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Subject: State Aid SA.50115 (2018/N) – Italy 

Intermodal rail transport of iron slabs in the FVG region 

Dear Sir,  

1. PROCEDURE 

(1) Pursuant to Article 108(3) of the Treaty on the Functioning of the European 

Union (hereinafter the "TFEU"), Italy notified an aid measure in support of 

intermodal rail transport of iron slabs in the Autonomous Region of Friuli 

Venezia Giulia (hereinafter the "FVG region”) on 17 January 2018. 

(2) On 14 March 2018, 30 May 2018 and 20 August 2018 the Commission requested 

additional information from the Italian authorities. On 11 April 2018, 28 June 

2018, 16 October 2018 and 13 November 2018 the Italian authorities submitted 

additional information to complement their notification. 

2. DESCRIPTION OF THE MEASURE 

2.1. Objective and background 

(3) The FVG region intends to decrease the average cost for the intermodal rail 

transport of iron slabs between the ports in the region and the industrial zones 

where the undertakings using those slabs are located, with the aim of reducing 

road traffic, pollution and increasing safety.  
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(4) Iron or steel slabs are a semi-finished product destined for subsequent processing 

in a rolling mill for the production mainly of steel sheets. The slabs vary in size, 

with a unit weight ranging between 30 and 35 tonnes. This product is typically 

imported by sea, mainly from Russia and Ukraine, and transported on medium-

sized vessels.  

(5) In the FVG region there are four rolling mills that use this semi-finished product, 

all of which are located on the Aussa Corno industrial site (hereinafter the "Aussa 

Corno industrial site"). The Aussa Corno industrial site is located in the territories 

of the municipalities of San Giorgio di Nogaro, Cervignano and Terzo d'Aquileia; 

it has an area of over 9 million square meters, where at present 104 companies are 

established for about 2,500 people employed. In addition to a direct connection 

with the various road systems, the Aussa Corno industrial site stretches along the 

Porto Nogaro channel served by the channel-port of Porto Nogaro (hereinafter 

"Porto Nogaro"), as shown in the picture below.  

 

The Italian authorities explain that the four rolling mills are the only industries in 

the FVG region involved in importing semi-finished products such as iron slabs.1 

The other metallurgical industries active in the region import different products 

like bulk cargos or ferrous scraps, which arrive regularly from Eastern European 

countries by sea or rail, not by road. 

(6) The four rolling mills have an overall annual production capacity of 1.8 million 

tonnes of finished sheets, while based on data from the last five years, the average 

volume of semi-finished product (slabs) imported and shipped to the four rolling 

mills is around 1,675,000 tonnes per year, with a cyclical trend linked to the 

variables that interact on the domestic steel market. Owing to the limited draught 

                                                 
1  This is also confirmed by the Italian Business Register, i.e. the register of company details for all 

companies of any legal status and within any sector of economic activity, with headquarters or local 

branches within Italy. In addition, FVG Strade SpA, i.e. the company responsible for the 

management and maintenance of the regional roads of the FVG region, confirmed that the iron slabs 

are transported only to the iron mills located on the Aussa Corno industrial site. 
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of the channel and to the insufficient size of the mooring docks, the port of Porto 

Nogaro cannot accommodate the oversized vessels which carry the imported 

slabs. Therefore, those vessels dock mostly at the closest regional port, 

Monfalcone, and the slabs are then transported on road by special vehicles from 

the point of unloading to the rolling mills, over an average distance of 40 

kilometres. 

(7) The Italian authorities explained that road hauliers prefer using State and 

provincial roads rather than motorways, due to the less binding permits required 

by the national Highway Code2 for exceptional vehicles travelling on the State 

and provincial roads. In addition, following security infrastructural checks, since 

February 2017 no vehicles with a mass exceeding 56 tonnes can use the 

Palmanova overpass in the A4 toll motorway stretch serving the Aussa Corno 

industrial site. Moreover, current important long term works for the construction 

of the third lane of the same A4 toll motorway stretch have diverted significant 

volumes of traffic to regional and local roads. 

(8) According to the Italian authorities, transport on road has an environmental 

impact in particular in terms of increased emissions, noise, early damage of the 

roads surface, more congestion and a high rate of accidents in the towns they pass 

through. 

(9) The Italian authorities explained that alternative transport solutions were explored 

in the past, both by rail and by sea. Transport by sea involved transhipment on 

barges at the port of arrival and subsequent unloading at Porto Nogaro. The rail-

based solution has, after some trials, never been implemented due to the high cost 

differential of railway transport that would have to be borne during the start-up 

phase, mainly due to the short distance and to the difficult organisation of a full 

load rail transport that would be necessary to make rail transport competitive 

compared to road transport, in case of irregular volumes of imported slabs. The 

Italian authorities emphasise that the short distance between the point of 

unloading and the destination represents an advantage for road transport as 

opposed to rail transport, as the same haulier can make several trips in a day and 

consequently lower the unit price of the transport. 

(10) The Italian authorities claim that sea transport cannot fully cope with the 

quantities of semi-finished products to be delivered to the mills. The Italian 

authorities further explain that it is unavoidable that a certain quantity of slabs is 

transported by road to address the peaks in demand from the rolling mills 

(estimated around 550,000 tonnes per year). The aid measure aims at achieving 

that the transport of slabs is shared between several modes of transport, ideally 

split into transport of one third on rail, one third by sea and the remaining third on 

road on the basis of the average volume of iron slabs transported by sea (around 

500,000 tonnes per year). 

(11) The Italian authorities point out that the aid measure aims at establishing rail 

transport as a complementary mode of transport and not as a replacement for sea 

transport. The notified measure therefore aims at promoting a modal shift from 

road to rail transport by compensating for the lack of internalisation of external 

costs by road transport from the ports to the rolling mills. It pursues the general 

                                                 
2  Legislative decree n° 285 of 30 April 1992 (New Highway Code). 
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objective of reducing the environmental, health and social impact of road traffic 

by decongesting the heavy vehicles traffic. 

(12) The measure complements the aid scheme for the development of intermodal 

services in the FVG region, which was first approved by the Commission in 

20063 (“the intermodal scheme”) and last extended in 2016.4 The present measure 

aims at overcoming two conditions restricting access to that intermodal scheme. 

The first condition relates to the eligibility criterion, which requires a minimum 

distance of the railway route of 100 kilometres as a prerequisite to benefit from 

that scheme. The other condition relates to the subsidy per transport unit 

transferred from road to rail which under the intermodal scheme is EUR 33.5 

2.2. Legal basis 

(13) The notified measure is based on Regional Law No 29 of 21 July 2017, on 

Measures for the development of the regional territory and steps to simplify 

regional legislation relating to construction and infrastructure, regional ports 

and transport, urban centres and public works, the countryside and biodiversity 

approved by the Council of the FVG region (the "Regional Law"). 

(14) Article 9 of the Regional Law authorises the regional government to grant 

subsidies for intermodal rail transport services for the transport of iron slabs 

provided by logistics undertakings that perform on the railway line the service of 

combined rail and sea intermodal transport.  

(15) The Italian authorities also notified a draft regulation implementing article 9 of 

the Regional Law. Pursuant to Article 9(4) of the Regional Law, the regional 

authorities will adopt the implementing regulation only after the Commission has 

approved the scheme.  

(16) The granting authority is the Unit responsible for regional and local public 

transport of the Central Directorate for Infrastructure and Transport of the FVG 

Region. 

2.3. Scope 

(17) The notified measure applies to rail combined transport services of iron slabs 

from the regional ports of Monfalcone and Trieste to the rolling mills located in 

the regional industrial areas. The aid takes the form of a grant per iron slab 

transhipped along the railway lines between the ports of Monfalcone and Trieste 

and the Aussa Corno industrial site as described in recital (5), where the rolling 

mills are located. The aid will be granted on the basis of the number of iron slabs 

actually transported and will finance the organisation, coordination and 

                                                 
3  Commission Decision of 22.03.2006 in State aid case N 436/2004, OJ C 272 of 9.11.2006. p. 12, 

prolonged by Commission Decision of 10.06.2010 in case N 643/2009. OJ C 194 of 17 July 2010, 

p. 1. 
4  Commission decision of 18 July 2016, SA.45606 (2016/N), Measures for the development of 

intermodality in the Friuli Venezia Giulia region, OJ C 68 of 3 March 2017, p. 12. 
5  EUR 33 corresponds to the basic  aid  payment, which may  be  adjusted  through  the  application  

of  a  coefficient  that  takes  into  account  the  length  of  the  route  and  the  number  of  territories  

crossed, as explained in recitals (18) and (19) of Commission decision of 10 June 2010, N643/2009, 

Measures for the development of intermodality, OJ C 194 of 17 July 2010, p. 1. 
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management of the rail transport of the iron slabs of 30-35 tonnes weight each on 

average.6 

2.4. Beneficiaries 

(18) The beneficiaries of the measure are logistics companies which must have their 

registered office in one of the Member States of the European Economic Area and 

which organise combined intermodal transport between rail and at least one of the 

other modes (road, sea).7 According to the Italian authorities the term "logistics 

undertaking" is to be understood as synonymous with "multimodal transport 

operator (“MTO”), which is defined as legal person which concludes a 

multimodal transport agreement on its own behalf, does not act as a designated 

clerk or agent of the shipper or of the carriers participating in multimodal 

transport operations and is responsible for the implementation of the agreement.8 

(19) Logistics undertakings for the purpose of the scheme mean public or private 

undertakings that manage multimodal transport between two or more modes on 

their own account and/or on behalf of third parties, providing at least one of these 

modes on their own account and organising complete multimodal transport 

packages, acquiring the necessary logistics services (rail or road haulage, rolling 

stock, loading, unloading, disembarking, embarking or transhipment operations), 

as well as further services necessary for the complete organisation of the service.  

(20) The Italian authorities explain that the choice to identify logistics undertakings as 

direct beneficiaries of the measure is due to the type of service that these 

companies are able to offer to end users, i.e. a service that in addition to transport 

includes all the other transhipment activities between the various transport modes 

used to deliver the goods (iron slabs) to the receiving rolling mills. Part of the 

service provided by the logistics undertakings consists of identifying the rail 

haulage supplier of the incoming and outgoing transport. The Italian authorities 

emphasise that, in the interest of efficiency and cost saving, the identification of 

the railway undertakings supplying the rail haulage shall follow a  market 

research aimed at comparing at least three possible suppliers according to open, 

transparent and non-discriminatory criteria. 

(21) According to estimates provided by Italy, the number of beneficiaries should be 

below 10. 

(22) The Italian authorities commit to impose the obligation of account separation in 

relation to the activities covered by the subsidy in case the beneficiary logistics 

undertakings are subject to a dominant influence of a railway undertaking.9 

                                                 
6  For the purposes of the present notification and of the underlying calculations, the average weight of 

32.5 tonnes was taken into account. 
7  Such as defined by Council Directive 92/106 (EEC) of 7.12.1992 and subsequent amendments 

(incorporated into Italian law by Ministerial Decree of 15 02.2001). 
8  For reference see Commission decision of 24 November 2016, SA.44627 (2016/N), Italy - 

‘Ferrobonus’ - incentive for rail transport, OJ C 83 of 17.3.2017,  p.3; Commission decision of 

6.12.2017, SA.48858 –Italy-  Aid scheme supporting combined transport in the Province of 

Bolzano, OJ C 158 of 4.05.2018,  p. 6. 
9  For reference see recital (17) of Commission decision of 24 November 2016, SA.44627 (2016/N), 

Italy - ‘Ferrobonus’ - incentive for rail transport, OJ C 83 of 17.3.2017, p.3. 
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(23) Logistic companies in difficulty as defined in the Guidelines on State aid for 

rescuing and restructuring non-financial undertakings in difficulty10 are not 

eligible for the aid. 

2.5. Duration 

(24) The aid will be granted only after the Commission has authorised the scheme.11  

(25) The aid scheme does not apply to projects if works on the project activities started 

before the applicant has submitted a written application for the aid. 

(26) The aid scheme shall run for three years from the date of adoption of the decision. 

The aid amount may be reduced gradually by a specific provision of the Regional 

Council during its period of application, if an improvement in market conditions 

so permits.12 

2.6. Budget 

(27) The overall allocated budget of the scheme for the reduction of external costs is 

EUR 9 million over three years (EUR 3 million per annum). 

2.7. Eligible costs 

(28) The scheme has been designed as aid for the reduction of external costs related to 

freight transport. The calculation of the external cost of road transport and the 

alternative modes of transport is made on the basis of the Update of the Handbook 

on External costs of Transport by Ricardo-AEA13 (hereinafter, "the Handbook"), 

which takes into account costs related to air pollution, climate, infrastructure, 

accidents, congestion and noise.  

(29) The Italian authorities explained that their analysis has been performed with 

reference to the Monfalcone-Porto Nogaro railway line (45 kilometres), because it 

has the same transport cost structure than the Trieste-Porto Nogaro railway line 

(60 kilometres) and the aid amount is calculated on the basis of unit volumes of 

freight transported per kilometre.  

(30) The Italian authorities explained that the exceptional load of the iron slabs require 

special vehicles of 85 tonnes14 for road transport and entails higher consumption 

of fuel compared to standard vehicles of 44 tonnes, which leads to higher air 

pollution costs. Similarly, the heavier transport load entails higher deterioration of 

roads and bridges and leads to higher noise pollution. The external cost related to 

road transport of the Handbook has been adjusted accordingly, as shown in 

table 1. 

                                                 
10  OJ C 249, 31.07.2014, p.1. 
11  Pursuant to Article 9 (6) of the Regional Law. 
12  Pursuant to Article 9 (5) of the Regional Law.  
13  Report for the European Commission: DG MOVE, Ricardo-AEA/R/ ED57769 Issue Number 1 of 

8th January 2014, 
https://ec.europa.eu/transport/sites/transport/files/themes/sustainable/studies/doc/2014-handbook-

external-costs-transport.pdf. 
14  85 tonnes is a conservative value representing the minimum possible weight, since national road 

traffic provisions allow for the circulation of these vehicles up to 108 tonnes. 

https://ec.europa.eu/transport/sites/transport/files/themes/sustainable/studies/doc/2014-handbook-external-costs-transport.pdf
https://ec.europa.eu/transport/sites/transport/files/themes/sustainable/studies/doc/2014-handbook-external-costs-transport.pdf
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(31) The resulting calculation, as provided by the Italian authorities and shown in 

tables 1, 2 and 3, estimates the external costs for the alternative modes of 

transport as EUR 0.0726 per tonne-kilometre for road, EUR 0.0016 per tonne-

kilometre for rail and EUR 0.0033 per tonne-kilometre for short-sea shipping.  

Table 1: Adjusted external costs for the road transport of iron slabs 

Basic external costs of road transport according to the 

Handbook15 
Adjusted external costs of road transport 

External cost 
road transport 

(EURct/vkm16) 

conversion 

into 

EUR/t/km17 

standard 

vehicle 

of 44 t 

(km/litre 

of 

diesel18) 

special 

vehicle 

of 85 t 

(km/litre 

of 

diesel19) 

weight 

of the 

standard 

vehicle 

(tonnes)  

weight 

of the 

special 

vehicle 

(tonnes) 

adjusted value of costs 

based on consumption 

and weight of vehicles 

used (EUR) 

column v1 v2 v3 v4 v5 V6 formula 
value-

vx= 

AIR POLLUTION20 17.9 0.0056 
3.5 2.0 

  v2:vx=v4:v321 0.0098 

CLIMATE22 12.1 0.0038   v2:vx=v4:v3 0.0066 

INFRASTRUCTURE23 9.2 0.00298   44 85 v2:vx=v5:v624 0.0056 

ACCIDENTS25 4.0 0.0013      0.0013 

CONGESTION26 142.3 0.0445      0.0445 

NOISE27 8.17 0.0026   44 85 v2:vx=v5:v6 0.0049 

TOTAL 193.67 0.0605   adjusted cost (EUR tonne/km) 0.0726 

Table 2 – External costs of sea transport (Handbook) 

 EUR/1000t/km conversion into EUR/t/km 

AIR POLLUTION28 1.81 0.00181 

CLIMATE29 1.50 0.0015 

INFRASTRUCTURE // // 

                                                 
15  The Handbook estimates the value of the external cost of road transport at EUR 0.0633 t/km. 
16  Values in Euro cent per vehicle per kilometre.  
17  Values in Euro per tonne per kilometre (v2 = v1 : 32 tonnes/vehicle : 100 cent/EUR). The 

conversion is based on the following assumptions: mass weight of vehicle with full load = 44 

tonnes; weight of tractor with trailer = 12 tonnes; maximum weight of load = 32 tonnes. 
18  Kilometres run by a standard Euro V vehicle with one litre of diesel. 
19  Kilometres run by the special vehicles used for the transport of the iron slabs with one litre of diesel. 
20  Handbook, Excel table "Marginal external air pollution costs: Road", Region: Italy, row > 32t, 

Euro-III, urban. 
21  The formula takes into account that the number of kilometres run with one litre of diesel is inversely 

proportional to the weight of the vehicle. 
22  Handbook, Table 36, page 59, HGVs > 32t, Euro-III, urban. 
23  Handbook, Excel table "Marginal external air pollution costs: Road", Region: Italy, row: HGV 32-

40t, 5 axles, all roads. 
24  The formula takes into account that the costs for infrastructure and noise are directly proportional to 

the weight of the vehicle.  
25  Handbook, Table 12, Italy, HGV, urban road. 
26  Handbook, Excel table "Marginal external air pollution costs: Road", Region: Italy, row: Articulated 

truck, urban, main roads, near capacity. 
27  Handbook, Excel table "Marginal external air pollution costs: Road", Region: Italy, row: HGV, day, 

dense, urban. 
28  Handbook, table 25, page 47, general cargo ship 5-10kt, Mediterranean Sea. 
29  Handbook, Table 40, page 61, general cargo ship 5-10kt, Mediterranean Sea. 
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ACCIDENTS // // 

CONGESTION // // 

NOISE // // 

TOTAL 3.31 0.00331 

cost differential sea - rail  0.00331- 0.00168 = 0.00142 

Table 3 – External costs of rail transport (Handbook) 

 EURct/t/km conversion into EUR/t/km 

AIR POLLUTION30 0.07 0.0007 

CLIMATE // // 

INFRASTRUCTURE31 0.0690 0.00069 

ACCIDENTS // // 

CONGESTION // // 

NOISE32 0.0229 0.00029 

TOTAL 0.1619 0.00168 

cost differential road-rail  0.0726 – 0.00168 = 0.07092 

(32) The Italian authorities calculate the eligible costs as the part of the external costs 

which rail transport makes it possible to avoid compared with road transport, as 

the road-rail cost differential represents the highest cost differential among the 

three options (road, sea and rail), as shown in table 2 and 3. Accordingly, the 

Italian authorities conclude on a cost differential between road and rail of EUR 

0.07092 per tonne-kilometre. 

2.8. Total costs of rail transport 

(33) As regards rail transport costs, the Italian authorities provided the following table 

showing the train composition parameters and associated costs for 

implementation: 

Table 4 - Train composition and costs 

A. characteristics of rail network on Monfalcone – Porto Nogaro line: 

double track railway, electric traction 

B. limits:   

total weight/train tonnes 1,600 

total train length  meters 550 

line capacity – axle load tonnes 22.5 

1. TRAIN CHARACTERISTICS   

18 metre flat wagons with 4 axles – capacity tonnes 80 

average number wagons/train No 20 

2. VOLUME OF TRAFFIC EXPECTED ON ANNUAL BASIS tonnes 625,000 

equal to No of slabs with average unit weight of 30-35 tonnes No 19,231 

                                                 
30  Handbook, Excel table “External costs of air pollution: Rail”, Region: Italy, row: freight electric 

locomotive, rural, unit cost. 
31  Handbook, Table 48, page 72, Study Gaudry & Quinet (2013), France, freight. 
32  Handbook - Excel table “External costs of noise: Rail”, Region: Italy, row: freight train, day, thin, 

rural. 
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unit weight/slab tonnes 32.5 

3. CAPACITY OF TRAIN33 - GROSS tonnes 1,600 

load capacity net of rolling stock tonnes 1,250 

equal to slabs on average No 38 

4. TRAINS/YEAR NEEDED FOR OVERALL TRANSPORT No 500 

EQUAL TO TRAINS PER DAY, INDICATIVE No 2 

5. OVERALL RAILWAY DISTANCE34  km 45 

6. TRAIN COMPOSITION COSTS   

manoeuvre train into/out of Monfalcone port EUR 900.00 

manoeuvre train into/out of Porto Nogaro – factory gates EUR 850.00 

cost of hiring 2 empty wagons EUR 800.00 

cost of traction on network – round trip EUR 3,400.00 

administrative costs, documents EUR 297.50 

management of equipment for insuring load – insurance, etc. EUR 624.75 

total cost of rail transport EUR 6,872.25 

(34) The load factor as mentioned above is equal to 38 slabs on average net of rolling 

stock. Therefore, the average cost of rail transport on the rail network 

Monfalcone - Porto Nogaro line according to these figures is EUR 180.85 per 

slab35, which corresponds to a unit cost of EUR 0.1236 per tonne-kilometre.36 

2.9. Aid amount  

(35) The notified scheme provides for a maximum aid amount of EUR 54 for each slab 

transported on a railway wagon, which is equal to EUR 0.0369 per tonne-

kilometre.37 The scheme also provides that the caps set in the Railway 

Guidelines,38 i.e. 30% of the total cost of the rail transport and 50% of the avoided 

external costs, shall be respected in any event. The FVG Region reserves the right 

to recalculate and reduce the amount of aid, should more favourable market 

conditions occur. 

2.10. Procedure for granting the aid 

(36) The granting authority will publish a call for aid applications relating to the 

notified scheme on a yearly basis.  

                                                 
33  The calculations are based on 100% occupancy of trains (i.e. optimum use of the maximum capacity 

of the train) because this type of transport allows for the coordination of the operations between the 

port authority and the rolling mills also in light of the considerable volumes to be transported. 
34  Distance between the two stations of Monfalcone and San Giorgio plus the two connections leading 

to the factory gate (average). 
35  I.e. EUR 6,872.25 / 38 average number of slabs transported on that line. 
36  I.e. EUR 180.85 / 32.5t / 45km. 
37  I.e. EUR 54 / 32.5t / 45 km. 
38  Communication from the Commission – Community guidelines on State aid for railway 

undertakings, OJ C 184 of 22.7.2008, p. 13. 
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(37) The logistics undertakings providing rail combined transport services in the 

territory of the FVG Region must submit to the granting authority, by 31 March 

of each year and in any case before the start of the service, a complete application 

as defined in the Implementing Regulation together with the breakdown of the 

freight transport services planned over the year. The applications shall be 

accompanied i.a. by: 

 a business plan laying down a detailed description of the service 

(including itinerary, timetables, available train paths, management of 

loading and unloading, available and supplied rolling stock …) and the 

estimated overall aid amount requested; 

 a copy of the contract concluded with the railway undertaking and the 

relevant evidence of the market research referred to in recital (20); 

 the tariff plan and the price actually charged to the rolling mills for the 

service, including all associated fees, showing that the aid amount is 

entirely deducted from the final price charged to the rolling mills; 

 a statement of commitment to ensure that the combined transport service 

is accessible, on a non-discriminatory basis, to all road haulage and 

forwarding undertakings;  

 a detailed breakdown of the cost of the service and a declaration of 

commitment to respect the maximum aid intensities. 

(38) The aid will be granted by decision of the granting authority subject to the prior 

Commission's authorisation of the scheme. 

(39) The aid will be granted within the limits of available financing. If the number of 

eligible applications exceeds the available budget, the granting authority will 

approve a ranking list of the eligible applications to be financed based on a set of 

pre-defined priority criteria, in particular the location and length of the proposed 

service route. 

(40) The caps set out in the Railway Guidelines shall be respected in each individual 

grant.  

(41) Subsidies may only be paid to logistic undertakings that do not have outstanding 

recovery orders for earlier aid declared unlawful by Commission decision. 

(42) The aid can be paid out subject to certification of the reports, including transport 

documents, that the logistics undertaking shall submit to provide evidence that the 

service has been discharged. If the logistics undertaking fails to use the amounts 

of the contribution for the purposes laid down in the Regional Law, i.e. it will not 

fully deduct the subsidy from the price charged to the end user, it will be 

requested to pay back the subsidy received.  

2.11. Rules on cumulation 

(43) The Italian authorities confirm that individual aid granted under the scheme does 

not allow for cumulation with any other aid of the same type authorised by 

regional or national legislation or other EU Member States legislation, including 

similar contributions as regards aid granted to logistic undertakings for the 

reduction of external costs. 
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(44) Furthermore, Italy confirms that, although complementary to the intermodal 

scheme described in recital (12), the present scheme does not provide for 

compensation of the same eligible costs. To be eligible for support under the 

intermodal scheme the beneficiaries must cover a minimum railway distance of 

100 kilometres whilst the distance between the ports of landing of Monfalcone 

and Trieste and the Aussa Corno industrial site, where the rolling mills are 

located, is about 40 respectively 60 kilometres; consequently services covered by 

the present scheme would not be eligible under the intermodal scheme. 

(45) In calculating the maximum grantable aid amount, the FVG Region committed to 

take into account in each individual grant the tax exemption applicable in Italy to 

the consumption of electricity for rail traction. Article 52(3)(c) of the current 

Consolidated Law on the taxation of energy consumption,39 as amended by 

Legislative Decree No 26 of 2 February 2007, maintains the exemption from 

excise duty on electricity "used for the installation and operation of railway lines 

for the transport of freight and passengers", in line with Article 15(1)(e) of 

Council Directive 2003/96/EC of 27 October 2003 restructuring the Community 

framework for the taxation of energy products and electricity40 that allows 

Member States to apply total or partial exemptions in the level of taxation to 

electricity used notably for the carriage of goods by rail. The corresponding value 

of the tax reduction is EUR 3.1 per MWh, which – as indicated by the Italian 

authorities - represents a saving of approximately EUR 0.0002 per tonne-

kilometre.41 

2.12. Monitoring 

(46) The Italian authorities committed to transmit to the Commission annual reports on 

the implementation of the scheme. 

3. ASSESSMENT  

3.1. Existence of aid 

(47) Pursuant to Article 107 (1) TFEU, "any aid granted by a Member State or through 

State resources in any form whatsoever which distorts or threatens to distort 

competition by favouring certain undertakings or the production of certain goods 

shall, in so far as it affects trade between Member States, be incompatible with 

the internal market".  

(48) The criteria laid down in Article 107(1) TFEU are cumulative. Therefore, in order 

to determine whether the notified measure constitutes State aid within the 

meaning of Article 107(1) TFEU all of the following conditions need to be 

fulfilled. The financial support must: 

                                                 
39  Legislative Decree No 504 of 26 October 1995. 
40  OJ L283 of 31.10.2003, p. 51 
41  For reference see recital (19) in Commission decision of 29 April 2016, SA.41033 (2016/N), Italy - 

Integrated transport scheme in the Province of Trento, OJ C 220 of 17.06.2016, p. 2; footnote 11 in 

Commission decision of 24 November 2016, SA.44627 (2016/N), Italy - ‘Ferrobonus’ - incentive 

for rail transport, OJ C 83 of 17.3.2017, p.3; recitals (26) and (54) in Commission decision of 25 

July 2017, SA.46806 (2016/N), Italy - Aid for combined transport in the Province of Trento, OJ C 

442 of 22.12.2017, p. 2; recital (37) in Commission decision of 6.12.2017, SA.48858 –Italy- Aid 

scheme supporting combined transport in the Province of Bolzano, OJ C 158 of 4.05.2018, p. 6. 

http://eur-lex.europa.eu/JOHtml.do?uri=OJ:C:2017:442:SOM:EN:HTML
http://eur-lex.europa.eu/JOHtml.do?uri=OJ:C:2017:442:SOM:EN:HTML
http://eur-lex.europa.eu/JOHtml.do?uri=OJ:C:2017:442:SOM:EN:HTML
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 be granted by the State or through State resources; 

 favour certain undertakings or the production of certain goods; 

 distort or threaten to distort competition; and 

 affect trade between Member States. 

(49) The notified measure fulfils all the four cumulative conditions for the following 

reasons: 

 State resources and imputability: Since the notified measure involves 

financing granted by the Italian authorities to the beneficiaries as outlined 

in recitals (13) and ff. above, it involves the use of State resources. 

Besides, the decision to set up the scheme has been taken by the Council 

of the FVG region (cf. recital (13)). The Commission concludes therefore 

that the measure is imputable to the State. 

 Economic advantage: The measure reduces the costs that the beneficiaries 

would normally have to bear and therefore confers an economic 

advantage.  

 Selectivity: The public financing is directed at certain logistics 

undertakings providing freight transport services. Thus, the measure is 

confined to a certain segment of the transportation services market. The 

Commission concludes therefore that the measure is selective in nature.  

 Distortion of competition and impact on trade: When aid granted by a 

Member State strengthens the position of an undertaking compared with 

other undertakings competing in intra-Union trade, the latter must be 

regarded as affected by that aid. It is sufficient that the recipient of the aid 

competes with other undertakings on markets open to competition. In the 

present case, the notified measure strengthens the position of the 

beneficiary undertakings in relation to other undertakings active in the 

logistics market in the FVG region. The Commission concludes therefore 

that the measure is liable to distort competition and to affect trade between 

Member States.  

(50) On the basis of the above considerations, the Commission concludes that the 

notified aid scheme constitutes State aid within the meaning of Article 107(1) 

TFEU. 

3.2. Lawfulness of the aid 

(51) As described in recital (24) the legal basis contains a stand-still clause whereby 

the aid may only be granted after the Commission has authorised the aid. The 

Commission notes that the notified scheme has not been implemented so far. 

Therefore Italy complies with the obligation laid down in Article 108(3) TFEU. 

3.3. Compatibility of the aid 

(52) Article 93 TFEU states that State aid shall be compatible with the Treaty if it 

meets the needs of coordination of transport. The concept of "aid meeting the 

needs of coordination of transport" refers to the need for public intervention 

arising notably in the presence of market failure. In this regard, the Commission 
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notes that measures of coordination of transport may be needed when certain 

modes of transport do not bear the costs of the negative externalities which they 

impose on society. 

(53) As expressed in the Commission’s White Paper on Transport Policy,42 the 

fundamental charging principle for infrastructure use is that charges must cover 

not only infrastructure costs, but also external costs, namely costs connected to 

accidents, air pollution, noise and congestion. This approach has been applied in a 

number of Commission State aid decisions over the years.43  

(54) This approach reflects also the fact that, in view of Article 3 TEU and Articles 6 

and 191 TFEU, the environmental objectives of the Treaty have to be pursued 

inter alia through the Common Transport Policy. Rail transport generates lower 

negative externalities than road transport in terms of accident and pollution costs, 

noise, climate costs or congestion costs. In general this transport mode also has 

considerable spare capacity and can therefore play a role in shifting traffic away 

from the congested parts of the road networks.  

(55) Rules for the application of Article 93 TFEU have been set out in Section 6 of the 

Railway Guidelines.  

(56) According to Point 95 of the Railway Guidelines, aid that meets the needs of 

transport coordination is considered compatible with the Treaty. Point 96 of the 

Railway Guidelines provides that for a given aid measure to be considered to 

“meet the needs” of transport coordination it has to be necessary and 

proportionate to the intended objective. Furthermore, the distortion of competition 

which is inherent in aid must not jeopardise the general interests of the European 

Union. 

(57) According to point 98 of the Railway Guidelines, aid for the needs of transport 

coordination can take several forms including aid for reducing external costs that 

                                                 
42  Roadmap to a Single European Transport Area – Towards a competitive and resource efficient 

transport system, COM(2011)144 of 28.03.11. 
43  For the most recent and relevant decision-making practise – see, e.g, Commission decision of 24 

October 2018, SA.50584 (2018/N) – Belgium - Structural aid measure reducing the cost 

disadvantage of bundling volumes transported by rail/inland waterways to and from Flemish 

seaports in order to promote a modal shift, not yet published; Commission decision of 15 May 

2018, SA.49153 (2017/N) – Czech Republic – Aid for intermodal transport units, not yet published; 

Commission decision of 6.12.2017, SA.48858 –Italy- Aid scheme supporting combined transport in 

the Province of Bolzano, OJ C 158 of 4.05.2018, p. 6; Commission decision of 25 July 2017, 

SA.46806 (2016/N), Italy – Aid to combined transport in the Province of Trento, OJ C 442 of 22 

December 2017, p. 1; Commission decision of 24 November 2016, SA.44627 (2016/N), Italy - 

‘Ferrobonus’ - incentive for rail transport, OJ C 83 of 17.3.2017, p.3; Commission decision of 29 

April 2016, SA.41033 (2016/N), Italy - Integrated transport scheme in the Province of Trento, OJ C 

220, 17.06.2016, p. 2; Commission decision of 26 May 2015, SA.40404 (2014/N), France and 

SA.39606 (2015/N), Italy - Régime d'aide au service transitoire d'autoroute ferroviaire alpine, OJ 

66 of 19.2.2016, p. 2; Commission decision of 13 June 2014, SA.38152 (2014/N), Italy - Aid in 

favour of rail freight transport in Emilia Romagna region, OJ C 280 of 22.8.2014, p. 23; 

Commission decision of 6 January 2014, SA.36758 (2013/N), Denmark - Prolongation of 

environmental aid scheme for the transport of goods by rail for the period 2014-2017, OJ C 280 of 

22.8.2014, p. 10; Commission decision of 16 December 2011, SA.32603 (2011/N), Italy - Subsidy 

scheme "Ferrobonus" for combined transport, OJ C 88 of 24.3.2012, p. 1; Commission decision of 

5 July 2005, SA. 17724 (N 249/04), Belgium - Régime d’aide pour le transport combiné, OJ C 280 

of 12.11.2005, p. 9. 
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is designed to encourage a modal shift to rail because it generates lower external 

costs than other modes such as road transport.  

(58) In accordance with the Commission's previous decision-making practice,44 the 

principles set out in the Railway Guidelines concerning aid for reducing external 

costs apply also when the direct beneficiaries of the scheme are not railway 

undertakings. The compatibility assessment of the present scheme with regard to 

the beneficiary logistic companies as defined in paragraph 2.4 will therefore be 

carried out on the basis of Section 6 of the Railway Guidelines and of its 

subsection 6.3 concerning aid for reducing external costs, in particular points 101 

to 112. 

3.3.1. Eligible costs 

(59) According to point 103 of the Railway Guidelines, the eligible costs as regards 

aid for reducing external costs are the part of the external costs which rail 

transport makes it possible to avoid compared to competing transport modes. 

(60) Point 104 of the Railway Guidelines states that "Member States may put in place 

a time-limited compensation scheme for the use of railway infrastructure for the 

demonstrably unpaid environmental, accident and infrastructure costs of 

competing transport modes in so far as these costs exceed the equivalent costs of 

rail". 

Point 105 of the Railway Guidelines requires a transparent, reasoned and 

quantified comparative cost analysis between the supported transport mode and 

the alternative options. The methodology used and calculations performed must 

be made publicly available. The Italian authorities have calculated the external 

costs for the alternative modes of transport based on the Handbook on External 

Costs of Transport by Ricardo-AEA. The cost calculation of the external costs 

related to road transport has been adjusted according to the specific heavy-weight 

vehicles necessary for transporting the iron slabs (cf. recital (30)) and as shown in 

the table 1 above. The reason for that adjustment are the higher consumption of 

fuel and the greater weight/mass/vehicle/load relation of the vehicles necessary 

for the transport of the iron slabs (i.e. special vehicles of 85 tonnes of mass 

weight-kilometre/litre of diesel are needed compared to standard vehicles of 44 

tonnes mass weight-kilometre/litre of diesel). This makes a difference in 

particular for the calculation of air pollution costs as shown in table 1.  

(61) The Commission finds that the calculations are transparent and that the adjusted 

cost calculation for road is justified giving the specific nature of the vehicles used 

                                                 
44  Commission decision of 24 October 2018, SA.50584 (2018/N) – Belgium - Structural aid measure 

reducing the cost disadvantage of bundling volumes transported by rail/inland waterways to and 

from Flemish seaports in order to promote a modal shift, not yet published; Commission decision of 

15 May 2018, SA.49153 (2017/N) – Czech Republic – Aid for intermodal transport units, not yet 

published; Commission decision of 6.12.2017, SA.48858 –Italy– Aid scheme supporting combined 

transport in the Province of Bolzano, OJ C 158 of 4.05.2018,  p. 6; Commission decision of 

24.11.2016, SA.44627 – Italy – ‘Ferrobonus’ - incentive for rail transport, OJ C published on 

17.03.2017; Commission decision of 29 April 2016 SA.41033 (2016/N), Italy - Integrated transport 

scheme in the Province of Trento, OJ C 220, 17.06.2016, p.2; Commission's decision of 13 June 

2014, SA.38152 (2014/N), Italy - Aid in favour of rail freight transport in Emilia Romagna region, 

OJ C 282 of 22.8.2014, p. 23; Commission decision of 16 December 2011, SA.32603 (2011/N), 

Italy - Subsidy scheme "Ferrobonus" for combined transport, OJ C 88 of 24.3.2012, p. 1. 
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for the transport of iron slabs, as the formulas used to adjust the costs are based 

on the high consumption of fuel and the greater weight/mass/vehicle/load relation 

of the vehicles.  

(62) In line with points 103 to 105 of the Railway Guidelines, the Commission 

concludes that the eligible costs of the scheme correspond to the part of the 

external costs which rail transport makes possible to avoid compared with road 

transport.  

3.3.2. Necessity and proportionality of the aid measures 

(63) According to points 107 (b) and 109 of the Railway Guidelines, there is a 

presumption of necessity, proportionality and absence of overcompensation as 

regards the aid for reducing external costs when the intensity of the aid stays 

below 50% of the eligible costs and 30% of the total cost of rail transport.  

(64) The Commission notes that the scheme provides for a maximum aid amount of 

EUR 54 per slab and makes each individual grant subject to the respect of the 

caps set by the Railway guidelines.  

(65) As described in recital (35), the maximum aid amount corresponds to EUR 

0.0369 per tonne-kilometre. In addition, the Commission notes that each tonne 

per kilometre travelled by rail generates a tax exemption for electricity 

consumption for electrified traction of EUR 0.0002. Accordingly, the maximum 

aid amount considering the benefits deriving from the tax exemption for 

electricity consumption for electrified traction is EUR 0.0371 per tonne-

kilometre45 (the sum of the maximum aid amount under the present measure and 

the maximum aid amount under the tax exemption, i.e. EUR 0.0369 + EUR 

0.0002, cf. recital (45)). 

3.3.2.1. The aid does not exceed 50% of the eligible costs 

(66) The Commission notes that considering the benefits deriving from the tax 

exemption for electricity consumption for electrified traction, the maximum aid 

amount46 exceeds 50% of the eligible costs (i.e. EUR 0.00371 / EUR 0.07092 = 

52.3%). 

(67) The Commission records that the draft implementing regulation provides that the 

caps set out in the Railway Guidelines shall be respected in any event, that the 

Italian authorities committed accordingly to reduce the maximum aid amount to 

EUR 51.5 per slab, which corresponds to 49.93%47 of the eligible costs including 

the tax exemption for electricity consumption, and that this cap will be reflected 

in the final version of the implementing regulation. Furthermore, the Italian 

authorities also committed to respect the relevant caps in each individual grant. 

(68) In light of the above, the Commission concludes that the aid does not exceed 50% 

of the eligible costs. 

                                                 
45  I.e. EUR 0.0369 + EUR 0.0002. 
46  I.e. the initially notified amount of EUR 54 per slab, as referred to in recital (35). 
47 [(EUR 51.5 / 32.5t / 45km) + EUR 0.0002] / EUR 0.07092 tkm = 49.93%. 
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3.3.2.2. The aid does not exceed 30% of the total costs of rail 

transport 

(69) As shown in recital (33), the Italian authorities provided a calculation of the total 

cost of transport on the Monfalcone-Porto Nogaro line, which is transparent and 

takes into account all the associated costs.  

(70) The Commission notes that the estimated cost for the operation of rail freight of 

iron slabs on the Monfalcone – Porto Nogaro line is EUR 180.85 per slab, which 

corresponds to EUR 0.1236 per tonne-kilometre (cf. recital (34)). 

(71) The Commission concludes that considering the benefits deriving from the tax 

exemption for electricity consumption for electrified traction, the maximum aid 

amount does not exceed 30% of the total cost of rail transport (i.e. EUR 0.00371 / 

EUR 0.1236). 

(72) The Commission further notes that the calculations made for the Monfalcone – 

Porto Nogaro railway line (45 kilometres) can be applied to the Trieste – Porto 

Nogaro railway line (60 kilometres), because the two lines have the same costs 

structure and the aid amount has been calculated on the basis of unit volumes of 

freight transported per kilometre (cf. recital (29)). 

(73) Taking into account the above mentioned calculations and the commitment by the 

Italian authorities to reduce the maximum aid from EUR 54 to 51.5 per slab, the 

Commission concludes that the scheme complies with the requirements set out in 

point 107(b) of the Railway Guidelines.  

3.3.3. Other conditions related to the necessity and proportionality of the 

aid 

(74) According to point 110 of the Railway Guidelines, the aid has to have the effect 

of encouraging modal shift to rail and therefore in principle needs to be reflected 

in the price demanded from the shippers to the end-users of the transport.  

(75) The Italian authorities confirmed that the beneficiaries under the scheme, i.e. the 

logistic undertakings, are obliged to use the entire amount of aid to reduce the 

prices actually charged to end-users (i.e the rolling mills) of the integrated 

transport. Thus, in the Implementing Regulation, it is requested that applicants 

must submit a commitment at the time of application, which states that 

beneficiaries will apply a tariff scheme in which the amount of the aid is fully 

deducted from the price charged to the end user (cf. recital (37)). 

(76) The Commission values favourably that the scheme provides for an explicit 

obligation for the beneficiaries to pass on the subsidy to final users. Indeed, given 

that the Italian rail freight market is open to competition and that road transport 

exercises competitive pressures on the rail combined transport services, the 

choice between road transport and rail combined transport will ultimately depend 

on the prices charged by the beneficiaries to rolling mills. By factoring in the full 

amount of the aid, the reduced prices are supposed to be capable of attracting road 

hauliers to rail combined transport.  
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(77) For all these reasons, the Commission concludes that point 110 of the Railway 

Guidelines is met. 

(78) According to point 111 of the Railway Guidelines, in case of aid for reducing 

external costs, there must be realistic prospects of keeping the traffic transferred 

to rail so that aid leads to a sustainable transfer of traffic.  

(79) In this regard, the Commission observes that the awarding criteria of the scheme 

have been designed with the view to trigger a modal shift from road to rail and to 

keep this shift in the medium-long term. Moreover, the notified scheme is 

complementary to the aid scheme for the development of intermodal services in 

the FVG region (as described in Recital (12)) adopted by the Italian authorities; 

therefore there is a solid basis to believe that the positive trend will be confirmed. 

(80) In the light of the criteria examined above, the Commission considers that the 

conditions related to the necessity and proportionality of the aid are met. 

3.3.4. Incentive effect of the aid 

(81) Aid must have an incentive effect, i.e. aid must change the behaviour of the 

beneficiary in such a way that it engages in additional activity, which it would not 

carry out without the aid or would carry out in a restricted or different manner, so 

that the objective of common interest would not be achieved. 

(82) The Commission notes that operating combined transport is more costly than 

operating conventional road transport and considers that the aid that aims at 

reducing the cost difference between the intermodal transport and the 

conventional road transport contributes to a modal shift.  

(83) The Commission also considers that in this specific case there is a need for State 

intervention, since market forces are not able to cover the observed cost 

difference. In particular, reflecting the higher costs of intermodal transport in 

prices charged to its users would have a negative impact on a modal shift towards 

the intermodal transport (recitals (7) to (11)). Furthermore, as indicated above in 

recital ((25)), the Commission notes that the scheme applies only if the 

beneficiary has submitted a written application for the aid to the granting 

authority before works on the project or activity start. 

(84) The Commission therefore concludes that aid under the scheme will provide an 

incentive to beneficiaries to engage in modal shift away from road transport to 

intermodal transport, which they would not have made in the absence of aid. 

3.3.5. The aid scheme is granted on non-discriminatory terms, the aid 

scheme is transparent and time-limited 

(85) Italy confirms that access to aid will be granted in a non-discriminatory manner. 

Within the limits of the available budget (cf. recital (39)), any eligible beneficiary 

who applies for aid under the present scheme will have access to the aid provided 

all the eligibility conditions set out in section 2 above are satisfied and will be 

granted the aid applying the mechanism set out in recitals (36) to (42). The 

Commission furthermore takes note that the conditions for benefiting from the aid 

are clearly stipulated in the relevant legal acts which are publicly accessible. 
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(86) Finally, the aid scheme will apply for a period of three years. This duration is in 

line with the time limits laid down in point 97 of the Railway Guidelines. 

3.3.6. No effect on competition and trade contrary to the common interest 

(87) Point 96 of the Railway Guidelines stipulates that "distortion of competition 

which is inherent in aid must not jeopardise the general interests of the [Union]. 

By way of illustration, aid likely to shift traffic flows from short sea shipping to 

rail would fail to meet these criteria". 

(88) The notified scheme is limited to reduce imbalances between railway transport 

and the more polluting road transport on the sole territory of the FVG region. 

(89) The described transport services are characterised by a net preponderance of road 

transport over rail, as shown in recitals (9) and (10) above. Furthermore, as 

described in recital (11), the aid measure aims at establishing rail transport as a 

complementary mode of transport and not as a replacement for sea transport. 

(90) Consequently, the Commission concludes that the present aid scheme does not 

give rise to a distortion of competition to an extent contrary to the common 

interest according to point 96 of the Railway Guidelines. 

3.3.7. Transparency 

(91) The Italian authorities confirmed that they will ensure the publication of the 

relevant information on the notified scheme in the "Infrastructure, logistics and 

services of transport" section on the website of the FVG region.  

(92) The Italian authorities commit to submit annual reports on the implementation of 

the scheme. 

3.3.8. Cumulation  

(93) As described in recital (44), the aid received under this aid scheme does not allow 

for cumulation with any other aid of the same type authorised by regional or 

national legislation or other EU Member States legislation  

(94) Furthermore, the Commission notes that, as described in recital (43), Italy 

operates another aid scheme, which does, however, not provide for compensation 

of the same eligible costs. To be eligible for support under the intermodal scheme 

the beneficiaries must cover a minimum railway distance of at least 100 km 

whilst the distance between the ports of landing of Monfalcone and Trieste and 

the Aussa Corno industrial site, is about 40 respectively 60 kilometres; 

consequently services covered by the present scheme would not be eligible under 

the intermodal scheme. 

(95) The FVG region committed to take into account in each individual grant the tax 

exemption applicable in Italy to the consumption of electricity for rail traction (cf. 

recital (45)).  

(96) The Commission therefore concludes that the cumulation rules as laid down in 

point 124 of the Railway Guidelines are respected. 
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3.3.9. Conclusion on the compatibility of the aid 

(97) The present aid scheme fulfils the criteria of section 6 of the Railway Guidelines 

and of its subsection 6.3 concerning aid for reducing external costs. The 

Commission concludes that the scheme meets the needs of coordination of 

transport and is therefore compatible with the internal market pursuant to Article 

93 TFEU. 

4. CONCLUSION 

(98) The Commission has accordingly decided not to raise objections to the aid 

scheme on the grounds that it is compatible with the internal market pursuant to 

Article 93 TFEU. 

(99) If this letter contains confidential information which should not be disclosed to 

third parties, please inform the Commission within fifteen working days of the 

date of receipt. If the Commission does not receive a reasoned request by that 

deadline, you will be deemed to agree to the disclosure to third parties and to the 

publication of the full text of the letter in the authentic language on the Internet 

site: http://ec.europa.eu/competition/elojade/isef/index.cfm. 

Your request should be sent electronically to the following address: 

European Commission,   

Directorate-General Competition   

State Aid Greffe   

B-1049 Brussels   

Stateaidgreffe@ec.europa.eu  

Yours faithfully 

For the Commission 

 

Margrethe VESTAGER 

Member of the Commission 

http://ec.europa.eu/competition/elojade/isef/index.cfm
mailto:Stateaidgreffe@ec.europa.eu

