statistical information for the different sectors in La Réunion. In 

Section 8 the transport figures are given in the following division: Transport in the 

economy of Reunion, sea transport, air transport and road traffic. The last 3 divisions are 

subdivided in freight transport, passenger transport and development of transport 

infrastructure in Reunion. Based on the statistical information given in this report, we 

verified our data. 

 

‘(3) Commission permanente du conseil régional de La Réunion (2012): Rapport 

d’Information sur les transports et déplacements: 

Documentation on the regional plan of infrastructure and transport (Schéma Régional des 

Infrastructures et des Transports (SRIT)). This paper tries to identify the problems 

concerning public transport and describes the planned action to be made to strengthen the 

public (bus) transport. 
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Annex 2.6: Saint-Martin 
 

Region (Country) Saint-Martin (France) 

Area 93km² - French part: 53 km2  

Socio-Demographic 
Development 

2000 2005 2010 

Population      

 
total 

age < 15 
age 15-64 
age  65+ 

 
 
 
 

(2008) 
36,661 
12,719 
22,345 
1,593 

 
 
 
 

ISCED (I/II/III)    

Urban population   9.24%  

Employment  

Primary sector 
Secondary sector 

Tertiary sector 

 

 
 

0.2% 

16.0% 
83.9% 

 

 
 

Unemployment   

 
Total 

Aged 25-34 

 (2011) 
3,771 

13.0% 

(2012) 
4,004 

11.7% 

Transport 

Infrastructure 
Interurban Urban Total 

Roads total (km) 

National roads  
Departmental roads 

Communal roads 

 

17.9 
15.1 

12.5 

  

Airports (Year:2010): Location Passengers in & out 

International 

 
 

 

Regional 

St. Maarten 

(Princess Juliana 
international airport) 

 

St. Martin 

2,200,000 

 

 

 

Ports (Year:2010): Location Passengers in & out 

International 

 
 
 

Regional 

St Maarten 

(deep water peer in 
Philipsburg) 

 
St. Martin 

1,500,000 

 
 
 

12,998 

 

 

Transport 

Management Public/private Equity (€) 
Shareholders 

(share in %) 

Bus companies All public transportation 
operators are privately 
owned. There are 86 

entrepreneurs in public 
transportation 

  

Airports    

Ports    

Public Transport 
Subsidies 

Regional funds National funds EU funds 

Interurb. bus services 

Air service 
Ferry services 

Interurban bus services are 

strictly the affair of private 
entrepreneurs and have 

enjoyed no public 
funding of any kind. 
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Transport 

Development in 
passenger transport 

2000 2005 2012 

Land Passengers 

Number of taxis   177 

Car pkm total    

Car pkm urban 
Car pkm interurban 

 
 

 
 

 
 

Bus pkm total    

Bus pkm urban 

Bus pkm interurban 

 

 

 

 

1,969,920 

2,436,480 

Air Passengers 

Internat. arrivals 
Internat. departures 

Regional arrivals 

Regional departures 

512,244 
 
 

 

547,582 
 

182,508 

 

544,752 
 

209,003 

 

Ferry Passengers 

Internat. arrivals 
Internat. departures 

Regional arrivals 
Regional departures 

 
 

36,723 
 

7,497 
 

16,793 
 

5,409 
 

22,662 
 

Planning, funding, 
administration 

Allocation of Competence 

Extra-urban roads  

Rail No Rail 

Airports Princess Juliana International Airport is managed by an operating 
company. 

Ports  

Infrastructure Plan  

Master Plan existing no 

Road projects 
Rail projects 

Airport projects 
Port projects 

No transportation projects planned 

Transport 
Infrastructure  
Finance 

Funding shares, volumes, regulations 

Own funding    Public transportation is operated by private operators. Ferry services 
are operated by private operators. Neither have enjoyed any subsidies 
or funding of any kind in establishing their companies. 
 

Infrastructure – regional airport has been built by the Conseil Général 
of Guadeloupe before the transfer of competencies between the 
Conseil Général and the Collectivité d’outre-mer. The first two phases 

of the port of Galisbay have been built by the commune de Saint-

Martin and ERDF funding while St. Martin was still a part of 
Guadeloupe. These figures are all a part of general figures for 
Guadeloupe up until 2009 and have not been separated up until now. 

National funding none 

EU funding none 
 

Origin-destination relations 

 
 

Air passengers 
 
 
 

Main destinations 
 

North America 
Europe 
Caribbean 
Rest of the world 

Main origins 
 

North America    63.2% 
Europe              23.8% 
Caribbean             5.6% 
Rest of the world     7.4% 

 
 

Ferry passengers 
 

Main destinations 
 

St Barthélemy 
Anguilla 
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Brief descriptions (filled in French) 

 

Geographical and socio-economic particularities 
 

Située au nord de l'arc antillais, à égale distance de Porto Rico et de la Guadeloupe (260 

km) et à environ 25 kilomètres au nord-ouest de l'île de Saint-Barthélemy, l'île de Saint-

Martin couvre une superficie d'un peu plus de 90 km². Elle contiennent l'étang salé de 

Simpson Bay, et affiche 15 km dans sa plus grande longueur et 13 km dans sa plus grande 

largeur. Comme presque toutes les îles des Antilles, Saint-Martin est de nature volcanique et 

montagneuse : son point culminant est le Pic Paradis à 424 m d'altitude. La côte est une 

succession de plages, de lagunes littorales, de zones rocheuses et de mangroves. Les îlots 

inhabités de Tintamarre et de Pinel se trouvent à l’est de l’île. L’intérieur est vallonné, mais 

comporte des secteurs plats. 

 

L’île de Saint-Martin bénéficie d’un climat tropical, plus sec qu’à la Guadeloupe et qu’à la 

Martinique comme en témoignent les pénuries ponctuelles d’eau. Cette faible pluviométrie a 

toujours été un facteur limitant pour l’agriculture sur l’île mais a, au contraire, favorisé 

l’expansion du tourisme au cours de la période récente. Deux saisons se distinguent : une 

saison sèche appelée carême de décembre à mai et une saison pluvieuse appelée hivernage 

de juillet à octobre. C’est durant cette saison que peut se développer une activité cyclonique 

intense. La moyenne de température annuelle est de 28°C. D’une manière générale, il est 

très rare que la température soit inférieure à 20°C ou supérieure à 32°C. 

 

Le cadre institutionnel de l’outre-mer français est défini par la loi constitutionnelle du 28 

mars 2003 relative à la réforme de l’organisation décentralisée de la République1. 

Désormais, les DOM sont devenus des DROM (Départements et régions d’outre-mer) régis 

parl’article 73 de la Constitution et les TOM ont laissé la place à une catégorie hybride de 

COM (Collectivités d’outre-mer) régie par l’article 74 de la constitution 2. Cette partie 

présente le régime juridique applicable à Saint-Martin, qui dispose, au même titre que Saint-

Barthélemy, du statut de Collectivité d’Outre-mer distinct de la Guadeloupe. 

 

Saint-Martin exerce désormais l’ensemble des compétences dévolues aux 

communes, au département et à la région de la Guadeloupe ainsi que celle que l’Etat 

lui a transféré. Saint-Martin est ainsi compétente en matière de fiscalité, de transports 

routiers, de ports maritimes, de voirie, de tourisme, de droit domanial de la Collectivité, 

d’accès au travail des étrangers et en matière de création et d’organisation des services 

publics et établissements publics de la Collectivité. De fait, la nouvelle Collectivité peut 

adapter les lois et règlements en matière de domanialité publique et d’enseignement. 

 

Le droit communautaire a institué deux régimes pour prendre en compte les territoires 

d’outre-mer de ses Etats membres. Le premier régime est celui des régions 

ultrapériphériques (RUP) qui concerne les départements et régions d’outre-mer. Le second 

régime est celui des pays et territoires d’outre-mer (PTOM) qui s’applique aux Collectivités 

d’outre-mer visées à l’article 74 de la constitution ainsi qu’à la Nouvelle-Calédonie. 

 

La ratification du traité de Lisbonne identifiait, au niveau européen, la nouvelle 

collectivité comme Région Ultrapériphérique (RUP) autonome vis-à-vis de la Guadeloupe. 

Cependant, si le maintien du statut de RUP permet de bénéficier des fonds structurels 2 , il 

impose l’application de l’ensemble du droit communautaire, ce qui peut être un facteur de 

distorsions de concurrence par rapport aux pays voisins. Ce constat est d’autant plus 

prégnant que la partie néerlandaise de l’île n’a pas le statut de RUP et n’est donc pas 

soumise au droit communautaire. Cependant, Saint-Martin pourrait se satisfaire du statut de 

RUP, contrairement à Saint-Barthélemy, qui va à sa demande accéder le 1er janvier 2012 au 

statut de PTOM. En octobre 2010, Saint-Martin a participé en tant que nouvelle RUP à la 

XVIème conférence des présidents des régions ultrapériphériques de l’Europe. Côté 

hollandais, Sint-Maarten, qui appartenait à l’ancien Etat autonome de la Fédération des 

Antilles néerlandaises, au sein du Royaume des Pays-Bas, est devenu un Etat au sein du 

même Royaume, après la dissolution des Antilles néerlandaises le 10 octobre 2010. 
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Sur le plan économique, outre la mise en œuvre de nouvelles compétences (aides aux 

entreprises, continuité territoriale, stratégie économique…), le Conseil Territorial et le 

Conseil économique social et culturel ont mis en place la Chambre consulaire 

interprofessionnelle de Saint-Martin (la CCISM), élue le 10 juillet 2009 et qui compte 26 

membres. Le décret relatif à la création d’un centre de formalité des entreprises à Saint-

Barthélemy et à Saint-Martin a été signé le 19 janvier 2010. La Collectivité a également 

institué un code du tourisme et un SDAT (schéma d’aménagement et de développement 

touristique) adopté en 2010 engage une réflexion stratégique sur le positionnement de 

Saint-Martin (par rapport à Sint-Maarten et Saint-Barthélemy notamment) et sur les actions 

promotionnelles à mener. Sur le volet social, les actions d’éducation et de formation sont 

devenues des priorités 

 

pour la nouvelle Collectivité. Le transfert des compétences sociales de la Guadeloupe vers 

Saint-Martin devrait permettre d’adopter des politiques en adéquation avec les besoins 

sociaux de l’île. Ainsi, alors que seule la maison de retraite et les écoles primaires étaient 

gérées par la commune avant l’évolution statutaire, l’ensemble des établissements à 

caractère socio-éducatif se trouvent désormais sous la responsabilité de la Collectivité, ce 

qui a notamment permis de demander la mise en place de l’enseignement bilingue pour les 

écoles maternelles et primaires. En outre, le RMI et le RSA sont désormais à la charge de la 

Collectivité. Une coopération en matière sociale a été mise en oeuvre entre la Collectivité de 

Saint-Martin et le Land Council de Sint-Maarten, notamment en matière de santé des 

enfants. Enfin, concernant l’emploi, l’apprentissage et la formation professionnelle, la 

Collectivité a organisé ses premiers programmes de formations en 2008, la dernière 

dotation de la Région ayant été perçue en 2007. Un directeur général a été recruté au sein 

de la Collectivité en février 2009 dans l’objectif de la création d’un service de formation 

professionnelle, l’île faisant face à un grave problème d’inadéquation entre les formations et 

les besoins existants sur le marché du travail. Dans le même temps, l’antenne locale de Pôle 

Emploi propose des filières de formation. 

 

Le dernier recensement complet de l’INSEE dans les Iles du Nord a été réalisé en 1999. La 

nouvelle méthode de recensement de l’INSEE, mise en oeuvre en 2004, permet toutefois de 

suivre chaque année l’évolution des populations communales et de celles des collectivités de 

Saint-Barthélemy, de Saint-Martin et de Saint-Pierre-et-Miquelon. Les derniers résultats, en 

vigueur depuis le 1er janvier 2011, portent sur l’année 2008. En 2008, la population Saint-

Martinoise comptait 36 661 habitants, en hausse de 23,4 % par rapport à 1999. 

L’augmentation annuelle moyenne de 2,9 % sur la période est très inférieureau rythme 

élevé des années 1980 (+17,1 %) caractérisées par un solde migratoire nettement positif. 

Entre 1974 et 2008, le nombre d’habitants a été multiplié par 5,9, passant de 6 191 à 36 

661 habitants. La densité moyenne de la population est de 678 hab/km², en progression de 

23 % par rapport à 1999 et est supérieure à celle de Saint- Barthélemy (402 hab/km²). La 

partie néerlandaise de l’île a connu une évolution démographique parallèle, marquée par une 

croissance liée à l’immigration dans les années 1990, suivie d’une stabilisation entre 1995 et 

2000 (à 0,3 % selon le CBS). Entre 2000 et 2008, la population de Sint-Maarten aurait 

retrouvé un niveau de croissance plus soutenu (+3,4 % en moyenne) pour s’établir à 

40 009 habitants au 1er janvier 2008. La population de Sint-Maarten en 2010 est estimée à 

37 429 personnes, en recul de 6,4 % par rapport à 2008. 

 

En 2008, le nombre d’étrangers à Saint-Martin s’élève à 13 203, soit 36 % de la population 

totale. Plus de trois-quarts des étrangers proviennent de l’espace Caraïbes et 

particulièrement d’Haïti (47 % de l’ensemble des étrangers). Les dominiquais et dominicains 

représentent 22 % des étrangers. Les européens en représentent 16 %, avec une 

surreprésentation des Britanniques (7 %) et des hollandais (5 %). Seule 4 % de la 

population est issue d’Amérique du Nord. 

 

Saint-Martin, ancienne commune de Guadeloupe, a évolué statutairement et s’est muée en 

collectivité en juillet 2007. Suite à cette évolution statutaire, la collectivité s’est dotée d’une 

organisation consulaire spécifique : la Chambre Consulaire Interprofessionnelle de Saint- 
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Martin (CCISM). Selon les statistiques de cette chambre, 6 561 entreprises sont implantées 

dans la collectivité en 2010, soit 157 entreprises de plus qu’en 2009 et +423 par rapport à 

2008. Ce recensement fait apparaître une prédominance du secteur du commerce. En effet, 

un peu moins de deux tiers (64,4 %) des entreprises recensées relèvent du commerce. 

Notons que ce taux est stable de 2008 à 2010. Les métiers représentent 34,6 % des 

entreprises tandis que l’agriculture n’en regroupe qu’1 %. 

 

Le système d’informations statistiques ne permet pas d’élaborer des comptes économiques 

complets pour la collectivité. Le niveau de richesse réelle par habitant (qui conditionne 

éventuellement l’accès à certains programmes européens) demeure donc inconnu. Une 

estimation du produit intérieur brut des îles du Nord a cependant été réalisée en octobre 

2005 dans le cadre du partenariat CEROM, fruit d’une collaboration entre l’INSEE, l’IEDOM et 

l’AFD. 

 

Faute d’évaluation de la productivité à Saint-Martin, elle a été supposée identique à celle 

prévalant dans l’espace référent de la Guadeloupe, et dans un second temps de la partie 

néerlandaise de l’île, Sint-Maarten, sous hypothèse que la productivité apparente en partie 

française est appréciée de manière identique à celle de la partie néerlandaise, à l’exception 

des activités immobilières et des services non marchands. L’approche par les 

importations : bien que les importations de l’île de Saint-Martin soient inconnues, celles 

des Antilles néerlandaises dans leur ensemble font l’objet de statistiques, et en particulier 

celles de Sint-Maarten. Le niveau des importations par habitant en partie française est 

considéré égal à celui prévalant dans la partie néerlandaise, mais est diminué des dépenses 

touristiques directes effectuées dans la zone néerlandaise. Dans ce cadre1, le PIB de Saint-

Martin en 1999 a été évalué à 421 M €, soit près de 14 500 € par habitant. Le PIB par 

habitant était inférieur de 39 % à la moyenne métropolitaine et de 21 % au PIB par habitant 

en partie néerlandaise (16 500 € environ) et sensiblement égal à celui de la Guadeloupe. 

 

Selon le dernier recensement de l’Insee, la population active rassemble 17 311 personnes 

dans la collectivité de Saint-Martin en 2008. Elle représente 71,4 % de la population en âge 

de travailler, soit un niveau légèrement supérieur à celui de la France métropolitaine (69,7 

%). Le nombre d’actifs a progressé de 18,5 % entre 1999 et 2008, sous l’effet d’une forte 

croissance de la population occupant un emploi (+ 19,7 %), dont l’évolution a été plus 

soutenue que celle des chômeurs (+ 15,3 %). Par conséquent, le taux de chômage a reculé 

de 1,1 point entre ces deux dates pour s’établir à 25,5 %. D’après les chiffres du 

recensement, cette tendance a été profitable aux femmes qui sont de plus en plus 

nombreuses à occuper un emploi: + 24 % d’actives entre 1999 et 2008, contre + 16 % 

pour les hommes. Le taux de chômage calculé par l’INSEE dans la partie française lors du 

dernier recensement en 2008 s’établit à 25 %, alors qu’il est deux fois moindre dans la 

partie néerlandaise, soit 12,2 % selon le CBS. 

 

National transport policies relevant for the OR 

 

 

Relevant local transport policies (interurban transport master plan and its 

implementation) 

 

NONE 

 

Existing transport links with neighbouring territories, regions and countries 

 

Other relevant aspects 
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Annex 2.7: Azores  
 

Region (Country) Azores (Portugal) 

Area (km2) 

Azores (Portugal) km² 
Região Autónoma dos Açores                   2,322.0 
Santa Maria                                               96.9 
São Miguel                                               744.6 
Terceira                                                   400.3 

Graciosa                                                    60.7 
São Jorge                                                 243.6 
Pico                                                         444.8 
Faial                                                          73.1 
Flores                                                       141.0 
Corvo                                                         17.1 

 

Socio-Demographic 
Development 2000 2005 2010 

Population    

total 
age < 15 

age 15-64 
age  65+ 

 
 

 
 
 
 
 

 
 

 
 
 
 
 
 
 

237,885 
51,970 

156,545 
29,370 

 
 
 
 

242,241 
47,581 

164,518 
30,142 

 
 
 

246,732 
43,743 

170,354 

32,969 
 
 

Detailed 
2009 total  

Azores 254,374 
Santa 
Maria 5,569 

São Miguel 134,286 

Terceira 55,912 

Graciosa 4,938 

Sao Jorge 9,448 

Pico  14,886 

Faial 15,691 

Flores 4,144 

Corvo 500 

ISCED (I/II/III)22 23 
I 
II 
III-Tertiary Educ.24 

 
 
 

6.6% 

 
 
 

7.7% 

2010/2011 
23% / 18.8%25 

74% 
9.9% 

Share of urban 

population (in %) 

  N.A. 

Employment 112,200 in 2009 

Primary sector 
Secondary sector 

Tertiary sector 

16.3% 

25.9% 
57.7% 

12.4% 

25.4% 
62.2% 

11.3% 

23.8% 
64.9% 

Unemployment  2001                                                       2011 

Total 
Aged 25-34 

6,760 
1,833 

8, X10³ in 2009 
 

12,793 
3,884 

                                           
22 International Standard Classification of Education: I: ISCED 0-2; II:  ISCED 3,4; III: ISCED 5,6 
23

 There is more information in part two of this questionnaire (Geographical and socio-economic particularities) 
24

 Eurostat years 2001, 2005 and 2010 (25-64 years) 
25

 Info from Mobicar project 
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Transport 

Infrastructure 
(Year26:2012) 

Interurban Urban Total 

Roads total (km)   1,373.18 

Class1 

Class2 
Others 

(See part 2 –Other 
relevant aspects for a 

detailed description by 
island) 

 

 

 

 
 

518.29 

797.88 
57.7 

Airports (Year2:2012) Location Passengers in Passengers out 

Description: 
 
 

 
International 

 
SMA 
PDL 
TER 

Regional 

HOR 
GRW 
SJZ 
PIX 

FLW 
CVU 

9 airports with 18 
landing runways and 

2045 passenger 

capacity per hour 
 

Santa Maria 
S. Miguel 
Terceira 

 
Faial 

Graciosa 
S. Jorge 

Pico 
Flores 
Corvo 

 

55,000  
768,000 (Az-Rest Pt) 

431,000 (Az-Az) 

 
 

30,971 
434,411 
203,739 

 
85,212 

18,604 
23,991 
33,369 
20,977 
2,263 

 
 
 

 
 
 

30,657 
435,472 
205,249 

 

85,540 
18,696 
24,236 
32,891 
21,002 
2,209 

Ports (Year2: 2011) Location Passengers in Passengers out 

International 

Regional27 
 

 
 
 
 
 
 

 
 
 

In 2012 according to 
the info received: 

Regional 
Ponta Delgada 

Praia da Vitória 

Horta 
Vila do Porto 

Praia da Graciosa 
Calheta 

Velas 
S. Roque do Pico 

Madalena 
Lajes das Flores 

Santa Cruz 
Vila do Corvo 

 

 
Total 

Santa 
Maria 

São Miguel 
Terceira 
Graciosa 
São Jorge 

Pico 
Faial 
Flores 
Corvo 

 
 
 

 

 
 

S. Miguel 
Terceira 

Faial 
Santa Maria 

Graciosa 
S. Jorge 
S. Jorge 

Pico 
Pico 

Flores 

Flores 
Corvo 

 

 
486,149 

 10,947 
 22,565 
 22,554 
 6,273 

 31,969 
198,444 

188,924 
 2,447 
 2,026 

 
 
 
 

 

 
18,547 
19,900 
179,577 
9,445 
5,411 

275 
32,529 
23,684 
164,784 

695 
1,892 

1,738 

 

 
 

 
 
 
 
 
 

 
 
 
 
 
 
 

19,147 

20,231 
179,108 
9,105 
5,122 
507 

31,969 

22,844 
166,237 

577 
1,738 
1,892 

                                           
26 Latest available year 
27 According to National Statistics Portugal 
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Transport 

Management public/private Equity (€) shareholders (share in %) 

Bus companies Private and 

Public/private28 

  

Airports Public29   

Ports Public   

Public Transport 
Subsidies 30 Regional funds National funds EU funds 

Interurb. bus services 
Air service 

 
Ferry services 

 
 

 
9 to 10 million € (two 
private companies) 

 
 

public service 
obligations (PSO) 

 
 

the EUOJ 2010/C 283/06, 
20/10/2010 for 8 routes 

 
Transport 
Development in 
passenger transport 

2000 2005 2010 

Land Passengers 

Motorisation (Cars per 
1’000 inhab.) 
 
Total (2011)31 
Santa Maria 
São Miguel 
Terceira 

Graciosa 
S.Jorge 
Pico 
Faial 

Flores 
Corvo 

x32 420 
LDV 46,70433 

 

47034/37935 
 
 

520 
600 
480 
560 

560 
650 
600 
630 

650 
260 

 

Car pkm total (‘11)36 
Santa Maria 
São Miguel 
Terceira 
Graciosa 

S.Jorge 
Pico 
Faial 
Flores 
Corvo 

x  67.10 
37.94 
95.57 
92.34 
22.29 

25.88 
38.61 
53.04 
21.46 
5.81 

Car pkm urban 

Car pkm interurban 

 

x 

 

 

 

 

                                           
28  In the cas of the Graciosa islands, there is a “sociedade por quotas”, where the municipality has 78,35% of the 

Transport society and the rest a private bus company. Information on this subject is quite scarce.  
29  Into a privatization process 
30  See annexes.  
31 From Annex- Cars: Servicio Coordenador de Transportes Terrestres. Direcao Regional dos 

Transportes.Secretaria Regional do Turismo e Transportes. Regiao Autonoma dos Azores. p.8 
32  Not available 
33  Only for San Miguel in 2006 according to Camus and Farias (p.157): Camus and Farias (2012) The electric 

vehicles as a mean to reduce CO2 emissions and energy costs in isolated regions. The Sao Miguel (Azores) 
case study. Energy Policy 43 153-165 

34  Information from Mobicar project in 2008 p.32 (vehicle inhabitant ratio of 0.47): Calado, H. Bentz, J., Cosme, 
S., Cunha, R., Rego, I,. (2010) Mobility, car-sharing and carpooling in the Azores – [MOBICAR Project]1st 
report 1st phase. Green Island Project. MIT-Portugal. University of Azores. 

35  Only for San Miguel according to Camus and Farias (p.156): Camus and Farias (2012) The electric vehicles as 
a mean to reduce CO2 emissions and energy costs in isolated regions. The Sao Miguel (Azores) case study. 
Energy Policy 43 153-165 

36  Obtained from two sources: Annex- Cars: Servicio Coordenador de Transportes Terrestres. Direcao Regional 
dos Transportes.Secretaria Regional do Turismo e Transportes. Regiao Autonoma dos Azores. p.10-12 (only 
“Ligeiros Passageiros” as data of cars) and Annex-Roads 
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Bus pkm total 
(pesados 

passageiros)37 
Total 2011 
Santa Maria 
São Miguel 
Terceira 
Graciosa 
S.Jorge 

Pico 
Faial 
Flores 
Corvo 

267 number in 2003) 

 
 
 

 

(buses)345 (buses)378 

 
 
 

 
2011 
0.02 
0.46 
0.33 
0.18 
0.09 

0.21 
0.15 
0.03 
0.28 

Bus pkm urban 

Bus pkm interurban 

 

 

 

 

1538 

 

Air Passengers 

Internat. arrivals 
Regional arrivals 
Portuguese arrv. 

 

 
 
 

 

 
 
 

 

55,000 (in 2011) 39 
Az- Az: 431,000 

Az-Total Pt=768,000 

 
 
 

Ferry Passengers 

Internat. arrivals 

Internat. departures 
Regional arrivals 

Regional departures 

- 

- 
419,559 
419,559 

- 

- 
461,070 
461,070 

- 

- 
480,942 
480,942 

Planning, funding, 

administration 

Allocation of Competence (who is responsible? regional, 

national) 

Extra-urban roads Regional Government and Municipalities 

Rail Not applicable 

Airports National competence (SMA, PDL, HOR, FLW) 
Regional competence (TER, PIX, SJZ, GRW, CVU) 

Ports Regional competence 

Infrastructure Plan  

Master Plan existing? No. On-going preparation of the public works strategy 

Road projects 
Rail projects 

Airport projects 
Port projects 

Yes 
Not applicable 
No 
Yes for the port of Ponta Delgada. No for the other Ports 

Transport 

Infrastructure  
Finance 

Funding shares, volumes, regulations 

Own funding See annexes 

National funding (i.e. the importance of public service obligations- PSO) 

EU funding  

                                           
37  Obtained from two different documents: Annex- Cars: Servicio Coordenador de Transportes Terrestres. Direcao 

Regional dos Transportes.Secretaria Regional do Turismo e Transportes. Regiao Autonoma dos Azores. pp.10-
12. Annex Roads. Both provided by the OR’s Authorities.  

38  In San Miguel according to Camus and Farias (p.156): Camus and Farias (2012) The electric vehicles as a 
mean to reduce CO2 emissions and energy costs in isolated regions. The Sao Miguel (Azores) case study. 
Energy Policy 43 153-165 

39  In Statistical Yearbook Acores 2011: Estatisticas dos Transportes 2011  
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Please complete the following matrix with five main destinations and origins concerning 

international or long distance air and ferry passengers transport. 

 

Origin-destination relations 

 

 

 

 

Air passengers 

 

 

 

 

 

5 main destinations 

 

Boston, MA 

Toronto, ON 

Helsinki 

Frankfurt 

Copenhagen 

 

 

5 main origins 

 

São Miguel 

Terceira 

Faial 

Santa Maria 

Sao Jorge 

 

 

 

 

 

 

Ferry passengers 

 

 

 

5 main destinations 

 

(Just regional transport) 

 

 

 

 

 

5 main origins 

(total passengers in 2011) 

 

1. Pico (198,444) 

2. Faial (188,924) 

3. São Jorge (31,969) 

4. São Miguel (22,565) 

5. Terceira (22,554) 

 

In 2009 the airports with more traffic of the archipelago (either national or international) 

were 40: 

1. S. Miguel (5,942) 

2. Terceira (5,027) 

3. Faial (2,253) 

4. Santa Maria (1,237) 

5. S. Jorge (1,033) 

6. Graciosa (917) 

7. Pico (905) 

8. Flores (728) 

9. Corvo (416) 

 

Geographical and socio-economic particularities 

The Azores archipelago is located in the North Atlantic, approximately 1430 km from 

Lisbon and 3900 km from the east coast of North America. 

It consists of nine islands of volcanic origin. Moreover, they are divided into three groups 

(related to their geographic distribution): 

 The Western Group: Flores, and Corvo 

 The Central Group: Pico, Faial, Sao Jorge, Graciosa, and Terceira 

 The Eastern Group: São Miguel and Santa Maria 

 

The nine islands have a total area of 2,333 km² with a total population of 244,740 

inhabitants. The Azorean population is a young one, in fact it has the highest population of 

the country with people among 0-14 years and the lowest with elderly people (65 and 

over). 54% of the population is between 25 and 64 years old41. Nevertheless, the increase 

in longevity and less births has started to change the demographic distribution of 

population. Moreover, they have a low level of education. 

 

The islands that contribute the most to the economic growth are São Miguel (more than 

50% of the Azorean GDP) and Terceira (30% of the A-GDP). In 2010 unemployment rate 

was lower in the Azores (7.70%) than in the mainland (10.70%). Still it has notably 

increased over the last years. 

                                           
40  Servicio Regional de Estadistica dos Azores “Os Acores em números 2009”. Regiao Autónoma dos Azores p.45 
41  Calado, H. Bentz, J., Cosme, S., Cunha, R., Rego, I,. (2010) Mobility, car-sharing and carpooling in the Azores 

– [MOBICAR Project]1st report 1st phase. Green Island Project. MIT-Portugal. University of Azores p.18 
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The coldest month in the islands is January, around 13°C, while the warmest monthis 

August, around 22°C42.  The annual precipitation is43 827.4 mm, with 251 rainless days. 

 

Only Sao Miguel and Terceira have higher education. Which gave a total of 3,681 students 

enrolled in 2009/201044. 

 

 

Hospitals Services by island45: 

 Total (8): 3 publics, private 

 S. Miguel (4): 1 public, 3 private 

 Terceira (3): 1 public, 2 private 

 Faial (1) : 1 public 

 

GDP per capita in Azores: 13.9 x10³ € 

 

GDP from Açores (base 2000) in Million €46       

2002 2003 2004 2005 2006 2007 2008 

2,666 2,785 2,887 3,018 3,199 3,343 3,395 

 

The Azores are highly dependent on external energy and food supplies. According to 

different sources47 48, their renewable energy potential has not been fully exploited. They 

have to import oil products. In São Miguel 40% of all oil products ´consumption was used 

for transportation. 

 

They have recently intended to make the tourism the basis of economic development, 

taking into account the beauty of the Azorean landscapes and the opportunities it brings 

for marine and water sports. Nevertheless, agriculture and fishery have still an important 

weight on the economy. 

 

National transport policies relevant for the OR 

 

Portugal and its autonomous regions (Azores and Madeira) had access to structural funding 

from the European Commission since 1986. 

 

To promote the reduction of negative environmental and health impacts of the Portuguese 

municipal transport systems, it was created the Sustainable Mobility National programme. 

In order to develop balanced and sustainable solutions to address existing mobility issues, 

15 universities and research centres participated in this initiative to develop and implement 

sustainable urban mobility plans (SUMP) for 40 selected Portuguese municipalities. Ponta 

Delgada city (in the S. Miguel Island, and capital of the Azores) was the only selected 

municipality that is located in the Azores and Madeira autonomous regions. Most of the 

services, businesses and industries are concentrated in Ponta Delgada.49 

 

All routes linking Madeira and Azores with the main cities in Portugal, as well as the inter-

islands routes are subjected to a strong regulation due to the public service obligation 

regime (PSO)50. 

                                           
42  Servicio Regional de Estadistica dos Azores “Os Acores em números 2009”. Regiao Autónoma dos Azores p.10 
43  Ibidem p.10 
44  Ibidem p.17 
45  Ibidem p.22 
46  Ibidem p.31 
47  Calado, H. Bentz, J., Cosme, S., Cunha, R., Rego, I,. (2010) Mobility, car-sharing and carpooling in the Azores 

– [MOBICAR Project]1st report 1st phase. Green Island Project. MIT-Portugal. University of Azores p.13  
48  Camus and Farias (2012) The electric vehicles as a mean to reduce CO2 emissions and energy costs in isolated 

regions. The Sao Miguel (Azores) case study. Energy Policy 43 153-165 
49  Source: Gil et al. (2011) Journal of Transport Geography 19 pp.1309-1319 
50  Roman, et al. (2008) analyzing mobility in peripheral regions of the european union : The case of Canarias-

Madeira-Azores. Netw Spat Econ 8:141-160 
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The study carried out by Roman et al. (2008) 51 shows that most of the people try to take 

advantage of low cost flights by buying their tickets more than one week in advance. 

Moreover they show that travellers going to the other islands or the mainland had an 

average household income of more than 2,600 € per month. The dominant airline in this 

case is SATA for the Ponta Delgada-Lisbon and the Ponta Delgada-Funchal flight52. 

 

Relevant local/regional transport policies  

 

The Azores have 9 airports with 18 landing runways and 2,045 passenger capacity per 

hour.  

 

The proportion of car usage on daily journeys has increased significantly and it has the 

highest nation-wide. It doubled from 24.26% in 1991 to 50.96% in 2001. Moreover, in 

2007 it was also the Portuguese region where most new cars per thousand inhabitants 

were sold (27.3 new vehicles per thousand inhab.)53. A very interesting study in Ponta 

Delgada54 sheds some light on public transport in this case study. Due to its interest their 

results are cited in the following paragraphs. 

Ponta Delgada city, the most populated area of the Azores (it hosts 28% of the Azorean 

population, 282 inhab/m²) has noticed a rapid growth of congestion problems. Public 

transportation is limited to intercity and city buses (minibuses) and represents 17% of 

commuting transport. Private car is the dominating means of transportation, representing 

around half of all journeys. A study showed 15,002 vehicles entering the city in rush hours, 

against 2,471 of pedestrians. The same study carried out a survey which shows that the 

majority of the respondents (43% commuted by car to the city with low occupancy, with 

34% of them commuting alone and 26% commuting with one passenger (two occupants)). 

The reasons for car usage were speed (27%), comfort (14%) and absence of alternatives 

(14%). The average commuting time was 11-20 min for most of the respondents (35%); 

and less (26%). According to this study, the interviewees would change from car to public 

transport if the frequency of public transport was higher (33%), and punctuality 

guaranteed (29%). The major reasons for unsatisfactory minibus service in Ponta Delgada 

were low frequency (52%) and limited extent of the service lines (42%) (Which is seen as 

an indicator of lack of integrated planning of the three existing minibus circuits). The 

people who commute by public transportation stated that they had no alternative (35%) 

and that they used public transportation due to the price (33%). The public interurban bus 

service does not cater for the needs of 37% of the respondents and is considered an 

unsatisfactory service according to 24% of the users. Interestingly, quality of minibus 

services was evaluated as insufficient by 53% of the users against a 40% which stated the 

opposite. Moreover, the City Council has intended to limit parking availability and the 

former was noticed by the majority of the respondents (59%). Still the participants agreed 

that more restricted car circulation in the city centre was necessary (81%) along with more 

space for pedestrians (73%). Moreover, the infrastructure for disabled people and 

sidewalks were considered as poor. The programme has promoted certain specific 

measures to improve sustainable mobility taking into account the point of view of different 

stakeholders, for example: strict toll parking measures, dissuasive parking lots in the 

outskirts of the city, better police services, promotion of the mini-bus service in the inner 

city, etc.55. It has clear indicators, verification measures, specific budget and entity 

responsible of each one. 

 

 

                                           
51  Roman, et al. (2008) analyzing mobility in peripheral regions of the european union : The case of Canarias-

Madeira-Azores. Netw Spat Econ 8:141-160 
52  Roman, et al. (2008) analyzing mobility in peripheral regions of the european union : The case of Canarias-

Madeira-Azores. Netw Spat Econ 8:141-160 
53  Calado, H. Bentz, J., Cosme, S., Cunha, R., Rego, I,. (2010) Mobility, car-sharing and carpooling in the Azores 

– [MOBICAR Project]1st report 1st phase. Green Island Project. MIT-Portugal. University of Azores pp.33-34 
54  Source: Gil et al. (2011) Journal of Transport Geography 19 pp.1309-1319 
55  Desenvolvimento e Pormenorizacao das Intervencoes. Mobilidade sustentavel Ponta Delgada. Final Report 

(2008) http://sniamb.apambiente.pt/mobilidade/documentos/planos/propostas/pontadelgada.pdf. 
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Existing and persuade transport links with neighbouring territories, regions and 

countries 

 

Links are basically to Azores and the Portuguese mainland. However, there was an 

increasing interest in developing specific plans in the Macaronesian Region (Canary 

Islands, Azores, Madeira, Cape Verde). See for example the webpages:  

http://www.siemac.org 

http://www.gobiernodecanarias.org/cmayot/interreg/indice/observatorio_macaronesia/en/

macaronesia/az/index.html 

 

 

Other relevant aspects 

 

The means of transportation in Azores are: 

Car (44%) 

Walking (29%) 

Buses (13%) 

School or shuttle buses (10%) 

Bicycle (2%) 

 

It is important to note that this share changes significantly among the Azorean 

municipalities. In some others they move mostly by foot (Corvo, 77.5%). See the 

MOBICAR tables for more information56. 

 

Interesting studies regarding alternative energy in the islands have been carried out. 

Camus and Farias (2012) for example, have analyzed different scenarios of EV penetration. 

They showed that, only if there is at least 15% of the LD fleet replaced by EVs, great 

reductions on fossil fuels use and energy can be expected in the islands. They state that 

one could expect 53 million euro savings in oil products, but off-peak hours should be 

filled. Therefore, touristic sector could be included to fill the gap in these hours. 

 
Island Roads  Roads  Others total 

Class 1 Class 2 

Santa Maria - 57.4 - 57.4 
S. Miguel 314 

(224+90*) 
188.7 - 

502.7 

Terceira 126.65 92.65 28.55** 247.85 

Graciosa - 71.01 - 71.01 

S. Jorge - 99.71 29.15 128.86 

Pico - 160 - 160 

Faial 77.64 39.55 - 117.19 

Flores  - 79.56 - 79.56 

Corvo - 9.3 - 9.3 

Total  518.29 797.88 57.7 1373.87 

*90 Km of concession road     
**This value corresponds to the ring road of Angra do Heroísmo (4,8km) e and to the expressway 
Angra do Heroísmo – Praia da Vitória (23,75km); 
 
These data does not include the network of municipal roads, the forestry or agricultural roads  
 

 

 

 

 

                                           
56  Calado, H. Bentz, J., Cosme, S., Cunha, R., Rego, I,. (2010) Mobility, car-sharing and carpooling in the Azores 

– [MOBICAR Project]1st report 1st phase. Green Island Project. MIT-Portugal. University of Azores p.36 
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In the following maps of each island are presented57: 

 

 
 

 
 

 
 

                                           
57  Azores Naturaleza Viva Guia (2013) [Online] Available from: http://www.azoresguide.net/ [Accessed 08 May 

2013]  
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Annex 2.8: Madeira 
 

Region (Country) REGIÃO AUTÓNOMA DA MADEIRA (PORTUGAL) 
 

Area (km2) 

Total: 801.1 km2 (Madeira: 758.5 km2; Porto Santo: 42.6 Km2 Ilhas 

Desertas: 14.21 km2 ; Ilhas Selvagens: 2.73 Km2) 
 

Socio-Demographic 
Development 

2000 2005 2010 

Population    

total 
age < 15 

age 15-64 
age  65+ 

240,457 
 46,783 

162,594 
 31,080 

244,286 
  44,768 

167,289 
  32,229 

247,399 
  43,115 

172,153 
  32,131 

ISCED (I/II/III)58 
I 

II 
III 

 
 

 
4.5%59 

 
 

 
10.2% 

 
 

 
13% 

Share of urban 
population (in %) 

   

Employment  

Primary sector 
Secondary sector 

Tertiary sector 

15,886 
34,655 

57,290 

10,788 
31,628 

75,947 

14,771 
21,837 

85,066 

Unemployment   

Total 
Aged 15-24 
Aged 25-34 

  3,558 
  700 

  - 

  6,301 
  1,400 

  - 

   18x10³ 
4.7x10³60 
5.4x10³ 

Transport 
Infrastructure 

(Year61:  2011) 
Interurban Urban Total 

Roads total (km)   647.95 3 

Class1 

Class2 
Others 

- 

- 
- 

- 

- 
- 

47.42 3 

94.95 3 
505.5862 

 
Airports (Year2:2011) 

Location Passengers in Passengers out 

International 4 
 

Regional 

 

Madeira 
Porto  Santo 

- 

1,152,071  

49,694 63 

- 

1,142,904  
49,641  

- 

                                           
58  International Standard Classification of Education: I: ISCED 0-2; II:  ISCED 3,4; III: ISCED 5,6 
59  2001 Eurostat 
60  Institute of Statistics Portugal: www.ine.pt in 2011 
61  Latest available year 
62  The road network data do not include the Km of roads within municipal / local, but only the regional roads, 

which are classified according to the provisions of the Regional Legislative Decree n. º 15/2005/M, August 9, 
amended by Regional Legislative Decree n. º 1/2013/M, January 2. Accordingly, there are the following 
classifications: Class 1-main regional network (Fast Ways); Class 2-complementary regional network (Express 
Ways); Other-regional network of regular routes (other regional roads). 

63  Source: ANAM - Aeroportos e Navegação Aérea da Madeira, S.A. 
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Ports (Year2:2011) 

 

Location 

 

Passengers in 

 

Passengers out 
 

International 64  
 
 

Regional 65 
 

Funchal 
Porto Santo 
Caniçal 66 

- 

167,062 
145,46167 

- 
- 
 

166,777 
146,088 8 

- 
- 
 

Transport 
Management public/private Equity (€) shareholders (share in %) 

Bus companies 68 2 public; 4 private Cfr. Annex 1        Cfr. Annex 1 

Airports69 public  € 67,500,000 100% public 

Ports public € 24,715,775 100% public 

Public Transport 

Subsidies (2011) Regional funds National funds EU funds 

Interurb. bus services 
Air service 

Ferry services 

6,429,385€70 
- 
- 

- 
6,825,960€ 71 

-72 

- 
- 
- 

 

  

                                           
64  Source: Regional Directorate of Statistics of Madeira, Survey - Maritime transport of passengers and goods 

(Maritime Directive). 
 These figures do not include the number of transit passengers, according to the statistics of APRAM - Ports 

Administration of the Autonomous Region of Madeira, SA, subdivided by: i) Cruise Ship = 526,957 (= 524,348 
Madeira and Porto Santo = 2,609) and ii) Ferry Naviera Armas = 6080. This ferry ceased to operate in the 
Autonomous Region of Madeira from January 2012. 

65  There are a number of small ports along the coast of the island of Madeira, which serve to support small fishing 
communities and recreation and leisure nautical activities. 

66  The port of Caniçal currently is intended only to operations related to cargo / goods. 
67  Number of passengers transported between islands (residents and tourists): Madeira-Porto Santo. 
68  In Madeira, the collective public road transport of passengers is ensured either by private or public operators. 

Public operators are two: Horários do Funchal, Transportes Públicos, S.A. (HF, SA), the single urban operator 
because it operates only in the urban municipality of Funchal, and Companhia de Carros de São Gonçalo, S.A 
owned in 100% by HF, SA, which is one of the long distance operators. Taking into account the provisions of 

the economic and financial adjustment program of the Madeira Autonomous Region, the HF Group will be 
privatized, what is expected to occur during the year of 2013. All other operators are private and intercity: 
Sociedade de Automóveis da Madeira, S.A., Empresa de Automóveis do Caniço, Lda., Transportadora 
Rodoviária da Madeira, Lda., and on the island of Porto Santo Moinho Rent-a-Car, Lda. 

69  Madeira Autonomous Region owns the airports of Madeira and Porto Santo. The management of these has been 
licensed to Aeroportos e Navegação Aérea da Madeira – ANAM, SA, a company 80% owned by the Portuguese 
State (70% by Airports and Air Navigation - ANA and 10% Parpública, SGPS) and 20% by the Madeira 
Autonomous Region. At national level, the state agreed recently with ANA, SA, a concession of public service to 
the airport airports in Portugal and 4 in the Azores, being currently ANA, S.A. in a privatization process. 

70  According to the protocols concluded under the Resolutions of the Council of Government of Madeira n.º 
877/2012 of 4 October and numbers 938/2012, 939/2012, 940/2012 and 941/2012, all dated of November 6. 

71  Source: CTT - Correios de Portugal, SA; Values of social mobility allowance paid according to the provisions of 
Decree-Law n. º 66/2008, of April 9 and Portaria n. 316-A/2008 of 23 April. 

72  Although the law No. 21/2011 to May 20 was published, proceeding to the second amendment to Decree-Law 
No. 66/2008, of April 9, that regulates the allocation of a social mobility allowance to residents and students, in 
the context of air services between the Mainland and the Autonomous Region of Madeira ' in order to extend 
the social mobility allowance to maritime services, this was not regulated by the Portuguese State within 90 
days, as stipulated. 
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Transport 

Development in 
passenger transport 

2000 2005 2010 

Land Passengers 

Motorisation (Cars per 
1’000 inhab.) 73 

371 422 543 

Car pkm total 74 - 159 207 

Car pkm urban 
Car pkm interurban 

- 
- 

- 
- 

- 
- 

Bus pkm total 75 0.451 0.483 0.491 

Bus pkm urban 
Bus pkm interurban 

- 
- 

- 
- 

- 
- 

Transport 
Development in 
passenger transport 

2000 2005 2010 

Air Passengers 

Internat. arrivals76 
Internat. Departures 

 
Regional Passengers77 

1,079,231 
1,087,870 

 
- 

1,169,622 
1,176,046 

 
107,357 

1,128,727 
1,140,563 

 
46,424 

Ferry Passengers 

Internat. arrivals 
Internat. Departures 

 
Regional Ferry 

Passengers 78 

N/A 
 
 

225,799 

N/A 
 
 

309,009 

 

36,749 79 
 
 

311,245 

Planning, funding, 
administration 

Allocation of Competence (who is responsible? regional, 
national) 

Extra-urban roads The planning, finance and administration is done at the regional level, 

according to the Political and Administrative Statute of the Autonomous 

Region of Madeira. 

However, some national legislation is applicable to the Autonomous 
Region of Madeira, in the field of transport, for example, in terms of 
circulation and road safety. 

It should be noted that the region benefits only residually until 2015 of 
Community funds to finance investments in road network. 

Rail N/A. 

Airports National / Regional, according to the provisions of the Political and 

                                           
73  Coefficient between the number of cars (car fleet insurance _Source: Instituto de Seguros de Portugal) and 

total km of regional roads (footnote. 3). 
74  Attention is drawn to the fact that these values reflect only the Km of regional roads. At the moment we cannot 

access the data on the number of Km of roads in the municipal/local scope. If that number was considered, the 
ratio would be obviously quite inferior. 

75  Coefficient between n. º bus assigned to urban and interurban passengers lines (Source: Regional Directorate of 
Statistics of Madeira, Transport Statistics, 1988-2011) and the total km of regional roads (footnote. 3). The n.º  
of buses for this purpose was 292 in 2000, 313 in 2005 and 318 in 2010. 

76  Source: ANAM - Aeroportos e Navegação Aérea da Madeira, S.A.. 
77  Number of passengers transported between Funchal and Porto Santo; Source: ANAM, S.A.. 
78  Number of passengers transported between islands (residents and tourists): Madeira-Porto Santo. 
79  Total of passengers transported. From those 14.441 had origin/destination in Canary Islands and 22.308 in 

Portimão. Source: APRAM - Administração dos Portos da Região Autónoma da Madeira, S.A. 
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Ports Administrative Statute of the Autonomous Region of Madeira. 

 Planning: 

− Airports - national and regional, depending on the type and size 
of the investments concerned; 

− Ports – Regional. 

 Financing:  

− Investment in airports and ports: EU funds, EIB loans and 
Regional Budget; 

− Operation - the funding of operating expenses is supported by 
the companies that operate airports and ports. In the case of the 
airports, by the concessionaire (ANAM) and in the case, of the 

ports by APRAM, SA (100% public, tutored by RAM). 

 Administration: 

− Airports – national and regional, because the infrastructures are 
owned by Madeira Autonomous Region and the concessionaire of 
the two airports (Madeira and Porto Santo) is regional, but 80% 
owned by a national company, Aeroportos e Navegação Aérea - 

ANA, S.A. see footnote n. 10; 

− Ports – Regional. 

Infrastructure Plan  

Master Plan existing? No. Each local government (or municipality) plans its investments in 
infrastructures, according to the guidelines of the Economic and Social 

Development Plan of the Autonomous Region of Madeira (2007-2013) 
and the existing Government program. 

Road projects 
 
 

Rail projects 

Airport projects 

Port projects 

 

Competence corresponds to the Vice-Presidence of the Regional 
Government. 

N/A. 

Yes, by the Madeira Autonomous Region. 
 
Yes, according to the Annual Activity Plan of APRAM, S.A. 
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Transport 

Infrastructure  
Finance 

Funding shares, volumes, regulations 

Own funding The construction of transport infrastructures that are not supported by 
national or EU funds is financed by the Regional Budget. 

National funding The ‘Lei de Meios’ (Law n. 2/2010 of 16 June) supports the construction 
of a port infrastructure (Main Pier). We emphasize the specific character 
of this Act that fixes the exceptional regime of extraordinary financial 
means that the National Government grants to the Autonomous Region 

of Madeira, in the context of cooperation between both governments, to 
carry out the reconstruction of the areas affected by the storm that 
occurred in the region in February 2010. 

EU funding According to the Decision No. 661/2010/EU, of July 7, of the European 
Parliament, the Autonomous Region of Madeira road network is not part 

of the [TEN - T], unlike what happens with the archipelago of the 
Canary Islands. It should be noted, however, that despite the ports and 

airports of Madeira integrate the European Transport Network, 
investment in such equipments is not considered a priority. 

Part of the currently existing road network and port infrastructure was 
partially financed by the ERDF and the Cohesion Fund, with domestic 
funding assured by Regional Budget. 

The construction of the Madeira Airport was financed by the Cohesion 
Fund and a loan from the EIB. 

 

The following matrix shows the with five main destinations and origins concerning 

international or long distance air and ferry passengers transport. 

 

Origin-destination relations 

 
Air 
passengers 

 

 

 

 

 

 

 

5 main destinations/5 main origins: 
Portugal, United Kingdom, Germany, France and Spain. 
Main Countries – commercial traffic 

 

 

 

 

 

Fonte: ANAM, SA. 

http://www.anam.pt/Media/Default/DocGalleries/AM%20Boletim%202012/Boletim-2012-12-Fnc.pdf  

 

Pass. 
per 
country 

Monthly Annual 
2012 2011 % 

’12/’11 

2012 2011 % 

’12/’11 
Portugal 
UK 
Germany 
France 
Spain 

 

72,166 
29,734 
15,687 
3,682 
1,770 

74,221 
24,192 
15,113 
3,093 
1,238 

-2.8% 
22.9% 
3.8% 

19.0% 
43.0% 

1,026,890 
365,799 
264,909 
133,888 
56,913 

1,108,363 
461,353 
251,039 
116,852 
45,479 

-7.4% 
-20.7% 

5.5% 
14.6% 
25.1% 

 
Ferry 
passengers 

 

 

 

 

 

 

5 main destinations/5 main origins 

Until 2025, the regular transport of passengers and goods between Funchal and Porto 
Santo is ensured, by concession of public service, being the only ferry operating in 
this archipelago. 

The Autonomous Region of Madeira had, since 2008, a scheduled transport of 
passengers and goods between the Canary Islands (Tenerife and Las Palmas), 
Madeira and the Algarve, operated by a private Spanish operator, which ended in 
January 2012. 

  

http://www.anam.pt/Media/Default/DocGalleries/AM%20Boletim%202012/Boletim-2012-12-Fnc.pdf
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Geographical and socio-economic particularities 

The Madeira archipelago has a volcanic origin, being formed by a total of eight islands, the 

island of Madeira, Porto Santo, Savage Islands and Desert Islands. The two main islands, 

and permanently inhabited, are Madeira and Porto Santo. 

The island of Porto Santo has a different geomorphologic constitution from the island of 

Madeira. It is distinguished by its configuration almost flat, by its beach of fine golden sand, 

of organic origin (limestone), of about 9 km long and by presenting a thin vegetable coating 

with poor soils, poorly suited for agriculture. 

The services sector and, in particular, tourism is the main driver of the economic 

development, so that its development involves the construction of tourist infrastructures and 

the improvement of air and maritime transport systems. 

Madeira Island, unlike the island of Porto Santo, is very mountainous, with deep valleys, 

embedded between the high peaks and cliffs, in a great extent of the coast that hinders the 

island’s development. This constraint was minimized with the construction of a road network 

with several tunnels and bridges. 

With lush landscapes, and a subtropical climate, tourism is a major economic sector of the 

region, consolidating its position as the main engine of the regional economy. According to a 

2000 study by KPMG on "The Contribution of the Tourism Sector in Regional GDP", tourism 

has a direct impact on GDP Regional between 25% and 30%, corresponding to about 12% 

to 15% of existing jobs. 

Presently, due to the current status of the Free Zone of Madeira, which caused an exodus of 

companies out of the Region, and the fall in the construction sector, the tourism sector may 

have gained importance, in relative terms, for the economy of the Region. 

Due to the current economic and financial difficulties, agriculture has proved to be an 

alternative, and is therefore a growing sector, although unemployment rates continued to 

rise over the past two years. 

The average estimated population is around 267,785 and is concentrated mostly in the 

southern part of the island. The low number of inhabitants has limited the development of 

the economy of the region by not allowing gains from economies of scale. Similarly to what 

happens in Europe, the Region also has a problem of aging population. 

The Madeira Archipelago is located in the middle of the Atlantic Ocean, about 660 km from 

the African coast, 980 km from Lisbon, 400 km from Gran Canaria and 880 km from the 

Azores archipelago. The territorial continuity is therefore one of the problems with which the 

Autonomous Region of Madeira has to deal permanently, and maritime and air transport are 

essential to minimize the economic and social impact of this isolation. 

Concerning the maritime connections, the Madeira Autonomous Region has regular 

connections concerning the transport of goods, mostly with the Portuguese Mainland, 

although there are also some connections with other countries. Regarding the maritime 

transport of passengers, the Madeira Autonomous Region had recently a regular connection 

concerning the transport of passengers and freight between the Canary Islands (Las Palmas 

and Tenerife), Madeira and Algarve, operated by a private spanish operator, between 2008 

and 2012 January. 

At this point, there is no passenger maritime connection with the Mainland, which may 

represent a constraint, since the region is entirely dependent on air transport to ensure the 

territorial continuity. 

The transport of passengers and goods by sea between the main islands is ensured, until 

2025, under a public service concession. 

In the field of air transport, it should be noted that there are two international airports in the 

Autonomous Region of Madeira, one in Madeira and one in Porto Santo. The Autonomous 

Region of Madeira, unlike the Azores, does not have a flagship company. Thus, the 

privatization of TAP Portugal is of some concern because it may threat the necessary and 
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sufficient air connections between the Portuguese Mainland, Funchal and Porto Santo, a 

situation that can constrain Madeira’s external accessibility. 

It should be noted that, despite the change of the regime of liberalization of air space 

between the Mainland and the Region, which happened to be open skies, the cost of travel 

to this archipelago has been reported as relatively high, which is a constraint that affects all 

economic sectors and the general population, given its insularity. 

In terms of ground transport, the most obvious difficulties are in Madeira, deriving from its 

very rugged terrain. However, the road network, built in recent years, allows to reach more 

easily and safely to more distant points and high points of the island, although some 

sections in the northern part of the island, are not yet completed due to budgetary and 

financial difficulties. 

The public transport by road is provided by several operators, as described in footnote. 9. 

These operators when compared to other operators of the Mainland, have additional costs 

that result from the rugged topography of Madeira Island and the dispersion of the 

population through the territory, factors that require specific adaptations of equipment 

(engine, chassis, and body structure, etc.) and require enhanced maintenance to allow the 

carriage of passengers in safe conditions, as well as higher average consumption of fuels, 

compared to national companies, through the adaptation of vehicles to higher powers of 

torque engine. In addition to those factors, the narrowness of the market and the distance 

to the major centers of supplies of components mean higher costs, requiring higher stocks, 

when compared with continental companies, to ensure that the maintenance interventions 

are quick, efficient and with minimal downtime of the vehicle. 

It should be noted that, from 2012 to 2015, the Autonomous Region of Madeira is under an 

economic and financial adjustment program (PAEF-RAM), designed to ensure an 

improvement of the financial situation of the region and the sustainability of public finances. 

It should be noted that this program will be updated regularly in order to ensure 

compatibility with the economic and financial assistance program (PAEF) of the Portuguese 

Republic. 

Finally, it is important to mention that all the above-mentioned particularities have social 

and economic impacts for the region. 

National transport policies relevant for the OR 

The Autonomous Region of Madeira has political and administrative autonomy according to 

the Political and Administrative Statute of the Autonomous Region of Madeira, approved by 

Law no. º 13/91 of 5 June, revised and amended by Laws nos. 130/99 of 21 August, and 

12/2000 of 21 June. 

Thus, the infrastructures and the sea and air means of transport, including stop-overs and 

prices, as well as the administration of ports and airports, including taxes and charges  

between islands and abroad, constitute matters of particular interest. Thus, these aspects 

constitute matters of initiative and legislative power in the Region, as well as cause for 

mandatory consultation by the organs of sovereignty. 

National initiatives have a direct application in the region, once the above paragraph is 

taken into account. 

However, as a general rule, national plans, in the area of transport, have no application in 

the Region. 

In addition to the social mobility subsidy conceded to the air transport, according to footnote 

No. 12, and to the maritime transport (Law No. 21/2011 of 20 May) not yet regulated by the 

Portuguese State, there are no relevant national initiatives or specific to the OR's to report. 
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Relevant local transport policies  

The user pays principle, applied to public transport market in the Autonomous Region of 

Madeira, has caused some difficulties for users and for carriers. 

Indeed, there has been, in recent years, a gap between the service, that must be safe, 

frequent and territorially comprehensive, and the desired price that is accessible to the 

population. The cost of providing the service is not fully reflected in prices, so the Regional 

Government has awarded compensations. 

Since this is an activity economically and socially sensitive and, since mobility is a basic 

need that must be guaranteed, if the rates happened to reflect the full costs, the level of 

public transport use reached so far would be in risk, with the resulting consequences at 

various levels (economic, social, environmental, etc.). 

Also worth mentioning that the tariff in force provides transport tickets with special rates for 

population groups most disadvantaged or in need of positive discrimination, such as retired, 

students, etc. 

Existing and persuade transport links with neighbouring territories, regions and 

countries 

With regard to maritime links, the Autonomous Region of Madeira has regular links of 

transport of goods mostly with the Portuguese mainland, although there are also links with 

other countries. 

Until 2025, the regular transport of passengers and goods between Funchal and Porto Santo 

is ensured by public service concession arrangements. 

The Autonomous Region of Madeira had recently a regular connection of transport of 

passengers and freight between the Canary Islands (Las Palmas and Tenerife), Madeira and 

Algarve, operated by a private Spanish operator, between 2008 and 2012 January. At this 

point, there is no passenger maritime connection with the Mainland or any other destination. 

The Region is entirely dependent on air transport to ensure the territorial continuity. 

Other relevant aspects 

 
 
 

   

Designation Equity (€) 
Shareholders (share 

in %) 

Horários do Funchal - Transportes Públicos, S.A. 
              

16.500.000,00 €  
100% Public 

Companhia dos Carros de São Gonçalo, S.A. 
                 

5.000.000,00 €  
100% Public 

Sociedade de Automóveis da Madeira, S.A. (SAM) 
                 

4.000.000,00 €  
100% Private 

Empresa de Automóveis do Caniço, Lda. 
                    

270.619,00 €  
100% Private 

Transportadora Rodoviária da Madeira, Lda. 
(Rodoeste) 

                    
997.595,79 €  

100% Private 

Moinho Rent-a-Car, Lda. 
                               

249.398,94 € 
   

100% Private 
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Annex 2.9: Canary Islands  
 
Region (Country) Canary Islands (Spain) 

Area (km2) 
Total: 

Lanzarote  
Fuerteventura 
Gran Canaria 

Tenerife 
La Gomera 

La Palma 

El Hierro 

 
7,447  

   846 
1,660 
1,560 
2,034 
370 
708 

269 

Socio-Demographic 

Development 2000 2005 2010 

Population    

Total Canarias 

  Lanzarote 

  Fuerteventura 

  Gran Canaria 

  Tenerife 

  La Gomera 

  La Palma 

  El Hierro 
 age < 15 

Total Canarias 

  Lanzarote 

  Fuerteventura 

  Gran Canaria 

  Tenerife 

  La Gomera 

  La Palma 

  El Hierro 

age 15-64 

Total Canarias 

  Lanzarote 

  Fuerteventura 

  Gran Canaria 

  Tenerife 

  La Gomera 

  La Palma 

  El Hierro 
age  65+ 

Total Canarias 

  Lanzarote 

  Fuerteventura 

  Gran Canaria 

  Tenerife 

  La Gomera 

  La Palma 

  El Hierro 
 

1,716,276 

96,310 

60,124 

741,161 

709,365 

18,300 

82,483 

8,533 
 

      279,517    

        17,367    

        11,059    

      125,655    

      109,739    

          2,496    

        12,047    

          1,154    

 

   1,236,872    

        71,664    

        45,381    

      532,803    

      512,513    

        12,557    

        56,287    

          5,667    
 

      200,028    

          7,284    

          3,687    

        82,753    

        87,167    

          3,252    

        14,170    

          1,715    
 

1,968,280 

123,039 

86,642 

802,247 

838,877 

21,746 

85,252 

10,477 
 

      299,100    

        21,016    

        14,548    

      126,649    

      120,814    

          2,741    

        11,880    

          1,452    

 

   1,431,294    

        92,727    

        67,077    

      579,552    

      611,589    

        15,080    

        58,252    

          7,017    
 

      238,280    

          9,310    

          5,020    

        96,172    

      106,662    

          3,931    

        15,175    

          2,010    
 

2,118,519 

141,437 

103,492 

845,676 

906,854 

22,776 

87,324 

10,960 
 

      311,913    

        23,446    

        17,503    

      128,410    

      127,019    

          2,767    

        11,340    

          1,428    

 

   1,522,564    

      104,860    

        78,733    

      606,264    

      650,629    

        15,701    

        59,118    

          7,259    
 

      284,387    

        13,142    

          7,273    

      111,115    

      129,353    

          4,312    

        16,915    

          2,277    
 

ISCED (I/II/III)8081 2000/01 2005/06 2010/11 

                                           
80  International Standard Classification of Education: I: ISCED 0-2; II:  ISCED 3,4; III: ISCED 5,6 
81  Instituto Nacional de Estadistica: www.ine.es 

http://www.ine.es/
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   ISCED I 

   ISCED II 

   ISCED III 

Tertiary ed82 
 

269,975 

36,852 

28,721 

20.1% 
 

268,533 

32,756 

27,005 
24.2% 

276,648 

38,140 

34,210 

23.8% 
 

Share of urban population (%) 
  40%83 

Employment  

Annual mean (thousands) 
Primary sector84 

Secondary sector 
Tertiary sector 

2000 
45.41 

154.07 
541.57 

2005 
30.35 

179.95 
684.38 

2010 
27.56 

114.79 
629.89 

Unemployment   

Canary Islands Total 
Annual mean (thousands) 

 

Detailed annual mean by island 

Unemployed pop. (thousands)  

  TOTAL CANARIAS 

   Lanzarote 

   Fuerteventura 

   Gran Canaria 

   Tenerife 

   La Gomera 

   La Palma 

   El Hierro 
 

Aged 25-34 

Annual mean (thousands) 

  TOTAL Canarias 
 

2000 

104.29 

 
 

200285 

93.95 

5.42 

3.59 

38.01 

41.46 

1.05 

3.98 

0.45 

 
 

2000 

30.72 
 

2005 

111 

 
 

2005 

111 

6.46 

4.68 

52.51 

40.86 

1.22 

4.74 

0.54 

 
 

2005 

31.83 
 

2010 

310.77 

 
 

2010 

310.77 

24.67 

17.93 

129.49 

122.78 

2.92 

11.53 

1.45 

 
 

2010 

86.21 
 

Transport 
Infrastructure 
(Year86:2011) 

Interurban Urban Total 

Roads total (km)87 from which: 
        Las Palmas 

        Sta Cruz de Tenerife 

  4,256 
1,954 

2,302 

Class1 (Autovias) 
Class2 (Doble Calzada)  

Others (Una calzada) 
Interurban and Urban Roads 

(munic.)88 

 
 
 

 
 

219 
88 

3,949 

  

                                           
82  Eurostat years 2001, 2005 and 2010 (Tertiary education 25-64 years) 
83  This is a value from Eurostat while in many national statistics (without an official reference) they point out 

more than 80% 
84  There was only information about agriculture as primary sector (ISTAC online): it seems that fishing is a minor 

activity and it remains as an artisanal activity mainly for self-consumption. Hence it does not impact the 
regional product. 

85  There was no available info for the year 2000 at islands level. 
86  Latest available year 
87  Ministerio de Fomento (2011) Anuario Estadistico p.186 
88  Information on urban and interurban roads in 1998 is not available by km only by sections(tramos). Ministerio 

de Fomento (2011) Anuario Estadistico pp.201-202.  
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Airports (Year289  2012) Location Passengers in+out  

International 2012 

   CANARIAS 

   Lanzarote 

   Fuerteventura 

   Gran Canaria 

   Tenerife (Todos) 

   Tenerife Norte 

   Tenerife Sur 

   La Palma 
 

National trips 2012 

   CANARIAS 

   Lanzarote 

   Fuerteventura 

   Gran Canaria 

   Tenerife (All) 

   Tenerife Norte 

   Tenerife Sur 

   La Palma 
 

Insular trips 2012 

      TOTAL Airports Origin 

      Origin Lanzarote 

      Origin Fuerteventura 

      Origin Gran Canaria 

      Origin Tenerife (All) 

      Origin Tenerife Norte 

      Origin Tenerife Sur 

      Origin La Gomera 

      Origin La Palma 

      Origin El Hierro 
 

 

 

 

10,097,336 

1,696,336 

1,632,632 

2,854,596 

3,791,888 

24,803 

3,767,085 

121,884 
 
 

3,133,216 

457,550 

165,980 

1,098,746 

1,373,697 

972,702 

400,995 

37,243 
 

 

2,902,607 

402,538 

319,714 

880,297 

898,163 

858,174 

39,989 

9,698 

316,346 

75,851 
 

 

 
 
 
 
 
 

 
 
 
 
 

Ports (Year2:2012) Location Passengers in+out  

International 

Regional 
 

Total Passengers Ports 201290 

(in+out) 

 

 

 

 

 

TOTAL Canary Islands (in+out) 

 
Total Cruise passengers  
 

Puerto de Arrecife 

Puerto del Rosario 

Puerto de La Luz y Las Palmas 

Puerto de Salinetas 

Puerto de Santa Cruz de Tenerife 

Puerto de Los Cristianos 

(as Cruises) 

(others) 
 

Gran Canaria 

Fuerteventura 

Lanzarote 

La Gomera 

Tenerife 

La Palma 

El Hierro 

Total 

 

 
Canary I. Total 

Lanzarote 

Fuerteventura 

Gran Canaria 

Gran Canaria 

Tenerife 

Tenerife 

 

 
 

1,515,081 

1,306,753 

1,480,162 

1,128,561 

2,502,267 

179,746 

72,936 

8,185,506 

 

 

1,725,889 

327,972 

86,262 

426,032 

0 

669,353 

37 

 

 

                                           
89  Source ISTAC: www.gobiernodecanarias.org/istac 
90  This information includes the amount of passengers dependent from the Canary Islands Government and the 

ones dependent from the National Network. They are counted as in+out 
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Puerto de Granadilla 

Puerto de San Sebastián 

Puerto de Santa Cruz 

Puerto de La Estaca 

 
 

Regular (National Ports) 

Puerto de Arrecife 

Puerto del Rosario 

Puerto de La Luz y Las Palmas 

Puerto de Salinetas 

Puerto de Santa Cruz de Tenerife 

Puerto de Los Cristianos 

Puerto de Granadilla 

Puerto de San Sebastián 

Puerto de Santa Cruz 

Puerto de La Estaca 

 
 

Regular+excursions  

Puerto de Puerto del Carmen 

Puerto de Playa Blanca 

Puerto de Caleta de Sebo 

Puerto de Órzola 

Puerto de Corralejo 

Puerto de Morro Jable 

Puerto de Gran Tarajal 

Puerto de Las Nieves 

Puerto de Arguineguín 

Puerto de Playa San Juan 

Puerto de Playa Santiago 

Puerto de Vueltas 

 
 

Tenerife 

La Gomera 

La Palma 

El Hierro 
 
 

Total Nat. Ports 

Lanzarote 

Fuerteventura 

Gran Canaria 

Gran Canaria 

Tenerife 

Tenerife 

Tenerife 

La Gomera 

La Palma 

El Hierro 
 
 

Total Canary Ports 

Lanzarote 

Lanzarote 

Lanzarote 

Lanzarote 

Fuerteventura 

Fuerteventura 

Fuerteventura 

Gran Canaria 

Gran Canaria 

Tenerife 

La Gomera 

La Gomera 
 

0 

27,121 

183,316 

5,796 
 

 
 

4,942,173 

86,374 

112,542 

903,064 

0 

1,091,229 

1,409,014 

0 

1,087,268 

179,746 

72,936 
 
 

3,235,358 

15,834 

835,940 

276,732 

257,307 

873,778 

317,493 

2,940 

567,391 

44,626 

2,024 

12,165 

29,128 

  

Transport Management 
public/private Equity (€) 

shareholders (share 
in %) 

Bus companies 

 

 
*see table below “Relevant local 
transport policies” 

Different public 

authorities manage 
the concession of 
bus lines (every 

island has a 
particular one*).  

 100% 

Airports Public  100% 

Ports Public National 
Public Regional 

 100% 
100% 

Public Transport 
Subsidies Regional funds National funds EU funds 

Urban and interurban bus services 
 
 
 
 

 
 
 
 
 

The local 
authorities 

(Cabildos) fund 
around 10% of the 

real cost of bus 

trips (when 
passenger buys a 

multiple trips ticket 
(8 or 10 trips)92 

 

30,000,000 €93 
Regional funds are 

actually 
transferred from 
National funds 

 
 
 
 
 

 
 
 

                                           
92 In order to incentivise the use of public transport. 
93 See Section 2 (relevant local transport policies) for a detailed description on each islands’ budget.  
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Air service 
 
 

 
 
 
 
 
 
 

 
 
 

Ferry services91 

 

 
 
 

 
 
 

 
 
 
 

 
 
 

3 M€/year 

 

187 M€ per year94 
Equal to 50% 
discount for all 

residents, 
plus the PSO95 
2.5 M€/year for 
the connexion 
between La 
Gomera-Tenerife-N 
and Gran Canaria. 

El Hierro-GC and El 
Hierro-Tenerife-S 

 
 

 
Transport Development in 
passenger transport 

200096 2005 2010 

Land Passengers 

Motorisation (cars per 1’000 
inhabitants)97 
 
Lanzarote Island98: 
Spain 
 

 453 
 
 

900 
684 

464 
 
 
 

Car pkm total    

Car pkm urban (? km) 
Car pkm interurban (? km) 
Car pkm roads (4,256 km) 

 

 
 

 
 

209 

 
 

231 

Bus pkm total Year 2003  Year 2009 

Bus pkm urban (? km) 
Bus pkm interurban (? km) 
Bus pkm roads (4,256 km) 

 
 

1.05 

 

 
 

1.10 

 

 
 

1.20 

 

 

Air Passengers99                                                                  2000 2005 2010 

                                           
91  Ferries are managed by the Canary Regional Authority (Comunidad Autónoma de Canarias). Even if there are 

Public Service Obligations (PSO) between islands, only one gets an amount of money out of it: El Hierro-
Tenerife (See the Public bidding: DO/S S244 19/12/2012 pag.401614-2012-ES, with 9 M€ for three years). 
However, no proposals were presented and a new bidding is being discussed. 

94  The air transport is subsidised by the National Government for residents living in the Canary Islands equal to a 
50% discount in air-fares which means 187 M€ per year. 

95  Public Service Obligations- PSO (Obligaciones de Servicio Publico). There are only few trips subsidized as PSO 
96  Year 2003. No information available for 2000 
97  Based on the information obtained at: INE (2013) “Parque nacional de automóviles por CCAA, periodo, tipo de 

vehículo y carburante” in www.ine.es . There is no info available for the year 2000. 
98  Source: Conserjería de Obras Públicas y Transportes (2010) Actualización del Plan Estratégico de Transportes 

de Canarias (PETCAN). Gobierno de Canarias. pp.38. Data from 2006 
99  Passengers in. 
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Inter-insular trips. Origin100: 

Total Canary Islands 

Lanzarote 

Fuerteventura 

Gran Canaria 

Tenerife (all)  

Tenerife north 

Tenerife south 

La Gomera 

La Palma 

El Hierro 

 
National trips. Origin101: 

  Total Canary Islands 

  Lanzarote 

  Fuerteventura 

  Gran Canaria 

  Tenerife (all) 

  Tenerife Norte 

  Tenerife Sur 

  La Palma 
 
International trips. Origin102 

Total Canary Islands 

  Lanzarote 

  Fuerteventura 

  Gran Canaria 

  Tenerife (all) 

  Tenerife Norte 

  Tenerife Sur 

  La Palma 
 

 

 

2,370,322 

389,684 

249,182 

697,580 

714,079 

646,361 

67,718 

4,594 

254,770 

60,433 

 
 

2,348,277 

260,248 

86,277 

759,574 

1,202,147 

557,416 

644,731 

40,031 
 
 

9,991,969 

1,761,966 

1,305,880 

3,109,256 

3,678,202 

21,168 

3,657,034 

136,665 
 
 

 

3,275,300 

454,661 

389,226 

1,000,959 

973,558 

895,413 

78,145 

16,881 

362,364 

77,651 

 
 

3,474,452 

527,668 

220,620 

1052,579 

1622,606 

880,197 

742,409 

50,979 
 
 

9,276,329 

1,688,224 

1,317,765 

2,707,733 

3,442,559 

93,113 

3,349,446 

120,048 
 
 

 

3,113,227 

422,783 

349,384 

944,495 

956,054 

908,981 

47,073 

16,164 

339,301 

85,046 

 
 

3,600,580 

548,518 

247,217 

1,205,550 

1,564,272 

1,063,650 

500,622 

35,023 
 
 

8,576,964 

1,461,401 

1,420,574 

2,479,330 

3,112,154 

42,565 

3,069,589 

103,505 
 
 

  

                                           
100  Source: Instituto Canario de Estadistica, ISTAC (from A.E.N.A.)  
101  Source: Instituto Canario de Estadistica, ISTAC (from A.E.N.A.) At the airport of La Gomera and El Hierro do 

not land flights coming from out of the Canary Islands. 
102  Source: Instituto Canario de Estadistica, ISTAC (from A.E.N.A.). At the airport of La Gomera and El Hierro do 

not land flights coming from out of the Canary Islands. 
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Ferry Passengers103                                2000                 2005                       
2010 

Internat. in+out 

   CANARIAS 

   Puerto de Arrecife (Lanzarote) 

   Puerto del Rosario (Fuerteventura) 

   Puerto de la Luz y Las Palmas (GC) 

   Puerto de Salinetas (Gran Canaria) 

   Puerto de Santa Cruz de Tenerife 

   Puerto de Los Cristianos (Tenerife) 

   Puerto de Granadilla(Tenerife) 

   Puerto de San Sebastián (Gomera) 

   Puerto de Santa Cruz de la Palma 

   Puerto de la Estaca (El Hierro) 
 

Regional in+out 

   CANARIAS 

   Puerto de Arrecife (Lanzarote) 

   Puerto del Rosario (Fuerteventura) 

   Puerto de la Luz y Las Palmas 

   Puerto de Salinetas (Gran Canaria) 

   Puerto de Santa Cruz de Tenerife 

   Puerto de Los Cristianos (Tenerife) 

   Puerto de Granadilla (Tenerife) 

   Puerto de San Sebastián (Gomera) 

   Puerto de Santa Cruz de la Palma 

   Puerto de la Estaca (El Hierro) 

 

Regional (Ports Canary Government) 

in+out104 

Total Canary Islands  

Lanzarote Puerto del Carmen 

Lanzarote Puerto de Playa Blanca 

Lanzarote P. de Caleta de Sebo (La Graciosa) 

Lanzarote Puerto de Órzola 

Fuerteven Puerto de Corralejo 

Fuerteven Puerto de Morro Jable 

Fuerteven Puerto de Gran Tarajal 
Gran 
Canar Puerto de Las Nieves (Agaete) 
Gran 
Canar Puerto de Arguineguín 

Tenerife Puerto de Playa San Juan 

La Gomera Puerto de Playa Santiago 

La Gomera Puerto de Vueltas (Valle Gran Rey) 
 

 

331,586 

69,407 

1,915 

83,014 

0 

130,064 

44 

N/A 

9,931 

36,640 

571 
 

 

5,660,635 

87,607 

69,711 

753,274 

0 

1,319,049 

1,757,398 

N/A 

1,307,953 

216,658 

148,985 
 

 

 

930,159 

216,348 

43,952 

162,805 

0 

374,451 

298 

N/A 

7,809 

123,332 

1,164 
 

 

4,803,625 

53,701 

14,820 

461,340 

0 

1,107,063 

1,700,414 

N/A 

1,185,509 

164,167 

116,611 
 

 

1,411,214 

299,972 

74,651 

296,569 

0 

536,331 

543 

N/A 

16,590 

186,558 

0 
 

 

4,932,277 

72,197 

12,537 

789,391 

0 

1,125,204 

1,516,944 

N/A 

1,112,863 

202,389 

100,752 
 

 

3,353,937 

40,200 

739,904 

301,849 

296,991 

791,887 

287,186 

10,207 

662,091 

53,834 

1,140 

55,013 

113,635 

 
 

Planning, funding, administration Allocation of Competence (who is 
responsible? regional, national) 

Extra-urban roads Comunidad Autónoma de Canarias  and each one 
of the “Cabildos Insulares” (rehabilitation) 

Rail Two projects only: Santa Cruz de Tenerife– 
Tenerife south airport; Maspalomas-San Telmo in 
Las Palmas de Gran Canaria. The projects are 

being developed by the Cabildos (local 
authorities) 

                                           
103  Source: ISTAC online: http://www.gobiernodecanarias.org/istac/ (National level) for passengers in and out.  
104  Passengers in+out. There is no information available for the years 2000, and 2005 for the Canary Ports 

(Puertos Canarios, managed by the Canary region). Source: 
http://www.gobiernodecanarias.org/citv/puertos/documentos/acumulado-2010-2011.pdf 

http://www.gobiernodecanarias.org/istac/
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Airports AENA-Ministerio de Fomento (Ministry of Public 

Works and Transport)In the year 2011 AENA 
invested 153.826 M€105 
 

Ports The most important ports are managed at 
National level: Autoridad Portuaria de Santa Cruz 
de Tenerife and Autoridad Portuaria de las Palmas 
(each for a Province). At regional level there is 
“Puertos Canarios”. 

 

Infrastructure Plan 

Master Plan existing? National plan named PEIT and now the PITVI 
2012-2024 under discussion. 
At regional level there are two masterplans, the 

PETCAN and the upgrade of it, which aimed at 
promoting sustainable mobility and decreasing the 

problems related to being an OR. However, due to 
the current economic situation, it is in stand-by. 

Road projects 

Rail projects 
Airport projects 

Port projects 

yes 

yes 
yes 
yes 

Transport 
Infrastructure  
Finance 

Funding shares, volumes, regulations 

Own funding In 2011: 
The Canary government invested 88.792 million Euros in 
roadways106 of which the regional government of Las 
Palmas and Santa Cruz Tenerife invested different 
amounts (see table below). 
21.992M€ (2010) and 13.547 M€(2011p) for minor 

ports107 
The Cabildos (local authorities) are the ones investing on 
the railway projects 

 

National funding In 2011 at National level (such as Fomento-Ministry of 

Civil Works and other national agencies) invested a total 
of 4.275 million Euros in the Canary region108 in many 
different areas. The Canarian transport infrastructure 
received the following amounts: 
Roads: 3.387 M € (construction only) 
Airports (AENA): 153.826 M€109 
National ports ( “Puertos del Estado”):43.120 M €110 plus 

21.231M€ which were in concession regime 

                                           
105 Anuario Estadistico 2011Ministerio de Fomento (provisional) p.47 
106 Anuario Estadistico 2011 Ministerio de Fomento p.52(provisional) 
107 Anuario Estadistico 2011 Ministerio de Fomento p.63 
108 Anuario Estadistico 2011. Ministerio de Fomento pp.47-50(provisional) 
109 Anuario Estadistico 2011 Ministerio de Fomento p.60 (provisional) 
110 Anuario Estadistico 2011 Ministerio de Fomento p.62 (provisional) 
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EU funding There is the “Eje Transinsular de Transporte” (Transport 

trans-insular axe) approved by the regional government 
in 2005 and co-funded by the European Regional 
Development Fund (ERDF or FEDER in Spanish) 2007-

2013111.  
According to the updated PETCAN112 the axe 4 other 
transport infrastructure is funded. It was expected a 
public inversion of 145.4 M€ within the period 2007-2013, 
of which 103.6 M€ correspond to the ERDF, with a co-
funding share of 71.24%. 
Moreover the goal of the axe 8 is to lessen the effects of 

the outermost regions, especially in the domain of 
transport and telecommunications. The expected funding 
is of 489.7 M€, of which the ERDF will provide244.8M€, a 
co-funding share of 50%: 
Additionally the axe 9 aims to reduce the additional costs 

that limit the development of the outermost regions, 

operational costs. Specifically its goal is to compensate 
the cost of private and public services due to its 
peripheral location, with regards to the maritime and air 
transport and by promoting new lines of transport (also 
for transport of goods). This axe counts with 489.7 M€, of 
which 244.9 M€ correspond to ERDF funds which means a 
co-funding share of 50%. 

 

  

Investment in the Canaries roadway network 

 

2011 (p) Million € Total Rehabilitation Construction 

Canarias 88.792 62.190 26.602 

Las Palmas 49.878 25.304 24.574 

Sta Cruz Tenerife 38.914 36.886 2.028 

                                           
111  Reference: http://www.gobiernodecanarias.org/citv/dgt/eje/actuaciones.html 
112  Source: Gobierno de Canarias (2010) Actualización del Plan Estratégico de Transportes de Canarias-PETCAN. 

Conserjería de Obras Públicas y Transportes. pp.153-154 

http://www.gobiernodecanarias.org/citv/dgt/eje/actuaciones.html
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Please complete the following matrix with five main destinations and origins concerning 

international or long distance air and ferry passengers transport. 

 
Origin-destination relations 

 
 
 

 
Air passengers113 
 
 
 
 
 

 
 

 
5 main destinations 
 

 
 
 
 
 
 
 

 
 

 
5 main origins 
In 2012: 

United Kingdom 3,509,981 

Germany 2,642,145 

Norway 458,876 

Sweden 450,769 

The Netherlands    423,273 

  
 

 
 
 

 
 
Ferry 
passengers114 
 
 
 

 
 
 

5 main ports for regular lines (ferries): 
Year 2012:  

Puerto de Los Cristianos (Tenerife) 1,409,014 

Puerto de Santa Cruz de Tenerife 1,091,229 

Puerto de San Sebastián de la Gomera 1,087,268 

Puerto de la Luz y Las Palmas GC 903,064 

Puerto de Corralejo (Fuerteventura)* 873,778 
 
 
5 main destinations (For Cruises) 
 Year 2012:  

Puerto de Santa Cruz de Tenerife 669,353 

Puerto de Arrecife (Lanzarote) 327,972 

Puerto de la Luz y Las Palmas GC 426,032 

Puerto de Santa Cruz de la Palma 183,316 

Puerto del Rosario (Fuerteventura) 86,262 

 
 

 
5 main origins 
 

 
 
 
 
 
 
 

 

  

                                           
113  Source: Aena : www.aena.es and www.gobiernodecanarias.org/istac/ Passengers in. 
114  Source : ISTAC : www.gobiernodecanarias.org/istac/ National ports and ports from the Canary Government(*) 

(values passengers in+out) 

http://www.aena.es/
http://www.gobiernodecanarias.org/istac/
http://www.gobiernodecanarias.org/istac/
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Geographical and socio-economic particularities 

The archipelago of the Canary Islands is one of the 17 Autonomous Communities of Spain. 

It comprises seven volcanic islands: Fuerteventura, Gran Canaria and Lanzarote which 

form the province of Las Palmas and El Hierro, La Gomera, la Palma and Tenerife which 

make part of the province of Santa Cruz de Tenerife. Due to their geomorphical nature, 

their urban areas are surrounded by cliffs, hills and valleys; therefore connecting urban 

areas is problematic and in order to reduce travel times the construction of major civil 

works such as tunnels and bridges is necessary. 

 

The Autonomous Region had in 2011 a total population of 2,126,769 inhabitants (ISTAC 

2012 p.6). Furthermore, most of the population is located in the two capitals of the 

territory, 40% live in Gran Canaria (Which its capital is Las Palmas de Gran Canaria), and 

43% live in Tenerife (Which its capital is Santa Cruz de Tenerife). In this respect, it is said 

that people living in the farthest islands (for example El Hierro) suffer from a double 

insularity since they live in the archipelago and at the same time far away from the local 

main activities and services (such as public offices), which are located in the main islands. 

In order to mitigate this issue, some transportation minimum services are by law offered to 

population. 

 

They are benefited by a special tax “IGIC” which is of 7% instead of the 21% of the rest of 

the peninsula. Likewise, fuel is much cheaper in the Canary Islands than in the rest of 

Spain (around 1.15€ in Canary Islands to 1.50€ in the rest of Spain) Due to the special tax 

and their mobility problems. 

 

In 2011, the Canary Islands received a total of 10,315,104 foreign tourists by air (ISTAC 

2012 p.26) which means an 18% share of the total foreign visitors in Spain. On the other 

hand, and according to the household mobility survey carried out by the central 

government, only 2.3% of regional trips were made to the Canary islands [Ministerio de 

Fomento 2007 9 p.437].  

 

The Canary Islands have a very high rate of unemployment, 32.96% by the end of 2012, 

one of the highest in Spain, with an average of 26.02% [INE online]: It is interesting to 

note that most of the people in the islands work for the service sector (tourism), which is 

mainly foreign, particularly from Great Britain and Germany, which are economies that are 

not into major economic constrains. Nevertheless, the unemployment rate has notably 

increased in these territories during the last periods.  

 

Total 

employment 

Absolute values 

2000 Sept  2005 Sept  2010 Sept  

  CANARIAS  684,274  797,127  726,733  

   Lanzarote  41,157  52,170  44,510  

   Fuerteventura  27,868  38,047  31,487  

   Gran Canaria  294,165  330,658  307,210  

   Tenerife  291,014  343,065  309,028  

   La Gomera  5,385  6,067  6,226  

   La Palma  21,575  23,561  23,072  

   El Hierro  2,437  3,012  3,023  

   others  673 547  2,177  
 

 

National transport policies relevant for the OR 

 

People living in the Canary islands benefit from a resident discount of around 50% for trips 

made by ship or by air. On the other hand, people living in the islands spent in 2010 14% 

of their household budget in transportation 115 

 

                                           
115 ISTAC (2012) Canarias en cifras Instituto Canario de Estadistica p.43  



The Orientations and Policies of Interurban Transport in the Outermost Regions 
 

 155 

 

The archipelago is benefited by the “public service obligations” which is a minimum service 

level that is not justified by commercial demand (Hernandez Luis, 2004) which was 

declared in the resolution of the 30th July 1998 of the “Secretaria de Estado de 

Infraestructuras y Transportes”116. The former was first agreed by the European 

Community and stated in the Council Regulation (EEC) No 2408/92 of July 23th 1992. As 

showed by Hernandez Luis (2010)117 the inhabitants of islands like El Hierro or La Gomera 

continue to have limited transport services which do not assure the local population to 

travel in the same day to the central islands, and therefore the cost of the trip notably 

increases by the overnight expenses. The aerial Public Service Obligations do not have 

economic compensation except for the links between Santa Cruz de Tenerife-El Hierro and 

Santa Cruz de Tenerife-La Gomera which are equal to 5 M€ for two years. In the case of 

the maritime transport only one line (Tenerife-El Hierro) has an economic compensation (3 

M€/year), unfortunately during the last competitive bidding no proposals were presented 

and  competitors presented proposal in the last bid , therefore discussions are currently 

taking place to maintain the public service obligations. The actual service is not what it 

should be, instead there is a minor level of connexions between these islands. 

 

The Trans-European Network and the Trans-Insular Axis in the Canary Islands aimed at 

the territorial cohesion through transport and communications. The Axis plan was 

developed by the Canary Island government in 1998 to promote the development of port 

and airport infrastructure to improve the connections with other islands and with the 

Trans-European Network (Hernandez Luis, 2004). Nowadays, the TEN core network 

included both the port and airport of Gran Canaria, but not that of Tenerife. 

 

The sustainable economy law fist published in 2011 and later modified in 2012118 approved 

by the national government states that any subvention, funding or aid to the Regional or 

Local Authorities aimed at funding urban or interurban public transportation will be given 

upon condition that the entity demanding the aid has developed its correspondent 

sustainable mobility plan which needs to be coherent to the national sustainable mobility 

strategy. 

 

Relevant local transport policies  

 

According to Hernandez Luis (2010)119 in the year 2006 people living in the Canary Islands 

travel among islands either by air or sea, around 3.6 times, per year which means a ratio 

of 1.8 round trips per each of the almost 2 million people at that time. The former sheds 

some light on the importance of transport availability for the socioeconomic development 

of the archipelago. Moreover, the updated document of the transport strategic plan of the 

Canary Islands120 mentions that in 2009 the 54% of the inter-insular trips were made by 

sea, and that 15.2% of the total passengers enter the archipelago through the Canary 

Ports. Hence, 45% of the inter-insular trips were made by air. 

 

Interestingly, and according to Hernandez Luis (2010)121, the demand of trips by air/sea 

(with respect to population) increase in the non-central islands, which is understandable 

since there are located in the central islands certain public services. 

 

 

                                           
116  BOE no.206 Viernes 28 agosto 1998 p.29376-29380 
117  Hernández Luis, José Ángel (2010) El transporte aéreo interinsular como factor de cohesión territorial en las 

Islas Canarias. Revista Transporte y Territorio, Nº 2, Universidad de Buenos Aires. p. 64 
118  Spanish Law 2/2012 29th June BOE-a-2012-8745 and BOE-A-2011-4117 Sources: 
 http://www.boe.es/diario_boe/txt.php?id=BOE-A-2012-8745 http://www.boe.es/buscar/act.php?id=BOE-A-

2011-4117&b=143&tn=1&p=20110305#a102 
119  Hernández Luis, José Ángel (2010) El transporte aéreo interinsular como factor de cohesión territorial en las 

Islas Canarias. Revista Transporte y Territorio, Nº 2, Universidad de Buenos Aires. p. 39 
120  Gobierno de Canarias (2010) Actualización del Plan Estratégico de Transportes en Canarias-PETCAN. Diciembre 

2010. Conserjería de Obras Públicas y Transportes. 
121  Hernández Luis, José Ángel (2010) El transporte aéreo interinsular como factor de cohesión territorial en las 

Islas Canarias. Revista Transporte y Territorio, Nº 2, Universidad de Buenos Aires. p. 41 

http://www.boe.es/diario_boe/txt.php?id=BOE-A-2011-4117
http://www.boe.es/diario_boe/txt.php?id=BOE-A-2012-8745
http://www.boe.es/buscar/act.php?id=BOE-A-2011-4117&b=143&tn=1&p=20110305#a102
http://www.boe.es/buscar/act.php?id=BOE-A-2011-4117&b=143&tn=1&p=20110305#a102
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There is a ride sharing system in Spain (www.carpooling.es), which is not widely known. In 

fact the website has no trips offered within the different islands, except for the case of 

Tenerife Airport north and south, which seems to be the profile of the same users that 

might work at these locations. Moreover, the places are always available, which means 

that they do not have demand. 

 

The Canary islands have two different bus transports: urban and interurban. Urban 

transport is provided in the province capitals such as Santa Cruz de Tenerife and Las 

Palmas de Gran Canaria and in the most populated municipalities or the ones which have 

more tourism. In the case of urban transport management, it corresponds to the local city 

council (Ayuntamiento) and in general, they are public companies. Nevertheless, 

interurban transport (or the insular one) is given exceeding the competences of one single 

municipality. Therefore, its management corresponds to each insular local government 

(Cabildo insular), where some companies are public and some others private. The following 

table gives more information about them: 

 

Info per island Bus Company Property 

Tenerife 
TITSA (Urban) 

TITSA (Interurban) 

Public (Cabildo de Tenerife) 

Public (Cabildo de Tenerife) 

La Palma 
Cooperativa de Transportes 

Insular de la Palma 
Private 

La Gomera Guagua_Gomera Public (Calbildo de la Gomera) 

El Hierro Cooperativa de Transportes Private 

Gran Canaria 
Guaguas Municipales (Urban) 

Different companies (Interur) 

Public (Ayunt. Las Palmas) 

Private 

Lanzarote Arrecife Bus Private 

Fuerteventura TIADHE Private 
 

 

Existing and persuade transport links with neighbouring territories, regions and 

countries 

 

The ARMAS company provided a link to the Madeira Islands (which are only 600 km away) 

promoted to connect neighbouring territories. However, it has been more than a year that 

they stopped this service and nowadays only provides services from Tenerife to Gran 

Canaria; Tenerife to Huelva; Tenerife to Motril (Granada) which include in many cases free  

buses (the service is called “Ferrybus”) to a nearby cities (for example from Motril to 

Malaga by bus).  

 

The recent bankruptcy of the company “Spainair” was noticed in the offer of flights to the 

Canary islands. 

 

There is a project named after the Macaronesian Region which intends to foster the 

sustainable development of the Azores, Canary Islands, Madeira and Cape Verde. 

Moreover, in order to foster the links with the Macaroensian region, since October 2010 the 

5th freedom of the air122 was put into practice, therefore the connexions with Cape Verde 

with Lisbon and Madrid will use the Canary archipelago to leave and take passengers in the 

islands that will then be taken to Cape Verde 123. 

 

Moreover the axe 3 from the ERDF funds was aimed at increasing the transnational 

cooperation among Madeira-Azores-Canarias (MAC) 2007-2013 with a total amount of 65 

M€ and a funding share of 85% from the European programme124.  

                                           
122  Fifth Freedom of The Air: The right or privilege, in respect of scheduled international air services, granted by 

one State to another State to put down and to take on, in the territory of the first State, traffic coming from or 
destined to a third State (also known as a Fifth Freedom Right). 

123  Gobierno de Canarias (2010) Actualización del Plan Estratégico de Transportes en Canarias-PETCAN. Diciembre 
2010. Conserjería de Obras Públicas y Transportes. P.193 

124  Newspaper article from 20minutos.es (Las Palmas) 28/06/2010: online: 
http://www.20minutos.es/noticia/750015/0/ accessed on 10/04/2013 

http://www.20minutos.es/noticia/750015/0/
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Other relevant aspects 

 

There is the “Eje Transinsular de Transporte” (Transport trans-insular axe) approved by 

the regional government in 2005 and co-funded by the European Regional Development 

Fund (ERDF or FEDER in Spanish) 2007-2013125.  

According to the updated PETCAN126 the axe 4 other transport infrastructure is funded. It 

was expected a public inversion of 145.4 M€ within the period 2007-2013, of which 103.6 

M correspond to the ERDF, with a co-funding share of 71.24%. 

Moreover the goal of the axe 8 is to lessen the effects of the outermost regions, especially 

in the domain of transport and telecommunications. The expected funding is of 489.7 M€, 

of which the ERDF will provide244.8M€, a co-funding share of 50% 

 

Additionally the axe 9 aims to reduce the additional costs that limit the development of the 

outermost regions, operational costs. Specifically its goal is to compensate the cost of 

private and public services due to its peripheral location, with regards to the maritime and 

air transport and by promoting new lines of transport (also for transport of goods). This 

axe counts with 489.7 M€, of which 244.9 M€ correspond to ERDF funds which means a co-

funding share of 50%. 

 

It was promoted a renewable project related to green energy for El Hierro: 

http://www.goronadelviento.es/index.php; 

http://economia.elpais.com/economia/2007/03/20/actualidad/1174379582_850215.html 

 

However, further information was limited and according to a telephone interview we 

learned that they are about to start with operational tests. 

 

Please join relevant documents, preferably in electronic form (maps, reports, 

communications, press releases, etc.) 

 

Map of the Canary Ports and Marine (national and regional competence): 

https://maps.google.es/maps/ms?msa=0&msid=204385553606838384898.0004c46351fc

a911c7d39&ie=UTF8&t=h&ll=28.430053,-

15.710449&spn=3.864028,7.459717&z=7&source=embed 

 

 

 

  

                                           
125  Reference: http://www.gobiernodecanarias.org/citv/dgt/eje/actuaciones.html 
126  Gobierno de Canarias (2010) Actualización del Plan Estratégico de Transportes en Canarias-PETCAN. Diciembre 

2010. Conserjería de Obras Públicas y Transportes. Pp.153-154 

http://www.gobiernodecanarias.org/citv/dgt/eje/actuaciones.html
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ANNEX 3 – LIST OF CONTACTS PROVIDING INFORMATION 

 

In this section only the people that actively provided us with comments, direct contacts, 

data, and information are cited. Their help is gratefully acknowledged. Further we would 

like to thank those colleagues who forwarded our requests to the right persons, who could 

provide us with input. 

 

REGION SURNAME NAME DEPARTEMENT / FUNCTION 

Committee of the 

Regions 
Modro Gordon 

Administrator - Commission for 

Territorial Cohesion Policy 

European 

Commission,  

DG REGIO 

Gecse Attila 
Administrative Coordination Officer - Co-

Coordination of outermost regions 

European 

Commission,  

DG MOVE 

De Grandis Carlo Unit B1 

France – 
Guadeloupe  

Ferraris Rébecca 

Conseil Régional de Guadeloupe 

Chargée de communication - animation 

sur Fonds Européens 

France – 
Guadeloupe  

Julan Jilles 

Conseil Régional de Guadeloupe 

Chargé du suivi des Régions 

Ultrapériphériques 

 
France – 
Guadeloupe  Deraco Yann 

Direction de l’Environnement, de 

l’Aménagement et du Logement (DEAL); 

Chef du service Financement, 

Transports, Economie et Sécurité (FTES) 

 

 

France - 
Guadeloupe 

Pont Christian 

Direction de l’Environnement, de 

l’Aménagement et du Logement; Service 

Financement, Transports, Economie et 

Sécurité (FTES); Responsable de l'Unité  

Déplacements et observatoire régional 

des transports (DORT) 

France - Martinique Kin-Foo Sylvie 

Conseil régional de Martinique  

Direction de l'Environnement et des 

Politiques Territoriales ; 

Chargée de Mission Transport 

France - Martinique Balourd Michèle 

Conseil régional de Martinique  

Direction déléguée aux Affaires 

européennes et à la Coopération 

Service Europe 

Mission Stratégie RUP et Financement de 

projets 

France - Mayotte Toto Jacques 

Conseil Régional de Mayotte ; 

Secrétaire Général chargé des 

Ressources et Moyens Généraux 
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France - Réunion Aldehuelo Candida Région Réunion, Cabinet  

France - St. Martin Richards Alex 

Collectivité de Saint-Martin Affaires ; 

Européennes et Internationales ;  

Chargé de Mission Coopération 

Portugal Melo Sandra Maria Technical University of Lisbon 

Portugal - Azores Azevedo Célia 

Adjunta do Subsecretário Regional dos 

Assuntos Europeus e Cooperação 

Externa 

Portugal - Azores Hahndorf Ina 
Dr. Project Development Younicos Firm. 

Graciosa project 

Portugal - Azores Arnhold Olivier 
Researcher Reiner Lemoine Institute. 

Graciosa project 

Portugal - Azores Calado Helena M. Prof. University of Azores 

Portugal - Azores Gil Artur Post-Doc Researcher University of Azores 

Portugal - Azores Benz Julia Researcher. University of Azores 

Portugal - Madeira Cardoso Fernanda 
Directora Regional dos Assuntos 

Europeus e Cooperaçao 

Spain - Canary 

Islands 

Domínguez 

Beautell 
Cristina 

Gobierno de Canarias - Delegación en 

Bruselas Técnico en Asuntos Econ. UE 

Spain- Canary 

Islands 
López Elena 

Dr-Researcher UPM (Universidad 

Politecnica de Madrid) 

Spain-Canary 

Islands 

Hernández 

Luis 
José Ángel 

Professor Dep. Geography Univ. Las 

Palmas de Gran Canaria 

Spain-Canary 

Islands 
Morales Cristina Gorona del Viento El Hierro  

 

 



 




