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1. CORRIDOR V

The route Venice- Triest/Koper - Ljubljana - Budapest - L’vov, placed along the
main path of Corridor V, is the part of the Transport European Network (TEN) that
connects Italy, Slovenia, Hungary and the Ukraine.

Three secondary branches have been added-up to the main route of Corridor V. The
first two were selected to improve connections from Slovakia to the Ukraine (Branch
A) and from Croatia to Hungary (Branch B). In the Helsinki conference, in order to
support the difficult recovery of Bosnia envisaged in the Daytona’s peace, the
restoration of war damaged transport connections to Hungary was considered
strategic, including access for land-locked Bosnia to the Croatian port of Ploce
(Branch C).

In its Western and central sections Corridor V crosses Corridor IV and Corridor X
the two North-South pan-European corridors that connect Germany and Austria with
the Balkans and the Black and Ionian seas respectively.1

Given the relatively small geographical dimension of the concerned areas, the
crossings of Corridor V and Corridor X in Slovenia and Northern Croatia can be
considered complementary i.e. the core of an integrated regional network and
especially so for the motorways whose development is at an advanced stage of
completion in both countries.

Hungary, in the core section of the corridor is a cross-road of pan-European corridors
and is in a suitable position to become a hub for transport and logistics in central
eastern Europe.

The branch from the Slovakian Republic into the Ukraine runs in parallel to the main
route of Corridor V. The section Bratislava-Zlina-Kosice is the continuation of
Corridor VI ( Gdansk -Zilina) to the Ukrainian border and then to the CIS (through
the Cierna nad Tisou transhipment terminal by rail). It also represents the most direct
access to Austria and regions located in the Northern section of Corridor IV.

In the Ukraine, at Lov’v, Corridor V combines with Corridor III (Berlin-Kiev) into a
common route to Moscow.

Relatively poor and anyhow different standards in both road and rail networks -
including the lack of direct rail connection between Hungary and Slovenia - are
reflecting a past in which exchanges between countries located along Corridor V

                                                

1 As a result of the Helsinki conference, Corridor X was added up to Crete priorities
to take into account developments in the Balcan Region.
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used to be framed within the three regional blocks that consolidated after post World
War II: Western Europe, Yugoslavia and the COMECON.

After political change in 1989, and even more so after the end of the Balcan war, the
very conceptual outline of Corridor V is proving a sort of a catalyst for the countries
concerned by its development, most of which are at an advanced stage in the
transition to markets economies, to re-shape geopolitical strategies and to experience
new forms of regional co-operation.

Different “concepts” can be outlined to take into account different perceptions of new
opportunities associated with the development of Corridor V. Namely

- improved transport connections in the Western section of the corridor (from
Budapest to Venice through Lubjiana and Triest and then to the ports of Koper
and Rijeka) are expected to further speed-up the on going economic integration
between concerned countries as such and in the process of admission of Slovenia
and Hungary to the EU;

- the development of Corridor V eastbound (from Budapest into the Ukraine) is
envisaged to invert the sharp decline that was experienced after 1989 in regional
trade in former COMECON;

- within a strategy to improve the role of Northern Adriatic ports (and to inter-
connect their specialisation) the “land port” of Záhony (the high capacity rail
transhipment terminal at the Hungarian border with the Ukraine) is considered a
strategic asset to develop long distance, rail-based transport chains to connect
markets in Southern Europe with those in the Commonwealth of Independent
States (CIS).

Within the Trans - European Transport Networks the main route of Corridor V is
considered a strategic option to develop a direct south-east route without crossing the
Alps and/or through Northern Adriatic ports.2

Other things being equal in terms of economic performances and domestic strategies
in the regions directly concerned by its development, the chances for Corridor V to
develop as the main access to the Adriatic sea for land-locked central European
countries, and then as a long distance “bridge” from Mediterranean and eastern
countries, are associated to new patterns in the internationalisation of production and
trade. Once long haul distances involved in the development of pan European
markets are taken into account, as well as the favourable location of the North
                                                
2 In broad terms the potential of Corridor V was identified in a study of the Italian Ministry of Foreign Trade

with reference to the 45 million tonnes that were moved by inland and the 48 by maritime transport as
generated in 1996 by trade between CEEC/CIS and EU countries that are located in the south of the Alps (i.e
excluding Germany, Benelux, The United Kingdom and Poland). In the same year 120 million tonnes had
crossed alpine borders. Source: Le Strade, n°1343, December 1998.
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Adriatic ports with respect to oceanic routes through Suez, the development and
modernisation of inland connections of the multimodal corridor may have to be
discussed as truly strategic factor in the development of transport and logistics chains
at continental scale.
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SCHEME 1 Main official acts in the establishment of Corridor V .

1) Transport Agreement between EU and The Republic of Slovenia (Official
Journal of EC 29-7-1993 189/160)

2)   Pan European Transport Conference, Crete, 1994: identification of Corridor V
to connect: Triest- Ljubljana—Budapest - Lvov - Kiev. Hungary and Slovenia
encountered some discord concerning routing. Only on 1997 the parties agreed
on a border crossing at Tornyiszentmiklos-Pince.

3) Memorandum of Understanding on the development of the transport networks
connecting Croatia, Hungary, Italy, Slovakia, Slovenia and the Ukraine. Signed
by the EU Transport Commissioner and the concerned Ministers of Transport
(Triest, December 1996).

4) Pan European Transport Conference, Helsinki, 1997. Addition of a new branch
to Corridor V linking the Adriatic port of Ploce, via Sarajevo and Osijek, to
Budapest. Endorsement of the concept of pan-European areas to complement the
corridor concept (i.e. development of links between major activity centres).
Memoranda of Understanding, equivalent to those drawn up for transport
corridors, should be concluded by relevant countries.

5) On February 1998, the Commission adopted ten draft Council Decisions for
each candidate for enlargement, including Hungary, Slovakia and Slovenia.
Each applicant is invited to prepare a National Programme for Adoption of the
Acquis. For all drafts decisions a priority is set “to provide necessary investment
for transport infrastructure, notably the extension of trans-European networks”.
In addition, specific efforts are required by Slovenia to harmonise regulation in
road transport (market access, safety rules and taxation) and the railways; and
by Slovakia: road transport (market access, safety rules and taxation).

6) During the conference of the Hungarian, Italian and Slovenian Prime Ministers
(Trilateral Co-operation, Triest, 23 April 1998) motions were passed that, in the
transport field include: extension of Identity Cards to cross borders between all
the three countries; creation of an unique port system to integrate specialisations
of Triest, Koper and Monfalcone to improve connections and services to CEECs.
The creation of a Corridor Authority was also promoted to co-ordinate and
speed-up works to complete international multimodal corridor 5.

7) UIC new agreement with railway companies signed in Budapest (Spring 1997)
for the modernisation and the reconstruction of “Crete Corridor” n.5.
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2. THE MULTINATIONAL CORRIDOR3

In its whole development, including Branches A, B and C , Corridor V crosses six
countries: Northern Eastern Italy, Slovenia, Croatia, Hungary, Slovakia, the Ukraine
and Bosnia. As summarised below for Slovenia, Hungary, Croatia and Italy (that is
also in the labour of important institutional reforms) different contexts have emerged
in countries concerned with the development of Corridor V.

•  The first three democratically elected Hungarian Governments have been
strongly committed to implement truly radical institutional reforms in order to
open domestic markets and to promote international trade and foreign
investment. Transport reforms were consistent with this approach, including
early privatisation/liberalisation of road haulage. Hungary pioneered the first
B.O.T. legislation for toll motorway concessions in Central Europe and
international tenders are organised to award them on competitive terms.
Decisions on amount and allocation of public investment, are discussed at central
level (and with international agencies) also on the basis of their impact on public
budget.

•  In the smooth transition that took place in Slovenia after independence in 1992
core options were to sell companies shares to employees and to nationalise
strategic industries, including banks and insurance and public utilities, such as
roads. As the former Yugoslavia’s wealthier, more industrialised region became
an independent state of 2 million inhabitants, transport Departments also gained
a superior status and were able to further consolidate a significant range of
technical skills and portfolios at central level.

•  After the end of the war in 1994, Croatia is making quite a pragmatic attempt to
attract foreign investors in competitive sectors. Other than in the modernisation
of a tourism and hotel industry, foreign investors were welcome also in
motorway development.

•  In the presence of tighter budget constraints, to align with Maastricht criteria and
to join EMU, a wave of privatisation have started also in Italy. In transport
sectors, where, with the exception of road haulage, public ownership used to be
the rule in transport industries, reforms are under (fierce) discussion to reduce
state ownership and to promote competitive transport markets. With privatisation
at an advanced stage for both civil aviation and (especially) ports and maritime
shipping, liberalisation and re-regulation options are being discussed in the
framework of European directives, including on Public Procurement (for
Motorway privatisation) and Council Directive 91/440 for the railways.

                                                
3 This section summarises information presented in Section 2 of Annex 1 (Corridor Context) with reference to

transport policies and critical issues in the countries interested in the development of Corridor V.
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Regionalisation of transport policies and investment is also considered a key
option to increase accountability of public agencies.

In all countries, decisions to re-regulate transport utilities (railways, motorways and
ports) are favouring the emerging of new systems of actors, both within the public
administration and in transport markets. They also were, and still are, highly critical
in order to tailor financial schemes to found transport investment. and therefore to
shape background conditions - resources and burdens - in the achievement of
domestic transport goals.

2.1 Domestic Transport Goals

As shown in Table 2.1 - where domestic goals are scored using the revised PAM L
matrix - infrastructure development is a key goal in all countries. As well as the
promotion of rail transport and intermodality .

Tab. 2.1 Specific transport policy goals in selected countries

National Transport Policy

Transport Policy Goals Italy Slovenia Croatia Hungary Slovakia

1 Apply environmental legislation 2 3 3 1 2
2 Road Pricing (internal costs) 3 3 3 2 2
3 Road Pricing (external costs) 0 2 1 1 1
4 Promote intermodality 3 3 3 3 3
5 Promote interoperability 1 2 2 2 3
6 Increase Accessibility 1 2 2 3 2
7 Promote Regional Development 3 2 2 2 1
8 Increase cross border traffic 3 2 2 3 0
9 Restrict local road traffic 1 2 1 2 0
10 Reduce accidents 2 3 2 3 1
11 Liberalisation 0/3 1 2 3 2
12 Deregulation 0/3 1 1 2 2
13 Emphasis on Infrastructure Development 3 3 3 3 3

With reference to roads, priorities set to develop transport infrastructures are coupled
with options of covering the internal costs of motorway operation and maintenance,
including investment, by means of charging tolls. With pricing policies set for
funding investment and not as a leverage for transport policies, with the possible
exception of Slovenia, the option of taking into account external costs associated
with road transport is not considered a mean to restrict local traffic, even in
countries where the latter was identified as a national goal. In absence of emphasis on
policies to charge for the use of rail track it may be assumed that all the concerned
countries (including Hungary and Italy where such options are under
consideration/implementation) are prepared to subsidise track operation and
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maintenance (not to say to sustain rail investment) either as a means to make rail
more attractive against road transport or to compensate for costs that are not
sustained by road users (or for both reasons).

Hungary attaches the highest weight to promote accessibility, due to both its size and
huge regional imbalances. As for regional development, infrastructure development
is considered a more suitable policy in Italy than in CEEC countries This may also
reflect decisions to transfer transport decisions from central to regional government

With reference to environmental policies, Slovenia and Croatia were ranked the
highest. Other things being equal in terms of the commitment of all the concerned
countries to improve standards of transport infrastructure and vehicles in order to
reduce accidents and reduce pollution, this has to do with the fact that both countries
are located in areas with outstanding natural resources as well as valuable tourism
resorts: the Alpine valleys in Slovenia and the whole coastal development in Istria
and Dalmatia., most of which in Croatian territory.

With the exception of Slovakia, the promotion of interoperability (that is selection
of technologies and procedures to favour seamless operations in international
transport of foreign vehicles) is not ranked particularly high in different countries
including in those that want to favour international transport. With the exception of
Hungary, options to promote cross-border transport are not necessarily
complemented by a commitment toward liberalisation of domestic transport
markets, including freedom of cabotage for road hauliers and open access to
domestic rail track for international undertakings.

In presence of serious conflicts and a tough policy debate on the adoptions of
relevant options in EU transport regulation, both liberalisation and deregulation
were alternatively scored 0/3 in Italy. Up to the extent to which the analysis of
transport policies in countries concerned with the development of Corridor V
indicates a substantial degree of inconsistency/uncertainty in these two policy areas,
alternative approaches to deregulation and liberalisation of domestic markets,
including options to regulate natural monopolies/public utilities, could be considered
key features in order to characterise CODE-TEN scenarios at a later stage.

2.2 On targets, resources, constraints and system of actors

Joint analysis of domestic polices and investment plans would point out that in all the
countries concerned with the development of Corridor V governments have framed
decisions to modernise and to develop transport infrastructure to favour their
integration in Europe. Infrastructure development was also associated to the twofold
objective of

- transferring traffic, and notably trucks, from normal to high standard
roads/motorways;
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- transferring freight traffic from the road to the rail.

In a number of them, including Hungary and Slovakia, such targets are
complemented with investment and incentive packages to favour combined transport
and the development of intermodal centres. As reported in 3.3 the intention of
exploiting the potential in such markets, as well as involving private capital and
management, is particularly strong in Hungary..

Already in the Crete Conference (1994), the completion of the whole motorway
project on the main route of Corridor V was estimated to cost about 3.500 MECU .
The Slovenian part should absorb 99,2 MECU. In Hungary construction of motorway
M3 and M7 would require a global expenditure of 1.050 and 840 MECU
respectively. The Ukrainian share should be of about 1.500 M ECU.

An estimate of the costs related to railways upgrading was presented in “Report of
the Status and Future of the Crete Corridor No. V” of the Steering Committee of the
Railway Administrations.

Tab. 2.2 Planned investment on Corridor V concerned railways

Slovenia The intervention on the Koper-Divaca should cost about 120 million ECUs. Other planned
investments (excluding the HST line), mainly modernisation of existing lines are of about 1300
millions ECUs.

Croatia The upgrade of existing lines should require about 300 millions ECUs while the new line whose
implementation is forecasted for years 2005-2015 has no estimate about the required expenditure.

Hungary The MAV plan of investments for years 1997-2001 is of about 152 billions HUF.
Slovakia 450 millions ECU planned between 1997 and 2003
Source: “Report of the Status and Future of the Crete Corridor No. V”

For accession applicants these estimates were recently up-dated by TINA.
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Tab. 2.3 Infrastructure investments in Corridor V

Country Alignment of the Backbone network Investment
(MECU)

Rail Sections
Slovenia Sezana/Koper - Divaca - Ljubljana - Zidani Most - Pragersko - Ormoz -

Hodos
757

Hungary 1. Hodos - Zalalovo - Boba - Budapest - Miskolc - Nyiregyhaza - Zahony
2. Gyekenyes - Dombovar - Budapest

158
21

Slovakia Bratislava - Nove Mesto - Puchov - Zilina - Kosice - Cierna nad Tisou 1 142
Road Sections

Slovenia Fernetici/Koper - Divaca - Ljubljana - Vransko - Maribor - Pince 1 757
Hungary Letenye/Tornyiszentmiklos - Becsehely - Zamardi - Budapest - Gyongyos -

Polgar - Zahony
2 250

Slovakia Bratislava - Horna Streda - Nove Mesto - Martin - Presov - Kosice - Zahor 3 472
Source: “Transport Infrastructure Needs Assessment - Central and Eastern Europe.- TINA - EC DGVII

All in all, transition countries in Corridor V have considered booming motorisation,
and growth in domestic and international road haulage, as an occasion to raise
additional funds (road taxation and tolls) and to earmark such inflows to develop
national networks of high standard roads . They were also quite successful in using
such revenue as a basis for tapping additional finance from international banks within
a large variety of Project Financing schemes. On the other side, difficulties are
experienced in almost all of them to finance the envisaged modernisation of the
railways.

2.2.1 Motorway development and funding

Corridor V is an extraordinary laboratory to benchmark a wide range of options that
can be adopted to finance motorway development. With steady progress in the
completion of works, in a near future the toll E motorway in the Western section of
the corridor will be operated by five to six different types of concessionaires.

As pointed out from difficulties experienced in Hungary to fund the envisaged
development of a motorway network, but also from local opposition both in Slovenia
and Croatia, finding a workable balance between road taxation and infrastructure
charges (tolls), as well as between how much revenue should come from
international and domestic traffic4, is both a highly sensitive issue in social terms and
the very decisive factor in order to implement realistic investment and financial
scheme. As the variety of project financing schemes in the regions would indicate,

                                                
4 At international level, the problem was already addressed by the International Road Transport Union (IRU) in

a statement condemning “unjustified and discriminatory multiple taxation” . Other than making transport
more expensive such practices were criticised also for creating international trade barriers, particularly in the
Central and Eastern European countries. The IRU has called on CEEC governments to harmonise fiscal laws,
avoid discrimination, and bring their tax systems in line with those of the EU.
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the commitment of concerned governments to implement legislation in this field was
crucial in order to bridge additional finance to motorways development, by means of
syndicating loans with the European Bank for Reconstruction and Development
(EBRD), the European Investment Bank (EIB) and/or the World Bank, as well as
with financial institutes in EU countries.

Different approaches in Motorway financing are detailed below for concerned
countries. Information is also given of the status in financing construction of
Motorway sections in Corridor V.

2.2.1.1 Slovenia

Slovenia has embarked on a heavy spending programme to bring its infrastructure up
to Western European standards and take advantage of its strategic position bordering
the European Union, Central Europe and the Balkans.

Differently from other Central European countries that have permitted/favoured
large-scale foreign participation in their construction programmes, Slovenia has
opted for state monopolies. Motorway construction - a national priority - is in the
hands of a government agency, DARS, which has not so far awarded any concessions
to the private sector to build and operate the new roads.

More than 60 per cent of domestic finance is estimated to come from tolls and tax on
petrol and the rest from domestic budget.

Foreign banks have also provided loans on state guarantee. The EIB (European
Investment Bank) has granted a loan 130 million ECU to the Slovenian state
motorway company, to help fund the construction of the 20 km section of East-west
motorway between Sentjakob and Blagovica in Corridor V.

2.2.1.2 Hungary

Hungary pioneered B.O.T approach (Build, Operate and Transfer) to road building in
Central Europe and was the first to allow tolls to be charged. Hungary’s first BOT
was concluded in 1993 when the EBRD masterminded a benchmark financing for the
M1 Motorway, linking Budapest to Vienna. The project was awarded on a
competitive bid to a consortium led by France’s Bouygues. The project was a further
extension of an existing motorways and foreign motorists were expected to pay a
large share of the revenue.

The government had to provide a subsidy of twice the amount it originally envisaged.
It also had to come in with a standby operating subsidy for the first two years of
operation, when traffic forecast appear to be insufficient to guarantee an adequate
return.
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The second Hungarian project was also awarded to a Bouygues-led consortium. This
involved a section of the M5 motorways running from Budapest to the Serbian and
Romanian borders. Again, EBRD masterminded the financing which involved direct
loans, guarantees and helping to bring in commercial banks to provide a syndicated
facility.

As economic difficulties mounted, the Hungarian Government found difficult to
sustain its motorway programme. However the government decided to move on a
third project, the M3 motorway running from Budapest to the Ukrainian border. The
concession was awarded to GTMI, a French led consortium. Since estimates of toll
revenue were not encouraging, two options were then considered by the Hungarian
government : to scrap the BOT option and to fund construction directly from the
budget; to put in a larger subsidy (50% total cost). EBRD proposed a third option, a
variation of the BOT-type financing scheme: to set up a joint venture concession
company with GTMI as the principal share holder and minority stakes taken by the
government and the EBRD. It would also be eligible for funding from PHARE. The
model tries to build in flexibility which is not present in the BOT model. Instead of
devising the precise scope and financing for a 35-year concession, only the financing
for the first stage is put in place. If things get better there is a mechanism for
pumping in more resources.

In the presence of these difficulties, in order to implement its plans to build 300 km
of motorways in the next ten years, the establishment of a Road Fund is being
tailored (was recently finalised?) by the Hungarian Government. The Road Fund
(some 60 million HUF a year) should be funded by means of introducing windscreen
stickers (Vignette) which domestic motorists will be required to purchase. The
scheme may be used in combination with tolls which, despite the option proved
controversial on the two projects so far completed, would continue to be charged to
foreign vehicles.

As far as tolls are concerned, a specific issue is that the Hungarian Government just
does not consider socially acceptable charges for the use of the existing motorway
sections to and around Budapest - including M1 to Wien and M7 to the Balaton lake
- in order to fund the development of interurban motorways.

As far as the construction work to extend M7 from the lake Balaton to the Slovenia
and Croatian borders are concerned, at the beginning of February 1999 the Hungarian
Government announced that loans have stated being negotiated with the new
Instrument for accession countries (ISPA).

2.2.1.3 Croatia

In order to fund its plan for the construction of more than 400 kilometres of highways
and semi-highways in the next four years the Croatian Government selected a
number of international companies from partner nations. These include France
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(Bouygues), Italy (Astaldi), Germany (Walter Bau) and the United States (Bechtel).
Most of the projects, with the exception of the so-called ‘Istrian Y’ which is being
completed through concessions, are financed by credit models, while the construction
of the Zagreb-Gorican road with Astaldi is being done on semi-concession basis.

Tolls are also expected to pay off the loans for the highway to Macelj and Rijeka, as
well as the Bregana-Sisak route. If there are any deficiencies due to less heavy traffic
on the highway through Lika or from Sisak to the Bosnian border, the difference
between the toll and the annuity will be covered by the budget.

In most of the concession contracts signed so far, the Croatian side of the concession
assumes the majority of the construction risks, maintenance and road use. At the
beginning of 1999, it was announced that a consortium of international and domestic
banks has agreed to provide bridging finance for Croatia motorway construction
programme.

The loans, totalling DM 134.5m (Euro 68.8m) open the way for work to begin on
new sections of the DM1.2bn project to complete the 148km motorway between
Rijeka, the main deepwater port, and the capital, Zagreb. 5 The new highway will also
play an important role in accelerating the recovery of tourism along Croatia's Adriatic
coast. The loans have been made to Autocesta Rijeka-Zagreb (ARZ), the state-owned
concession company responsible for constructing the toll motorway. ARZ is to be
privatised later by competitive tender.

Bridging finance is also being negotiated to fund work by Trans European Autocesta
(TEA), the concession company led by Astaldi which is working on the DM950m
project to complete the 97 km motorway from Zagreb to Gorican on the Hungarian
border. A first bridging loan of DM225m led by Mediocredito Centrale was agreed
last August and a further DM100-DM 150m is due to be finalised. Project financing
for the TEA concession is expected to be completed in the second half of 1999, and
both projects expect to attract funding from the World Bank and the European Bank
for Reconstruction and Development.

The terms of the loans demonstrate the increasing readiness of commercial banks to
return to lending in central Europe in the wake of the crisis in emerging market

                                                

5 A consortium led, by Deutsche Bank is providing a DM84.5m syndicated loan to act as bridging
finance until the first stage of project finance totalling between DM400m and DM600m is
completed during the first quarter of next year. An additional four-year medium-term loan for
DM50m has been agreed with Kreditanstalt fuer Wiederaufbau, the German development bank.
The Deutsche Bank consortium includes Dresdner Bank, Frankfurter Sparkasse and Norddeutsche
Landesbank of Germany, Erste Bank and Raiffeisen Zentralbank of Austria, Credit Suisse First
Boston, CSOB from the Czech Republic and the Croatian banks Privredna Banka and Rijecka
Banka. The syndicated loan has been provided at 80 basis points (0.8 per cent) over Libor (London
interbank offered rate) and for up to 12 months (source: The Financial Times, 11 February 1999.
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financing in the second half of 1998. It also suggests that confidence is strengthening
in funding motorway concession projects despite the problems of earlier schemes in
the region, particularly in Hungary.

2.2.1.4 Italy

Italy is a senior member of the Club of Toll Motorway developers in Western
sections of Corridor V. The Italian approach to Motorway concessions proved quite
effective in the last decades in order to take motorway projects off the State’s balance
sheet while allowing the self-financing of investment through tolls collected by the
concessionaire.

The Construction and Management Concession has existed in Italy since the last
century and was revamped by Legislative Decree 406 of 1990 and subsequently by
the so-called “Merloni Law”. It has the following basic characteristics:

•  the concessionaire undertakes to construct and to design the infrastructure project
and to manage it in accordance with the conditions set by the authority granting
the concession for the entire duration;

•  in return the exclusive concessionaire’s right is to receive the economic benefit
generated by the project. At the end of the concession the infrastructure reverts to
the granting authority at no cost;

•  the tolls are determined by the state and the granting authority must ensure the
economic and financial equilibrium of the investment and of the management,
which can also be achieved by contributing a sum (which cannot, however,
exceed 50% of the total value of the project).

At a mature stage in motorway development, problems experienced in Italy are just
the opposite than those described above for its neighbouring countries. First of all
most concessionaires are making profits and are “starving” for new investment
opportunities. Other than the construction of new links, motorway concessionaires
consider information systems and planning of local connections as potential markets
both in Italy and abroad The second issue, a very hot one in the Italian debate, is that,
as concessions are expiring, there is strong resistance to arrange for their renewal on
a competitive basis.

Most of the motorway network in Italy is operated by IRI-Autostrade , the huge state
owned concessionaire whose privatisation is at an advanced stage. As far as Corridor
V is concerned, AUTOVIE VENETE SpA is the concessionaire for the whole
motorway section in Italy: Venice-Triest and branches Palmanova-Udine and
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Portogruaro Conegliano. The main share holder is the Regione Friuli Venezia Giulia
but also the Regione Veneto owns a minority of the shares. 6

2.2.3 Modernisation and Integration of the Railways

The (deepening) gap among institutional and financial means available to road and
rail industries and the fact that while roads are an asset rails tend to be considered a
liability, should be considered a very critical issue in the development of Corridor V.
As such and relative to the very high weight each country appoints to investment and
effective actions to halt the decline of rail transport and to promote intermodality .

While plans to further develop road capacity and standards are steadily being
implemented in the Western section of the corridor, the modernisation of the rail
backbone of Corridor V not only is slower (due to lack of domestic funding) but also
possibly distorted by troubles at (un-reformed) national railways and lack of co-
ordination among neighbouring administrations.

Delays in finding out a railway strategy for Corridor V may have a high cost.
Differently from road links, that, even in presence of different technical standards
almost inevitably tend to accommodate into an integrated, or at least interoperable
network for all their users, a punctual bottleneck in a given section, say, in Croatia or
in Italy, may significantly reduce the performance on the whole corridor.

2.2.3.1 International rail Agreements

Poor co-ordination of rail decision-making, seems inversely proportional to the
number of regional agreements involving rail companies in Corridor V: Italian
railways (FS); Slovenian (SZ), Croatian (HZ), Hungary (MÁV), Slovakian (ZSR)
and Ukrainian (UZ).

A Memorandum of Understanding was signed by the directors of the Italian,
Slovenian and Hungarian Railways in 1993. Within the UIC/TER framework, a
Steering Committee of all the six railway administrations concerned with the
development of Corridor V was also set up and is chaired by the Slovakian Railways
(ZSR).

                                                
6 AUTOVIE was charged by the Italian Ministry of Foreign Trade to complete a study on the socio-

economic feasibility of the section Triest-Lubjiana-Budapest- Ukrainian border of Corridor V. A
the time the CODETEN Report on the Coordidor V case study was finalised (February 1999) the
study was completed but only basic findings for demand forecasts were anticipated in an article:
Adelmo Crotti, “Prospettive per il corridoio europeo sul 45° parallelo, in n 1343 of Le Strade
(December 1998).
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Bilateral agreements are also on place including between FS and SZ, SZ and MAV,
MAV and HZ .

Several international agreements were also concluded by both the Hungarian
government and MÁV to improve the use of Záhony transhipment terminal including
within the Trans-Siberian International Co-ordination Council framework.

Difficulties encountered in transforming such international agreements into
operational ones, not to say into a strategy to modernise the rail backbone of Corridor
V, are reported to root in regional conflicts. In the Corridor V Steering Committee
conflicts were emerging between ZSR and MÁV. A request of the Croatian HZ to
consider an extension of rail connections from the port of Rijeka to Italy apparently
encountered the veto of Slovenian SZ. FS were also objecting on the decision to
appoint ZSR as the Chairman of the Steering Committee of Corridor V Railways.

Furthermore, many concerned railway administrations have bilateral agreements with
the Austrian railways (ÖBB) to develop international traffic on other routes than in
Corridor V - including FS, SZ, MÁV and ZSR. Inter-regional alliances should be a
subject for joint consideration (also in CODE TEN) in the whole area interested by
the development of Corridor V, Corridor IV and Corridor X .

As far as patterns in co-operation, including long terms decisions on investment in
international links, are concerned, present and expected traffic volumes in different
routes are a key factor. Compared with freight traffic flows among concerned EU
countries in 1996 - 50 million tonnes between Austria and Italy - on the same year
some 6,5 million tonnes crossed the Slovenian border with Austria. In the same year
only 3 million crossed borders between Slovenia and Hungary and between Italy and
Slovenia (where traffic has remained at the same level than it was in 1985). Rail
traffic between Hungary and Croatia amounted to 5 million tonnes.

2.2.3.2 Reforming national railways

Difficulties met in identifying a Corridor V strategy for the railways, could also be
due to delays and/or resistance met to reform concerned national railways
administrations.

In absence of an in-depth analysis of the situation at each national railway, case
studies on MÁV were considered representative of the vicious circle in which
railways may be trapped in most Central European countries. Stronger similarities
than expected were also identified with reference to difficulties experienced in the
EU, and anyhow in Italy, in the transition from past regimes of central planning and
public ownership to the emerging of new generation of market oriented rail
management.
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In Hungary - where relative to road haulage the proportion of rail freight traffic has
declined from 70% in 1985 to 30% in 1995 - the decline of rail shares was just
accelerated by the political change in 1989. As in most Central European countries,
until then rail figures indicated high productivity in terms of traffic units (passengers
and tonnes km) and - in absence of considerations of possible distortions in input and
output prices - were frequently interpreted (also in Western countries) as an
indication of the potential of rail transport under a regime of sufficient protection.

Tab. 2.4 Rail market share in inland Passenger and Freight transport (%)

Passenger Freight

1970 1980 1990 1970 1980 1990

EU 15 10.4 8.7 7.3 31.7 24.9 19.1
Hungary 54.9 24.6 18.5 70.0 57.4 42.7
Source: MÁV’s Study on Railway comparison, 1996

The main reason behind the rapid loss of rail passengers in CEEC countries since
1989 was due to booming motorisation. The loss of rail freight was largely due to
shift from heavy industries to consumer goods, moving demand from low cost rail to
higher quality private truck. Nevertheless structural problems were already in place
well before political change. Up to 1982 freight revenue at MÁV covered (and, with
limited state subsidy, exceeded) the costs of passenger transport. As the gap between
cost and revenue started to increase since 1983, MÁV started to finance passenger
transport from freight profit. Cross-subsidisation contributed to falling
competitiveness of freight services, and thereby decreasing resources for new
investment and essential maintenance to deterioration of both infrastructure and
rolling stock.

In parallel with plans to modernise the national rail network (see 3.2) the reform of
MÁV is under progress in the adoption of new rules-of-the-game compatible with
regulatory principles in Council Directive 440/91 - including separation in accounts
between track management and train operations, establishment of a commercial
freight division and charges levied to cover infrastructure costs. Together with
advantages in terms of enhanced transparency in accounts and responsibility of rail
management these policies are making clear the huge dimension of the gap between
upgrading’ needs (including track maintenance) and commercial revenue.

2.2.3.3 A South East Corridor V freeway ?

With some 70% of rail traffic performed by freight trains in the whole region, except
Italy, (see chapter 3) rail investment priorities in countries concerned with Corridor V
do reflect the fact that the main source of revenue is expected from a meaningful
development of international rail-based freight traffic.
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As discussed in 3.2.3.1, at present, most international agreements are stipulated by
national companies either unreformed or in the mid of a (painful) process of
restructuring. Furthermore, the framework of the TEN corridor does not seem to have
reduced the attitude of concerned companies to represent “national interest” instead
to concentrate on growing markets and commercial potentials.

Yet difficulties experienced in rising domestic funds for modernising and integrating
rail network services would point out the need/desirability to exploring different,
more effective options to invert the decline of the railways in the whole region.

In order to activate a “virtuous circle”, relevant options could and should be explored
within the Trans European rail freight Freeway action sponsored by the Commission
to encourage member states to voluntarily select a number of promising routes, after
consulting infrastructure managers, railway enterprises and freight shippers. The
infrastructure managers located along a given route would create One-Stop-Shops
(that is point of contact) and , together and at the same time would agree:

1) to open access to the infrastructure for all freight services;

2) to jointly raise the priority given to freight services in the allocation of train
paths;

3) to ensure that infrastructure charges are fair and attractive to freight operators;

4) to reduce to a minimum delays at frontiers caused by administrative procedures.

In presence of spare capacity - at present bottlenecks are concentrated in the Italian
section of the corridor including cross-border link with Slovenia (see also 3.2), the
establishment of a South East Freeway on Corridor V may be worthwhile to be
explored as a realistic option. In the short term, that is in absence of substantial
investment, concentrating on smoothing operations would favour international
traffic. In the long term it could give appropriate market signals to prioritise
investment in accordance with traffic growth. A policy for open access to more
competitive train operators and therefore more able/willing to pay for the cost of
using the track, should also be assessed against targets set to develop the required
interchange and logistics facilities.
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3. CORRIDOR DEVELOPMENT ALTERNATIVES7

With the exception of the Ukraine and Bosnia (for which only very basic
documentation was reviewed)8 the Corridor V team was able to collect and to analyse
a good deal of documents and plans concerning domestic transport policies and
investment priorities in Italy, Hungary, Slovenia, Croatia and Slovakia.

In Section 3.1 and 3.2 the present situation and projects under
development/consideration in these countries are separately presented for road and
rail networks. For each mode, project descriptions and database are organised in the
four corridor segments in which the corridor has been sub-divided for the purpose of
analysis

1 Venice- Triest -Lubjana/Koper - Budapest

2 Budapest -Nyiregyhaza-Zàhony

3 Budapest - Zagreb- Rijeka (Branch B)

4 Bratislava - Puchov -Zilina - Kosice - Ukrainian border (Branch A)

A broad description is also presented in 3.2.4 of the status of transport connections of
Bosnia with Hungary and the Croatian port of Ploce (Branch C).

In Section 3.3 - Inland Terminals and Ports - conditions in the development of
intermodal and multimodal transport along Corridor V are discussed with specific
reference to the Hungarian Pan for Industrial Districts and Intermodal Terminals and
the North Adriatic Ports of Triest, Koper and Rijeka.

3.1 Road Networks

The present development of high standard roads in Corridor V is shown in Map 5.1.
With reference to construction works that are already under way Map 5.2 shows
motorway developments that can be realistically expected to be in operation by year
2005. Volumes of cross border freight moved by road in 1996 are shown in Map 7.

As the consolidation of quite a dense motorway corridor from Northern Eastern Italy
to Budapest is taking place gradually, congestion problems for the moment are
limited to the Italian section and to those in and around main conurbation: Venice
                                                
7 This section summarises information presented in Section 1 of Annex 1 (Corridor Context) with

reference to the status of main transport infrastructure, networks and nodes along Corridor V.

8 At the time in which this report was finalised (February 1999) details on transport policies and
investment that where requested from the Italian Embassy in Hungary to the Ukrainian
Government was not available.
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and Budapest. Maps 6.1 and 6.2 are enclosed that show most recent traffic counts on
the whole area (United Nation, 1995).

Main road projects in Corridor V with information on their expected date of
completion and status (Conceptual = C; Planned = P; Decided =D; Implemented = I)
are summarised in Tab 3.1.

Tab. 3.1 Corridor V: road projects by country

Country Project Code Project Description Expected
Date

Status

Italy M_Ts Completion of the motorway node in Triest (new 2 km link) 2000 D
Mby_Me_Ve By pass Mestre ? C
MCon-Vi new high standrd road Conegliano Vicenza (Pedemontana) ? C

Slovenia M_KpA Motorway link Koper - Ankaran ? I
M_Akz Motorway motorway link Ankaran - Kozina 2000 I
M_LjVr Motorway link Ljubljana - Vransko 2000 I
M_MaP Motorway link Maribor - Pince border Hungary 2005 I

Hungary M3 a Gyöngyös - Füzesabony motorway construction 1998 I
M3 b-c Füzesabony - Polgár motorway construction 2004 D
M3 d Polgár - Nyíregyháza motorroad construction 2007 P
M0 a Budapest bypass: between M1 - M5 motorroad construction 1996 I
M0 b Budapest bypass full motorway configuration 2008-2015 P
M0 c Budapest bypass: between M5 - M3 motorroad construction 2001-2004 D
M7 Budapest - Balatonakarattya motorway renovation 2001 I
M7 c-e Balatonakarattya - Balatonszentgyörgy semi-motorway construction 2001-2004 P/D
M7 a-b Balatonszentgyörgy - Letenye semi-motorway construction 2005-2007 P/D
M 70 Letenye - Tornyiszentmiklós semi-motorway construction 2005-2007 P/D

Croatia M_ZgHu Completion of motorway E71 Zagreb - border HUN (stretch Komin
Varazdin)

2000 D

M_ZgRj Completion of motorway Zagreb - Rijeka 1999 I
Slovakia M_BZ Completion of Motorway E75 (Bratislava Zilina) 2000 D

M_HK Spot Stretches on motorway E50 (Hybe Kosice) 2000 D
M_ZK Completion of Motorway E50 (Zilina Kosice) 2005 P
M_Kuk Construction of Motorway E50 (Kosice-border UKR) 2005 P

Ukraine M_Uk Kiev - L'vov Highway 2020 C

3.1.1 Venice - Triest - Lubjiana/Koper - Maribor - Budapest

In combination with actions under consideration to eliminate/smooth present delays
due to cross-border procedures, the completion of a high standard road network in the
Western part of the main route of Corridor V - whose technical features were
designed to allow for a speed of 100-120 km/h - is expected to result into a
substantial reduction of travel time (from present 7 to 4 hours from Triest to
Budapest) as well as increase in reliability and safety of road traffic.
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3.1.1.1 Italy

With only a minor section of the whole corridor (some 150 km from Venice to Triest
and then to the Slovenian border), the motorway section in Italy form part of the A4
which connects Turin-Milan-Venice and Triest. The motorway route up to the
Slovenian border has recently been completed until the border crossing of Fernetti to
grant direct connection from Triest to Ljubljana. Toll stations at both the Italian and
the Slovenian sections are also equipped with systems that allows the driver to pay
without stopping at toll gates (TELEPASS and ABC respectively).

After a decade of environmental opposition, the completion of the missing section
(some 2 km) of the high standard route that connects the port of Triest to the
motorway system has also been decided. Even if in the absence of a definitive
financial plan, the construction of a tunnel on the whole section is being re-planned
to reduce intrusion in the quite unique Carsian landscape.

As traffic through the Eastern border has started growing, a steady growth in traffic
took place in the two lane section Venice-Triest of the A4. Severe congestion is
experienced in the area of Mestre-Venezia, where motorway traffic to and from
Milan and Triest melts with intense local traffic on a 2 lane, 16-km by-pass not
adequate at all (also in static terms) in order to handle huge traffic volumes. Despite a
general agreement on the fact that “something must be done” to improve the capacity
of what at present represents both a severe bottleneck and a dangerous section, a final
decision was not reached yet to select a technical solution. The range of those under
consideration include: (at least) two alternative routes and two technical alternatives
for on site construction (either tunnelling or in elevation).

In the presence of serious congestion problems spread on the whole regional network
in Veneto (both motorways and national and local roads), 600 billion liras were
assigned in the 1999 National Budget to build a new high standard road some 60 km
north to the A4 in sub-alpine areas (Pedemontana). Besides reducing congestion in
crossed areas, the new link Conegliano - Vicenza is expected to divert a proportion of
regional /local traffic from A4 and therefore free capacity for transit traffic from
Milan to Triest that has no alternative than to by-pass Mestre. Decisions have not
been taken yet on technical standard and routing (the area is both densely populated
and with relative high values for agricultural land), nor on whether the new link will
be tolled or free of charge.

Table 3.2 shows data base of road projects in Italian sections of Corridor V. .
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Tab. 3.2 Corridor V: road projects in Italy

Country
Code

Project Code Project Description Expected
Date

Status

I M_Ts Completion of the motorway node in Triest (link with Slo border) 2000 D
I Mby_Me_Ve By pass Mestre 2005 C
I M_Co_Vi New motorway Conegliano - Vicenza 2005 C

3.1.1.2 Slovenia

As shown in Map 8.1, the Slovenian motorway network is to become quite densely
integrated with those of neighbouring countries in the EU (Italy and Austria), Croatia
and Hungary.

The projects for the completion of the two sections in Corridor V - to connect the
capital with Maribor and Koper - was given high priority in the Slovenian National
Plan for Motorway development.

Works on the link from Ljubljana and Vransko (40 km) are in progress and are
expected to be completed by the year 2000. From Vransko to Maribor (87 km) the
motorway is already in operation. A national commitment to combine development
needs in terms of mobility and safety, with environmental ones resulted into good
landscape planning. The section from Maribor to Pince at the Hungarian border is
planned and expected to be completed by the year 2004.

Despite technical difficulty, and local opposition (the area is narrow and densely
populated), the two extensions of the Ljubljana motorway from Kozina to Ankaran
and from there to Koper are expected to enter into operation by the year 2002.

The data base of Slovenian road projects is summarised in table 3.3

Tab. 3.3 Corridor V: road projects in Slovenia

Country
Code

Project
Code

Project Description Expected
Date

Status

S M_KpA Motorway link Koper - Ankaran 2000 I
S M_Akz Motorway motorway link Ankaran - Kozina 2000 I
S M_LjVr Motorway link Ljubljana - Vransko 2000 I
S M_MaP Motorway link Maribor - Pince border Hungary 2005 I

3.1.1.3 Hungary

After 1998 Hungary has started preparing an ambitious plan to develop a domestic
motorway network and to integrate it with European motorways (Map 8.2).
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The determination of the Slovenian Government (as well as of the Croatian one as
discussed in 3.1.2 below) to develop a motorway network after independence, as well
as the evolution of cross-border traffic, had an influence in the finalisation of the
(controversial) decision of the Hungarian government to extend M7 to the whole
extension of the Balton lake and from there to the Croatian and Slovenian borders.

The existing two lane motorway section from Budapest to Siokof (100 km) and then
with one lane to Zamardi (10 km) was built at the end of the ’70. A tender is being
organised for its upgrading to European standards: 8 billion HFL are expected to be
spend to convert present concrete pavement into macadam.

Some 10 km parallel to the whole coastal development of the Balaton, the popular
weekend and summer resort of Budapest, the extension of M7 (126 km ) is expected
to divert transit traffic from the often congested coastal road.

In absence of significant local traffic (population densities in the area are truly low)
the extension of the M7 from the Balaton to Letenye at the Slovenian border (some
40 Km) and the construction of an additional 26 km link to Rédics at the Croatian
border, was planned mainly because of the commitment of the Hungarian
government “to provide necessary investment for transport infrastructure, notably
the extension of trans-European networks”.

On its whole extension the new motorway was designed to allow for gradual
development from 1+1 lanes as soon as traffic develops. Favourable geological
conditions allowed for an high standard technical design of the new motorway. As
shown in the enclosed scheme 1, construction problems are concentrated at the
Balaton coast where the new motorway find local opposition in holiday resorts it
crosses.

Works were initially expected to start in 1997 but it was only at the beginning of
1999 that the Hungarian government confirmed its decision and announced that an
application was made for EU funding (ISPA) . Even if the financial package is not
finalised, the completion of works is expected by the year 2004.

Traffic to and from Budapest (whose bridges over the Danube are natural bottlenecks
for both local and transit traffic) has been mounting in the last decade. Once
completed, the Budapest ring (M0) will connect main national roads that all converge
to the capital from M1 (to Wien) to M7 (to Lubjiana/Triest ). At present only the
southern section is in operation connecting M1, M7 and M5. The M5-M3 section is
expected to be completed by the year 2001. As for the full ring configuration,
technical problems - including the construction of a bridge over the Danube and
crossing of populated areas between M3 and M1 - have made the project a constant
concern for Hungarian planners in the last decade.

Hungarian road projects in segment 1 of Corridor V (including the whole Budapest
ring) are summarised in Tab 3.4.
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Tab. 3.4 Corridor V: road projects in Hungary (segment 1)

Country
Code

Project
Code

Project Description Expected
Date

Status

H M0 a Budapest bypass: between M1 - M5 motorroad construction 1996 I
H M0 b Budapest bypass: between M1 - M5 full configuration motorway

construction
2008-2015 P

H M0 c Budapest bypass: between M5 - M3 motorroad construction 2001 D/I
H M7 Budapest - Balatonakarattya motorway renovation 2001 I
H M7 c-e Balatonakarattya - Balatonszentgyörgy semi-motorway construction 2001-2004 P/D
H M7 a-b Balatonszentgyörgy - Letenye semi-motorway construction 2004 - 2005 P/D
H M 70 Letenye - Tornyiszentmiklós semi-motorway construction 2004 - 2005 P/D

3.1.2 From Budapest to the Ukraine (segment 2)

Motorway M3 is already in operation from Budapest to Gyöngyös. Other than the
intention of connecting less developed areas in the region to the capital, the high
priority assigned to the development of motorway M3 indicates the goal of
improving accessibility to the Ukraine through the border crossing that was recently
at Bergsuàny (H)- Beregovo (U).

Present plans in the development of M3 are different than those envisaged in the
Helsinki conference where the main road 4 was designated as the main route
eastward from Budapest. All in all, these changes reflect a more advantageous
routing from the point of view of users. At present, it is possible to go from
Füzesabony either on the main road No. 3. up to Nyékládháza or from here further on
the road 36 up to Nyíregyháza and then on the main road No. 4 up to Nyíregyháza, or
from Füzesabony choosing the road No. 33 up to Debrecen and from there on the
main road No. 4 Záhony can be reached.

According to the present plans, motorway M3 will be constructed by 2001 until
Polgár. Three tenders are going to be organised for construction works. A further
section will be then constructed between Polgár and Nyíregyháza in the form of
semi-motorway (semi-motorway with 2x1 lanes).

Tab. 3.5 Corridor V: road projects in Hungary (segment 2)

Country
Code

Project
Code

Project Description Expected
Date

Status

H M3 a Gyöngyös - Füzesabony motorway construction 1998 I
H M3 b-c Füzesabony - Polgár motorway construction 2001 D
H M3 d Polgár - Nyíregyháza motorroad construction 2007 P

3.1.2.1 The Ukraine
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Information on the planned motorway construction from Lov’ v to Kiev was taken
from “The Crete Corridors”, report of the Third Pan-European Transport Conference,
Helsinki, June 1997.

Tab. 3.6 Corridor V: road projects in the Ukraine

Country
Code

Project
Code

Project Description Expected
Date

Status

U M_Uk Kiev - L'vov Highway 2020 C

3.1.3 (Budapest) - Gorican - Zagreb- Rijeka (Branch B)

In the Croatian motorway construction programme high priority was given to close
the gaps in the highway network between the Adriatic port of Rijeka and central and
eastern Europe. Once completed, the DM1.2bn 148km link between Rijeka and the
capital, Zagreb, is expected also to play an important role in accelerating the recovery
of tourism along Croatia's Adriatic coast, which suffered during the years of war in
former Yugoslavia.

Autocesta Rijeka Zagreb (ARZ), the state owned concessionaires in its way for
privatisation, hopes to complete missing sections of the Rijeka to Zagreb motorway
by the end of 2000. Ilbau, the Austrian construction group has been contracted to
build a 12km stretch between Karlovac, south-west of Zagreb, to Novi Grad
involving extensive tunnelling and bridges in difficult terrain.

Trans European Autocesta (TEA), the concession company led by Astaldi of Italy, is
working on the DM950m project to complete the Komin-Varazdin missing section
on the 97 km motorway from Zagreb to Gorican on the Hungarian border.

Tab. 3.7 Corridor V: road projects in Croatia

Country Project
Code

Project Description Expected
Date

Status

Croatia M_ZgHu Completion of motorway E71 Zagreb - Gorican (stretch Komin
Varazdin)

2000 I

M_ZgRj Completion of motorway Zagreb - Rijeka 2000 I

3.1.4 From Bratislava to the Ukraine (Branch A)

The motorways part of corridor V ( Maps 9.1 , 9.2) are the D61 from Bratislava to
Zilina and the D1 which runs from Zilina to the Ukrainian border, crossing the
country in the East West direction connecting Zilina, Martin, Poprad, Presov and
Kosice. The whole length in Slovakian territory is now of about 550 km; the
construction of the whole motorway route will reduce the length to 525 km: 144 of
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them, divided in three different stretches of road are already in operation. The others
are planned to be built up by the end of 2005 with a total investment of about 140
billions of Slovak Kr.

The border crossing between Slovakia and Ukraine has been located on the road E50
at Vysné Nemecké and Uzgorod in the Ukraine. That is also the planned crossing for
the future implementation of the highway D1.

Tab. 3.8 Corridor V: road projects in Slovakia

Country
Code

Project
Code

Project Description Expected
Date

Status

SK M_BZ Completion of Motorway E75 (Bratislava Zilina) 2000 D
M_HK Spot Stretches on motorway E50 (Hybe Kosice) 2000 D
M_ZK Completion of Motorway E50 (Zilina Kosice) 2005 P
M_Kuk Construction of Motorway E50 (Kosice-border UKR) 2005 P

3.2 The rail network9

The main rail route from Venezia to L’vov, through Triest, Ljubljana, Budapest runs
to Zàhony and then L’vov and Kiev. The main route has three secondary branches
that connect Lubjana to the port of Koper at Divaca,; the port of Rijeka to Zagreb and
Budapest; and Bratislava to L’vov through Cierna nad Tisou. The transhipment
terminals with Russian gauge of Zàhony (H) and Cierna nad Tisou (Sk) are
interconnected at Chop in the Ukraine. Table 3.9 shows the extension of the railways
in each country.

                                                
9 The current condition of the rail corridor has been analysed mainly on the basis of work done at the

Corridor V Railway Working Group. The Steering Committee ws chaired by the Slovakian
Railways (ZSR) whose members are FS (Italy), SZ (Slovenia), HZ (Croatia), MÁV (Hungary) and
UZ (Ukraine).
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Tab. 3.9 Corridor V: extension or rail lines per country

Country Line Length

Italy Venezia- Triest - Villa Opicina 177 km
Slovenia Sezana/Koper - Ljubljana - Ormoz - Cakovec 419 km
Croatia 1 - Rijeka - Zagreb - Koprivnica - Gyekenyes 371 km

2 - Cakovec - Kotoriba - Murakeresztur (1+2)
Hungary 1 - Murakeresztur - Nagykanisza - Budapest 1063 km

2 - Gyekenyes - Puszataszabolcs - Budapest - Debrecen -Zahony - Cop (1+2)
Slovakia Bratislava - Zilina - Kosice - Cop 544 km
Ukraine Cop - Stryj - Lvov 276 km

As shown in Map 10.1 and 10.2, technical standards are substantially different in
different sections of the rail corridor. Map 11 shows present volumes in cross -
border rail freight traffic.

Even if fully operational in all its sections - after recent restoration of war damages
the link that connects Budapest with the Croatian Port of Ploce (Branch C) was
reopened - modernisation and up-grading of the railways are under consideration in
all concerned countries. A unique case in Europe, Slovenia and Hungary do not have
a direct rail connection. After the second world war, the existing line was dismantled
by the Soviet Union as a reaction to the decision of Yugoslavia to maintain a neutral
position between Western Europe and the COMECON. At present, traffic from
Hungary to Italy is operated on the Croatian rail section between Murakerestur (at the
Hungarian Croatian border) to Sredisce (at the Croatian Slovenian border). Also the
Croatian port of Rijeka has no direct connection to Italy.

The database of railway projects in Corridor V is presented in tab. 3.9. Tables 3.10
and 3.11 are also enclosed that show utilisation of present capacity and composition
of traffic on different sections.
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Tab. 3.10 Corridor V: Rail projects by country

Country Project
Code

Project Description Expected
Date

Status

Italy T_Ce Cervignano Marshalling Yard 1999 I
R_UpVeSl Upgrading telecommunications Venezia Triest 1999 I

Abolition of level crossing 1998 I
Villa Opicina (Triest) electrical substation 1999 I
Reopening of Treviso Portogruaro 1999 I

R_VTs New line Venezia - Triest - Villa Opicina 2010 P
R_Monf Upgrading of Monfalcone - Triest/Villa Opicina 1998 I

Slovenia R_SlHu New Direct Slovenia - Hungary link 1999 I
R_UpSlIt Modernisation of line, Upgrading of signalling/ renewal of catenary

on Ljubliana - Sezana line
2005 P

R_UpVSl Upgrading of signalling on Pragersko - Ormoz - Murska Sobota
line

2000 I

General revision (overhauls) of Corridor V track
Elimination of bottlenecks (Level crossings)

R_UpSlHu Modernisation of Zidani Most - Pragersko - Maribor - Sentilj line 2005 P
R_KpDv Double tracking of Koper - Divaca line 2005 I

Hungary R-BMN Upgrading of railway line Budapest - Miskolc - Nyíregyháza 2007 P
R-BZB Upgrading and new rail link with Slovenia - (Hodos/Slovenia/) -

Bajánsenye - Zalalövõ - Boba
2007 I

R-BSB Upgrading of railway line Boba - Székesfehérvár - Budapest 2007 P
R-GyD Upgrading of railway line Gyékényes - Dombóvár 2007 P
R-DB Upgrading of railway line Dombóvár - Budapest: Reconstruction of

railway station Érd and Dunai-Finomító
2007 P

R-BCS Upgrading of railway line Budapest - Cegléd - Szolnok 2007 P
R-SDNZ Upgrading of railway line Szolnok - Debrecen - Nyíregyháza -

Záhony
2007/2010 P/C

R-BUS Upgrading of railway line Budapest - Újszász - Szolnok 2000 D
Croatia R_RjZg New line Rijeka Zagreb 2015 P

R_UpHrHU Modernisation of Zagreb - Dugo Selo line 2002 P/D
Double tracking of Dugo Selo Koprivnica

R_2tHu Double tracking of Koprivnica - border HUN 2002 P/D
T_HrUp Upgrade of terminals : Zagreb, Koprivnica, Osijek, Pazin 1998 I
R_UpNd Modernisation of Rail nodes in Zagreb and Rijeka 2000 I

Slovakia R_BZ Modernisation of Bratislava - Zilina line 2000 I
RT_C Project for realisation of the terminal in Cierna nad Tisou 1998 I
R_ZK Modernisation of the Zilina - Kosice line 2005 P
R_Kci Modernisation of the Kosice Cierna nad Tisou line (Chop) 2010 P
RS_HSl High speed lines after 2020 C

Ukraine R_Tun reconstruction of tunnel in Beskid - Skotarskoje section 2000 I
R_ChLv Modernisation of the Chop - L'vov line 2010 C
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Tab. 3.11 Current capacity and traffic of considered lines (1995)

Line section Capacity
(trains/day)

Traffic
(trains/day)

Utilization
(%)

Venezia – Triest 150 110 73.3
Triest - Villa Opicina - Sezana 140 30 20.0
Gorizia - Nova Gorica - Sezana 70 26 37.1
Koper - Divaca 61 48 78.7
Divaca – Sezana - Ljubljana 135 106 78.5
Ljubljana –Zidani most 220 133 60.5
Zidani most-Pragersko 185 114 61.6
Pragersko – Ormoz 55 47 85.5
Ormoz - M. Sobota 34 13 38.2
Ormoz – Sredisce 66 33 50.0
Cakovec – Kotoriba 53 41 77.4
Rijeka – Moravice 66 46 69.7
Moravice – Ostarije 81 38 46.9
Ostarije – Karlovac 91 40 44.0
Karlovac – Zagreb 95 46 48.4
Zagreb - Dugo Selo 203 57 28.1
Dugo Selo-Koprivnica 68 59 86.8
Gyékényes- Dombóvár 105 42 40.0
Dombóvár – Pusztaszaboics 96 57 59.4
Pusztaszaboics - Budapest 182 96 52.7
Murakeresztúr - Nagykanizsa 100 41 41.0
Nagykanizsa – Balatonszentgyorgy 105 44 41.9
Balatonszentgyorgy - Lepsény 110 47 42.7
Lepsény – Szabadbattyán 110 50 45.5
Szabadbattyán - Budapest 130 110 84.6
Zalalovo- Zalaegerszeg 80 22 27.5
Zalaegerszeg - Boba 80 32 40.0
Boba – Herend 95 36 37.9
Herend – Hajmasker 95 53 55.8
Hajmasker – Varpalota 90 42 46.7
Varpalota – Szèkesfehervar 95 38 40.0
Budapest – Szolnok 170 88 51.8
Szolnok – Nyiregyhaza 220 77 35.0
Nyiregyhaza – Zahony 220 76 34.5
Bratislava – Puchov 268 137 51.1
Puchov – Zilina 286 147 51.4
Zilina – Kosice 259 169 65.3
Kosice -Cierna nad Tisou 165 63 38.2
Cop- L’vov 86
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Tab. 3.12 Number of Train per day (1995) per type of traffic and per section

Line section Number of pass.trains
trains/daily

Number of freight
trains trains/daily

Number of trains of
combine traffic

trains/daily

Venezia – Triest 70 40 10
Triest - Villa Opicina 8 22 2
Koper – Divaca 18 30 3
Sezana – Divaca 31 29 2
Divaca – Pivka 36 46 5
Pivka – Ljuljana 48 58 5
Ljubljana – Zidani most 74 59 9
Zidani most – Pragersko 70 44 4
Pragersko – Ormoz 23 24 3
Ormoz – Murska Sobota 7 6 1
Kacovec – Kotoriba 24 17 -
Rijeka – Moravice 20 26 1
Moravice – Ostarije 23 15 1
Ostarije – Karlovac 24 16 1
Karlovac – Zagreb 29 17 1
Zagreb - Dugo Selo 47 12 1
Dugo Selo – Koprivnica 45 14 1
Koprivnica - st. hranica 16 6 1
Gyekenyes – Budapest 20 - 64 17 - 32 -
Murakersztur - Budapest 29 - 97 8 - 16 4
Zalalovo – Szekesfehervar 20 - 48 1 - 14 -
Budapest – Debrecen - Zahony 58 -129 22 - 42 -
Bratislava – Puchov 60 40 -
Puchov – Zilina 60 64 -
Zilina – Kosice 60 - 80 80 - 100 -
Kosice – Cierna n. Tisou 28 35 -
Cop - L’vov 17 - 26 35 - 114 -
Source: Report of the Status and Future of Corridor n. 5 , AM Sudop spol. s r.o. Bratislava 1997

3.2.1 Venice - Triest- Lubjiana/Koper - Budapest .

3.2.1.1. Italy

The Italian Railways (FS) were keen to consider political change and normalisation
in neighbouring countries at its Eastern border in terms of new opportunities as such
and relative to their overall strategy of developing most dynamic markets in
international rail freight transport. In the last years, the North East Department of FS
has started implementing a major scheme for the upgrading of traffic management
systems (in adoption of FS plan to introduce ATC in all main national lines) as well
as punctual intervention on sections of existing lines, stations and marshalling yards
in the two concerned regions Veneto and Friuli -Venezia Giulia.

In the presence of bottlenecks on nodes and of sections where passengers and
especially commuter services converge from different lines, key options to
accommodate freight traffic (at present only one third of the total traffic) were
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conceived to separate traffic flows with different origin/destination and to spread
traffic as much as possible over the regional network (figura Enrico) . The following
projects were decided as time priorities:

a) extension of rail links and installation of intermodal facilities at the Cervignano
terminal, to allow for the formation of combined trains without interferring with
FS marshalling yards (the new plant entered into operation on November 1998);

b) upgrading of the Udine - Tarvisio link to Austria (Pontebbana) that was
completed in 1998;

c) re-opening of the Treviso - Portogruaro line to allow for traffic on external
section of the main Milano Triest line to by-pass the Mestre node (under
completion);

d) enlargement of the tunnel section on the line between Monfalcone and Triest
(about 25 km) to allow for maximum size combined transport (4 meters); works
started in August 1998 and the line was re-opened to traffic after 1 month.

A strategic plan is being conceived to reorganise to transfer freight operations from
the marshalling yard of Mestre to the industrial area of Portomarghera where most
plants were/are being dismissed and where, since the historical port of Venice,
specialised in passenger cruising, the port container terminal was based. Long term
plans are also to build a new rail line from Portomargera to the Airport of Venice and
then to connect it with the main line to Triest. (Despite its relevance also for the Port
of Venice, the overall concept was not considered an alternative in the development
of Corridor V).

On the basis of present and forecast traffic (both domestic and international) FS
expect that additional capacity will be needed on main lines to Slovenia. Freight
traffic at the borders with Slovenia, Villa Opicina and Gorizia has remained at about
the same level in 1996 than it was in 1980 (some 3 million tonnes a year). 10As
shown in Map 12, that describes the situation at all Italian rail border crossings, both
in Italy and in Slovenia the main line is operated close to its theoretical capacity.

The section Ronchi dei Legionari-Monfalcone-Opicina is also considered a critical
bottleneck on the main line Venice-Triest-Lubjiana and therefore a (long term)
candidate for doubling present double track capacity.

As a result from the bilateral agreement between Slovenian (SZ) and Italian Railways
(FS) and the “1996 Accordo di Programma” between the Italian Ministry of
Transport, Regione Venezia Giulia, Municipality of Triest, FS and TAV (the High
Speed Railway division of the Italian Railways) an international working group was
                                                
10 In the same period road freight traffic passed from 5 million tonnes in 1980 to 9,5 in 1996.
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charged to complete a pre-feasibility study to improve rail connections between Italy
and Slovenia along Corridor V. Following a preliminary analysis of procedures to be
adopted in conformity with requirements for TEN projects - in terms of UIC
standards, assessment of socio-economic impacts and financial schemes - alternative
proposals for a new route are being analysed. Other than for freight traffic, the new
line is being conceived to allow for tilting train to run at a speed of 200 km/hour. A
model will be used to forecast rail traffic and to identify operational schemes and
capacity bottlenecks under different assumptions on alternative routing and
investment projects within a time horizon for competition of works in 2025 -2030.
Alternative investment schemes will be submitted to Cost Benefit Analysis.11 On
July 1998 the High Chamber of the Italian Parliament (Senato) has engaged a budget
up to 300 Billion Liras (150 million ECUs) to build the new rail connection between
Triest and Ljubljana. The international project is an integral component of the 3.900
billion liras Investment Plan of the Italian Railways that was engaged in the 1999
national budget. Works are expected to be completed in accordance with the
Slovenian Railways (SZ) and under responsibility of FS.

Tab. 3.13 Corridor V: Rail projects in Italy

Country Project
Code

Project Description Expected
Date

Status

Italy T_Ce Cervignano Marshalling Yard 1998 I
R_UpVeTs Upgrading telecommunications Venezia Triest 1999 I

Abolition of level crossing 1998 I
Villa Opicina (Triest) electrical substation 1999 I
Reopening of Treviso Portogruaro 1999 I

R_Monf Upgrading of Monfalcone - Triest/Villa Opicina 1999 I
R_Ts_Lj New line Triest - Villa Opicina - Ljubljana 2010 P

3.2.1.2 Slovenia

The future network is forecast on the basis of a general modernisation of the existing
lines, including a general technological improvement in signalling systems and safety
devices and the elimination of bottlenecks like level crossing. The upgrading of the
lines should bring to raise the maximum allowed speed up to at least 120 km/h on the
whole interested trunks. The modernisation of existing lines is estimated to cost
about 300 MECU. Slovenian existing rail infrastructures are being restructured and
upgraded with EU funds according to the Transport Agreement between Slovenia
and European Community and EBRD financing.

                                                
11 By the time this report was finalised , the CODETEN Corridor V team was not able to consult

intermediate reports prepared by ITALFERR who is in charge for completing the study
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Rail lines interested by the development of Corridor V cross the country in the
direction West East. Starting from the Italian border the rail corridor runs through
Ljubljana, Zidani Most, Ormoz and Murska Sobota towards the Hungarian border.
The line between Ljubljana and Zidani Most is shared with Corridor X.

The line from the border with Italy to Ljubljana (116 km) is double tracked and
electrified, It modernisation is planned by 2005 to raise up the maximum allowed
speed from the current 100 km/h to 120/140 km/h with a total cost of about 110
MECU.

The upgrading is also planned of the line Ljubliana - Zidani Most -Pragersko -
Ormoz (177 km of which 40 km single track not electrified) to increase speed from
present 100 km/h to 160 km/h. The plan, including electrification is estimated to cost
180 MECU. Works are expected to be completed by 2005.

As for construction of the missing link with Hungary (see Map 13), the Slovenian
section of 30 km will be a single track, non electrified line. The single track line (38
km) connecting Ormoz and Murska Sobota is also being upgraded. In its final
configuration, it will allow a maximum speed of 160 km/h over the Ormoz- Murska
Sobota - Hungarian border section. Construction costs are estimated at about 135
MECU. Works are in progress and are expected to be completed by year 2000.

The doubling of track capacity in the rail connection to the port of Koper, a line with
high domestic priority, is being completed on the 45 km between Divaca and Koper
Investment costs are estimated at 332 MECU and works are expected to be
completed by 2005. Doubling the track in the section is expected to increase capacity
of the Port of Koper from present 8 million tonnes a year up to 11/12 million tonnes
As well as for the road project in the area, technical difficulties are experienced
because of shape of the land of the concerned region, hilly in the first section and
then densely populated in the vicinity of Koper.

As anticipated in the Italian section, long terms plans are being conceived for a new
line Triest - Ljubljana - Zidani Most - Belgrade whose construction shall start after
2005.
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Tab. 3.14 Corridor V: Rail projects in Slovenia

Project
Code

Project Description Expected
Date

Status

Slovenia R_SlHu New Direct Slovenia - Hungary link 1999 I
R_UpSlIt Modernisation of line, Upgrading of signalling/ renewal of catenary

on Ljubliana - Sezana line
2005 P

R_UpVSl Upgrading of signalling on Pragersko - Ormoz - Murska Sobota
line

2000 I

General revision (overhauls) of Corridor V track
Elimination of bottlenecks (Level crossings)

R_UpSlHu Modernisation of Zidani Most - Pragersko - Maribor - Sentilj line 2005 P
R_KpDv Double tracking of Koper - Divaca line 2005 I

3.2.1.3 Hungary

In Hungary, within the master plan of the Hungarian railways (MAV), priority
projects were identified (and started up) already in 1993 to connect Budapest with
Austria on one side and with Serbia on the other. With most of the lines in need for
modernisation and electrification, connected the overall aim to achieve speeds of
140-160 km/h mainly on international lines.

Relative to international standards, the international trunklines operated by MÁV -
3.039 km where about 78 % of the total rail traffic is performed, (see also Map 12.4)
match in respects to electrification only. The 80 km section Budapest-Hegyeshalom
to the Austrian border has a suitable profile to allow for a speed of 140-160 km/h for
passenger trains the l00-120 km/h for freight trains. Key targets in the MÁV
modernisation plans were set to achieve these standards by means of implementing in
the large majority of international trunk lines similar intervention packages than
those implemented in the upgrading at the beginning of the ’90 to modernise the
Hungarian section to Wien and Bratislava. The most modern Hungarian line is a
section of Corridor IV and modernisation works were founded with the aid of the
German international credit.

Details for the lines in the first segment of Corridor V included in the track
rehabilitation and modernisation programme are shown in fiches 1.1, 1.2 and 1.3.
Technical standards are also given of the new link, national boundary - Zalalövõ -
Zalaegerszeg - Ukk - Boba, that was planned to grant a direct rail connection between
Hungary and Slovenia . The new construction is limited to the national boundary -
Zalalövõ section. The section Zalalövõ- Boba will be modernised subsequently. 25
km of the new line section will be constructed in Slovenia and in a length of 19 km in
Hungary (see also Map 13)
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According to the plans a station will be constructed at Zalalövõ and Õrszentpéteri,
stops will be established at Nagyrákos and at Pankasz. The common border crossing
station will be established at Hódos (Slovenia).

Other than transit traffic, the line to Zagreb (Budapest - Nagykanizsa - Murakeresztúr
- national boundary with direction to Gyékényes -national boundary) has an
important role for domestic holiday traffic to the lake Balaton. An intensive
maintenance activity is planned between 1998 and 1999. Beginning in 2000 the
replacement of the track systems having a specific weight of 48 kg/m is planned in a
length of 163,1 km together with the replacement of 175 rail-siding groups.

The replacement of 99,34 km rails and 329 rail-siding groups in the Budapest
Kelenföld - Pusztaszabolcs - Dombóvár - Gyékényes is planned between 2000 and
2010.

Project data base of the for segment of Hungarian railway is presented in Tab 3.19.

Tab. 3.15 Corridor V: Rail projects in Hungary (segment 1)

Country
Code

Project
Code

Project Description Expected
Date

Status

H R-BZB a (Hodos/Slovenia/) - Bajánsenye - Zalalövõ new railway line
construction

2000/2001 D/I

H R-BZB b-
c

Replacement of superstructure in the section Zalalövõ - Boba (Zalalövõ
- Zalaegerszeg: reconstruction, Zalaegerszeg - Boba: renovation)

2007 D

H R-BZB d Electrification of the full section 2007-2010 P
H R-BSB Upgrading of railway line Boba - Székesfehérvár - Budapest
H R-BSB a  -Replacement of superstructure in the section Veszprém - Csór-

Nádasdladány and Sárszentmihály - Székesfehérvár
2007 P

H R-BSB b  -Electrification in the section Boba - Székesfehérvár (Planned
concession)

2000-2007 P

H R-GyD a Upgrading of railway line Gyékényes - Dombóvár: Reconstruction of
railroad in the section Somogyszob - Dombóvár

2007 P

H R-GyD b Reconstruction of railroad in the section Gyékényes - Somogyszob 2007-2010 P
H R-DB Upgrading of railway line Dombóvár - Budapest: Reconstruction of

railway station Érd and Dunai-Finomító
2007 P
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Fiche 1.1 Hungarian rail sections of Corridor V. 1. National boundary -
Zalalövõ - Zalaegerszeg - Ukk - Boba

Záhony

 Budapest

Boba

Hodos - Ljubljana - Triest

Line-length [km] 78 � 98 (after the construction 
of the new section)

Number of rails on the line 1

Length of the speed reduction [km] 43,8

 [%] 55,6

Travelling time decrease [minutes] 14

Maximum gradient [‰] 10,6

Railway safety equipment mixed, partly station distance

Railway safety equipment autom. dist. saf.e.

Present shortest travelling time 3 h 49’

Capacity [trains/day/direction] 64 � 69
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Fiche 1.2. Budapest - Nagykanizsa - Murakeresztúr - national boundary
(Gyékényes - national boundary)

Budapest

Zagreb - Murakeresztur

Gyékényes - Zagreb

Line-length [km] 234

Number of rails on the line

Bp. Déli pu. - Bp. Kelenföld 2

Bp. Kelenföld - Tárnok 1

Tárnok - Szabadbattyán 2

Szabadbattyán - Gyékényes 1

Rail-length of the line [km] 311

Length of the speed reduction [km] 174,2

 [%] 56

Travelling time increase [minutes] 70

Distance between the track-axis [m] 4,10

Electrification 25 kV 50 Hz

 Balatonszentgyörgy - Gyékényes under construction

Maximum gradient [‰] 7,6
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Fiche 1.3. Budapest - Pusztaszabolcs - Dombóvár - Gyékényes - national
boundary

Budapest

Gyékényes Dombóvár

Zagreb

Line-length [km] 276

Number of rails on the line

Bp. Déli pu. - Pusztaszabolcs 2

Pusztaszabolcs - Kaposvár 1

Kaposvár - Somogyszob 1 � 2

Szabadbattyán - Gyékényes 1

Rail-length of the line [km] 322,7

Length of the speed reduction [km] 122,6

 [%] 38

Travelling time increase [minutes] 33

Distance between the track-axis [m] 4,10

Electrification 25 kV 50 Hz

 Kaposvár - Gyékényes under construction

Maximum gradient [‰] 8,2

Railway safety equipment autom. dist. saf.e. up to Kaposvár

At the presently allowed the shortest travelling time 3 h 49’

Capacity [trains/day/direction] 65 � 130
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3.2.2 Budapest - Záhony - L’vov

In the greater part of the line Budapest Keleti pu. - Miskolc - Záhony - national
boundary, the allowed speed is 120 km/h. Between Pécel and Isaszeg there is a
superstructure built up with rails having a specific weight of 60 kg/m. A forced
maintenance till 2000 is necessary on the line and between the stations of Hort-Csány
- Vámosgyörk, Füzesabony - Mezõkövesd, as well as Mezõkövesd – Emõd, the
ballast screening and the replacement of the underlayer are also required.

On the single track line section between Mezõzombor and Nyíregyháza the
construction of the second track - because of the high costs, as a consequence of the
geographical circumstances - is not planned.

Out of the railway safety equipment firstly the replacement of the 63 years old
obsolete equipment type VES and then that of the 41 years old equipment of Záhony
and more than 30 years old light signalling, mechanical equipment of the stations
Vámosgyörk, Füzesabony, Nyékládháza and Szerencs are planned.

The Budapest Nyugati pu. - Szolnok - Debrecen - Nyíregyháza is the line E 52 of the
European trunk-network and is of great importantance both in nternational as well as
in domestic relations. The replacement of the superstructure is planned to start at the
beginning of 2000.

Present and planned technical standards of the two lines are shown in fiches1.4 and
1.5 together with expected variations in their performances.

Project database for the second segment of the Hungarian railways are shown in the
Table below.
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Tab. 3.16 Corridor V: Rail projects in Hungary (segment 2)

Country
Code

Project
Code

Project Description Expected
Date

Status

H R-BMN Upgrading of railway line Budapest - Miskolc - Nyíregyháza
H R-BMN a - Replacement of superstructure: Hort-Csány - Vámosgyörk,

Füzesabony - Mezõkövesd, Mezõkeresztes - Emõd
2007 P

H R-BMN b - Reconstruction of electric feed equipment in the full section (6 piece) 2007 P
H R-BMN c - Reconstruction and replacement of overhead wire - if necessary - in

the full section (~ 500 km)
2007 P

H R-BMN d - Reconstructon of safety equipment of 5 railway stations (Rákos,
Vámosgyörk, Füzesabony, Nyékládháza and Szerencs)

2007 P

H R-BCS a Upgradin of railway line Budapest - Cegléd - Szolnok: Reconstruction
of railway stations Pilis and Cegléd

2007 P

H R-BCS b Replacement of safety equipment of 4 stations: Üllõ, Pestszentlõrinc,
Szemeretelep and Vecsés

2007 P

H Upgrading of railway line Szolnok - Debrecen - Nyíregyháza - Záhony
H R-SDNZ a -Replacement of superstructure (60 kg/m) dependent on the seasoning 2002-2010 C
H R-SDNZ b -Construction of the new bridge on the Tisza river (Szolnok) 2008-2015 C
H R-SDNZ c -Reconstruction of electric feed equipment in the section Szolnok –

Nyíregyháza
2007 P

H R-SDNZ d -Replacement of overhead wire in the section Szolnok - Nyíregyháza (~
500 km)

2007 P

H Upgrading of railway line Budapest - Újszász - Szolnok
H R-BUS a -Replacement of superstructure in the sections : Budapest - Maglód,

Sülysáp - Nagykáta and Nagykáta - Tápiószele
2000 D

H R-BUS b -Reconstruction of overhead wire in the line 2007 P
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Fiche 1.4 Budapest - Hatvan - Miskolc - Szerencs - Nyíregyháza - Záhony - national
boundary

Záhony Kiev

Miskolc Nyíregyháza

Budapest

Line-length [km] 328

Number of rails on the line

Budapest - Mezõzombor 2

Mezõzombor - Nyíregyháza 1

Nyíregyháza - Záhony 2

Rail-length of the line [km] 617,9

Length of the speed reduction [km] 166,8

 [%] 27

Travelling time decrease [minutes] 24

Distance between the track-axis [m] 4,10

Electrification 25 kV 50 Hz

Maximum gradient [‰] 8

Railway safety equipment autom. dist. saf.e.

The shortest travelling time 3 h 40’

Capacity [trains/day/direction] 113 � 130
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Fiche 1.5 Budapest - Szolnok - Debrecen - Nyíregyháza

Budapest Nyíregyháza

Szolnok Debrecen 

Line-length [km] 270

Number of rails on the line 2

Rail-length of the line [km] 540

Length of the speed reduction [km] 58,2

 [%] 10,8

Travelling time increase [minutes] 16

Distance between the track-axis [m] 4,10

Electrification 25 kV 50 Hz

Maximum gradient [‰] 5,1

Railway safety equipment autom. dist. saf.e.

The shortest travelling time 2 h 55’

Capacity [trains/day/direction] 134 � 152
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3.2.2.1 The transhipment terminal of Záhony

As the Karpato-Ukraine became part of the Soviet Union in 1945 and the gauge was
changed to Russian standards (1520 mm), exchange facilities were build between the
two gauges in the Zàhony area( Maps 14.1 and 14.2). In 1947 another rail border
crossing was opened at Uzlovje. The two cross-border lines were equipped with both
standard and broad gauge rails. Along the 36 km of the broad gauge lines in Hungary,
a vast complex of interchange facilities has been build, each one specialised on
certain types of goods, such as grain, coal etc.

These facilities within Hungary were supplemented by similar sites in the USSR. The
120 km2 area includes 12 settlements with normal and broad gauges, shunting yards
and transhipment stations. The transhipment area has 157 km wide gauge rail-
network and 335 km normal gauge rail-network (including all the factory sidings,
loading and other secondary rails as well).

All international passenger trains run on standard gauge to and from Chop, where
bogies are interchanged. Broad gauge freight trains enter or leave Hungary via the
freight-only Eperjeske-Batevo link. All cross border trains use MAV motive power.
MAV has two classes of diesel locomotives for broad gauge operation - Classes
M40.9 and M62.5 which are equipped with central couplings to Soviet standards and
based at Záhony depot. In addition, some special freight wagons built to Russian
loading gauge with interchangeable bogies are used on this line in block trains to
industrial sites. With a capacity of 18 Million tons a year, Záhony is considered the
biggest transhipment "land port" in Europe. During the 80’s, bulk traffic handled at
the terminal reached a peak at some 14 million tons. After the economic collapse
within the former USSR, also freight traffic between Hungary and the Ukraine has
dropped. Following a dramatic change in freight composition, from bulk transport to
export of “food and beverage” and intermediate consumption goods, at present, some
6 to 7 million tonnes a year are operated at the various terminals.

Other that for transit traffic, Záhony has an outstanding role in rail freight traffic of
MAV. At present, about 10.3 % of the Hungarian railway export traffic, 26.8 % of
the import traffic and 15.0 % of the transit traffic are moved through Záhony.

No information was collected about the planned investments in the Ukraine to
upgrade of line Cop - Lvov to allow for a speed of 140 Km/h.

3.2.3 (Budapest) Zagreb Rijeka (Branch B)

The Croatian railway network comprises 2.974 km of lines (including 248 km of
double track lines), of which 739 km of single track and 244 km of double track are
electrified.
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Some 450 km of lines are still out of use (the lines in the eastern part of the country
and the Sisak - Sunja - Novska, Sunja - Volinja and Martin - Brod - Knin). The
reopening of the lines in Eastern Slovenia is foreseen in the near future and after this
the whole railway network will be worked on. The total estimated damage so far
amounts to 1.507.546 kn (DM 215.4 million).

Several steps are foreseen in the further development of Croatian railways. The
reconstruction and updating of destroyed railway infrastructure is a priority. This
entails the application of modern technical solutions and the purchase of
sophisticated technology whenever the reconstruction of existing lines and devices is
uneconomical (through out-of-date equipment and technical solutions). The
rehabilitation encompasses about 650 km of lines damaged in the war.

The second step includes the renewal of the existing infrastructure and rolling stock
in order to achieve better utilisation (speed increase to 120-160 km/h and
improvement in capacity). That means the overhaul of existing lines, construction of
a second track on the most used sections and the purchase of modern traction and
haulage vehicles. The introduction of tilting trains on lines from Zagreb to Rijeka
(branch VB) and Zagreb to Split (Sibenik, Zadar) and the line to Ploce has been
considered, as well as on the railway lines Triest-Ljubljana-Zagreb-Budapest,
Munchen-Ljubljana-Zagreb-Tovarnik and Vienna-Maribor-Zagreb-Tovarnik.

The third step includes the construction of new sections on the most unfavourable
sections of existing lines and planning and construction of new lines. The high-speed
railway line corridors (200-300 km/h) have been considered. The main corridors
would be: Budapest-Rijeka-Triest, Vienna-Zagreb-Rijeka (Split), Munchen-Zagreb-
Tovarnik-Greece (Turkey, Bulgaria) and a new corridor along the Adriatic coast -
Triest - Rijeka - Split - Greece (Albania, Turkey).

The database of Croatian rail projects in Corridor V is shown in the table below.

Tab. 3.17 Corridor V: Rail projects in Croatia

Country Project
Code

Project Description Expected
Date

Status

Croatia R_RjZg New line Rijeka Zagreb 2015 P
R_UpHrHU Modernisation of Zagreb - Dugo Selo line 2002 P/D

Double tracking of Dugo Selo Koprivnica
R_2tHu Double tracking of Koprivnica - border HUN 2002 P/D
T_HrUp Upgrade of terminals : Zagreb, Koprivnica, Osijek, Pazin 1998 I
R_UpNd Modernisation of Rail nodes in Zagreb and Rijeka 2000 I
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3.2.4 Slovakia (Branch A)

The Slovak section of Corridor V runs through Bratislava-Zilina-Kosice- Cierna nad
Tisou at the state border with The Ukraine, The track length is 545 km and the whole
section is electrified. Given to different standards, different speeds are allowed in
different sections. Only on the Bratislava-Zilina-Kosice section the allowed speed is
120 km/h. The line is the most heavily utilised of the entire ZSR network. Some 70
percent of freight that is re-loaded (from large gauge to normal gauge) at the
transhipment terminal of Cierna nad Tisou is performed on the line. The terminal is
sufficiently equipped and currently is not used to its full capacity. Together with the
Bratislava - Zilina section in Corridor VI, the upgrading of the line is considered a
priority.

As shown below the modernisation of the line has been subdivided into three stages.

Year Division Speed

1998 Bratislava – Tmava 160 km/h
Púchov – Zilina 120 km/h
Trnava - N.Mìsto n/V – Púchov 160 km/h
construction start

2000 Tmava - Nové Mesto n/V – Púchov compieted 160 km/h
2005 Zilina – Kogice 120 krn/h
After 2005 modernisation will continue up to Cierna nad Tisou 160 kn-L/h

Capital investments is estimated at Sk 33.3b.Traffic on the whole corridor is
expected to reach 8 million tonnes a year. ZSR will participate on the project
financing with its own funds, investment subsidy will be received from the national
budget, and the remaining needs will be covered from bank credits. The Internal Rate
of Return of the project (IRR = 14.5%) was calculated in a joint feasibility study with
Corridor VI.

As for Combined transport (rail/road) a container yard is operating in Zilina The
conditions are rather provisory and inappropriate. A new, modern combined transport
terminal is planned for the period after 2000. A container yard is also operating in
Kosice and in Dobrá near Cierna nad Tisou. Moreover, there is a container reloading
yard in Cierna nad Tisou.

3.2.4 From Budapest to Ploce (Branch C)

With only a tiny strip of Adriatic coast on its own territory Bosnia-Herzegovina is
dependent on the Croatian port of Ploce. Under heavy pressure from the international
community the Croatian and Bosnian governments have moved close to completing a
deal to allow Bosnia full access to the port. The preliminary deal reached in
September 1998 would cover Bosnia's use of the port as well as Croatia's access
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through the narrow 24kms strip of nearby Bosnian territory around Neum, which
separates, the two Croatian sections of the Adriatic coast.

It would give Croatia unobstructed passage through the Bosnian territory to the
southern part of its Dalmatian coast, which includes the city of Dubrovnik, one of
Croatia's main tourist areas.

The trade link was severed during the war with both road and rail communications
suffering serious damage, and despite the repairs, that have been carried out during
the three years since the Dayton peace, activity remains at a only a fraction of its pre-
war level. The severing of rail connections through Bosnia during the war years
ended the trade with Hungary. Despite three years of reconstruction work, the railway
is still only able to work at low capacity with weight and speed restrictions.

It is expected that Bosnia be able to set up a free trade zone at Ploce and would gain
some representation within the port authority. Goods bound for Bosnia already pass
through the port without paying Croatian customs but are only subject to customs
clearance.

While a bilateral port agreement between Sarajevo and Zagreb would increase
confidence, the collapse of Bosnia’s heavy industries makes it unlikely that Ploce
may regain its former importance until production does not recover at the big
factories in Bosnia. Decisions to grant adequate operations of the transport networks
in the region are deemed to be critical also for Volkswagen’ decisions on the
reconstruction of its car manufacturing plant in Sarajevo.

Before the collapse of Yugoslavia the port of Ploce was handling around 4.5m tonnes
a year. In 1994, in the midst of the war in Bosnia and Croatia volumes contracted to
only 268,000 tonnes.

In 1998 cargo volumes are likely to total around 750,000 tonnes, less than 20 per cent
of pre-war levels, when Bosnia accounted for between 70 and 90 per cent of the trade
passing through Ploce . Much of the cargo traffic at the end of the 1980s was made
up of iron ore and coal bound for the Zenica steelworks and the Tuzla coke Plants,
and the export of steel products, little of which has been revived. Ploce also exported
timber and aluminium, and shipped agricultural products and chemicals from
Hungary. The workforce has been cut at around 800 from more than 2000 in 1990.

3.3. Inland Terminals and Ports

In the presence of steady changes in regional production and trade, the development
of transport and logistics services is a key issue in the agendas of most of the
countries interested in the development of Corridor V. Other than the ambitious plan
on “Industrial Districts and Logistics Platforms”in Hungary, both Slovenia and the
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two Italian regions closer to the Eastern border (Veneto and Friuli and Venezia
Giulia) want to favour the development of intermodal and logistics facilities/services.

In the sections below, information is given about the Hungarian plan for Intermodal
Terminals and the North Adriatic Port System with reference to the ports of Triest,
Koper and Rijeka.

3.3.1 The Hungarian Plan for Intermodal Terminals

Joint analysis of domestic polices and investment plans would point out that in
almost all countries concerned with the development of Corridor V domestic
commitment to develop and modernise road and rail transport infrastructure - and to
integrate then with Trans European Networks - is coupled with the twofold objective
of

- transferring traffic, and notably trucks, from normal to high standard
roads/motorways;

- transferring freight traffic from the road to the rail.

In a number of them, including Italy and Slovakia, such targets are complemented
with investment to favour combined transport and the development of intermodal
centres Such an intention, as well as involving private capital and management, seem
particularly strategic in Hungary. In conjunction with the plan for Industrial Districts
the Hungarian plan of Logistics Centres 12would indicate a strategy to combine
domestic efforts in the modernisation of the railways and development of a brand
new network of high standard roads with policies to decentralise production and
activities, including foreign investment, from Budapest to the other less developed
regions. In the long terms, these plans indicate the intention of bidding for becoming
an hub for freight transport and logistics in Southern Central Europe.

More specifically, the establishment of logistic centres and the development of the
terminals for combined transport is intended to divert a meaningful part of
international traffic (containers, swap bodies, Ro-La or Ro-Ro forms) from road to
the rail or the waterway. Location and function of such terminals were appraised
against dramatic changes in trade flows that took place during in the last years,
including the fact that while in 1985 about 70% of inland freight traffic was
performed by rail and 30 % by road the proportion was exactly the other way around
in 1995.

                                                
12 Parliament resolution No. 68/1996 (VII.9.) on „The Hungarian transport policy and the most

important tasks required by its realisation”, as well as the plan for it execution adopted by the
Governmental resolution No.1099/1997 (IX. 30.) prescribe the establishment of logistic centres in
Hungary.
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Most advantageous locations of logistic centres were identified in preparatory studies
started at the beginning of the nineties to identify volumes and direction of main
goods flows. The Ministry of Transport promotes the building of network of logistic
servicing centres having international importance, fitted into the European network,
enforcing the national interest. The terminals are expected to be profitable in
commercial terms.

The following arguments and criteria were followed to identify development areas
and functions to be developed at the terminals.

•  freight traffic to be expected from economic undertakings in the region;

•  impact on generated traffic of the Industrial Parks under development or to be
developed in the concerned region, local land use and area development plans,

•  quality of the connections with main transport networks, ports and airports,

•  degree of utilisation of storage capacity , railway stations, and ports in the region.

For the medium term (between 1995 and 2005) six centres are receiving state
support: Sopron, Soroksár (BILK), Székesfehérvár, Szolnok, Záhony and Szeged.

1 The Intermodal Logistic Centre of Budapest (BILK) is at a planning stage. The
area was purchased by the MÁV. For the construction of the combi-terminal 2
billion HUF (7.7 MECU) were made available from the state budget in 1998, and
further 4 billion HUF (15.4 MECU) by 2000. 5 MECU are expected from Phare
support between 1998 and 2000. As soon as the combined transport terminal
BILK enter in operation, the terminal of Budapest-Józsefváros (where at present
30 % of total combined transport in Hungary is performed) will cease to exist
and its role will be taken over by the BILÉ, as the terminal having the highest
expectation for traffic increase in the country.

2 The planning of the Logistic Servicing Centre of Székesfehérvár was expected to
be finalised by 1998. The real estate (in the possession of the town) is assured,
the preparatory association will be transformed into a developing association and
the investment phase will be initiated.

4 The Logistic Servicing Centre of Szeged is in the planning phase, the association
established has planed the operation of the establishments of the combi-terminal,
storage and port facilities since the beginning of this year..

5 At Sopron the GySEV Rt. (Gyõr-Sopron Ebenfurth Railway Rt.) has operated its
establishment built on the logistic functions and supplied with complete
combined traffic services, the railway plans the enlargement of the services and
the investment for the realisation of this plans has already been started



48

6 Given location, availability of capacity and variety of functional specialisation,
Záhony was identified as a pilot project in the Hungarian plans on Industrial
Districts and Logistics Platforms. Options are also considered to further develop
value-added activities in the same complex where transhipment takes place.

Székesfehérvár, Budapest, Záhony are located in Corridor V. The region of Szeged is
also served by Corridors IV and X/b. Other than strengthening trade connections of
Hungary with Western Europe and CIS, the centres are expected to play an important
role in industrial and agricultural development and modernisation.

3.3.2 The North Adriatic Port System

Despite an official convergence on the desirability of integrating existing
specialisation, each one of the three ports of Triest, Rijeka and Koper so far was first
of all comitted to strengthen its competitive advantage, starting from a wave of
privatisation of port facilities and operations. The improvement of inland access
systems (both road and railway) has been ad still is a key option in national and local
planning in all the three concerned countries.

At the recent Portorose Conference (19 and 20 September 1998) the whole dossier of
Northern Adriatic Ports was discussed by a Task Force responsible for relevant
policies both at European, national and regional level. Despite a good deal of
unsolved problems in order to strengthen regional co-operation, the focus of the
conference was on the wide range of opportunities to frame regional packages within
European Programmes and Actions (including Phare, EBRS, DGVII and DGXVI,
whose representatives were attending the conference).

In operational terms the decision was then to candidate the Chambers of Commerce
of Triest, Ljubljana and Rijeka to share the chair of a restricted working group. The
group should be in charge for submitting to the EU dossiers that may be awarded
community’s funding in accordance with guidelines and targets set in programmes
(such as in the TEN’s and the Trans- European rail freight action) to develop
intermodal transport and seamless transport along international corridors.

In the tables below figure are given to compare traffic performances at the three ports
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Tab. 3.18 Total traffic at Triest, Koper Rieka (million tonnes - 1994)

Total traffic of which petroleum products

Triest 37,7 28,8
Koper 6,7 1,1

Rijeka 11,5 7,5

Sorces: Ports Internet’s Websites

Tab. 3.19 Container traffic Triest, Koper Rieka

1000 TEU Tons (1000)

1995 1985 Tendential growth
rate 1985-1995

1995

Triest 150 90 5,2% 1154
Koper 58 47 2,1% 637

Rijeka 40 31 2,6% 380*

Source: Ports Internet’s Websites

3.3.2.1 Port of Triest

Triest is the bigger port of the North Adriatic System. With 18 meters depths, the
port is an area of 2,304,000 m², 1,765,000 of which are free zones, 12 km of quays
and 47 operative berths. The Free Port areas, which are outside the EU customs area,
ensures particularly favourable financial conditions to operators, thanks to the
regulations in force on customs credit. Of the 1.000.000 square meters in the Free
Areas about 500.000 are fitted with warehouses for the stocking and distribution of
cargo.

In 1997, 30 of the 42 million tons handled at the Port of Triest were made of crude
oil at the SIOT terminal, the largest Mediterranean plant that feeds the Transalpine
TAL pipeline to Austria, Germany and Czech Republic. With a strong specialisation
on coffee, 5 million tons were of general cargo. In the same year container traffic was
at about 200.0000 TEUs while Ro-Ro amounted to 90.000 units.

The Port of Triest has also benefited from the opening of an elevated road which
connects it with the A4 motorway (Triest/Udine/Venice) and therefore the European
motorway network. Transport by heavy goods vehicles through the crossing-points of
the Brenner pass, Coccau (Tarvisio), Casa Rossa (Gorizia) and Fernetti (Triest) going
to or from the Port of Triest, enjoys simplified direct transit procedures.

All quays are directly reached by railway tracks and the port is connected with main
European destinations. Other than Northern Italy (the port is an important interface
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with the inland terminals of Verona and Padua) these include Austria, Germany and
Hungary.

With substantial spare capacity for both general cargo and containers, Port Authority
and operators are repositioning themselves to exploit new opportunities to serve
geographically broader and more integrated markets. Other than traffic from Far and
Middle East, new opportunities in Central and Eastern Europe are increasingly
recognised.

Since the issuing of Law 84/94, the Port Authority has given quays and areas in
concession to authorised private companies. The main container terminal - Molo VII-
was awarded on a competitive bid to European Container Rotterdam- ECR.

At the of 1998 the feasibility study of the Master Plan of the port of Triest was
awarded to an Italian consortium .

3.3.2.2 Port of Koper

The port's capacity is about 8m tonnes a year, but capacity is expected to rise to
11/12m tonnes, when works are competed for transforming the final 22 km of
railway line from Divaca to Koper from single to double track.

The entire port has the status of a duty-free zone and includes a terminal for
container, ferry and roll on-roll off traffic, and terminals for general cargo, timber,
and bulk and liquid cargoes.

The port's rail and road links are being greatly improved as part of Slovenia's
ambitious development of its transport infrastructure. This is considered crucial if
Koper is to capture an increased share of the trade flows of neighbouring countries.
Last year import/export trade for Slovenia itself accounted for only 36.2 per cent of
the cargoes passing through Koper with 63.8 per cent coming from transit trade.

Koper is land-locked Austria's main outlet to the sea, and Austria last year accounted
for 27.4 per cent of the port's total cargoes and for 42.9 per cent of the transit trade.
Hungary, Slovakia and the Czech Republic are also important customers, while the
port plays a far minor role in the foreign trade of Germany, Italy and neighbouring
Croatia.

Imports still dominate the trade, but exports are growing too. Many European car
makers have stated using Koper to serve Mediterranean markets including Greece
and Turkey, Cyprus, Lebanon, Israel and Egypt. About 118,000 new cars were
moved through Koper last year, including a high percentage of cars coming from
Asiatic countries.

Luka Koper is 51 per cent owned by the state, and it has been listed on the Ljubljana
stock exchange since November 1996. The city of Koper owns 7.6 per cent and
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funds, such as the state development fund, own a further 16.5 per cent The port
maintains that its prices are, on average, between 10 and 15 per cent lower than in
Triest.

3.3.2.3 Port of Rijeka

The port can accommodate 35 ocean-going vessels and a number of smaller coasters.
Harbour comprises four basins:

•  Rijeka port basin for general cargo, phosphates, grain and cereals, ore etc. and
includes on its eastern part several berths exclusively for small passenger vessels
and on its western part the petrol port for coastal tankers;

•  Susak port basin, for timber, general cargo, containers, ore, etc;

•  Bakar port basin, a bulk cargo terminal for discharging iron ore, bauxite and coal,
also one berth for discharging general cargo and loading vehicles, and oil refinery
terminal for loading refined products;

•  Rasa port basin, a timber terminal and tanker terminal for discharging crude oil
and loading virgin naphtha.

The port is connected with the railway but has not direct connection to Italy.
Motorway links to Zagreb and the Hungarian Border are under completion.

At the end of 1998, it was announced that an international consortium was set up to
promote Port development. The Hungarian government participates in the
Consortium also by financing the purchase of some 10 cranes, three of which for
container handling. The port of Rijeka has historically been land-locked Hungary’s
main outlet to the sea and especially so for export of agricultural products.
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4. SUITABILITY AND ADAPTABILITY TESTS

In the three countries where case study partners where able to have first hand
information on planned investment and access to policy owners/project promoters -
that is Italy, Hungary and Slovenia,  all placed along the main path of the multimodal
corridor - Corridor Development Alternatives presented in Chapter 3. These CDA
were  submitted to the Suitability and Adaptability tests. Guidelines and templates of
the DECODE handbook where used for this purpose.

The outcome from the two tests is summarised in  4. 1 and 4.2. Results are
separately discussed for road and rail projects in the two segments in which the main
corridor was sub-divided for the purpose of analysis in the CODE TEN Case Study
on Corridor V: from Venice to Budapest and from Budapest to the Ukrainian border.

In 4.2.results from Suitability and Adaptability tests are combined into Cluster
Analysis.

In Appendix 1 the following documentation is attached:

A.  Project Database for all  countries concerned with the development of Corridor V

B.  Results from Suitability and Adaptability tests per country

C.  Transport Information System (TIS) with further details for individual  investment
project (provisional version, to be finalised in agreement with PLANCO).

4.1 Congruity with national policy objectives

As shown in the table below - where domestic goals are scored using the revised
PAM L matrix - infrastructure development is a key goal in all countries. as well as
the promotion of rail transport and intermodality.
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Tab. 4.1 Specific transport policy goals in Italy, Slovenia and Hungary

National Transport Policy 1998 1997 1998

Transport Policy Goals Italy Slovenia Hungary

1 Apply environmental legislation 2 3 1
2 Pricing for internal costs 3 3 2
3 Pricing for external costs 0 1 1
4 Promote intermodality 3 3 3
5 Promote  interoperability 1 2 2
6 Increase Accessibility 1 2 3
7 Promote Regional Development 3 2 2
8 Increase cross border traffic 3 2 3
9 Restrict local road traffic 1 2 2
10 Reduce accidents 2 3 3
11  Liberalisation 0/3 1 3
12 Deregulation 0/3 1 2
13 Emphasis on Infrastructure Development 3 3 3

Domestic goals were ranked by the Corridor V team. As reported in Chapter 2 - The
Multimodal corridor -  a careful review of most recent official statements on
transport policies was integrated as much as possible with direct knowledge and
understanding of how different systems work also in terms of specific systems of
actors. Different objectives in the PAM L matrix were ranked in the range 3-2-1
according on whether each government attaches an high,  medium or low value to the
achievement of any specific objective.

The degree to which different projects are expected to contribute to the achievement
of such objectives was then discussed with their promoters (policy owners). When
this was not possible  informed actors were contacted.

The result is a matrix with a set of scores, project scores and corridor scores. The
project scores are weighted scores per policy objective divided by the sum of the
weights. This shows how ‘suitable’ each project along a corridor is with reference to
the national transport policy. The total corridor score is calculated by adding the
individual weighted scores of each project along the corridor by the possible
maximum weighted score on that policy goal represents how ‘suitable’ the corridor
programme (i.e. comprising all projects) is with reference to the national transport
policy.

The project scores are termed as ‘low’, ‘moderate’ or ‘high’. Project scores are
qualified as following.

Low suitability 0-1.5
Moderate suitability 1.5-2.5
High suitability 2.5-5
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A ‘low’ score is attributed to a project that is not suitable. As its degree of
congruence is less with the national policy objectives, the conditions for its
implementation could be altered. A ‘moderate’ score is attributed to a project that is
not entirely suitable and can be implemented with the current specifications. A ‘high’
score is attributed to a project that is most suitable. The likelihood of this project
being implemented is high.

There are some problems that are faced in qualifying the projects. If the project is for
undertaking upgrading works or completing ‘missing gaps’ then its objective is to
complete the infrastructure development. This is a common circumstance for
Corridor V projects, and as indicated by the tests completed for rail upgrading
projects both in Italy and in Hungary, the result is generally a low ‘suitability’ score.
If the primary project (say progressive upgrading of a given rail line) was undertaken
with certain objectives, a secondary project (e.g. its electrification at a later stage) is
merely to finish the primary project. Therefore a low score is not indicative of its
suitability. On the other hand, when  a new project is planned with certain objectives,
the score attributed to such a project can be said to be conclusive.

Another problem with reference to the project scores is the view of the national
policy owner. The policy owner could have either a ‘neutral’ perception or a
‘stringent’ perception. For example if a certain project is not positively related to the
transport policy objective from the policy owner’s point of view it could be ‘neutral
or 0’ or ‘stringent’ or –5’. In either case,  the perception of the policy owner will
reflect his/her opinion concerning likely impacts from the project.

Different perceptions are also related to different levels of responsibility and
especially so in contexts, like Italy, where a specific policy is to favour the emerging
of policy owners at regional level, and a given transport project may be considered
vital for local constituencies, even if not highly suitable relative to national objectives
(such circumstances are generally confirmed in Adaptability tests both in terms of
regional conflicts and/or distort distribution of cost and benefits). On the other side,
the four projects to complete the domestic motorway network in Slovenia are ranked
high  also because of centralised decision making and strong commitment of the
responsible national agency to internalise  mitigation measures in road construction
standards.

4.1.1 The road network

Out of a total of 100, Italian road projects of the segment are found to have a
suitability score of 32 and those in Slovenia a score of 68. In Hungary scores are
respectively 29 and 41 for the first and second segment.

The following table shows the suitability scores for the Italian section of the corridor:
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Tab. 4.2 Suitability scores for the Italian section of the corridor

Project Suitability scores Characterises

I M_Ts 1,9 Moderate Suitability
I MbyMe-Ve 1,3 Low suitability
I MCo-Vi 1,7 Moderate suitability
COR 0,32

The three road projects in the Italian section of the corridor show low to moderate
score, implying ‘moderate’ suitability. All the three are deemed to increase safety and
accessibility but these goals have moderate and low values in national policies. On
the other side, the completion of the two by-passes in the area of Triest and Venice
represent an additional cost with no additional revenue from tolls, against the high
value attached to recover internal infrastructure costs. Despite it is recognised that a
new high standard road (Pedemontana) may reduce traffic on local roads and parallel
A4 motorway, and contribute to both increase in safety and regional development, a
negative score (-5) is given to take into account environmental impacts of road
building in densely populated areas.

The total score of Italian projects is 32 (out of a total of 100) indicating that the
investments under consideration do meet a number of national policy objectives but
at an high costs for residents and local policy owners.

The following table charts the suitability scores for the projects in Slovenia.

Tab. 4.3 Suitability scores for the projects in Slovenia

Project Suitability score Characterises

SM_KpA 3.4 High suitability
SM-Akz 3,4 High suitability
M_LjVr 3,4 High suitability
M_MaP 3,4 High suitability
COR 0,68

The Slovenian transport policy scores as per the PAM TENASSES model, lays
greater weight on Environment and Safety. Nevertheless, adding up capacity to
present connections to the port of Koper and completing the national motorway
network not only are expected to divert traffic from local roads but high standard
both in technical terms and accurate landscape planning are deemed
suitable/sufficient to achieve such objectives. Other than consistent with medium
weights (2) attached to promote accessibility and cross-border traffic, the extension
of a tolled motorway fits with the high weight the government appoints to the goal of
recovering road internal costs.
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The following table charts the suitability scores for road projects in the first corridor
segment in Hungary.

Tab. 4.4 Suitability scores for road projects in the first corridor segment in
Hungary

Project Suitability score Characterises

H M0a 0,6 Low  suitability
H M0 b 0,2 Low suitability
H M0c 2,4 Low suitability
H M7 0,4 Low suitability
H M7 c-e 2,4 Low suitability
H M7 a-b 2,4 Low suitability
H M70 1,9 Low suitability
COR 0,29

Despite the fact that they are expected to recover investment costs and to increase
safety, all the  projects planned to complete  the Budapest ring and to extend M7
from the Balaton lake to the Croatian (M7a b) and Slovenian (M70) have low scores
against the national objective of promoting rail transport and intermodality. Both the
re-pavement of the existing section of M7 to the Balaton, and the planned completion
of the ring from M5 to M3 are considered neutral in terms of both improving
accessibility and promoting cross-border traffic – the two most important national
objectives

Out of a total of 100, Hungarian roads projects in the first segment are found to have
a suitability score of 29. As shown below those in the second segment - from
Budapest to the Ukrainian border - have an higher score: 41 over 100.

Tab. 4. 5 Suitability score for road projects in the second corridor segment in
Hungary

Project Suitability score Characterises

H M3 a 1,2 Moderate  suitability
H M3 b-c 2,2 Moderate suitability
H M3 d 2,0 Moderate suitability
COR 0,41

Even if ranked low in terms of modal competition, and despite construction and
operation costs are not expected to be covered by tolls, all the three planned steps to
complete M3 toward east - from Gyongyos to Polgar and then to Nyiregyhaza, are
deemed suitable to promote accessibility and regional development.
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4.1.2 The rail network

Out of a total of 100, Italian rail projects are found to have a suitability score of 35
and those in Slovenia a score of 50. Scores in the first and second Hungarian segment
are respectively 45 and 24.

The following table shows the suitability scores for the Italian section of the corridor:

Tab. 4. 6 Suitability scores for the Italian section of the corridor

Project Suitability scores Characterises

I RT Ce. 1,3 Low suitability
I R_UpVeTs 1,5 Low suitability
I R_Monf . 1,5 Low suitability
I R_Ts_Lj 2,9 High suitability
COR 0,35

All the three rail upgrading  projects in the Italian section of the corridor show low
score, and therefore low suitability. As further discussed below for other corridor
sections, modernisation of existing rail systems, as started up by the Italian railways
to prepare for the expected growth in traffic at the “Oriental Border”- is poorly
appreciated in the PAM- L against objectives set to increase accessibility and
regional development. This is confirmed by the relatively high score attached to the
planned construction of a new link between Triest and Ljubljana, whose cost the
Italian Government is keen to share up to a substantial extent. When strong
discontinuities in rail investment are taken into account (that is the fact that huge
investment may have to be anticipated well before a meaningful traffic growth) the
fact that actions planned or implemented to make the most of available rail capacity
may be valued by national policy owners less than  they are by international agencies
(see also recommendations from the Helsinki conference) deserve the greatest
attention and particularly so in the presence of scarce resources.

The following table charts the suitability scores for the projects in Slovenia.

Tab. 4. 7 Suitability scores for the projects in Slovenia

Project Suitability score Characterises

S R_SlHu 2.4 Moderate suitability
S R Up-Sl_It 2.2 Moderate suitability
S R Up V_Sl 2.6 Moderate suitability
S R UpSl_Hu 2.0 Moderate suitability
S R Kp Dv 3.2 High suitability
COR 0,50
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Given national weights attached to goals to promote intermodality and
environmentally friendly transport, all in all Slovenian rail projects have moderate
scores relative to those of road projects discussed in 4.21. above (that were totalling
68 over 100). Other than to the fact that rail transport is not expected to internalise its
direct costs, both the new link with Hungary (S R_SlHu and complementary
upgrading on existing line, S R UpSl_Hu) and doubling of track capacity from
Divaca to the port of Koper (S R Kp Dv) had a relative low score because of the
relatively low weight that Slovenia attaches to promote accessibility, regional
development and increase border traffic. Also rail construction in the area of Koper
seems to be considered necessary (to achieve the former set of objectives) despite
technical difficulties and environmental costs/barriers imposed on residents. The fact
that the new link toward Hungary was not associated to improved safety may have to
do with  the fact that present traffic levels are relatively low and benefits in this area
are expected to materialise only at a later stage.

The following table charts the suitability scores for rail projects in the first corridor
segment in Hungary.

Tab. 4.8 Suitability scores for rail projects in the first corridor segment in Hungary

Project Suitability score Characterises

H RBZB a 3.5 High  suitability
H RBZB d-c 2.6 Moderate suitability
H RBZB b 2.6 Moderate suitability
H RBSB a 1.7 Low suitability
H RBSB b 2.6. Moderate  suitability
H- RGYD a 1.5 Low suitability
H - GYD b 1.5 . Low suitability
H R-DB 2.0 Moderate suitability
COR 0,45

In absence of investment projects and due also to the fact that present standards on
the double-track, electrified main link to Debrecem and Zahony already are quite
satisfactory, long terms interventions planned to modernise the second segment by
2007 are scored 24 over 100.
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Tab. 4.9 Suitability scores for rail projects in the second corridor segment in
Hungary

Project Suitability score Characterises

H RBMN a 2.6 Moderate  suitability
H RBMN b 0.6 Low suitability
H RBMN c 0.6 Low suitability
H RBMN d 2.6 Moderate suitability
H RBCS a 1.1 Low   suitability
H RBCS b 1.5 Low suitability
H R SDNZ a 2.2 Low suitability
H RSDNZ b 0.6 Low suitability
H RSDNZ c 0.6 Low suitability
H RSDNZ d 0.6 Low suitability
H RBUS a 1.7 Low suitability
H RBUS b 0.6 Low suitability
COR 0,24

In both segments planned upgradings are deemed suitable to favour rail transport and
intermodality. Nevertheless generalising to the lines in the second segment the
modernisation package that was first adopted in the line to Wien to allow for a speed
of 120-140 km/hour (instead of present 100) is not considered a particularly suitable
measure to achieve other national objectives, with exception of improving safety (of
rail operations) and to maintain adequate connections between the capital and the
cities locate in a region that at present is experiencing industrial decline).

4.2 Adaptability tests

The Adaptability test is designed to outline the kinds of conflicts and barriers
associated with the various projects These can be related to five types of issues;
socio-economic issues, environmental issues, technical, regional and financing
issues.

•  Socio-economic issues (SECA). the field concerns barriers and conflicts arising
with reference to economic competition between national economies, regional
economies and/or different branches of the economy; as more generally unequal
distribution of costs and benefits (or advantages or disadvantages) of a
programme for the different stakeholders or social groups.

•  Regional responsibilities (REGIO). the field  concerns the organisational/
institutional aspects of the realisation of a project. It deals with impacts and
responsibilities of ministries and administrators in various sectors, e.g. transport,
environment, spatial planning at different regional levels, i.e. EU, national,
regional, local.
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•  Environmental assessment (ENV)   this field comprises all issues relating to
environmental impacts or restrictions (standards, legislation, regulation). It also
includes environmental concerns brought forth by actors in the informal policy
arena.

•  Technical issues (TECH): this field concerns conflicts or barriers arising out of
different technical standards or different modes of proceedings within
administration or distinct parts of regulation/legislation.

•  Financing (FIN): this field covers all the debates around the subject of funds or
funds allocation. Specifically the question of ‘who’ will pay (public-private-
partnerships vs. Public financing vs. public-public partnership, with options for
the regions and/or the EU) and how the costs are to be distributed among the
partners to the project.

 The existence of a conflict is an ongoing debate in one or all of the issues. The
existence of a barrier is a type of conflict that could cause the project to be delayed or
stopped. A project could face conflicts and/or barriers with any or all of the issues
mentioned above.

 The existence of a conflict and a barrier has a score of 1 and 2 respectively and the
existence of neither has a score of 0. The scores for each project could range 0 to 10.

High feasibility 0-2
Moderate feasibility 2-5
Low feasibility 5-10

 A lower score indicates the a given project is most likely to be completed as it was
conceived/planned.  A higher score indicates that either it may be difficult for a given
project to reach the implementation stage or that substantial changes may have to be
considered both in its technical specification and timing. .

 4.2.1 The road network

 The following table charts out the adaptability test of road projects planned in the
Italian section of Corridor V
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Tab. 4.10 Adaptability test of road projects planned in the Italian section

Italy

Project SECA ENV REGIO TECH FIN Total Score
C B C B C B C B C B

I M_Ts 0 0 √ 0 0 0 √ √ √ 0 5
I Mby_Me 0 0 √ √ √ √ √ √ √ 0 7
I M_Co_Vi 0 0 √ √ √ 0 √ 0 √ 0 5

 The three Italian road projects of interest for Corridor V have to be realised in spite
of their negative associations in the context of environment. The connection of the
port of Triest with the regional network took some ten years before local
environmental groups agree on a technical solution to reduce visual intrusion in the
Carsian area. As the construction of a tunnel is planned, technical problems are
emerging whose solution is expected to result into further cost increase. Both the new
motorway north to A4, and especially so the expansion of capacity of the Mestre by-
pass are planned in densely populated area. The construction of the latter may also
require interruption of traffic on the existing bypass and therefore results into further
traffic jams during construction works. Until a general consensus is reached,
including the lay out of the route and decisions on whether to charge tolls, the
construction of the Pedemontana will be strongly opposed by environmentalist and
also by a number of local authorities. In absence of serious restriction to fund each of
the three projects, conflicts are expected to emerge concerning both possible increase
in costs, associated with technical complexities and share of responsibility between
national and local authorities, including regional motorway operators, that are far
from being solved in Italy.

 As shown in the table below also in Slovenia road construction problems are
experienced in the most populated area around Koper:

Tab. 4.11 Adaptability test of road projects planned in the Slovenian section

Slovenia

Project SECA ENV REGIO TECH FIN Total Score
C B C B C B C B C B

S M_KpA 0 0 √ 0 √. 0 √ 0 0 0 3
S M_Akz 0 0 √ 0 0 √ √ 0 0 0 4
S M_LjVr 0 0 0 0 0 0 0 0 0 0 0
S M_MaP √ 0 0 0 0 0 0 0 √ 0 2

The problems associated with road construction in Slovenia are experienced in
densely  populated areas around Koper (including Ankaran and Kozina). In a very
narrow area, technical difficulties in construction tend to combine with local
opposition to new physical barriers when the roads are completed and enter into
operation. As for the extension of the motorway from Maribor to Pince at the border
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with Hungary (Redics on the other side), the two concerned governments only
recently seem to have reached an eventual agreement on where the two sections
should meet. The conflict was with respect to the extension of the links in the two
countries and therefore the cost each government would have to sustain. The
agreement was reached to close the gap betwen costruction requirements in the two
countries. Both governments would also have to apply for grants and/or loans granted
by international agencies (Hungary announced that they already did with ISPA).

Conflict and barriers in the extension of M7 in parallel  to the whole  Balaton lake
and then to the Slovenian (Redics) and Croatian (Letenye) borders are shown in the
table below:

Tab. 4.12 Adaptability test of road projects planned in the Hungarian section
(segment 1)

Hungary (segment 1)

Project SECA ENV REGIO TECH FIN Total Score
C 0 C B C B C B C B

H M0 a 0 0 0 0 0 0 0 0 0 0 0
H M0 b 0 0 0 0 0 0 0 0 0 √ 2
H M0 c √ 0 √ 0 √ 0 √ 0 0 0 4
H M7 0 0 0 0 0 0 0 0 0 0 0
H M7 c-e √ 0 √ √ √ 0 √ 0 √ 0 7
H M7 a-b √ 0 0 0 0 0 √ 0 √ 0 3
H M 70 √ 0 0 0 0 0 √ 0 √ 0 3

Once the problems of route and location of borders with neighbouring countries are
taken into account (as discussed above for the Slovenian section). Most of the
troubles with the extension of M7 are concentrated in the central section of the
Balaton coast (Balatonakarattya-Balatonszentgyorgy) where, especially during
summer, serious traffic problems exist. The motorway is planned to run parallely
five/ten km east from the coast, where typical location and mobility patterns
(including pedestrians)  can be found of a popular summer resort. Other than being
pleasant the lightly hilly surroundings are also valuable in terms of agricultural
production and wine-yards. The technical problems on the two border extensions
technical problems are expected to be resiolved.

As for the Budapest ring the decision to implement the connection between M5 and
M3 was recently announced by the Ministry of Transport and should be completed by
2001/2002. In the long term the completion of the whole ring configuration is
expected to require a good deal of technical solutions to cross the populated areas in
the North of Pest, including the construction of a new bridge over the Danube.

As shown in the table below, conflicts in the extension of M3 toward the Ukrainian
border are concentrated in the section Gyongyos - Fuzesabony.
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Tab. 4.13 Adaptability test of road projects planned in the Hungarian section
(segment 2)

Hungary (segment  2)

Project SECA ENV REGIO TECH FIN Total Score
C B C B C B C B C B

H M3 a 0 0 0 0 0 0 0 0 0 0 0
H M3 b-c 0 0 0 0 0 0 0 0 √ 0 1
H M3 d √ 0 0 0 √ 0 √ 0 √ 0 4

4.2.2 The rail network

As shown below, conflicts and barriers for rail projects in Italy are expected to
materialise as soon as the conceptual outline of the new line from Triest and Lubjana
get closer  to the panning and funding stage

Tab. 4.14 Adaptability test of rail projects planned in the Slovenian section

Italy

Project SECA ENV REGIO TECH FIN Total Score
C B C B C B C B C B

IT_Ce 0 0 0 0 0 0 0 0 0 0 0
IR_UpVeTs 0 0 0 0 0 0 0 0 0 0 0
IR_Monf 0 0 0 0 0 0 0 0 0 0 0
IR_Ts_Lj √ 0 √ 0 √ 0 √ √ √ 0 7

Possible problems in a bilateral  project are reported to have emerged already during
early stages in the identification of technical alternatives, despite the committment of
the Italian government to fund the investment. From the Italian point of view, the
construction of a new line is being conceived to dramatically increase technical
standards and performance of the existing line including an alternative to build an
high speed link. As planning evolves, alternative routing may be also have to be
considered in order to reorganise and integrate rail links and nodes in the whole area,
(including the ports of Koper and Triest ).

As shown below, the construction of the new link was not submitted to adaptability
test in Slovenia. Other than to avoid double counting, this also reflect the fact  that
the Slovenian railways are already upgrading the existing line to Triest (SR_UpSlIt)
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Tab. 4.15 Adaptability test of rail projects planned in the Slovenian section

Slovenia

Project SECA ENV REGIO TECH FIN Total Score

C B C B C B C B C B
SR_SlHu 0 0 0 0 0 0 0 0 0 0 0
SR_UpSlIt 0 0 0 0 0 0 0 0 0 0 0
SR_UpVSl 0 0 0 0 0 0 0 0 0 0 0
SR_UpSlHu 0 0 0 0 0 0 0 0 0 0 0
SR_KpDv 0 0 √ 0 √ 0 √ 0 0 0 4

As was the case with the road projects in Slovenia, the rail project involving doubling
of tracks from Divaca to Koper is facing similar problems. Opposition from local
authorities is also reported to have emerged.

In absence of particular conflicts and barriers, main/only burdens to the planned
upgrading of both rail segments in Hungary are identified in terms of lack of finance.

Tab. 4.16 Adaptability test of rail projects planned in the Hungarian section
(segment 1 and 2)

Hungary (segment 1)
Project SECA ENV REGIO TECH FIN Total Score

C B C B C B C B C B
HR-BZB a 0 0 0 0 0 0 0 0 √ 0 1
HR-BZB b-c 0 0 0 0 0 0 0 0 0 √ 2
HR-BZB d 0 0 0 0 0 0 0 0 0 √ 2
HR-BSB a 0 0 0 0 0 0 0 0 0 √ 2
HR-BSB b 0 0 0 0 0 0 0 0 0 √ 2
HR-GyD a 0 0 0 0 0 0 0 0 0 √ 2
HR-GyD b 0 0 0 0 0 0 0 0 0 √ 2
HR-DB 0 0 0 0 0 0 0 0 0 √ 2
*

Hungary  (segment 2)
Project SECA ENV REGIO TECH FIN Total Score

C B C B C B C B C B
HR-BMN a 0 0 0 0 0 0 0 0 0 √ 2
HR-BMN b 0 0 0 0 0 0 0 0 0 √ 2
HR-BMN c 0 0 0 0 0 0 0 0 0 √ 2
HR-BMN d 0 0 0 0 0 0 0 0 0 √ 2
HR-BCS a 0 0 0 0 0 0 0 0 0 √ 2
HR-BCS b 0 0 0 0 0 0 0 0 0 √ 2
HR-SDNZ a 0 0 0 0 0 0 0 0 0 √ 2
HR-SDNZ b 0 0 0 0 0 0 0 0 0 √ 2
HR-SDNZ c 0 0 0 0 0 0 0 0 0 √ 2
HR-SDNZ d 0 0 0 0 0 0 0 0 0 √ 2
HR-BUS a 0 0 0 0 0 0 0 0 0 √ 2
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HR-BUS b 0 0 0 0 0 0 0 0 0 √ 2

4.3 Cluster Analysis

According to the cluster classification adopted in CODE TEN, projects are scored by
suitability and adaptability tests coming up to an integrated score.

 How homogenous or consistent is the programme in a particular country is the next
step in judging the robustness of the corridor. This entails combining information on
the congruence of the project objectives with the national policy objectives and
barriers to implementation.

 To judge the ‘suitability and feasibility’ of the projects we will plot the scores in the
following matrix. As we move from left to right in the ‘suitability’ index the degree
of suitability increases and as we move top to bottom in the ‘adaptability’ index the
degree of feasibility reduces.

Tab. 4.17 Clusters classification acoording to suitability and adaptability scores

Suitability Score→→→→
Adaptability Score↓↓↓↓

Low (0-1.5) Moderate (1.5-2.5) High (2.5-5)

High (0-1) A B C
Moderate (2-5) D E F
Low (6-10) G H I

The clusters that emerge after plotting the above matrix are qualified in the following
manner.

•  Cluster I - C: this cluster has the ideal set of projects. These projects are likely to
be implemented without any redesign.

•  Cluster II - F, I: Despite they fit national objectives, these projects, due to a
number of barriers,  are not likely to be implemented in the current
specifications.

•  Cluster III – A, B: this cluster has projects with very low degree of congruence
with the national policy objectives. Nevertheless they do not face many barriers
or conflicts. Therefore these are likely to face a delay in implementation with the
current specifications.

•  Cluster IV D, F, G, H: projects that not only do not fit national objectives and
also have barriers to their implementation.
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4.3.1 Road projects

The outcome of Suitability and Adaptability test for road projects in the first corridor
segment is clustered below.

Tab. 4.18 Segment 1: Road projects  Venice - Trieste (Koper) - Ljubljana -
Budapest

Suitability Score→→→→
Adaptability Score↓↓↓↓

Low (0-1.5) Moderate (1.5-2.5) High (2.5-5)

High (0-1)
H M7
H M0 a

S M_LjVr

Moderate (2-5)
H M0 b I M_Ts,

I M_Co_Vi
H M7a-b
H M70
H M0 c

SM_KpA
SM_Akz
SM_MaP

Low (6-10)
I Mby_Me_Ve H M7 c-e

•  Cluster I. The only project falling under this cluster is the completion of the
motorway Lubjana- Maribor in the section Ljubljana - Vransko where works are
in progress.

•  Cluster II. All the three road projects in Slovenia are in this cluster On the Koper
- Ankaran - Kozina section, technical difficulties and local opposition may either
delay the completion of on going works (after year 2000) or require further
improvement in their technical standards including mitigation measures (and
therefore increase in construction costs). Despite it is still is at planning stage, the
only impediment to the construction of the extension from Maribor to  Pince at
border with Hungary should be financial in nature.

•  Cluster III.  A wide range of Italian and Hungarian road projects is under this
cluster.

•  As far as the Hungarian projects are concerned, excluding the extension of the
Budapest ring to M3, the timing in the completion of the planned extension of
M7 from the southern part of the Balaton to the Croation and Slovenian borders
has barriers due to inadequate solution to tap additional funding from
international agencies. Finding technical solutions and the local agreement to
extend M7 to the whole extension of the Balaton may be both complex and
costly even if the section is where most benefits are expected to materialise from
diversion of heavy vehicles and transit traffic from the normal road to the new
motorway.
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•  The paradoxical situation of the extension of the 2 km connection from the Port
of Triest to the regional high standard network  (whose construction was decided
before not only funded but even planned) other than indicating relatively poor
decision making is likely to result into further delay in implementation. The
construction of the road Conegliano-Vicenza may take longer than expected.
Despite the fact that funds were made available for this project by the national
government the conflicts arising on technical grounds and charging of toll led to
delay of the project.

•  Cluster IV. Once the on-going re-pavement of the existing M7 section in
Hungary is separately accounted for, the two projects in this cluster are similar:
construction  of by-passes in densely populated, confgested urban areas. Even if
decisions on both two projects, the Mestre bypass and completion of the
Budapest ring, are quite independent from those associated with the development
of high standard road in Corridor V (or in any other corridor/link) the fact that
expansion of capacity and performance on interurban roads is planned/decided
upon in absence of sound solutions on how to handle traffic to and across
concerned urban nodes deserves the greatest attention.. A good deal of evidence
is coming from similar dossiers in many European cities and elsewhere on the
fact that the development of motorway systems to and around conurbation  tend
to generate traffic and to favour further dispersion activities (and therefore less
suitable patterns to be served by public transport). Exploring “new transport
concepts” in this area goes to the very core of issues that are relevant  in terms of
fair and efficient pricing. Internalisation of external costs associated with road
congestion, could also be more fair  than high road taxation is and more efficient
than charging tolls for the use of international links where traffic volumes are
relatively low. The positioning of the two urban road projects in Cluster IV
would indicate that it will take long time before the two investment plans under
consideration at either terminal of the first segment of Corridor V are completed.
The low weight that the two concerned countries (as almost all in  the corridor)
attach to internalisation of transport cost and reduction of local traffic,  would
also indicate that options to mitigate congestion in the short terms (efficient
pricing) are also unlikely to be implemented.

Details for the whole set of tests completed on road projects in the first  segment of
main section of Corridor V - from Venice to Budapest - are given in the table below.
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Tab. 4.19 Summary of cluster attribution of road projects (segment 1)

Project
identification

Project description Suitability
score

Adaptability
Score

Present
phase
(1998)

Cluster

IM_Ts Completion of the motorway node in
Trieste

1.9 5 D IV

Imby-Me-Ve Expansion of by-pass in Mestre -Venezia 1.3 7 P IV
IM- Co.Vi Pedemontana Conegliano- Vicenza 1.7 5 P IV

SM_KpA Motorway Koper - Ankaran 3.4 3 I II
SM_Akz Motorway Ankaran - Kozina 3.4 4 I II
SM_LjVr Motorway Ljubljana - Vransko 3.4 0 I I
SM_MaP Motorway Maribor - Pince border

Hungary
3.4 2 P II

HM7 Budapest - Balatonakarattya motorway
renovation

0.4 0 I III

HM7 c-e Balatonakarattya - Balatonszentgyörgy
semi-motorway construction

2.4 7 P IV

HM7 a-b Balatonszentgyörgy - Letenye semi-
motorway construction

2.4 3 P IV

HM 70 Letenye - Tornyiszentmiklós semi-
motorway construction

1.9 3 P IV

HM0 a Budapest bypass: between M1 - M5
motorroad construction

0.6 0 I III

HM0 b Budapest bypass: between M1 - M5 full
configuration motorway construction

0.2 2 P IV

HM0 c Budapest bypass: between M5 - M3
motorroad construction

2.4 4 P/D IV

As for the second segment, Budapest - Nyiregyhaza - Zahony,  Cluster Analysis is
pointing out that the extension of M3 toward the Ukrainian border is by far less
complex.

Tab. 4.20 Segment 2: Road projects Budapest - Nyiregihaza - Zahony

Suitability Score→→→→
Adaptability Score↓↓↓↓

Low (0-1.5) Moderate (1.5-2.5) High (2.5-5)

High (0-1)
M3 a
M3 b-c

Moderate (2-5)
M3 d

Low (6-10)
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•  Unless a non predictable change takes place on their funding, in the  absence of
strong barriers, the full section Gyöngyös - Füzesabony - Polgár  can be
reasonably expected to take place as planned, that is by year  2001.

•  The extension to Nyíregyháza (Cluster IV) is planned at a later stage III (2007)

Details for road projects in segment 2 are given below

Tab. 4.21 Summary of cluster attribution of road projects (segment 2)

Project
identification

Project description Suitability
score

Adaptability
Score

Present
phase
(1998)

Cluster

HM3 a Gyöngyös - Füzesabony motorway
construction

1.9 0 I III

HM3 b-c Füzesabony  - Polgár motorway
construction

2.2 1 D III

HM3 d Polgár - Nyíregyháza motorroad
construction

2.0 4 P/D IV

4.3.2 The Rail Network

On segment 1, projects in the main route Venice - Trieste - Ljubljana/ Koper -
Budapest.

Tab. 4.22 Segment 1: Rail projects  Venice - Trieste (Koper) - Ljubljana - Budapest

Suitability Score→→→→
Adaptability Score↓↓↓↓

Low (0-1.5) Moderate (1.5-2.5) High (2.5-5)

High (0-1)
I T_Ce,
I R_UpVeTs,

I R_Monf,
S R_SlHu,
S R_UpSlIt,
S R_UpSlHu,

H R_UpVSl,

Moderate (2-5)
S R_KpDv,
H R-BZBa,
H R-BZBb-c,
H R_BZBd,

Low (6-10)
I R_Ts_Lj

•  Cluster I. The only project falling under this cluster is the upgrading of of
signalling on the Pragersko - Ormoz - Murska Sobota line in Slovenia
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•  Cluster II. Despite some unsolved technical difficulties also the project to double
track capacity from Divaca to the port of Koper is also both suitable and feasible.
In the same cluster are also the planned projects to extend rail connection to
Slovenia.

•  Cluster III. Despite considerations of moderate importance relative to domestic
objectives, there should be are no major obstacles to the implementation of
complementary rail projects in Slovenia. In Italy, the upgrading of the section
Monfalcone - Triest is already completed.

•  Cluster IV. Also the transfer of the marchalling yard to the new intermodal
terminal of Cervignano, and the upgrading of signalling  on the Venice Triest
line have been recently completed. As for the construction of the new rail line
from Triest to Lubjana, no matter how suitable it is considered relative to
domestic objectives in Italy (as pointed out also by the willingness of the Italian
government to fund its construction) many technical and routes alternative will
have to be explored in the next few year to find a feasible solution, both in
technical and economic terms, and to agree with Slovenia conditions to
implement it in the first decade of the new century.
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Tab. 4.23 Summary of cluster attribution of rail projects (segment 1)

Project
identification

Project description Suitability
score

Adaptability
Score

Present
phase
(1998)

Cluster

IT_Ce Cervignano Marshalling yard upgrading 1.3 0 I III
IR_UpVeTs Upgrading on Venezia Trieste line 1.5 0 I III
IR_Monf Upgrading of Monfalcone - Trieste/Villa

Opicina
1.5 0 I III

IR_Ts_Lj New line Trieste - Villa Opicina -Ljubljana 2.9 9 P II

SR_SlHu New Direct Slovenia - Hungary link 2.4 0 I III
SR_UpSlIt Modernisation of line, Upgrading of

signalling/ renewal of catenary on Ljubliana -
Sezana line

2.2 0 P III

SR_UpVSl Upgrading of signalling on Pragersko - Ormoz
- Murska Sobota line

2.6 0 I I

General revision (overhauls) of Corridor V
track
Elimination of bottlenecks (Level crossings)

SR_UpSlHu Modernisation of Zidani Most - Pragersko -
Maribor - Sentilj line

2.0 0 P III

SR_KpDv Double tracking of Koper - Divaca line 3.2 4 I II
HR-BZB a (Hodos/Slovenia/) - Bajánsenye - Zalalövõ

new railway line construction
3.5 2 D II

HR-BZB b-c Replacement of superstructure in the section
Zalalövõ - Boba  (Zalalövõ - Zalaegerszeg:
reconstruction, Zalaegerszeg - Boba:
renovation)

2.6 2 D II

HR-BZB d Electrification in the full section 2.6 2 P II

Tab. 4.24 Rail Segment 2 - Budapest - Nyiregyhaza - Zahony

Suitability Score→→→→
Adaptability Score↓↓↓↓

Low (0-1.5) Moderate (1.5-2.5) High (2.5-5)

High (0-1)

Moderate (2-5)
R-BMN b
R-BMN c
R-BMN d
R-BCS b
R-SDNZ b
R-SDNZ c
R-SDNZ d

R-SDNZ a R-BMN a
R-BCS a

Low (6-10)
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Tab. 4. 25 Summary of cluster attribution of rail projects (segment 2)

Project
identification

Project description Suitability
score

Adaptability
Score

Present
phase
(1998)

Cluster

Upgrading of railway line Budapest -
Miskolc - Nyíregyháza

R-BMN a    - Replacement of superstructure: Hort-
Csány - Vámosgyörk, Füzesabony -
Mezõkövesd, Mezõkeresztes - Emõd

2.6 2 P II

R-BMN b    - Reconstruction of electric feed
equipment in the full section (6 piece)

0.6 2 P IV

R-BMN c    - Reconstruction and replacement of
overhead wire - if necessary - in the full
section (~ 500 km)

0.6 2 P IV

R-BMN d    - Reconstructon of safety equipment of 5
railway stations (Rákos, Vámosgyörk,
Füzesabony, Nyékládháza and Szerencs)

1.1 2 P IV

R-BCS a Upgradin of railway line Budapest -
Cegléd - Szolnok: Reconstruction of
railway stations Pilis and Cegléd

2.6 2 P II

R-BCS b Replacement of safety equipment of 4
stations: Üllõ, Pestszentlõrinc,
Szemeretelep and Vecsés

1.1 2 P IV

Upgrading of railway line Szolnok -
Debrecen - Nyíregyháza - Záhony

R-SDNZ a    -Replacement of superstructure (60
kg/m) dependent on the seasoning

2.2 2 C IV

R-SDNZ b    -Construction of the new bridge on the
Tisza river (Szolnok)

0.6 2 C IV

R-SDNZ c    -Reconstruction of electric feed
equipment in the section Szolnok -
Nyíregyháza

0.6 2 P IV

R-SDNZ d    Replacement of overhead wire in the
section Szolnok - Nyíregyháza (~ 500 km)

0.6 2 P IV
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5 CONCLUSIONS

The main results from the CODETEN Case Study on Corridor V should be
considered the following

1)  the identification of a Reference Solution to describe road and rail network
configuration in the medium terms (2004-2006) in a business-as-usual-scenario,
that is on the basis of projects already under implementation (I)  and decisions
(D) already taken by concerned governments. As far as  timing in their completion
is concerned, For Italy, Slovenia and Hungary, the enclosed tables summarise
road (5.1. 5.2, 5. 3 and 5.4) and rail projects (5.5, 5.6, 5.7 and 5. 8) that can be
expected to be completed in different years in specific corridor segments
according to Suitability and Adaptability tests.  Tables are also presented in
Appendix 1A and 1B that include relevant information in all the countries
concerned with the development of corridor. All the projects that are at the  stage
of planning (P), may require modification in their technical configuration. For all
those at  conceptual stage ( C ) alternative projects may have to be assessed to
optimise their overall configuration at corridor level .

2)  Critical issues ( a summary of those discussed in Chapter 1 and Chapter 2)
including widening of gap between rail road finance and inadequate integration
of interurban and urban planning

3)  Alternative policy Scenarios to be based on 2
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Tab. 5.1 Corridor V:  road projects in Italy

Country
Code

Project Code Project Description Expected
Date

Status

I M_Ts Completion of the motorway node in Trieste (link with Slo border) 2000 D
I Mby_Me_Ve By pass Mestre 2005 C
I M_Co_Vi New motorway Conegliano – Vicenza 2005 C

Suitability test

Policy area

National Goals* 1 2 3 4 5 6 7 8 9 10 11 12 Total Scores
National Scores on Goals 2 3 0 2 1 1 3 3 1 2 3 3
Projects
I M_Ts 10 0 0 0 0 5 0 15 5 10 0 0 1.9
I Mby_Me_Ve 10 0 0 0 0 5 0 0 5 10 0 0 1.3
I M_Co_Vi -10 15 0 0 0 5 15 0 5 10 0 0 1.7
Total score 0.33 0.33 0.0 0.0 0.0 1.0 0.0 0.0 1.0 1.0 0.0 0.0 0.32

Adaptability Test

Typology of conflicts and barriers

Project SECA ENV REGIO TECH FIN Total Score
C B C B C B C B C B

I M_Ts 0 0 √ 0 0 0 √ √ √ 0 5
I Mby_Me 0 0 √ √ √ √ √ √ √ 0 7
I M_Co_Vi 0 0 √ √ √ 0 √ 0 √ 0 5

* Transport Policy Areas (PAM-L) Italy 1998
1 Apply environmental legislation 2   7 Regional Development 3
2 Pricing schemes for internal costs 3   8 Increase cross border traffic 3
3 Pricing schemes for external costs 0   9 Restrict local road traffic 1
4 Promoting intermodality 2 10 Improve transport safety 2
5 Promoting interoperability 1 11 Liberalisation 0/3
6 Accessibility 1 12 Deregulation 0/3
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Tab. 5.2 Corridor V:  road projects in Slovenia

Country
Code

Project
Code

Project Description Expected
Date

Status

S M_KpA Motorway link Koper – Ankaran 2000 I
S M_Akz Motorway motorway link Ankaran - Kozina 2000 I
S M_LjVr Motorway link Ljubljana – Vransko 2000 I
S M_MaP Motorway link Maribor - Pince border Hungary 2005 I

Suitability test

Scores on policy areas

National Goals* 1 2 3 4 5 6 7 8 9 10 11 12 Total Scores
National Scores on Goals 3 3 1 3 2 2 2 2 2 3 1 1
Projects
S M_KpA 15 15 0 0 0 10 10 10 10 15 0 0 3.4
S M_Akz 15 15 0 0 0 10 10 10 10 15 0 0 3.4
S M_LjVr 15 15 0 0 0 10 10 10 10 15 0 0 3.4
S M_MaP(Hun) 15 15 0 0 0 10 10 10 10 15 0 0 3.4
Total Score 1.0 1.0 0.0 0.0 0.0 1.0 1.0 1.0 1.0 1.0 0.0 0.0 0.68

Adaptability Test

Typology of conflicts and barriers

Project SECA ENV REGIO TECH FIN Total Score
C B C B C B C B C B

S M_KpA 0 0 √ 0 √ 0 √ 0 0 0 3
S M_Akz 0 0 √ 0 0 √ √ 0 0 0 4
S M_LjVr 0 0 0 0 0 0 0 0 0 0 0
S M_MaP √ 0 0 0 0 0 0 0 √ 0 2

* Transport Policy Areas (PAM-L) Slovenia 1998
1 Apply environmental legislation 3   7 Regional Development 2
2 Pricing schemes for internal costs 3   8 Increase cross border traffic 2
3 Pricing schemes for external costs 1   9 Restrict local road traffic 2
4 Promoting intermodality 3 10 Improve transport safety 3
5 Promoting interoperability 2 11 Liberalisation 1
6 Accessibility 2 12 Deregulation 1
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Tab. 5.3 Corridor V:  road projects in Hungary (segment 1)

Country
Code

Project
Code

Project Description Expected
Date

Status

H M0 a Budapest bypass: between M1 - M5 motorroad construction 1996 I
H M0 b Budapest bypass: between M1 - M5 full configuration motorway

construction
2008-2015 P

H M0 c Budapest bypass: between M5 - M3 motorroad construction 2001 P/D
H M7 Budapest – Balatonakarattya motorway renovation 2001 I
H M7 c-e Balatonakarattya - Balatonszentgyörgy semi-motorway construction 2001-2004 P
H M7 a-b Balatonszentgyörgy - Letenye semi-motorway construction 2004- 2005 P
H M 70 Letenye – Tornyiszentmiklós semi-motorway construction 2004 - 2005 P

Suitability test

Scores on policy areas (weighted)

National Goals* 1 2 3 4 5 6 7 8 9 10 11 12 Total Scores
National scores on Goals 1 2 1 3 2 3 2 3 2 3 3 2
Projects
H M0 a +5 +10 0 -15 0 0 0 0 0 +15 0 0 0,6
H M0 b 0 0 +5 -15 0 0 0 0 0 +15 0 0 0,2
H M0 c +5 +10 0 -15 0 +15 +10 +15 +10 +15 0 0 2,4
H M7 0 +10 0 -15 0 0 0 0 0 +15 0 0 0,4
H M7 c-e +5 +10 0 -15 0 +15 +10 +15 +10 +15 0 0 2,4
H M7 a-b +5 +10 0 -15 0 +15 +10 +15 +10 +15 0 0 2,4
H M 70 +5 +10 0 -15 0 +15 +10 0 +10 +15 0 0 1,9
Total score 0.71 0.86 0.14 -1.0 0.0 0.57 0.57 0.43 0.57 1.0 0.0 0.0 0.29

Adaptability Test

Typology of Conflicts and Barriers

Project SECA ENV REGIO TECH FIN Total Score
C 0 C B C B C B C B

H M0 a 0 0 0 0 0 0 0 0 0 0 0
H M0 b 0 0 0 0 0 0 0 0 0 √ 2
H M0 c √ 0 √ 0 √ 0 √ 0 0 0 4
H M7 0 0 0 0 0 0 0 0 0 0 0
H M7 c-e √ 0 √ √ √ 0 √ 0 √ 0 7
H M7 a-b √ 0 0 0 0 0 √ 0 √ 0 3
H M 70 √ 0 0 0 0 0 √ 0 √ 0 3

* Transport Policy Areas (PAM-L) Hungary 1998
l. Apply environmental legislation 1   7. Regional development 2
2. Pricing schemes for internal costs 2   8. Increase cross-border traffic 3
3. Pricing schemes for external costs 1   9. Restrict local road traffic 2
4. Promoting intermodality 1 10. Reduce accidents 3
5. Promoting interoperability 3 11. Liberalisation 3
6. Accessibility 3 12. Deregulation 2
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Tab. 5.4 Corridor V:  road projects in Hungary (segment 2)

Country
Code

Project
Code

Project Description Expected
Date

Status

H M3 a Gyöngyös - Füzesabony motorway construction 1998 I
H M3 b-c Füzesabony  - Polgár motorway construction 2001 D
H M3 d Polgár – Nyíregyháza motorroad construction 2007 P/D

Suitability test

Scores on policy areas (weighted)

National Goals* 1 2 3 4 5 6 7 8 9 10 11 12 Total Scores
National scores on Goals 1 2 1 3 2 3 2 3 2 3 3 2
Projects
H M3 a +5 -10 +5 -15 0 +15 +10 +15 +10 +15 0 0 1,9
H M3 b-c +5 0 +5 -15 0 +15 +10 +15 +10 +15 0 0 2,2
H M3 d +5 0 0 -15 0 +15 +10 +15 +10 +15 0 0 2,0
Total score 1.0 -0.33 0.67 -1.0 0.0 1.0 1.0 1.0 1.0 1.0 0.0 0.0 0.41

Adaptability Test

Typology of conflicts and barriers

Project SECA ENV REGIO TECH FIN Total Score
C B C B C B C B C B

H M3 a 0 0 0 0 0 0 0 0 0 0 0
H M3 b-c 0 0 0 0 0 0 0 0 √ 0 1
H M3 d √ 0 0 0 √ 0 √ 0 √ 0 4

* Transport Policy Areas (PAM-L) Hungary 1998
l. Apply environmental legislation 1   7. Regional development 2
2. Pricing schemes for internal costs 2   8. Increase cross-border traffic 3
3. Pricing schemes for external costs 1   9. Restrict local road traffic 2
4. Promoting intermodality 1 10. Reduce accidents 3
5. Promoting interoperability 3 11. Liberalisation 3
6. Accessibility 3 12. Deregulation 2
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Tab. 5.5 Corridor V: Rail  projects in Italy

Country
Code

Project
Code

Project Description Expected
Date

Status

I T_Ce Cervignano Marshalling Yard 1998 I
I R_UpVeTs Upgrading telecommunications Venezia Trieste 1999 I
I Abolition of level crossing 1998 I
I Villa Opicina (Trieste) electrical substation 1999 I
I Reopening of Treviso Portogruaro 1999 I
I R_Monf Upgrading of Monfalcone - Trieste/Villa Opicina 1999 I
I R_Ts_Lj New line Trieste - Villa Opicina - Ljubljana 2010 P

Suitability test

Scores on Policy Areas (weighted)

Goals 1 2 3 4 5 6 7 8 9 10 11 12 Total Scores
National Scores on Goals 2 3 0 2 1 1 3 3 1 2 3 3
Projects
T_Ce 0 0 0 10 5 0 15 0 0 0 0 0 1.3
R_UpVeTs 10 0 0 10 0 0 0 15 0 0 0 0 1.5
R_Monf 0 0 0 10 5 5 0 15 0 0 0 0 1.5
R_Ts_Lj 10 0 0 10 0 5 15 15 5 10 0 0 2.9
Total score 0.5 0.0 0.0 1.0 0.5 0.5 0.5 0.75 0.25 0.25 0.0 0.0 0.35

Adaptability test

Typology of Conflicts and Barriers

Project SECA ENV REGIO TECH FIN Total Score
C B C B C B C B C B

T_Ce 0 0 0 0 0 0 0 0 0 0 0
R_UpVeTs 0 0 0 0 0 0 0 0 0 0 0
R_Monf 0 0 0 0 0 0 0 0 0 0 0
R_Ts_Lj √ 0 √ 0 √ √ √ √ √ 0 9

* Transport Policy Areas (PAM-L) Italy 1998
1 Apply environmental legislation 2   7 Regional Development 3
2 Pricing schemes for internal costs 3   8 Increase cross border traffic 3
3 Pricing schemes for external costs 0   9 Restrict local road traffic 1
4 Promoting intermodality 2 10 Improve transport safety 2
5 Promoting interoperability 1 11 Liberalisation 0/3
6 Accessibility 1 12 Deregulation 0/3
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Tab. 5.6 Corridor V: Rail projects in Slovenia

Country
Code

Project
Code

Project Description Expected
Date

Status

S R_SlHu New Direct Slovenia - Hungary link 1999 I
S R_UpSlIt Modernisation of line, Upgrading of signalling/ renewal of catenary

on Ljubliana - Sezana line
2005 P

S R_UpVSl Upgrading of signalling on Pragersko - Ormoz - Murska Sobota
line

2000 I

S General revision (overhauls) of Corridor V track
S Elimination of bottlenecks (Level crossings)
S R_UpSlHu Modernisation of Zidani Most - Pragersko - Maribor - Sentilj line 2005 P
S R_KpDv Double tracking of Koper – Divaca line 2005 I

Suitability test

Scores on Policy Areas (weighted)

Goals 1 2 3 4 5 6 7 8 9 10 11 12 Total Scores
National Scores on Goals 3 3 1 3 2 2 2 2 2 3 1 1
Projects
R_SlHu 15 0 0 15 10 0 0 10 10 0 0 0 2.4
R_UpSlIt 0 0 0 15 10 10 10 10 0 0 0 0 2.2
R_UpVSl 15 0 0 15 10 0 0 10 0 15 0 0 2.6
R_UpSlHu 15 0 0 15 10 0 0 10 0 0 0 0 2.0
R_KpDv 0 0 0 15 10 10 10 10 10 15 0 0 3.2
Total score 0.6 0.0 0.0 1.0 1.0 0.4 0.4 1.0 0.4 0.4 0.0 0.0 0.5

Adaptability Test

Typology of Conflicts and Barriers

Project SECA ENV REGIO TECH FIN Total Score

C B C B C B C B C B
R_SlHu 0 0 0 0 0 0 0 0 0 0 0
R_UpSlIt 0 0 0 0 0 0 0 0 0 0 0
R_UpVSl 0 0 0 0 0 0 0 0 0 0 0
R_UpSlHu 0 0 0 0 0 0 0 0 0 0 0
R_KpDv 0 0 √ 0 0 √ √ 0 0 0 4

* Transport Policy Areas (PAM-L) Slovenia 1998
1 Apply environmental legislation 3   7 Regional Development 2
2 Pricing schemes for internal costs 3   8 Increase cross border traffic 2
3 Pricing schemes for external costs 1   9 Restrict local road traffic 2
4 Promoting intermodality 3 10 Improve transport safety 3
5 Promoting interoperability 2 11 Liberalisation 1
6 Accessibility 2 12 Deregulation 1
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Tab. 5.7 Corridor V: Rail  projects in Hungary (segment 1)

Country
Code

Project
Code

Project Description Expected
Date

Status

H R-BZB a (Hodos/Slovenia/) - Bajánsenye - Zalalövõ new railway line
construction

2000/2001 D/I

H R-BZB b-
c

Replacement of superstructure in the section Zalalövõ - Boba
(Zalalövõ – Zalaegerszeg: reconstruction, Zalaegerszeg - Boba:
renovation)

2007 D

H R-BZB d Electrification of the full section 2007-2010 P
H R-BSB Upgrading of railway line Boba – Székesfehérvár - Budapest
H R-BSB a    -Replacement of superstructure in the section Veszprém - Csór-

Nádasdladány and Sárszentmihály - Székesfehérvár
2007 P

H R-BSB b    -Electrification in the section Boba - Székesfehérvár (Planned
concession)

2000-2007 P

H R-GyD a Upgrading of railway line Gyékényes - Dombóvár:  Reconstruction of
railroad in the section Somogyszob - Dombóvár

2007 P

H R-GyD b Reconstruction of railroad in the section Gyékényes - Somogyszob 2007-2010 P
H R-DB Upgrading of railway line Dombóvár - Budapest: Reconstruction of

railway station Érd and Dunai-Finomító
2007 P

Suitability test
Scores on Policy Areas (weighted)

Goals 1 2 3 4 5 6 7 8 9 10 11 12 Total Scores
National scores on Goals 1 2 1 3 2 3 2 3 2 3 3 2
Projects
R-BZB a +5 0 0 +15 +10 +15 +10 +15 +10 +15 0 0 3,5
R-BZB b-c +5 0 0 +15 +10 +15 +10 +15 0 0 0 0 2,6
R-BZB d +5 0 0 +15 +10 +15 +10 +15 0 0 0 0 2,6
R-BSB a +5 0 0 +15 +10 +15 0 0 0 0 0 0 1,7
R-BSB b +5 0 0 +15 +10 +15 +10 +15 0 0 0 0 2,6
R-GyD a 0 0 0 +15 +10 +15 0 0 0 0 0 0 1,5
R-GyD b 0 0 0 +15 +10 +15 0 0 0 0 0 0 1,5
R-DB +5 0 0 +15 +10 +15 +10 0 0 0 0 0 2,0
Total score 0.75 0.0 0.0 1.0 1.0 1.0 0.63 0.5 0.13 0.13 0.0 0.0 0.45

Adaptability Test
Typology of Conflicts and Barriers

Project SECA ENV REGIO TECH FIN Total Score
C B C B C B C B C B

R-BZB a 0 0 0 0 0 0 0 0 √ 0 1
R-BZB b-c 0 0 0 0 0 0 0 0 0 √ 2
R-BZB d 0 0 0 0 0 0 0 0 0 √ 2
R-BSB a 0 0 0 0 0 0 0 0 0 √ 2
R-BSB b 0 0 0 0 0 0 0 0 0 √ 2
R-GyD a 0 0 0 0 0 0 0 0 0 √ 2
R-GyD b 0 0 0 0 0 0 0 0 0 √ 2
R-DB 0 0 0 0 0 0 0 0 0 √ 2

* Transport Policy Areas (PAM-L) Hungary 1998
l. Apply environmental legislation 1   7. Regional development 2
2. Pricing schemes for internal costs 2   8. Increase cross-border traffic 3
3. Pricing schemes for external costs 1   9. Restrict local road traffic 2
4. Promoting intermodality 1 10. Reduce accidents 3
5. Promoting interoperability 3 11. Liberalisation 3
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6. Accessibility 3 12. Deregulation 2
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Tab. 5.8 Corridor V: Rail projects in Hungary (segment 2)

Country
Code

Project
Code

Project Description Expected
Date

Status

H R-BMN Upgrading of railway line Budapest - Miskolc - Nyíregyháza
H R-BMN a - Replacement of superstructure: Hort-Csány - Vámosgyörk,

Füzesabony - Mezõkövesd, Mezõkeresztes - Emõd
2007 P

H R-BMN b - Reconstruction of electric feed equipment in the full section (6 piece) 2007 P
H R-BMN c - Reconstruction and replacement of overhead wire - if necessary - in

the full section (~ 500 km)
2007 P

H R-BMN d - Reconstructon of safety equipment of 5 railway stations (Rákos,
Vámosgyörk, Füzesabony, Nyékládháza and Szerencs)

2007 P

H R-BCS a Upgradin of railway line Budapest - Cegléd - Szolnok: Reconstruction
of railway stations Pilis and Cegléd

2007 P

H R-BCS b Replacement of safety equipment of 4 stations: Üllõ, Pestszentlõrinc,
Szemeretelep and Vecsés

2007 P

H Upgrading of railway line Szolnok - Debrecen - Nyíregyháza - Záhony
H R-SDNZ a -Replacement of superstructure (60 kg/m) dependent on the seasoning 2002-2010 C
H R-SDNZ b -Construction of the new bridge on the Tisza river (Szolnok) 2008-2015 C
H R-SDNZ c -Reconstruction of electric feed equipment in the section Szolnok –

Nyíregyháza
2007 P

H R-SDNZ d -Replacement of overhead wire in the section Szolnok - Nyíregyháza (~
500 km)

2007 P

H Upgrading of railway line Budapest - Újszász - Szolnok
H R-BUS a -Replacement of superstructure in the sections : Budapest - Maglód,

Sülysáp – Nagykáta and Nagykáta - Tápiószele
2000 D

H R-BUS b -Reconstruction of overhead wire in the line 2007 P

Suitability test
Scores on Policy Areas (weighted)

Goals 1 2 3 4 5 6 7 8 9 10 11 12 Total Scores
National scores on Goals 1 2 1 3 2 3 2 3 2 3 3 2
Projects
R-BMN a +5 0 0 +15 +10 +15 +10 +15 0 0 0 0 2,6
R-BMN b 0 0 0 +15 0 0 0 0 0 0 0 0 0,6
R-BMN c 0 0 0 +15 0 0 0 0 0 0 0 0 0,6
R-BCS a +5 0 0 +15 +10 +15 +10 0 0 +15 0 0 2,6
R-BCS b 0 0 0 +15 0 0 0 0 0 +15 0 0 1,1
R-SDNZ a +5 0 0 +15 +10 +15 0 +15 0 0 0 0 2,2
R-SDNZ b 0 0 0 +15 0 0 0 0 0 0 0 0 0,6
R-SDNZ c 0 0 0 +15 0 0 0 0 0 0 0 0 0,6
R-SDNZ d 0 0 0 +15 0 0 0 0 0 0 0 0 0,6
R-BUS a +5 0 0 +15 +10 +15 0 0 0 0 0 0 1,7
R-BUS b 0 0 0 +15 0 0 0 0 0 0 0 0 0,6
Total score 0.3 0.0 0.0 1.0 0.3 0.3 0.2 0.2 0.0 0.3 0.0 0.0 0.24
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Adaptability Test
Typology of Conflicts and Barriers

Project SECA ENV REGIO TECH FIN Total Score
C B C B C B C B C B

R-BMN a 0 0 0 0 0 0 0 0 0 √ 2
R-BMN b 0 0 0 0 0 0 0 0 0 √ 2
R-BMN c 0 0 0 0 0 0 0 0 0 √ 2
R-BMN d 0 0 0 0 0 0 0 0 0 √ 2
R-BCS a 0 0 0 0 0 0 0 0 0 √ 2
R-BCS b 0 0 0 0 0 0 0 0 0 √ 2
R-SDNZ a 0 0 0 0 0 0 0 0 0 √ 2
R-SDNZ b 0 0 0 0 0 0 0 0 0 √ 2
R-SDNZ c 0 0 0 0 0 0 0 0 0 √ 2
R-SDNZ d 0 0 0 0 0 0 0 0 0 √ 2
R-BUS a 0 0 0 0 0 0 0 0 0 √ 2
R-BUS b 0 0 0 0 0 0 0 0 0 √ 2

* Transport Policy Areas (PAM-L) Hungary 1998
l. Apply environmental legislation 1   7. Regional development 2
2. Pricing schemes for internal costs 2   8. Increase cross-border traffic 3
3. Pricing schemes for external costs 1   9. Restrict local road traffic 2
4. Promoting intermodality 1 10. Reduce accidents 3
5. Promoting interoperability 3 11. Liberalisation 3
6. Accessibility 3 12. Deregulation 2
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