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I have great pleasure to present the 2010 Detailed Analysis of the trans-European 

transport network thirty Priority Projects. It is the first time that a single compre-

hensive document brings together the Annual Activity Reports of the nine TEN-T 

Coordinators and the reports drawn up by the Directorate General for Mobility 

and Transport for the Priority Projects that do not benefit from this type of co-

ordination. Thus, this reporting exercise continues the tradition established five 

years ago as a standard of transparency, but adds more on comprehensiveness 

as regards the state of play of the thirty Priority Projects and the efficiency of the 

European Union’s policy tools in this area. 

Thanks to the continued efforts of the Member States, with the support of the 

TEN-T, Regional and Cohesion Funds and European Investment Bank’s loans, TEN-

T policy has produced  significant success stories and exemplary and pioneering 

projects, such as PP2 “High speed railway axis Paris-Brussels-Köln-Amsterdam-London”, PP5 “Betuwe Line”, PP9 “Cork-

Dublin-Belfast-Stranraer”, PP10 “Malpensa airport”, PP11 “Øresund fixed link”,  and PP14 “West Coast main line”, to name 

just a few. Still, major discrepancies remain, especially between Western and Eastern Member States, and bottlenecks 

and missing links which have to be overcome in order to accomplish an efficient transport network at EU level.

This annual overview, which includes indicative maps, highlights precisely the progress achieved so far, the work that 

remains to be done through an up-dated setting of priorities and the need for the EU to focus even more on the sup-

port for cross-border sections. It comes as a vital instrument at a crucial time - the on-going TEN-T policy review and 

the upcoming launch of the new TEN-T Guidelines. The report gives also a general indication of the efforts that have to 

be done in the future from a financial viewpoint and will serve as an initial basis for the TEN-T contribution to the next 

Multi annual Financial Framework. 

With this 2010 Detailed Analysis, the legitimacy of the EU policy choices is demonstrated and emphasis is put on the 

need for consolidated EU action at all levels – the best approach for building a functional trans-European transport 

network which is essential for our citizens’ mobility and for businesses’ prosperity, for EU competitiveness, growth and 

jobs, for economic, social and territorial cohesion, for sustainability, and for linking Eastern and Western Europe, but 

also the EU with its neighbours and world strategic partners.

Foreword
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Vice-President of the European Commission in 
charge of Transport
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A detailed assessment at a crucial phase of the 
TEN-T revision

1. This report assesses in detail the Priority Projects of 

the trans-European transport network as they stand as 

of late summer 2010. Where available, updates have 

been made until December 2010. The exercise, carried 

out for the first time in such a degree of detail, is comple-

mentary to the Annual Activity Reports of the nine TEN-T 

Coordinators and is undertaken in the framework of the 

TEN-T revision process that has been carried out since 

the start of 2009.

2. In order to be comprehensive, this report comprises 

firstly the Annual Activity Reports of the Coordinators 

and thereafter the reports of the other Priority Projects 

that do not benefit from this type of coordination, but 

which are analysed on basis of information obtained by 

the Commission from various sources, notably the Mem-

ber States, through the reporting of the projects it co-

finances and regular on-site visits.

3. The Annual Activity Reports of the TEN-T Coordinators 

have been published for five consecutive years. They are 

widely greeted and have become a standard of transpar-

ency, analysing the progress achieved and identifying 

the difficulties and remaining bottlenecks. The Coordi-

nators are responsible for the most complex and difficult 

Priority Projects: 1, 3, 6, 17, 18, 19, 21, 22, 27, 30, as well as 

ERTMS (European Rail Traffic Management System).

4. The reports of the other Priority Projects aim at first 

rank at reviewing the state of play, i.e. the successes and 

the remaining bottlenecks. However, Priority Projects 10 

(Malpensa Airport) and 15 (Galileo) are not included in 

this assessment and Priority Project 5 (Betuwe line) has 

been analysed in the framework of Priority Project 24 

(Rotterdam-Genoa).

5. This report complements the Progress Report 2010 

that was presented in Zaragoza on 8 June 2010 and gives 

an annual overview of the state-of-the-art of the Priority 

Projects in a concise format.

6. Based upon experience, this report shall further con-

tribute to assess a common learning on the efficiency of 

policy tools to be reflected upon in the frame of the on-

going TEN-T policy review.

TEN-T policy has delivered success stories 

7. Taking the 30 Priority Projects individually,  

TEN-T policy has framed significant success stories, 

among which the completion of PP11 Øresund fixed 

link in 2000, of PP9 Cork-Dublin-Belfast-Stranraer and 

of PP10 Malpensa airport in 2001, of PP5 Betuwe line 

in 2007, of PP14 West Coast Main Line in 2009 and 

of PP2 High speed railway axis Paris-Brussels-Köln- 

Amsterdam-London (PBKAL) with the entry into service 

in 2009 of the last missing high speed sections Brussels- 

Amsterdam and Brussels-Aachen. The reports show for 

instance the important increases not only in internation-

al but also regional traffic across the Øresund, allowing 

the project to break even in 36 years after its completion, 

or the huge modal shift from air to rail upon the opening 

of the high speed links along the PBKAL.

8. Other Priority Projects are about to be completed, 

such as the road parts of PP8 Multimodal axis Portugal/

Spain-rest of Europe, which is expected to be delivered 

still this year. PP12 Nordic Triangle railway/road axis and 

PP4 High speed railway axis East, on the other hand, are 

planned to be delivered in 2015. Furthermore, numerous 

sections and large parts of other Priority Projects have 

been finalised, such as Nürnberg-Munich (2006), Madrid-

Barcelona (2008) or Milano-Naples (2009), to name a few.

9. However, as analysed in the Progress Report 2010, 

they are not yet delivering all their promises in terms of 

TEN-T network development as these sections are not ef-

fectively interlinked at this moment in time.

10. In this perspective, all individual reports of the Prior-

ity Projects present the completion dates of the entire 

project, showing the missing links and when they will be 

absorbed.

11. These data are also given in an easy readable format 

on the maps of each of the Priority Projects and are as-

sembled in two overviews at the end of this introduc-

tion to obtain a network development impression. Apart 

from the 2010 map that was presented in the Progress 

Report 2010, this report presents maps with the fore-

seen completion status of the Priority Projects in 2015 

and 2020.

12. These maps show that by 2020, according to cur-

rent planning, major projects will have been completed 

such as the rail parts of PP8 and PP12, PP13 UK/Ireland/

Benelux road axis, PP17 Paris-Bratislava, PP20 Fehmarn 

Belt, PP23 Railway axis Gdańsk-Warszawa-Brno/Bratis-

The Priority Projects of the trans-European transport network (TEN-T)
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ancies between western and eastern Member States, as 

well as between the centre and the periphery. It is indeed 

worth noticing that the most significant steps have been 

taken in the main socio-economic areas of the western 

part of the European Union.

18. On the one hand, the road network is already real-

ised for the largest part and the backlog observed in the 

eastern Member States can reasonably be considered as 

soon to be absorbed. Furthermore, airports of European 

and national importance are modernising at good pace 

throughout the Union. However, a number of the most 

important airports do not have multimodal links to their 

hinterland. 

19. On the other hand, discrepancies remain strong and 

are even increasing in some places in such sectors as rail. 

For example, high speed rail has developed since 2004 

mainly in Italy, France, Germany, the Benelux countries, 

the United Kingdom and Spain, whereas it is rarely far-

ther than the early planning stage in the eastern Mem-

ber States.

20. As regards to conventional rail, infrastructure mod-

ernisation needs of these same countries are acute, 

postponing altogether the question of equipping their 

networks with interoperable signalling systems which 

western Member States have already started to deploy. 

Hence, as it stands now, no European integrated rail net-

work, be it for passenger or for freight, is likely to emerge 

in the near future that will support an equal quality and 

efficiency level of services to EU citizens, unless a clear 

priority and enhanced means are dedicated to rebalance 

that situation.

21. Similar observations can be made for waterborne 

transport modes which, even more than railways, need 

a strong general catch-up to build up a network. As re-

gards to inland waterways, there are currently two Pri-

ority Projects: the Seine-Scheldt and the Rhine-Danube 

axis. Not planned to be linked in the classical mean-

ing of a network, both projects are however individu-

ally cornerstones of logistical chains that irrigate two of 

the most important European economic areas: north-

western Europe together with the Rhine valley and the  

Danube basin. Increasing capacity and safety in an envi-

ronmental friendly manner are needed to improve mul-

timodal freight services in general.

22. Seaports are another major component of that lo-

gistical network. The current TEN-T network encloses 

for instance Rotterdam, Antwerp, Barcelona, Genoa, 

Constanţa and Athens. The individual reports show that 

lava-Wien and PP25 Road axis Gdańsk-Warszawa-Brno/

Bratislava-Vienna.

13. For the time being, the implementation of three Prior-

ity Projects is still running beyond 2020: PP1 Berlin-Vero-

na/Milano-Bologna-Napoli-Messina-Palermo, PP3 High 

speed railway axis of Southwest Europe and PP6 Rail-

way axis Lyon-Trieste-Divača/Koper-Divača-Ljubljana-

Budapest-Ukrainian border. All three cases however in-

volve large and complex infrastructure projects, not the 

least of them being the Brenner and the Lyon-Turin base 

tunnels.

14. This implies that the necessary resources are to be 

brought about as a very important number of sections 

will be under construction during the next financial per-

spectives and cannot be realised under a mere renewal 

of the present financial programming. Moreover, these 

sections in work will include the most complex and cost-

ly infrastructures that have been thus far postponed, but 

are now mature for construction. The necessary budg-

etary means shall be put aside if the full effects of the 

investments so far done is to be grasped.

15. The scope of this task is huge. The 30 Priority Projects 

alone represent 11,000 km of road, 32,800 km of rail 

and 3,660 km of inland waterways. Still, when they are 

all completed, they will only represent a little more than 

10% of the road, around one-third of the rail and one-

fourth of the inland waterway of the full TEN-T network. 

Notwithstanding mapping considerations, bargaining 

down these proportions can only damage the long term 

competitiveness of the European economy and seriously 

hamper the development of its Internal Market.

16. This does not mean however that TEN-T policy should 

remain unchanged with respect to the frame set seven 

years ago. Progress has been made and experience gath-

ered. Furthermore, increasingly integrated economic 

flows since the last two EU enlargements may lead to re-

consider some of the decisions made upstream from the 

adoption of the 2004 TEN-T Guidelines. In that perspec-

tive, assessing strengths and weaknesses in the imple-

mentation of the current TEN-T network is a preliminary 

step in view of securing result-oriented cost-efficiency 

through updated priority setting.

Major discrepancies remain

17. A transversal view of the different intra-modal net-

works shows very different states of play depending on 

the mode and put light in some cases on clear discrep-
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other ports - or clusters of ports such as Antwerp-Zee-

brugge, Hamburg-Bremerhaven-Wilhelmshaven, Ros-

tock-Stettin, Genoa-La Spezia, Marseilles-Toulon - could 

be included in the future TEN-T network in coherence 

with a strong policy to develop hinterland interconnec-

tions with airports, inland ports and rail terminals.

Learning from experience confirms EU  
legitimacy for action

23. While drawing up here, in short, the main results 

achieved since 2004, the individual reports show several 

well-known specificities of the TEN-T policy, thereby con-

firming the EU legitimacy for the choices to be made in 

the next months.

24. At first, TEN-T policy bases upon an approach of pub-

lic intervention largely inspired through Keynesianism, 

according to which public financing shall compensate 

the uncompetitive cost and revenue balance of projects 

of common interest, as they are facilitating tools for the 

development of market economy.

25. Secondly, TEN-T policy pursues by nature long term 

objectives. Infrastructure completion timelines stretch 

over several decades and require continuity in priority 

setting, planning and financing going far beyond na-

tional margins of action impacted by electoral deadlines. 

Here, the European Union has a crucial role to play to 

ensure that European common interest is kept at a suf-

ficiently visible forefront. 

Implementation pace forecasts until 2020 re-
quire consolidated means of action at all levels

26. The 2010 TEN-T Progress Report establishes the to-

tal investment cost of the 30 TEN-T Priority Projects at 

approximately €395 billion1, from which 62,5% are ex-

pected to be spent until the end of the current financial 

perspective, i.e. the end of 2013. The leap forward is sig-

nificant, as less than half of that total investment cost 

(42.3%) had been spent by the end of 2009. According 

to the current forecasts drawn in cooperation with the 

Member States, the total cost is planned to be spent by 

20202.

27. This accelerated implementation pace emphasises 

the need of significantly increased EU means of support 

to national investment efforts. In addition, enhanced 

EU cooperation with the Member States is required to 

ensure that announced deadlines are held. Experience 

shows however how difficult this task may be with  

respect to preserving a general European interest.

28. Indeed, the reports indirectly underline to what  

extent the coherence of the network at European level is 

dependent of a small number of countries, both remark-

able by size and geographic position. Germany alone 

represents 16.5% of the TEN-T rail network and shares 

its borders with nine other Member States. France rep-

resents 13.5% of the TEN-T rail network and has seven 

neighbouring Member States3.

29. From a national point of view, the cost of implement-

ing the TEN-T network is consequently different from 

one country to another. Keeping in view the broader  

European interest without ignoring the imbalance of 

burden sharing is another challenge that TEN-T policy 

will have to confront while preparing the next financing 

period. 

30. One option that seems to be confirmed through the 

present review is the necessity for the EU to focus even 

more on the support to cross-border sections, since na-

tional sections tend to be realised first.

31. On the non-financial front, the EU should play a more 

determined role to consolidate bi- and multilateral gov-

ernance of cross-border projects. The state-of-the-art 

points out insufficiencies that are common to a large ex-

tent to what the TEN-T Coordinators stated in their com-

mon position paper about a year ago4.

32. Notwithstanding good practices reported upon in 

the following individual reports, these issues are still 

widely observable among the projects. A major concern 

resulting from cross-border governance shortcomings is 

the lack of investment planning coordination, leading to 

disconnected or even contradictory capacity planning, 

technical choices and implementation timelines.

From a policy-legitimated to a functional TEN-T 
network

33. Much more generally, individual reports underline 

some margins of improvement in the very design of the 

network. When put together, it appears that the 30 Pri-

1 https://www.ten-t-days-2010-zaragoza.eu/fileadmin/Content/Downloads/PDF/Progress%20Report%202010%20Implementation%20of%20
the%20Priority%20Projects.pdf
2 PP21 “Motorways of the Sea” is excluded
3 Inclusively the United Kingdom
4 http://ec.europa.eu/transport/infrastructure/european_coordinators/doc/2009_10_06_position_paper_coordinators_future_tent_en.pdf
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ority Projects were designed more in terms of financing 

priorities resulting from a compromise reached among 

the then 25 Member States, than of actual land planning. 

Hence, important links were not integrated when no ma-

jor investments were foreseen, even though they bore 

major traffic flows. The high speed rail line Paris-Lyon, 

which from an EU point of view, links the PBKAL to the 

Po area, is a particularly relevant example, as well as are 

the sections Hamburg-Berlin or Berlin-Warsaw. 

All in all, the most difficult challenge to come for TEN-T 

policy will certainly be to find a strong compromise be-

tween building up a “stand-alone” network of European 

interest legitimated through a set of socio-economic, en-

vironmental, safety and interoperability standards, while 

at the same time seting the need for strong EU action pri-

orities and taking into account the requirements of ter-

ritorial balance and burden-sharing inequalities among 

Member States. Without doubt, continuity for the sake 

of EU competitiveness will require innovative mapping 

options and financing means, not the least difficult chal-

lenge inhere being to conciliate long term views with 

constrained EU and national budgetary means. 
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Achievement of the Priority Projects - September 2010
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Achievement of the Priority Projects - 2015
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Achievement of the Priority Projects - September 2020
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Priority Project 1
Railway axis Berlin-Verona/Milan-Bologna-Naples-Messina-Palermo
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PP 01European Coordinator

Pat Cox

Annual Activity Report 2009-2010 for PP01
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Priority Project 1
Railway axis Berlin-Verona/Milan-Bologna-Naples-Messina-Palermo

Summary

With the Brenner Corridor as its centrepiece and an EU 

budgetary allocation of €963 million, Priority Project 1 

Berlin-Palermo is one of the most significant projects of 

the TEN-T network. 

On the sections north and south of the Brenner Corridor 

considerable progress has already been made. Also on 

the Brenner Corridor itself good progress is being made. 

The Lower Inn valley route, forming the Austrian part 

of the northern access to the Brenner Base Tunnel, will 

become operational by the end of 2012. On the Brenner 

Base Tunnel, excavation works on the exploratory and 

access tunnels are progressing well since 2008.

The Brenner Corridor between Munich and Verona has 

now arrived at a crucial phase, critical for the entire 

project. According to the official planning, the works on 

the main tunnel should have begun on 1 January 2010. 

However, Austria and Italy have not yet been taken the 

necessary final decisions to ensure the financing of the 

main tunnel1. Furthermore, the two countries still have 

to reach a final agreement on the total costs of the tun-

nel2.

The southern access route between Verona and Fortezza 

is also facing considerable delays. Although priority sec-

tions have been defined, the related final design and 

construction phases have not yet begun. Delivering the 

southern access in parallel with the completion of the 

Brenner Base Tunnel and the northern access route is 

mission critical to the success of the entire project. It is 

vitally important that financing mechanisms to permit 

the necessary scale of Italian investment are established 

in order to complete the design phase and to begin the 

construction at the earliest date3.

As regards the northern access route between Munich 

and the Austrian border Germany has always communi-

cated that it will provide sufficient financial guarantees 

for its on time completion to meet the entry into service 

of the Brenner Base Tunnel. Additionally, Germany and 

Austria should start negotiations on the cross-border 

section Kufstein-Rosenheim.

The Coordinator has chosen four fields of activity on 

which he will particularly focus his attention:

• Securing long-term financial commitments neces-

sary to the realisation of the Brenner Base Tunnel and 

its access routes

• Adoption of accompanying measures, e.g.  internali-

sation of external costs

• Encouraging cross-financing schemes essential to fi-

nancing the Brenner Base Tunnel and the southern 

access

• Developing the Brenner Green Corridor idea by en-

hanced emphasis on energy and environmental mat-

ters as a demonstration of best practice, as part of a 

deeper commitment on sustainable development 

(EU 2020 strategy)

It is important to note that the above-mentioned activi-

ties are complementary and mutually reinforcing. They 

should not be understood as an à la carte policy menu.

With traffic volumes continuously rising, the Brenner 

Corridor project must be considered as essential and in-

dispensable for future passenger and freight movements 

between Northern Europe and the economic centres in 

Italy. Supported by accompanying measures like cross-

financing schemes and Green Corridor initiatives this 

additional rail capacity will offer a vital non-road alterna-

tive. This is absolutely necessary both to contain and to 

avoid negative environmental spillovers and costs espe-

cially in this sensitive Alpine region.

The economical and environmental impact of this 

project on sustainable development is of such a scale 

that it will generate real positive socio-economic returns 

over time and commend itself to public authorities as a 

meaningful long-term investment even in these times of  

economic crisis.

1 In Italy, by its decision of 18 November 2010, the Inter-ministerial Committee for Economic Planning authorised the launch of the works phase of 
the Brenner Base Tunnel (Phase III), with a financial commitment that guarantees coverage of the costs over the entire construction period. In No-
vember 2010, the Austrian government adopted an optimised working plan for the construction of the Brenner Base Tunnel. According to this plan 
the preparatory work on the main tunnel will start early 2011 (Phase III). Until 2016, Austria will invest €1.2 billion in the construction of the tunnel. 
In 2016 works on the central part of the Brenner Base Tunnel will start. The optimised construction plan was set to be formalised by a decision of 
the Austrian government in January 2011.
2 On 19 November 2010, at the meeting of the Intergovernmental Commission (CIG) in Rome, Austria and Italy confirmed their agreement on the 
total project costs of €7.460 billion for the Brenner Base Tunnel (2010 prices). To this amount Austria will add €600 million for additional risks.
3 In the decision of 18 November 2010, the Inter-ministerial Committee for Economic Planning also authorised the start of the works on the first lot 
of the Southern Access route between Fortezza and Ponte Gardena, with a total cost of €1.6 billion.
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PP 011. Introduction

Priority Project 1, the 2,200 km long high capacity north-

south rail axis between Berlin and Palermo, is one of the 

most important projects of the trans-European transport 

network, linking up important urban areas in Germany, 

Austria and Italy. The centrepiece of this project is the 

cross-border section between Munich and Verona, the 

so-called Brenner Corridor, with three key projects: the 

Brenner Base Tunnel, the northern access route and the 

southern access route.

The Berlin-Palermo rail axis will deliver an important  

increase in transport capacity, remove bottlenecks and 

will be indispensable for necessary modal shift from 

road to rail. As such, it will deliver an important contribu-

tion to the Europe 2020 Strategy. In particular, the new  

Brenner Base Tunnel can relieve the high pressure that 

road traffic is currently putting on the sensitive Alpine 

environment and its population along the Brenner  

Corridor.

Priority Project 1 has now arrived at a crucial phase. This 

applies in particular to the cross-border section Munich-

Verona. Following all preparatory studies, including  

current activities on the exploratory and access tunnels, 

the works on the main tunnel were supposed to start on 

1 January 2010, in accordance with the financial Deci-

sion adopted by the Commission. This has been delayed 

due to further reflection on financing in Austria and Italy 

in the light of economic challenges at present4.

On 8 June 2010, the Commission appointed three new 

European Coordinators. For Priority Project 1 the Com-

mission nominated Mr Pat Cox, former President of the 

European Parliament. He undertook the role in the belief 

that an economically and environmentally sustainable 

European transport policy will yield real returns over 

time and commends itself for on-going investment by 

public authorities notwithstanding prevailing economic 

circumstances. 

Mr Cox intends to build on the legacy of the solid  

foundations laid by his predecessor, Mr Karel van  

Miert, who was the European Coordinator for this Prior-

ity Project from 20 July 2005 until 22 June 2009 when 

he suddenly passed away. Under his determined and 

inspiring leadership, the Berlin-Palermo project made 

good progress. While dedicated to the entire project, 

from the outset Mr Van Miert focused his attention on 

the cross-border section Munich-Verona. In 2007, he 

founded the Brenner Corridor Platform (BCP) to help 

promote integrated approaches to the challenges of  

exponential growth of traffic, bottlenecks and conges-

tion on the Brenner Corridor. On 18 May 2009 in Rome, 

this integrated approach was endorsed by all stakehold-

ers through the adoption of a Common Declaration,  

enacting the “Brenner Action Plan 2009-2022”, which sets 

out 50 measures necessary for the implementation of 

this Priority Project. Several working groups have been 

created to develop and animate these agreed measures 

with the ultimate aim of creating the conditions neces-

sary to achieve a modal shift from road to rail.

From the current financial perspectives (2007–2013), 

the Commission has committed €963 million of the en-

tire TEN-T budget to this project, by far the largest such  

financial contribution. Most of this, €903 million, has 

been committed for the Brenner Corridor. Given the  

current debates in Austria and Italy on the financing of 

the construction of the Brenner Base Tunnel, Mr Cox’s 

first priority will be to seek to establish concrete financial 

capacity to ensure progress.

Since Mr Cox has only recently been appointed as  

4 See footnotes 1 and 2

Site access tunnel Mules
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sense. This principle has been endorsed by the Com-

mon Declaration signed in Rome on 18 May 2009 by all 

three Member States, the five regions concerned and the  

railway infrastructure operators RFI and ÖBB Infra. 

On 17 June 2010 at the 11th plenary meeting of the  

Brenner Corridor Platform in Innsbruck, Mr Cox clearly 

stated that without the appropriate access routes, the 

tunnel was not feasible.

On the Austrian side of the northern access route, im-

pressive progress has been made. The 41 km long Lower 

Inn Valley route between Kundl and Baumkirchen, which 

provides the direct access to the Brenner Base Tunnel, is 

at a very advanced stage. A very significant part of the 

civil engineering works has been completed. Due to a 

strong political, economic, environmental and social 

commitment, the entire project is expected to become 

operational by the end of 2012.

The section of the northern access route between  

Munich and the Austrian border is part of an  

ongoing review of the German infrastructure investment  

programme (Bedarfsplanüberprüfung) in relation to 

traffic forecasts. This review, expected to have led to the 

definition of a multi-annual programme early in 2010, is 

still in progress. Germany has affirmed that irrespective 

of the review, the northern access on German territory 

will be upgraded in due time and manner5.

European Coordinator, this Activity Report is limited  

primarily to an analysis of the current state of the project. 

A complete analysis will be provided in the next activity 

report 2010-2011. Nevertheless, the current report pro-

vides a summary of the most important developments 

over the last reporting period.

2. State of the project

2.1. Munich-Verona

It is clear that the success of the entire Priority Project 

will depend on the realisation of this central cross-

border section. The impact thereof will have a network  

effect, going beyond the project itself. The central  

corridor is crucial for linking the rail networks north and 

south of the Alps. Together with the Gotthard-Monte 

Ceneri axis in Switzerland and the Lyon-Turin project, 

the Brenner Corridor will create a high capacity rail 

link. These links, essential for meeting environmental  

objectives of the European Union, are vital to ensure 

necessary modal shift from road to rail in the environ-

mentally sensitive Alpine region.

The need for swift progress on the access routes is of 

major importance; tunnel and access routes are direct-

ly linked with each other. Constructing a base tunnel  

without upgrading the access routes does not make 

5 In the framework of the revision of the German requirement plan (Bedarfsplanüberprüfung) a positive decision was taken on the northern access 
route from Munich to Kiefersfelden, bypassing Rosenheim. The investment costs of this project (4 tracks, high speed, partly tunnelled) are esti-
mated at €2.63 billion. The German government now has to decide to provide the necessary budget, allowing Deutsche Bahn to start the planning 
and construction of the project.

Site exploratory tunnel Ahrental
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border section between Rosenheim and Kufstein, is 

subject to bilateral negotiations between Germany and 

Austria. Negotiations on the necessary joint agreement, 

expected in 2010, have not yet started.

The works on the exploratory and access sections of 

the Brenner Base Tunnel are making good progress. 

Since April 2008, the 10.5 km long exploratory tunnel6 

between Aicha and Mules is under excavation.  By July  

2010 excavation had progressed to 8,875 metres, while 

excavation of the 1.8 km long intermediate access tun-

nel at Mules was completed in July 2009, earlier than 

planned. This early completion of the intermediate access 

tunnel at Mules facilitates commencement of the first lot 

of the section between Mules and Brenner. These works 

were completed in April 2010, when excavation had  

progressed to approximately 430 m. The next lot will then 

be the excavation through the Periadriatic fault. Work on 

the Innsbruck-Ahrental exploratory tunnel began on 4 

December 2009. The 8.1 km section between Innsbruck 

and Ahrental is being excavated with the drill and blast 

method. This section consists of 5 km of exploratory  

tunnel and 3 km of access tunnel. By 11 July 2010 exca-

vation had progressed to approximately 750 m.

The works on the main tunnel were supposed to start in 

January 2010 but are delayed due to the fact that no final 

decision has yet been taken in Austria and Italy on the 

financing of this project. Such a decision is expected to 

be taken in the autumn of 2010. The tunnel is scheduled 

to be completed in 20257.

The realisation of the southern access between  

Fortezza and Verona is essential for an increased mo-

dal shift along the Brenner Corridor. The completion of 

this section should run in parallel to the completion of 

the Brenner Base Tunnel. However, this project is facing  

considerable delays. Although five “priority sections” 

have been defined, the final design and construction 

phases have not yet started. For the crucial section  

Fortezza-Ponte Gardena and the underground bypass-

ing of Bolzano, the final design phase is supposed to start  

before the end of 2010 – two years behind schedule. The 

final design for the underground bypassing of Trento 

and Rovereto, which is scheduled to start early 2011, is 

also two years behind schedule. The design of the access 

to Verona is due to start even later, in 2012. As a result, it 

is not likely that the works on these priority sections will 

start before the end of 2013, as originally foreseen8.

2.2. Other sections

Germany and Italy have actively pursued the work on 

the sections north and south of the Brenner Corridor.

In Germany, the sections between Berlin and Halle/

Leipzig and between Nuremberg and Munich entered  

service. Investments in the sections between  

Halle/Leipzig-Erfurt and Erfurt-Ebensfeld are  

proceeding. These two bottleneck sections are to 

be eliminated by 2015 and 2017, respectively. The  

Commission committed €58 million from the TEN-T 

budget for the Halle/Leipzig-Erfurt section. Further EU 

support is to be obtained from structural funds. By 2017, 

the remaining section Ebensfeld-Nuremberg also is due 

to be upgraded.

In Italy, the sections Milan-Bologna and Verona- 

Bologna entered service before the end of 2008. Italy also  

completed the section between Bologna and Florence 

by the end of 2009. With these important steps, the  

section between Verona/Milan and Naples/Salerno  

became operational in its entirety.

Discussions with the German Minister of Transport and 

with Deutsche Bahn AG also focused on the deploy-

ment of European Rail Traffic Management System on 

Corridor B and the inclusion of this ERTMS Corridor B 

into the list of Priority Projects. This allows for co-financ-

ing of infrastructural works along this Corridor which  

itself is essential for north-south and Brenner related 

traffic. This should lead to a corresponding increase in EU 

financial support and the chance to tackle bottlenecks 

on national territory more consistently and with higher 

co-financing rates.

The ERTMS Corridor B project aims to remove  

bottlenecks in ERTMS implementation and to harmo-

nise operational rules along the Stockholm-Hamburg- 

Munich-Naples route. This corridor, which overlaps  

Priority Project 1 on the section Nuremberg-Naples, will 

be equipped progressively with ERTMS. The Alpine part, 

Munich-Kufstein-Brenner-Verona, is to be equipped 

in 2015. The northern part, Stockholm-Copenhagen- 

Rødby-Hamburg-Munich will be deployed progressively 

by 2020. In Italy, the part Milan-Salerno is already ERTMS-

equipped. The part Verona-Bologna will be deployed 

progressively by 2020. Particular attention will be paid 

to the Brenner axis with €38 million in EU funding.

6 The 10.5 km long exploratory tunnel between Aicha and Mules was completed on 3 November 2010
7 See footnotes 1 and 2. On the basis of the most recent planning the Brenner Base Tunnel is expected to be completed by 2025
8 See footnotes 3 and 9
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€593 million will be invested in the tunnel works repre-

senting a co-financing rate of 27%.

In addition the European Commission took three De-

cisions respectively on the northern access (Kundl/

Radfeld-Baumkirchen) €58 million, the southern access 

(Fortezza-Verona) €58 million and the Halle/Leipzig- 

Erfurt bottleneck €57 million.

3.2. Brenner Base Tunnel

The centrepiece of Priority Project 1, the cross-border 

section between Munich and Verona, has arrived at 

a crucial stage. The preparatory works, including the 

excavation of the exploratory and access tunnels, are 

progressing on schedule. However, the works on the 

Brenner Base Tunnel, which were supposed to start on 

1 January 2010, have not yet begun. This process is now 

facing delays:

• Lack of a final decision in Austria and Italy on the  

financing of the works phase

• Lack of a final decision in Austria and Italy on the total 

cost of the works phase, which mainly concerns the 

definition and inclusion of certain risks10

3.3. Austria

In Austria, the tunnel project is part of the ÖBB 

Infrastructure Framework Plan 2009-2014, which was  

endorsed by the Austrian government in March 2009. 

On 24 July 2009, an agreement regarding the state sub-

sidies concerning the projects of the ÖBB Infrastructure  

Framework Plan 2009-2014 was concluded between 

ÖBB, the Ministry of Finance and the Ministry of  

Transport, Innovation and Technology.

However, a final decision on the financing of the works 

phase has not yet been taken pending a cost-benefit 

analysis of the complete infrastructure investment pro-

gramme. A final decision is expected to be taken in  

October 201011.

Finally, a cross-financing scheme is in place on the A13 

motorway between Innsbruck and Brenner. The scheme 

has been approved by the “Eurovignette” Committee for 

a period of 65 years. However, in order to allow a further 

increase in this revenue and so reduce the amounts to be 

The introduction of ERTMS on the Munich-Verona rail 

axis is part of the Letter of Intent for Corridor B, which was 

signed in Luxembourg on 11 July 2009. In March 2010, less 

than a year after the signature of the Letter of Intent, an  

Executive Committee for Corridor B Stockholm- 

Naples and a subsequent Management Committee was 

set up. The Executive Committee is led by the Danish  

Ministry of Transport and the Management Committee 

by ÖBB. Since then the Executive Committee met twice, in  

Copenhagen and Hamburg. In addition, the  

Management Committee has met several times.

3. Financial progress

3.1. EU Financing Decisions

For the financial perspective 2007-2013, the TEN-T 

budget has been concentrated on cross-border sections 

and on bottlenecks situated on the Priority Projects.  

Almost 20% of this budget has been committed to Prior-

ity Project 1. Overall, over €960 million has been commit-

ted to this project, with co-funding of €786 million for 

the Brenner Base Tunnel alone, underlining the strategic 

importance of this section.

The financial commitment is based on individual Deci-

sions adopted by the Commission on 5 December 2008. 

Each Decision contains the terms and conditions for the 

project to be fulfilled. On the basis of these Decisions, 

the Commission, in cooperation with the TEN-T Execu-

tive Agency, will evaluate the progress of each project in 

the Mid-Term Review. The results of the 2010 Mid-Term 

Review are expected to be published in October9.

For Priority Project 1, five Decisions were adopted by 

the Commission, after having obtained the approval of 

the European Parliament and the Member States. Two  

Decisions were adopted for the Brenner Base Tunnel 

project. The first Decision covers the studies, including 

the access and exploratory tunnels. This Decision runs 

from 1 December 2008 until the end of 2013. The Com-

mission supports this project with €193 million at a co-

financing rate of 50%. The second Decision covers the 

works on the main tunnel and runs from 1 January 2010 

till the end of 2013. During this period a total amount of 

9 The Mid-Term Review was published in October 2010. As regards to the Decision covering the works on the Brenner Base Tunnel, the Mid-Term 
evaluation noted that the project is mature and can start immediately. Taking into account the exceptional period of financial crisis, the Commis-
sion decided to give an extension of one year, until the end of 2014. As regards to the Decision on the southern access, the Commission concluded 
that some activities (Trento bypass, Verona access) are not expected to start before the end of 2015. Given this delay, it will not be possible to 
maintain the TEN-T support for these activities. This entails a reduction to the TEN-T contribution of approximately €12.9 million.
10 See footnotes 1 and 2
11 See footnotes 1 and 2
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contribute to paying the annuities over a period of sev-

eral decades, Austria is considering extending its scheme 

to the A12 motorway between Kufstein and Innsbruck12.

3.4. Italy

In Italy, the entire project was approved in July 2009 by 

the Interministerial Committee for Economic Planning 

(CIPE) with the CIPE Resolution and the Finance Act 2010 

No. 191 from 23 December 2009. A complementary deci-

sion on the financing of the works phase is expected to 

complete this process13.

The Italian government would like to assure the project 

partly through cross-financing schemes. There are two 

potential sources for cross-financing:

• A cross-financing fund collected from the revenues 

collected by the A22 concession (Autostrada del Bren-

nero SpA):

 This concession was put in place in 1997. Until its ex-

piry in 2014 it is expected to collect €550 million in 

a fund which has been assigned to the Brenner Base 

Tunnel and the southern access route by the CIPE 

resolution of July 2009. As regards to the new con-

cession there is no clear indication yet as to how it 

will be granted, what should be its level of finance 

nor how the amount reserved for cross-financing will 

be used. A final decision is expected to be taken in 

autumn 2010.

• The introduction of the Eurovignette cross-financing 

scheme:

 Italy has agreed to implement the Eurovignette sys-

tem, but no decision has yet been taken on the spe-

cific application and modalities of this system.

The Coordinator is of the opinion that sufficient clarity 

about the introduction of a cross-financing scheme in 

Italy is required soon, since this issue seems to be linked 

to taking a final decision on the financing of the tunnel 

or the southern access route.

3.5. Total costs of the Brenner Base Tunnel

The EU has agreed to commit €786 million for the Bren-

ner Base tunnel during the financial perspective 2007-

2013. Austria and Italy agreed that remaining part of the 

costs would be financed on a 50/50 basis. Both countries 

seem to agree on a total amount of approximately €8 

billion for the project’s lifecycle costs (until 2022). This 

amount consists partly of project costs of €7,460 million 

for construction, environmental impact assessment and 

start-up costs, accepted by both countries (prices year 

2010), and partly cost validation for inflation and risks. 

The amount of approximately €8 billion lifecycle costs 

will be subject to a risk analysis in 2012. A final cost set-

tlement is expected in the autumn of this year14.

4. Political cooperation

4.1. CIG - Austria-Italy Intergovernmental  

Commission

The Austria-Italy Intergovernmental Commission has 

met twice since the publication of the fourth annual ac-

tivity report. The meetings were held in Vienna on 21 De-

cember 2009 and in Rome on 3 February 2010. The meet-

ing in Rome preceded the tenth plenary meeting of the 

Brenner Corridor Platform. The two meetings were at-

tended by representatives of the Commission services15.

4.2. Brenner Corridor Platform

The Brenner Corridor Platform was created by the late 

Karel Van Miert in May 2007 in order to increase the  

12 On 17 November 2010, Austria sent a request to the Commission concerning the application of 25% mark-up on the HGV tolls on the Lower Inn 
Valley motorway (A12) between Kiefersfelden and Innsbruck-Amras. The revenue generated will serve for cross-financing the Brenner Base Tunnel.
13 See footnote 1
14 See footnote 2
15 A third meeting of the Intergovernmental Commission (CIG) was held on 19 November 2010 in Rome, in the presence of the EU Coordinator Mr 
Pat Cox.
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subjects:

Traffic forecast

There is a need for a constant monitoring of traffic fore-

casts figures and for regular updating of existing traffic 

studies and data coming from motorway operators, the 

regional authorities and others. The aim of the respon-

sible Working Groups is to establish a continuous com-

mon traffic forecast for this Priority Project.

Infrastructure

The state of progress on the various sections of the  

Munich-Verona railway corridor is followed up by 

the trilateral Working Group on Infrastructure. This  

process is closely linked to the measures dealing with ca-

pacity, terminals and interoperability.

Rail capacity

The Working Group Rail Capacity has started to under-

take a study on the precise capacity in the nodes and 

bottleneck sections, allowing optimisation of capacity 

planning along the corridor and accommodation of rail 

growth and thus of modal shift as soon as the economic 

situation will permit.

Terminals

Following an assessment of the terminal capacity along 

the Brenner Corridor, the Working Group Terminals will 

carry out a study on the future interdependence of  

terminals and rail capacity. This will be essential for  

guaranteeing uninterrupted logistical flows.

Interoperability

Two separate fields have been addressed by the  

Brenner Action Plan 2009. On the one hand, the  

introduction of ERTMS along the Munich-Verona rail 

line and on the other hand, a whole range of other  

operational and interoperability aspects.

ERTMS shall be introduced on the Munich-Verona rail 

line by 2015. For the other parts of Corridor B the intro-

duction date is 2020. This is part of the Letter of Intent 

for Corridor B signed in Luxembourg on 11 July 2009. 

The ERTMS deployment plan, which was adopted by the 

Commission on 22 July 2009, incorporates a compulsory 

calendar, which is essential for the good functioning of 

this project. Given the overlap between ERTMS Corridor 

B and Priority Project 1, specific working groups will deal 

coordination between the various stakeholders.

The Brenner Corridor Platform (BCP) brings together 

the three Member States (Austria, Germany and Italy), 

the five regions (Bavaria, Tyrol, South Tyrol, Trento and  

Verona) and rail infrastructure managers (RFI, ÖBB and 

DB). The BCP aims to ensure an integrated approach for 

the Brenner Corridor, covering not only evident aspects 

such as interoperability, infrastructure and capacity 

planning, terminals and other rail related subjects, but 

also environmental monitoring, accompanying policy 

measures, cross-financing schemes and the relation-

ship between rail, road, environment and energy (Green  

Corridors).

Since the publication of the fourth annual activity  

report, the Brenner Corridor Platform met twice in 2010 in  

plenary sessions: in Rome on 3 February and in Inns-

bruck on 17 June, for the first time in the presence of Mr 

Cox. The main objective of the bi-annual plenary meet-

ings is to ensure monitoring and follow-up at political 

level and, when necessary, to update the Brenner Action 

Plan 2009-2022.

In the framework of the Brenner Corridor Platform,  

Working Groups have been created. They meet at regular 

intervals to discuss issues such as infrastructure progress, 

traffic capacity and forecasts, bottlenecks, interoperabil-

ity, terminals, accompanying measures, cross-financing 

and Green Corridors.

On 18 May 2009, this integrated BCP approach led to the 

adoption of a Common Declaration of all stakeholders 

in Rome, enacting an ambitious “Brenner Action Plan 

2009-2022”, which contains a set of 50 clearly defined 

measures. Each measure is assigned with a timetable to 

an actor responsible for its realisation. To support the  

implementation of these measures, several work-

ing groups have been tasked to undertake the neces-

sary activities. The actions run until 2022, the date of  

completion of the tunnel16. 

All the measures in the Brenner Action Plan 2009 aim at 

pursuing a modal shift from road to rail and are there-

fore closely linked to each other. For example, pursuing 

the development of the new railway line will be impos-

sible without tackling such issues as interoperability,  

terminals and capacity planning.

The Brenner Action Plan 2009-2022 covers the following 

16 See footnote 7.
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with the different issues. Specific ERTMS issues will be 

dealt with within the Corridor B framework whilst other 

operational issues will be dealt with by the BCP.

Interoperability is of crucial importance for the reliability 

and attractiveness of this and other railway projects and 

will deliver a major contribution to modal shift.

Accompanying measures

The main measure, acknowledged by all stakeholders, is 

road taxation. Member States have already introduced 

such measures and are continuing to work in this direc-

tion, for instance, by introducing a toll system in accord-

ance with the “polluter pays” principle.

The proposal for a new “Eurovignette” Directive pursues 

a similar objective, namely the internalisation of external 

costs. Discussions on this proposal continue.

The Member States and the European Commission are 

working closely together on future traffic systems, such 

as the often suggested Alpine transit bourse (Alpentran-

sitbörse). Studies will be pursued.

Cross-financing

Cross-financing mechanisms have a double effect: they 

provide financial support to countries that build new 

alternative infrastructure and will stimulate modal shift. 

In cross-financing schemes, the budget is earmarked for 

creating alternative transport infrastructure and thus 

cannot be used for other goals. This means that those 

who pay the mark-up will benefit in the end.

Environmental monitoring

The Working Group Environmental Monitoring   

is preparing a report on the air quality along the Bren-

ner Corridor. This report will assess the influence of road  

traffic on air quality, using the data from measuring  

stations along the motorway. In the future the scope of 

this working group could be extended to other types of 

pollution such as noise pollution.

Brenner Green Corridor

At his last BCP meeting on 17 June 2009, Mr Van Miert 

addressed a new challenge of enlarging the corridor  

approach to energy and environmental related themes. 

To meet this new challenge, a so-called Green Corridor 

Working Group was established.

The development of the Brenner Green Corridor has 

to be seen in the framework of both environmental  

protection as well as energy supply.

The link to environmental protection is made by  

Directive 2008/50 on air quality which defines the  

Brenner Corridor as a sensitive area and Directive 

2006/38 (Eurovignette), which allows the application 

of a mark-up for cross-financing in sensitive mountain-

ous areas. Finally, reference will be made to the Alpine 

Convention that aims to protect the Alpine range. It has 

a series of protocols amongst which there is a traffic  
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immediately in project activity. He attended the TEN-T  

conference in Zaragoza on 8 June wherhe exchanged  

views with the Vice-President of the European 

Commission Siim Kallas and the other TEN-T  

Coordinators. At this occasion he also met the Ital-

ian Minister for Infrastructure and Transport Altero 

Matteoli and the Austrian Federal Minister of Trans-

port, Innovation and Technology Doris Bures and  

discussed the progress of the project with them,  

exploring in particular the start of the works phase on 

the Brenner Base Tunnel.

On 17 June 2010, he visited Governor Platter of Tyrol 

and Governor Durnwalder of South Tyrol when he at-

tended the 11th Brenner Corridor Platform meeting in 

Innsbruck. He was also able to see at first hand the work 

in progress when visiting the tunnel sites.

Additionally, Mr Cox established contacts with Mem-

bers of the European Parliament and with the project  

promoter BBT SE.

The Coordinator would like to build on the success and 

important achievements of the late Karel Van Miert, his 

predecessor. In a period where sustainable European 

transport policy is of high priority, he values the impor-

tance which the European Union attaches to the Brenner 

Base Tunnel and its access routes.

In order to better appreciate the project and what lies 

ahead, the Coordinator will arrange meetings at short 

notice with the ministers and services responsible in 

the relevant Member States, regions, rail infrastructure 

companies, project promoters, interest groups and other 

stakeholders.

6. First analysis of the Coordinator

Priority Project 1 Berlin-Palermo, with the Brenner Cor-

ridor as its centrepiece, is one of the most significant 

projects of the TEN-T network. The project’s EU budget-

ary allocation of €963 million is the largest EU financial 

commitment to any of the TEN-T Priority Projects.

The project already has made considerable progress. 

North of the Brenner Corridor the sections between 

Berlin and Halle/Leipzig and between Nuremberg and  

Munich have entered service. South of the Brenner Cor-

ridor the section between Verona-Milan and Naples-

protocol. The Commission is also a party to this multilat-

eral treaty.

The combination of investments in transport  

infrastructure and low-carbon technologies and their 

mutual interaction is currently being discussed in the 

Brenner Green Corridor Working Group. The Group’s 

strategy will focus on greening transport systems, boost-

ing the output of low carbon mobility and improving 

electric grids, thus enabling a sustainable development 

along the Corridor. 

Communication

For the social acceptance of the project, a clear and  

coordinated communication is of crucial importance. 

Therefore, the BCP set up a Working Group on Com-

munication to exchange information regarding ac-

tivities related to the Brenner Corridor. The group is 

cooperating with the Aktionsgemeinschaft Brenner-

bahn (see 4.3). The aim is to establish a permanent 

secretariat which will take care of cross-border  

communication initiatives17.

4.3. Aktionsgemeinschaft Brennerbahn – Comunità 

d’azione ferrovia del Brennero

The Aktionsgemeinschaft Brennerbahn - Comunità 

d’azione ferrovia del Brennero (AGB-CAB) is a coopera-

tion of the provinces and regions along the Brenner  

Corridor with the Chambers of Commerce of Verona, 

Trento, Bolzano, Tyrol and Bavaria. The AGB-CAB aims 

to act as an advocate in Italy, Austria and Germany and 

in the European Institutions for the expansion of the  

Brenner rail axis for the benefit of residents and the  

regional commerce alike.

The action group is committed to the improvement of 

rail traffic on the existing railway line Munich-Verona and 

the construction of new sections. The members of the 

AGB-CAB meet regularly in the expert committee and at 

the annual Presidents’ Conference.

5. Activities of the Coordinator

On 8 June 2010, the European Commission appointed Mr 

Pat Cox, former president of the European Parliament, as 

the new Coordinator for Priority Project 1 Berlin-Palermo.

Following his appointment, Mr Cox engaged  

17 At the Presidents Conference of the Aktionsgemeinschaft Brennerbahn (AGB) on 13 December 2010 in Munich it was decided to set up a perma-
nent secretariat. The permanent secretariat will be based in Fortezza (IT).
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Brenner Corridor itself, the 41 km long Lower Inn valley 

route will become operational by the end of 2012. As  

regards to the Brenner Base Tunnel, excavation works on 

the exploratory and access tunnels have been progress-

ing well since 2008.

Notwithstanding all the progress that has been 

made, the Brenner Corridor between Munich and Ve-

rona has now arrived at a critical phase for the entire 

project. On 1 January 2010, the works on the main  

tunnel were to have begun. However, this key phase has 

not yet started. Austria and Italy to date have not been 

able to take the necessary specific decisions to ensure 

the financing of the main tunnel. Furthermore, a final 

agreement between the two countries has still to be 

reached as regards a single financial structure18.

The southern access route between Verona and Fortezza 

is also facing considerable delays. Five priority sections 

have been identified, yet the related final design phase 

for these sections has not commenced. It is self-evident 

that a viable corridor can only function if and when 

the base tunnel and the associated access routes are 

both operational. Italian investments in the southern  

access route needs to be provided for together with the  

financing of the Brenner Base Tunnel19.

Germany has always stated that it will provide sufficient 

financial guarantees for the on time completion of the 

northern access route between Munich and the Austrian 

border to meet the entry into service of the Brenner Base 

Tunnel. Futhermore, it is important that Germany and 

Austria soon start bilateral negotiations on developing a 

plan for the cross-border section Kufstein-Rosenheim20.

From the perspective of the Coordinator, the period until 

the end of 2010 will be crucial in preparing the way for 

delivering the Brenner Base Tunnel and its access routes. 

He will provide his fullest support how, when and where 

needed.

The Coordinator will particularly focus his attention on 

four fields of activity:

• Working to secure the specific long-term financial 

commitments necessary to the realisation of the 

Brenner Base Tunnel and its northern and southern 

access routes

• Concentrating on the adoption of accompanying 

measures, especially the internalisation of external 

costs, and other measures appropriate for sensitive 

cross-Alpine corridors

• Encouraging cross-financing schemes essential to fi-

nancing the Brenner Base Tunnel and the southern 

access route in line with the Common Declaration 

signed in Rome and thereby also promoting a neces-

sary precondition to incentivise modal shift, a main 

goal of this project

• Developing the Brenner Green Corridor idea by en-

hanced emphasis on energy and environmental mat-

ters as a demonstration of best practice, as part of a 

deeper commitment on sustainability to host com-

munities and in the light of the EU’s 2020 strategy 

It should be emphasised that these activities should be 

seen as complementary and mutually reinforcing and 

should not be understood as an à la carte policy menu.

7. Conclusion

The Coordinator is convinced that the Brenner  

Corridor project represents an essential and indispensa-

ble infrastructural contribution to future passenger and 

freight movements between northern Europe and Italy 

where traffic volumes will continue to rise. Together with  

accompanying measures such as cross-financ-

ing schemes and the Green Corridor initiative, this  

additional rail capacity will offer a vital non-road  

alternative. This is absolutely necessary both to contain 

and to avoid negative environmental spillovers and costs  

especially in this sensitive Alpine region.

An economically and environmentally sustainable 

project of this scale can and will yield real positive  

socio-economic returns over time and commend itself to 

public authorities as a meaningful long-term investment 

even in these stressful economic times.

18 See footnotes 1 and 2
19 See footnote 3
20 See footnote 5
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Summary PP3

The high speed railway axis of southwest Europe is a key 

project that ensures the continuity of the rail network 

between Portugal, Spain and the rest of Europe. It con-

sists of three branches: 

• Mediterranean branch: Madrid-Barcelona  

(operational) - Figueras-Perpignan (completed) - 

Montpellier-Nimes (French high speed network)

• Iberian branch: Madrid-Lisboa-Porto

• Atlantic branch: Madrid-Valladolid (operational)- 

Burgos-Vitoria-Bilbao/San Sebastian-Dax-Bordeaux-

(Tours-Paris).

Carlo Secchi succeeded Etienne Davignon as European 

Coordinator for PP3 on 22 July 2009. 

The project has progressed on its three branches during 

the period, with the active involvement of the European 

Coordinator:

• On the Mediterranean branch, the Barcelona- 

Figueras line progressed quickly: more than 55% 

of the line is completed and works are ongoing on 

all the remaining sections. The new Contournement 

Nîmes-Montpellier line is progressing, although the 

operational phase might be delayed from 2013 to 

2016. The first link in standard (European) gauge  

between the Iberian peninsula and the rest of Europe 

is operational with provisional exercise since the end 

of 20101. It is likely to be fully operational from Ma-

drid to Perpignan in 2012, and progressively upgrad-

ed on the French side by 2020. 

• On the Atlantic branch, the Intergovernmental Con-

ference Vitoria-Dax had its first meetings 2009, dur-

ing which it defined the studies to be performed by 

the EEIG (European Economic Interest Group) in order 

to define the cross-border section within 2013. Works 

for the “Y Basque” rail link Vitoria-Bilbao/San Sebas-

tian are ongoing in some sections and design is being 

completed in the remaining ones. On the French side 

of the Bordeaux-Dax section, the alignment was de-

fined in 2009 (1 km range)2, and the Tours-Bordeaux 

line concession was recently awarded to a public-

private consortium with the contract signature due 

in 2011.  The service is expected to gradually evolve 

from 2015 to 2020.

• On the Iberian branch, the completion of the first 

high speed link between the countries is expected 

in 2013. Works are ongoing in Estremadura (Spain) 

along 130 km of the line (Caceres-Mérida-Badajoz), 

while a contract for a Public-Private Partnership to 

build most of the line in Portugal (Poceirão-Caia) was 

signed in May 2010. By 2014 the Madrid-Lisbon link 

could be operational.

In order to timely attain these strategic objectives of the 

TEN-T network and to complete the project by 2020, it 

is of paramount importance to keep the completion of 

the missing sections high on the political agenda in the 

coming years to be able to fully exploit the cross-border 

links through coordinated network management and 

services. 

A Memorandum of Understanding has been signed by 

the three Member States in 2010 thus stressing a com-

mon understanding of the main priorities and added 

value of the project, with a commitment to further en-

hance the coordination in its deployment and manage-

ment.

 

Summary PP19

This project involves the construction and the upgrad-

ing of high performance lines and the installation of du-

al-gauge (polyvalent) sleepers, or third rails on the Span-

ish and Portuguese rail networks, in order to make them 

fully interoperable with the rest of the trans-European 

rail network.

PP19 is synergic with PP3, since it provides a whole net-

work linked to the three cross-border branches of PP3, 

thus connecting it with the main centres and all the re-

gions of Spain and the north of Portugal.

Since this is the first time that PP19 is included in a  

Coordinator’s report, its detailed structure is described 

in section 2.

The project will provide high speed train access to the 

biggest cities of Spain and Portugal and will target four 

corridors: Madrid-Andalusia, northeast, Madrid-Levante/

Mediterranean, north/northwest corridor, including 

Vigo-Porto. The project will be implemented in compli-

ance with Directive 2008/57/EC on interoperability, and 

will incorporate ERTMS signalling and control system.

Priority Project 3
High speed railway axis of southwest Europe

Priority Project 19
High speed rail interoperability in Iberian peninsula

1 Actual exercise is starting on January 2011
2 The second and last phase of public consultations to identify the route was launched on 20 December 2010, to be closed within 2011
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Moreover, the development of the high speed network 

for passenger transport will provide spare capacity for 

freight transport on the existing railway lines thanks to 

the transfer of passenger services to the new lines of 

PP19 and PP3. 

The Spanish Strategic plan for infrastructural develop-

ment 2005/2020 (PEIT - Plan Estratégico de Infraestructu-

ras y Transporte) foresees to boost substantially rail trans-

port services through the development of a new “high 

performance network” of railways.

The passenger-dedicated high speed line from Madrid 

to Valencia (operational in 2010), and the Valencia-Bar-

celona line, which will contribute to the implementation 

of ERTMS corridor D, represent some of its current and 

future major achievements for the next future, together 

with the full connection of the towns of Andalucia by 

2012. Most of the project will be completed by 2013.

On the other hand, an important delay is registered on 

the cross-border section Porto-Vigo, which is a corner-

stone of the future Iberian Atlantic line defined by PP3, 

PP8 and PP19. For this section, the procedural and envi-

ronmental aspects of the line need corrective actions to 

be undertaken timely.

Since the project includes many different sections and is 

linked with PP3, PP8, and PP16, it will be fundamental to 

focus on the key priorities and to follow a well planned 

timetable for the implementation of the remaining sec-

tions to be completed after 2013, in a period of con-

straints in public expenditure both at national and EU 

level (phasing out from Cohesion Fund).  This planning 

and prioritising exercise will be relevant notably for the 

northern and northwestern part of the Peninsula.

 

1. Introduction

Since 22 July 2009, I have the honour of being in charge 

as a European Coordinator of Priority Project 3 as succes-

sor of Mr Etienne Davignon who performed his duties as 

a Coordinator on this Priority Project from 2005 to 2009. 

In order to widen the scope of European coordination 

to complementary projects, I have been appointed as 

a Coordinator for Priority Project 19 as well. As a conse-

quence, for the first time the Project is part of a Coordi-

nator’s report. I find it useful to provide an overall picture 

of the project including an ad hoc section in this report 

(see section 2). 

In addition, Vice-President Tajani, who was Commis-

sioner for transport matters at the time, requested me 

to monitor the implementation of PP16 and to keep the 

Commission informed on its progress3.

As far as PP3 is concerned, let me first recall the key is-

sues of Mr Davignon’s precious legacy, that are among 

the elements upon which I have built up my action in 

this first period on duty:

• broadening the vision beyond infrastructure, consid-

ering its links and potential operations

• promoting a “corridor” approach

• widening the scope of European coordination to the 

whole corridors, while enhancing intergovernmental 

cooperation at political level

My action during this first year has focused on these 

principal issues:

• establishing contacts with most of the relevant stake-

holders (Ministries, Members of the European Parlia-

ment, Presidents of regions, infrastructure manag-

ers…)

• promoting and taking part in multilateral meetings

• being involved in the Project’s governance structures 

(notably the IGC Vitoria-Dax)

• examining the crucial sections - I visited two cross-

border sections and took part in a workshop on Por-

tugal’s implementation model and on the Poceirão-

Spanish border section

• developing a Memorandum of Understanding cover-

ing the whole Priority Project taking stock of the in-

frastructure operations point of view

• paving the way for setting up a permanent working 

group at political level with the participation of the 

European Coordinator with a scope extending to the 

whole corridor

As a complementary activity, I chaired an expert group 

on TEN-T financing within the framework of the process 

of the revision of the TEN-T4, whose outcomes can pro-

Priority Project 3
High speed railway axis of southwest Europe

Priority Project 19
High speed rail interoperability in Iberian peninsula

3 A progress report for PP16 was produced by DG MOVE and is made publicly available, as for all the Priority Projects for which no Coordinator was 
appointed
4 http://ec.europa.eu/transport/infrastructure/tent_policy_review/expert_groups/expert_group_5_en.htm
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vide suggestions on how to overcome the lack of tradi-

tional sources of financing that affects PP3 and PP19.

The expert group work has contributed to the success-

ful workshop on TEN-T financing that took place in the 

framework of the TEN-T Days that took place in June 

2010 in Zaragoza, at a crossroads of PP3 and PP19. 

At the same event, a ministerial panel on the integration 

of the Iberian rail network with the rest of Europe was 

held, following which the Memorandum of Understand-

ing for PP3 was signed by the three Ministers for Trans-

port with the endorsement of Vice-President Kallas and 

myself.

2. Overview of Priority Project 19 

PP19 involves the construction or the upgrading of high 

performance lines and the installation of dual-gauge 

(polyvalent) sleepers, third rails on the Spanish and Por-

tuguese high speed rail networks, in order to make them 

fully interoperable with the rest of the trans-European 

rail network. The project will be implemented in compli-

ance with Directive 2008/57/EC on interoperability and 

will incorporate ERTMS signalling.

The focus of PP19 is to improve accessibility of most 

of the important urban areas of the Iberian peninsula 

through high-speed rail. It targets four corridors: Ma-

drid-Andalusia, northeast, Madrid-Levante/Mediterrane-

an, north/northwest corridor, including the Vigo-Porto 

cross-border section. 

This project is synergic with Priority Project 3, since PP3’s 

cross-border sections act as gateways to the entire Ibe-

rian high speed network.

The high speed network should help rail to win market 

shares from both, air and road transport on congested 

routes. Significant benefits will be seen in travel times 

and in making available considerable freight-transport 

capacity on conventional lines.

Some of the lines of PP19 will be available for freight traf-

fic as well, although in the coming years the Iberian rail 

network will remain in Iberian gauge (and will benefit 

from spare capacity due to the transfer of fast passenger 

services to the high speed lines of PP19 and PP3). 

The project will allow the creation of a fully interoper-

able high speed rail network on the Iberian Peninsula 

connected to the rest of Europe. Moreover, the higher 

availability of the conventional rail network for freight 

traffic will allow the development of trans-European rail 

freight corridors.

The four rail corridors belonging to PP19 are the follow-

ing:

1. Madrid-Andalusia, built upon the Madrid-Cordoba-

Seville line (first high speed line in Spain); it links 

Granada, Malaga and Cadiz to Seville/Cordoba and 

Madrid; a parallel line provides the Madrid-Jaen con-

nection. A future Seville-Huelva line will lead to a 

cross border connection to Algarve (Faro) included in 

PP8.

2. Northeast Corridor, that improves accessibility within 

Aragon and between Aragon and the Atlantic cor-

ridor, complementary to the PP3 Madrid-Zaragoza-

Barcelona line and synergic with PP16; consists of the 

Zaragoza-Huesca connection and, in the future, also 

of the Zaragoza-Pamplona and Zaragoza-Logroño 

lines. 

3. Madrid-Levante-Mediterranean: this corridor con-

sists of two main radial lines – Madrid-Cuenca-Valen-

cia and Madrid-Alicante-Murcia toward Almeria, and 

of the key coastal line Valencia-Tarragona, the latest 

being the continuation of the Mediterranean link 

from Barcelona to the French border, and completing 

the Spanish section of ERTMS Corridor D.

4. North/Northwest Corridor, consisting of the link 

Madrid-Asturias-Galicia, the latter being reached by 

two parallel lines, a southern one leading to Vigo and 

then Santiago through Zamora and Ourense, and the 

northern one running to Palencia, Leon and eventu-

ally to La Coruña. This corridor includes the Porto-Vi-

go line (see cross-border section) and starts from the 

existing Madrid-Valladolid line (included in PP3).  The 

planned cross-border section Porto-Vigo is a high 

speed line (250 km/h) suitable for mixed traffic. The 

importance of this apparently peripheral part of the 

network lies within its alignment that links PP8 from 

Vigo northwards towards Santiago de Compostela 

and La Coruña, and PP3 at its southern edge on the 

Porto-Lisbon section, thus creating a whole Atlantic 

line connecting most of Portugal and Galicia.

3. Past achievements on PP3 and PP19

3.1. PP3

Infrastructure planning and design 

a) Mediterranean branch: only the last two sections were 

in planning, design or tendering phase; namely: 
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• the bypass of Nîmes-Montpellier (CNM), for which a 

European call for tenders had been launched on 24 

September 2008 with a view to the designation of 

the future private partner within 20115

• and the new line Montpellier-Perpignan, for which 

a “public debate” procedure (Loi Barnier) took place 

between March and July 2009

b) Atlantic branch - works have still to start on more than 

50% of this branch:

• In France, on the Tours-Angoulême-Bordeaux stretch, 

land acquisitions have already started and the pro-

cedures for awarding the concession contract for the 

construction and operation (first example of PPP in 

the sector in France) were launched on 15 Septem-

ber 2008; the new line Bordeaux-Dax-Spanish border 

is part of the Grand Projet du Sud-ouest (GPSO) for 

which technical and rail functionalities studies were 

launched in 2008

• As to Spain, the “Y Basque” linking Vitoria, Bilbao and 

San Sebastian, design was ongoing for Bergara junc-

tion and most of the lots from Bergara to San Sebas-

tian. Only preliminary design has started for the Vito-

ria and Bilbao bypass, while design phase has started 

for the Burgos-Vitoria stretch

• For the cross-border section that will stretch from As-

tigarraga (San Sebastian) to Bayonne, the Intergov-

ernmental Commission Vitoria-Dax and the EEIG Sud 

Europe Atlantique were set up but little technical ac-

tivity took place and no official meetings concerning 

the studies took place before autumn 2009

c) As to the Iberian branch, 

• in Portugal the whole branch was tendered: in 2009 

the negotiation phase started for the Poceirão-

Caia lot, which is to be implemented and managed 

through a Public-Private Partnership (“PPP1”) The 

tendering procedure had been launched for the Lis-

bon-Poceirão lot (“PPP2”), and subsequently stopped 

due to changes in the economic context.

• Design activities started on the Talayeula-Caceres 

part (127 km).

• The EEIG AVEP started its activities for the coordi-

nation of the national stretch, implementation of a 

short cross-border section and of an international 

station for freight and passengers.

Project Implementation

a) on the Mediterranean branch, the line was operational 

from Madrid to Tarragona and Barcelona Sants, and the 

cross-border section Perpignan-Figueras was ready; the 

missing parts being Barcelona-Girona-Figueras (works 

ongoing), the bypass of Nîmes and Montpellier (“CNM”), 

and the new line Montpellier-Perpignan.

b) the Atlantic branch was operational from Madrid to 

Valladolid, while works were ongoing between Valladol-

id-Burgos and on most sections of the Vitoria-Bergara-

Bilbao part of the “Y Basque”6; a critical section where 

works still have to be launched is the Bergara cross-road 

of the “Y”.

c) on the Iberian branch works started only in Extrema-

dura (Cacéres-Mérida-Badajoz for about 77 km of line, 

excluding access to the town).

Operations

a) on the Mediterrenean branch, the line Madrid-Zarago-

za-Lleida-Tarragona7-Barcelona, totalling 621 km, was 

fully operational since 2008. Rail service led most of the 6 

million passengers to switch from air to rail on one of the 

busiest air routes in Europe (with an estimated CO
2
 re-

duction of 140,000 tonnes per year according to UNIFE).

b) the Atlantic branch was operational from Madrid to 

Valladolid since December 2007. The line is 179 km long 

and runs through the longest railway tunnel in Spain 

which is 28 km long.

3.2. PP19

Infrastructure planning and design

a) Madrid-Andalusia 

This corridor is the most advanced one and is opera-

tional on its main connections Madrid-Cordoba-Sevilla/

Malaga; the only part in planning phase is the new line 

Seville-Huelva heading towards a future link to the Al-

garve (Faro).

b) Northeastern corridor (Aragon) 

The east-west connections towards the Atlantic branch 

of PP3 (Zaragoza-Pamplona and Zaragoza-Logroño) 

Priority Project 3
High speed railway axis of southwest Europe

Priority Project 19
High speed rail interoperability in Iberian peninsula

5 The comité de pilotage scheduled in January should definitively reach an agreement on the financing of the section at the beginning of 2011, in 
order to sign the contract within 2011.
6 In addition, a specific TEN-T co-funded ongoing project provides the link to the port of Bilbao.
7 Where it will merge with the Valencia-Barcelona high speed line included in PP19.
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b) Northeastern corridor (Aragon)

The 80 km long Zaragoza-Huesca high performance line 

(Línea de altas prestaciones) has been operational since 

2005 with a maximum speed of 220 km/h, in Iberian 

gauge with polyvalent sleepers and a third rail, thus al-

lowing traffic of both, trains in UIC and Iberian gauge. 

This line has greatly improved accessibility to Huesca: 

2h10m for Madrid-Huesca journey (instead of 4h38m); 

35m Huesca-Zaragoza (1h10m before).

4. Key elements for PP3-PP19

These projects can provide an important EU added value 

through their progressive implementation that will al-

low to overcome the historical barrier to interoperability 

constituted by the difference in gauges, taking stock of 

the single currency and the Schengen-related acquis be-

tween France, Spain and Portugal.

• Build up of a truly trans-European high speed net-

work linking the capitals and main urban areas of the 

three Member States involved (Annex 2): thus con-

tributing to safe and secure mobility of EU citizens 

through a resilient transport system; e.g8:

 Lisbon-Madrid in 2h45m

 Madrid-Paris in 6h08m

 Barcelona-Lyon in 2h40m

 Madrid-Bordeaux in 3h58m

 Barcelona-Paris in 4h30m

 Madrid-Porto in 4h

 Madrid-Barcelona in 2h38m

 Lisbon-Porto in 1h15m

 Paris-Bordeaux in 2h10m

• Reinforce relationship between adjacent regions in 

different Member States, towards Euroregions, en-

hancing citizens’ mobility, rail freight transport and, 

subsequently, a smooth operation of the internal 

market:

- Aquitaine/French Basque Country-Pays Vasco (for 

passenger transport: Bilbao-Bordeaux in 1h50m 

instead of 6h)

- (Valencia-) Cataluña-Languedoc-Roussillon (Bar-

celona-Perpignan in 50m instead of 3h)

were still at design phase.

c) Madrid-Levante and Mediterranean

Works have started on all the lines.

d) North/northwest corridor 

The main east-west links were still at design phase: Ou-

rense-Lugo and León-Galicia line, both leading eventu-

ally to the northwestern edge of the high speed network 

in: La Coruña; Valladolid-Palencia-Santander (access to 

Cantabria and connection to PP3 Atlantic branch). 

The cross-border section Porto-Vigo was still under plan-

ning procedures (EIA procedures ongoing).

Project Implementation

a) Madrid-Andalucia

The Madrid-Jaen line is operational in high speed in its 

central part – works started on the remaining sections; 

on the high speed link Antequera (junction on Cordoba-

Malaga)-Granada works started.

c) Madrid-Levante and Mediterranean

Works started on all the following lines: 

• Madrid-Cuenca-Valencia/Albacete sections, in UIC 

gauge on the main lines (Iberian gauge applies to 

complementary sections of conventional lines with 

the use of polyvalent sleepers so as to allow the shift 

to UIC gauge in the future)

• Murcia-Alicante section (in UIC gauge)

• Castellon de la Plana-Tarragona at an advanced stage 

(in UIC gauge)

d) North/northwest corridor

Only few separate stretches were started (notably Val-

ladolid-Zamora and Ourense-Santiago de Compostela).

Operations 

a) Madrid-Andalucia

The Cordoba-Malaga line is operational since the end of 

2007, thus reducing the journey from Malaga to Madrid 

to 2h30m (from 4h30m), linking Malaga to the Seville-

Cordoba-Madrid historical high speed line - now Cordo-

ba Seville, Antequera and Malaga are all linked to a high 

speed line (including urban transit) - the main branch 

Madrid-Cordoba-Seville has a high frequency service 

(every 30 minutes).

8 Please note that this timetable is merely indicative for the connections whose lines are currently still being defined and are based on the theoreti-
cal time gain being estimations made by public authorities under the most performing hypothesis at stake – e.g.: high speed line Montpellier - 
Perpignan.
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- Galicia-Norte (Porto-Vigo in 1h)

- Estremadura-Alentejo

• Increase in the capacity of the rail system - a pre-con-

dition for rebalancing the modal balance for freight 

(thanks to the capacity made available on the exist-

ing lines and on the mixed use of the new lines in UIC 

gauge9), as well as for passenger transport.

• This factor is important when overcoming the natural 

barrier of the Pyrenees, traditionally set apart by the 

difference of gauge and so far affected by highly un-

balanced and unsustainable transport flows, concen-

trated along the two coasts and constituted, for most 

of the freight flows, by long-distance hauling10.

• Internal cohesion and accessibility: PP3 and PP19 

provide for a comprehensive high speed network 

that will ensure a better accessibility to the two “pe-

ripheral” regions of Aquitaine and Languedoc-Rous-

sillon in France, as well as to all the Spanish regions 

and four out of five Portuguese ones. 

 These lines will not only connect the capital cities 

with less central regions, but also develop new sym-

metries in the EU territory, potentially rebalancing 

the economic development and ensuring territorial 

cohesion - this is the case for the important “Atlan-

tic axis” implemented through the PP3 Lisbon-Porto 

line, PP19 Porto-Vigo and PP8 coastal line linking La 

Coruña to Santiago de Compostela and eventually 

Vigo, that links a densely populated linear area within 

the Iberian peninsula.

• Contribution to the Europe 2020 Strategy objectives: 

As an overall result, the two Priority Projects contrib-

ute to the energy and climate objectives enshrined 

by the EU2020 strategy, and to the long-term vision 

of de-carbonisation of transport.

 In order to do so, the new lines must succeed in induc-

ing a massive modal shift from road and air transport 

(as is the case for the successful Madrid-Barcelona 

high speed line), and synergies must be established 

with mass transit systems for passengers and the key 

multimodal logistic platforms of the area for freight.

Of course, these strategic objectives can only be 

achieved if: 

• the cross-border sections (notably PP3’s Atlantic one 

and PP19’s Porto-Vigo) are implemented and linked 

to the network (Perpignan-Figueras)

• bottlenecks arising from the development of services 

are progressively and timely removed (notably on 

the Mediterranean branch)

• international transport services are developed and 

their potential is fully exploited through a coordi-

nated transnational corridor management – which 

implies a reduction of the administrative burden and 

the allocation of “high quality” slots

5. Progress during 2009-2010

As a general remark on the progress towards a shared 

vision of the development of PP3 (and exploitation), 

coordination has gained momentum thanks to the two 

ministerial round tables that were held during the TEN-

T Days in Naples (October 2009) and in Zaragoza (June 

2010), as well as in a series of multilateral and bilateral 

meetings I had with the political representatives.

During these meetings, an agreement was reached in or-

der to widen the scope of the coordination evolving to-

wards a permanent working group at the political level 

between France and Spain that is to be included in the 

high level contact group on transport. A similar structure 

could apply to Spain and Portugal.

Furthermore, a forward-looking Memorandum of Under-

standing was signed in Zaragoza, with its focus on the 

provision of services and the development of corridors, 

both in terms of management and of harmonisation of 

standards which enhance the competitiveness of rail 

services provided.

Concerning the specific sections, the main progress 

achieved is described hereunder on the chapters con-

cerning the specific branches of the project:

5.1. PP3 - Mediterranean branch

Madrid-Barcelona

The line is already operational for high speed passenger 

transport alone and is a success story in the modal shift 

from air transport to rail: rail service led most of the 6 

million passengers to switch from air to rail on one of the 

busiest air routes in Europe (with an estimated CO
2
 re-
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9 An important example of synergies with freight transport is the shared platform PP3-PP16 on the Poceirão-Caia lot in Portugal
10 More than 80% of the trucks crossing the Pyrenees make journeys whose length amount to more than 1,000 km
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duction of 140,000 tonnes per year according to UNIFE).

Barcelona-Girona-Figueras

A detailed onsite visit took place at this crucial section 

in February 2010. Impressive works are ongoing on this 

part that is now close to completion since most of the 

line is ready for operation. The two critical sections are 

the urban transit of Barcelona (with a new tunnel of 5.6 

km from Sants to the new high speed station of La Sagre-

ra and northward) and Gerona (3.6 km). In both cases a 

tunnel boring machine (with an average boring speed of 

10 to 15 metres per day) is used for most of the tunnels; 

both started their operations at the beginning of 2010.

At the same time, a provisional solution using part of 

existing lines (Castellibisbal/Papiol-Mollet Sant Fost and 

Figueras-Girona) is being implemented – this involves 

adding a third rail to the Iberian gauge lines, installing 

ERTMS signalling and new catenaries to make them in-

teroperable.

Through this provisional exercise, the first service will 

reach the Iberian network in UIC gauge through the new 

Perpignan-Figueras cross-border section for the first 

time at the beginning of 2011. Freight services will be 

able to reach the port of Barcelona, while passengers 

will reach Figueras in TGV to proceed towards Barcelona 

Sants station in a train using Iberian gauge, with a mean-

ingful time saving (1 h).

By 2012, the completion of the line will allow major time 

savings (55 minutes from Barcelona to Perpignan) as 

well as the provision of seamless cross-border services.

However, the provisional exercise will probably require 

the use of diesel locomotives due to the presence of 

three different voltages, (as a reply to my request, I re-

ceived assurance that the upgrading of the rolling stock 

fleet to three-tension trains is ongoing), and the full 

harmonisation of signalling systems will take place af-

ter 2012 with the progressive implementation of ERTMS 

corridor D.

Figueras-Perpignan 

The 44.4 km long cross-border section has been built by 

the concessionaire TP Ferro in UIC gauge with advanced 

standards – two tunnels (8.2 km), 350 km/h max speed, 

25 kV electrification, ERTMS level 2 signalling system, 

but it is not yet linked to the Spanish network. The provi-

sional solution is expected to be operational by the end 

of 2010.

A major problem concerning the financial stability of 

the concessionaire (whose income relies on traffic) was 

solved by the end of 2009 with a new agreement be-

tween France and Spain and the consequent revision of 

the concession (postponement of the end date) and in-

denisation in terms of grants and loans for the losses up 

to the start of the operational phase.

Perpignan-Montpellier

Following the international “public debate” procedure 

between March and July 2009, in November 2009, the 

board of RFF decided to extend the studies in order to 

identify the best route within the corridor for a high 

speed mixed line and to coordinate it with the Con-

tournement Nîmes-Montpellier. 

The preliminary studies were launched by RFF in January 

2010, in time to keep the foreseen timetable and obtain 

the Declaration of Public Utility and the definitive ap-

proval of the project by 2015.

Furthermore, in planning the development of the line, 

whose completion is scheduled for 2020, the arising 

of bottlenecks following the development of interna-

tional traffic and additional regional services between 

Montpellier and Bézier/Narbonne should be considered 

in order to prioritise these lots.

Contournement Nîmes-Montpellier (Nîmes-Montpellli-

er bypass)

The Contournement Nîmes-Montpellier project concerns 

a stretch of just 61 km of line, but it will contribute to 
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bypass two out of three congested nodes of the French 

network in the Mediterranean branch (with Lyon), start-

ing from Nîmes where the high speed line from Lyon 

as well as two double track ordinary lines suitable for 

freight and regional transport come to a bottleneck. 

It includes three components:

• A new high speed line suitable for freight traffic  

(directly linked to the existing high speed network)

• The connections between the two cities, the existing 

line and the future one

• The increase of capacity of the existing line (decou-

pling two of its more congested blocks through an 

upgrade of the signalling system)

The new line will be implemented through a contrat de 

partenariat - a Public-Private Partnership in which the 

concessionaire will be partly paid through payments for 

the availability of the infrastructure (plus signalling sys-

tem).

It should be noted that, although limited, TEN-T funding 

has played a major role in supporting studies and has 

contributed to reaching an agreement between the cen-

tral government and the regions.

Originally planned to be operational in 2013, the project 

has been delayed. The financing agreement was reached 

at the end of 2009 – following the launch of the tender, 

three bids were received in May 2010 and are now under 

the competitive negotiation phase. As a consequence, 

the contracting phase will take place in 2011 instead of 

2010, and the project is expected to be operational by 

2016.

It is of the utmost importance that no further delays are 

encountered in this section, since any postponement of 

its completion would constrain in the medium term the 

development of international freight and passenger traf-

fic along PP3, potentially affecting the financial equilib-

rium of the Perpignan-Figueras concession. 

The implementation of ERTMS Corridor D

ERTMS corridor D runs parallel and partly overlaps with 

the Mediterranean branch of PP3 from Tarragona to 

Nîmes and Lyon.

On a long term perspective, this international freight 

corridor will basically run through the conventional line, 

once its interoperability is ensured through the use of 

ERTMS signalling system and of a third rail to make it 

suitable for traffic in both Iberian and UIC gauge. 

In addition, homogeneous standards in terms of axial 

weight, total weight, loading gauge and train length 

have to be achieved to ensure the effectiveness and 

competitiveness of rail freight transport (this factor has 

significant implications on sidings, the basic infrastruc-

ture, bridges and tunnels)11.

With this perspective in mind, the Spanish authorities 

have started the commissioning of ERTMS on the exist-

ing tracks from Barcelona to Port Bou, in order to pro-

gressively deploy Corridor D on the old route after the 

activation of the new line through the Perpignan-Figuer-

as.

5.2. PP3 - Atlantic branch

The previous reports have already highlighted that the 

completion of the Atlantic branch will not take place be-

fore 2020, thus being the last component of PP3 to be 

delivered.

The least mature components of the corridor are the 

cross-border section and the line Bordeaux-Dax reach-

ing the cross-border section in Bayonne, the latter being 

included in the GPSO (Grand Project du Sud-Ouest)12. 

Notwithstanding this difficult scenario, last year marked 

an important step forward the implementation of this 

infrastructure, notably for the progress on the Tours-Bor-

deaux and Valladolid-Burgos sections, but also for some 

positive outcomes on the GPSO.

Madrid-Valladolid

The line is already operational for high speed passen-

ger transport; Valladolid/Olmedo being situated at an 

important crossroads in the Iberian rail network toward 

west/northwest (Salamanca/Portugal, Castilla y Leon, 

Asturias and Galicia); works for the Valladolid station are 

ongoing.

Valladolid-Burgos

Works are ongoing on every section and have pro-

gressed faster than expected throughout 2009 – the by-

Priority Project 3
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11 At corridor level this is a long term perspective since it depends on strategic investments on the Lyon-Turin branch – nevertheless, being Lyon at 
a crucial crossroad in rail transport towards east, north, northeast and south, it is important to progressively develop connection between this hub 
and the Spanish ports of Barcelona (and Valencia) from now
12 See www.gpso.fr
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pass in Burgos is ready and the whole section could be 

completed by 2012.

Burgos-Vitoria

The design and tendering phase progressed as expected 

- the whole line should be tendered by the end of the 

year and works on the Vitoria bypass needed to activate 

in reasonable time the “Y Basque” should start in 2011.

“Y Basque”

The Vitoria-Bergara-Bilbao section is progressing with 

works ongoing on every lot in spite of the difficult mor-

phology, except for the Bergara section and the access 

to Bilbao (informative studies). A provisional solution 

might be considered to connect these two “Basque capi-

tals” within 2013.

However, the Bergara-San Sebastian line, implemented 

under the responsibility of the Basque government, is 

delayed and won’t probably be finished until 2016, thus 

delaying the potential connection in UIC gauge between 

the two networks. 

Cross-border section

In 2009, the EEIG SEA Vitoria-Dax became operational13  

and acted as a decision-making support for the Inter-

governmental Conference. The geographic scope of the 

cross-border section has been defined: it will link Asti-

garraga (San Sebastian) to Bayonne (the urban centre of 

Bayonne will be connected through the existing line), for 

an overall length of about 45 km and a total cost esti-

mated at €1.250 billion.

The border coincides with the Bidassoa river, and will be 

crossed through a bridge linked to tunnels on both sides.

This section is located in an environmentally sensitive 

area, strongly affected by road congestion, and particu-

lar care is required to meet safety requirements. Further-

more, its technical definition is affected by the exploi-

tation model of the new line along the whole corridor. 

Hence, widening the scope for the EU and intergovern-

mental coordination is fundamental to define it by 2013-

2014, in order to apply for potential EU funding and to 

achieve it by 2020.

In the medium term, the improvement of the Irun-Hen-

daye connection, examined by the EEIG SEA will allow 

developing international traffic through the existing line.

Bayonne-Dax-Bordeaux (part of GPSO)

The GPSO includes two branches with a common part: 

Bordeaux-Toulouse and Bordeaux-Spanish border, which 

encompasses the Bordeaux-Dax-Bayonne line. 

In spite of local resistance to this project, the political 

willingness to proceed has been confirmed at both the 

national and regional level, endorsed by the outcomes 

of the regional elections.

The technical body involving local stakeholders (Comité 

de Pilotage) defined the 1,000 metre wide corridors at 

the beginning of the year. Following public consulta-

tions, these corridors have recently (1 May 2010) been 

confirmed and sent forward for ministerial approval.

In the meantime, an ombudsman in charge of environ-

mental issues in the French Basque country has been ap-

pointed and has started a detailed analysis of the issues 

at stake – such measures are fundamental to gain mo-

mentum to this project in this section running through 

sensitive areas which play a major role in defining the 

local identity. 

Moreover, the existing line Hendaye-Bayonne-Dax is 

progressively being upgraded until 2013 (signalling sys-

tem, - upgraded to block automatique lumineux in 2010 

- sidings, electric power and some infrastructure modifi-

cation) to increase its capacity both in qualitative (load-

ing gauge, weight and speed) and quantitative terms 

(number of trains) from the current year. This project, 

coupled with the improvement of the Irun-Hendaye sec-

tion and the future deployment of the UIC gauge in the 

Iberian network could lead to the development of cross-

border traffic in the short term.

This objective will only be met in a reasonable timeframe 

if strong coordination at corridor level is set up between 

the parties as foreseen by the Memorandum of Under-

standing. Paving the way for such a coordination to be 

effectively in place is the key priority for my action as a 

coordinator in the coming year.

Tours-Bordeaux

The 300 km long high speed line will be constructed and 

financed through a concession for the design, building 

and operation of the line: making it the first time that 

such a scheme is used on the French railway network.

The total costs amount to around €7.2 billion. The con-

cession has recently been awarded to a consortium led 

13 Three meetings involving the EEIG and the IGC took place from September 2009, during which I had the opportunity to visit the construction 
sites in the Basque country and to follow the gradual definition of the cross-border section.
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by Vinci. The signature of the contract will be a point of 

no return for the implementation of this infrastructure, 

which should be commissioned in 2016.

The added value of this project lies both in the time sav-

ings for new high speed services (50 minutes for jour-

neys to Paris), but also in the capacity that will be made 

available on the congested existing line that is suitable 

for freight transport.

As for the GPSO, a strong support at regional level (no-

tably in Aquitaine) has facilitated the progress to the im-

plementation of the line.

5.3. PP3 - Iberian branch

The high speed network is implemented in Portugal 

through an interesting PPP scheme: PP3 lines will be im-

plemented through five different PPPs:

• Two for the Lisbon-border line (duration 40 years)

• Two for the Lisbon-Porto line (duration 40 years)

• One for the signalling and control system (ERTMS, on 

the whole network, over a 20 year period)

The PPPs for the infrastructure (PPP1 to PPP5) will be set 

up through concession contracts for the project, includ-

ing construction, funding and maintenance over a pe-

riod of 40 years.

The PPP for signalling and telecommunications (PPP6) 

will be set up through a concession contract for the 

project including construction, funding and mainte-

nance over a period of 20 years.

Strategic management functions for circulation and al-

location of capacity will continue to be the responsibility 

of REFER, which is the managing body for rail infrastruc-

ture in Portugal.

Therefore, the PPPs will be structured on the basis of a 

DBO (Design, Build and Operate) + Maintain scheme, 

but the operation will be limited to the availability of 

the network and the service (it is therefore mostly linked 

to maintenance). In order to guarantee good coordina-

tion at interfaces and provide incentives for an adequate 

development of services, a +/-2% bonus for the conces-

sionaire is linked to the actual traffic flows.

Fine-tuning the communication and the coordination  

is necessary to achieve the goals of the project within 

a reasonable framework (2013-2014). Recently, joint 

actions on communication by both Member States im-

proved the not so optimal situation.

Lisbon-Poceirão

Lisbon-Poceirão “PPP2”, (€1.6 billion, including the con-

ventional rail and the works in Lisbon Oriente station 

and the important third Tagus crossing, a 7.2 km bridge) 

has been awarded, but the tender has been repealed 

and was expected to be re-launched, with modifications, 

in 2010, but this ought to take place in 2011. An impor-

tant contribution of both the Cohesion Fund and TEN-T 

funding is foreseen on this section.

Poceirão-Caia 

In spite of intense political debate that risked to jeopard-

ise the project, the procedure for designating the con-

cession-holder for the Poceirão-Caia (Spanish border) 

section (“PPP1”, €1.4 billion for 165 km) has now reached 

the contract-conclusion phase. The concession contract 

was signed on 8 May 2010 and works will start in the first 

quarter of 2011, theoretically still on time for a comple-

tion by 2013. 

This section shares the railway bed with the freight rail 

link of PP16 Sines-Madrid from Evora onwards. For the 

Lisbon-Poceirão section, EU funding plays an important 

Priority Project 3
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Third Tagus crossing, © RAVE
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role in the financial balance of the section, that has a re-

markably low impact on public budget.

Caia-Badajoz cross-border section

This small part of the cross-border section Evora-Mérida 

is managed by AVEP and risks some delays, in particular 

due to uncertainties concerning environmental permits 

and the design of the international station for freight 

and passengers. It will be important to give priority, at 

a first stage, to the completion of the direct line, so as 

to allow the start up of the long distance traffic, while 

proceeding in parallel with all the arrangements that will 

improve the accessibility of Extremadura. Recently the 

design of the whole section has been launched.

Cáceres-Mérida-Badajoz

No major problems are expected for this 76 km section, 

where works are at an advanced stage (railway bed com-

pleted) over the entire line. The environmental impact 

assessment for Badajoz station was approved by the Por-

tuguese authorities and is soon expected to be approved 

in Spain. Detailed design studies are being carried out 

for the station and works will be realised through a PPP. 

For the Mérida-Badajoz section, completion is expected 

by 2011 at the latest.

Madrid-Cáceres: 

Works are planned to start soon (Navalmoral-Cáceres 

still in 2010; Pantoja-Navalmoral in 2011). The future 

bottleneck in the high speed line could be the Madrid-

Toledo section, which will serve three lines in the future: 

the Madrid-Cuenca-Valencia/Albacete line, the Madrid-

Lisbon line and the Madrid-Cordoba-Sevilla/Málaga line. 

The quadruplicating of the section Madrid-Toledo is in 

an advanced stage of planning.

As stated above, PP 19 consists of an entire high speed 

and high capacity network which is complementary to 

PP3 and ensures the accessibility of all the Spanish re-

gions (except for Extremadura which is linked through 

PP3). The ambitious goal of having 90% of the Spanish 

population within 60 km of a high speed stop will be 

achieved through this line.

The project has strong visibility and political implica-

tions for the relationship between the central state and 

the regions.

This huge project requires tremendous financial resourc-

es, which have so far been provided through a mix of 

European funding (Cohesion Funds, coupled to a large 

extent with the European Regional Development Fund 

from regional programmes, and TEN-T funding) and EIB 

financing.

The current pace of implementation will not last for a 

long time due to budgetary constraints and, from 2015, 

the end of the allocation of Cohesion Funds to Spain.

Accordingly, it will be important to set the priorities right 

in order to maximise its output in this programming pe-

riod (major achievements will fortunately come during 

2010-2012), which might imply the opportunity to take 

unpopular decisions.

These priorities will have to be considered within the 

overall framework of the TEN-T Priority Projects in the 

Iberian peninsula. The following key items can be identi-

fied:

• On the Eastern corridor (Madrid-Levante-Mediter-

ranean), the completion of the Madrid-Valencia line 

represents a major sucees. Following this, the prior-

ity will be its link to Tarragona with the Madrid-Bar-

celona line (thus allowing a seamless UIC gauge line 

along ERTMS corridor D)

• On the northwestern corridor, the identification of 

a “priority” high speed link to Galicia has set a clear 

direction for the future, to be complemented by the 

Porto-Vigo cross-border section in a coordinated 

deployment of Priority Projects 3 and 8. This section 

is the one that most needs European coordination, 

both for its transnational governance and for the im-

plication of the use of a complex mix of EU funding 

and financing on both sides

Furthermore, its completion will require a larger involve-

ment of private capital in the future and new or addi-

tional funds for the network.

As to the progress on each corridor, the situation is sum-

marised in the following sections.

5.4. PP19 - Southern corridor Madrid-Andalucía

The status is advanced and can be summarised as follow:

• Madrid-Jaen: is partly in service (Alcazar-Jaen). The 

Seville-Malaga/Granada link is progressing: Bobadil-

la-Málaga in works; bypass being realised in Loja and 

Granada.

• Seville-Cádiz (Iberian gauge, polyvalent sleepers): is 

partly operational while the Jeréz-Cadiz is under con-

struction; the line will be completed in 2012 with double 

gauge. The Seville-Huelva line is designed as a new IC line 

linking Huelva to Faro. For the future cross-border link on 

PP8 a coordinated deployment ought to be planned.
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5.5. PP19 - Northeastern corridor (Aragon)

Following the opening of the Zaragoza-Huesca line, the 

corridor is at a standstill on implementation. Planning 

activities have progressed on the two east-west con-

nections towards the Atlantic branch/Navarra of PP3 

(Zaragoza-Pamplona and Zaragoza-Logroño-Miranda 

connections). 

An important added value would derive from the iden-

tification of a potential connection of the important lo-

gistic platform of Zaragoza (PLAZA) toward an existing 

trans-European route in the short term. This would en-

able freight trains in UIC gauge to reach PLAZA.

5.6. PP19 - Madrid-Levante-Mediterranean

Most of the progress on PP19 during the last year took 

place on this corridor. Important results are expected to 

be achieved between 2010 and 2012.

The works on the Madrid-Cuenca-Valencia/Albacete lots 

are implemented both in UIC gauge on the main line 

Madrid-Valencia and Iberian gauge on the remaining 

sections (with polyvalent sleepers to allow the shift to 

UIC gauge in the future). Progress has been fast and the 

line Madrid-Cuenca-Valencia will be operational within 

201014. Works on the link Murcia-Alicante are currently 

underway and completion is due in for 2011.

The works on the line Castellon de la Plana-Tarragona 

have been concluded, except for a last section linking to 

Tarragona, where works are stopped because of archae-

ological studies, and are now at a standstill.

A major achievement will be the completion of the high 

speed passenger line from Madrid to Valencia (operation-

al in 2010). The most important section to be achieved 

will be the Castellon-Tarragona line (missing link of the 

high speed line Valencia-Barcelona), which will contrib-

ute to the implementation of ERTMS corridor D.

5.7. PP19 - North/northwestern corridor  

On the Olmedo (near Valladolid)-Zamora line, works are 

ongoing, and the railway bed will be finished in 2010; 

the whole line will be in service by 2012.

Between Zamora-Ourense and Santiago de Compostela: 

works are ongoing (double track standard gauge; poly-

valent sleepers), while for the high speed link Orense-

Lugo-La Coruña: pre-design studies are carried out.

On the Valladolid-Palencia-Santander line works started 

in 2010 (platform works), while the Palencia-Gijón will be 

operational in 201215.

5.7.1. Porto-Vigo cross-border link

The cross-border project is the Porto-Vigo high speed 

line (250 km/h). It runs on PP8 from Vigo to Santiago de 

Compostela and La Coruña, and on PP3 from Porto to 

Lisbon.

Its cross-border section is Ponte de Lima-Vigo. Prepara-

tory studies for the section are underway. The first phase 

of works is expected to start in 2012 and the line was 

scheduled to be fully operational in 2013, but due to 

problems with getting the environmental permits, the 

completion of the project is now set at 2015, but envi-

ronmental permits are still pending. 

The EEIG AVEP is responsible for the preparation of the 

common studies addressing the operation of the train 

services. These studies have already started. 

A complex set of financial support from the EU has been 

planned for this section (works and studies), involving 

the TEN-T budget (co-financing of €244.14 million which 

is 25.5% of the total eligible costs), Cohesion Funds and 

EIB. This imposes potential constraints on its implemen-

tation due to the tight deadlines for the use of the EU 

funding.

6. Conclusions and recommendations

6.1. Making good use of the Memorandum of Under-

standing

During the TEN-T Days in Zaragoza, a Memorandum of 

Understanding was signed by the three ministerial rep-

resentatives of France, Spain and Portugal. This act was 

endorsed by Vice-President Kallas and myself on 8 June 

2010, following a round table on TEN-T connections be-

tween the Iberian peninsula and the rest of the EU. 

This act is important first of all because it acts as a cat-

alyst to keep the project high on the political agenda, 

both for Member States and the Commission, which is 

a pre-condition to be met for the full implementation 

of the project since its completion will go beyond this 

budgetary framework.

PP3 has already delivered results through its operations 
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14 The operations on the line actually started on December 2010.
15 A whole high speed line to Galicia is planned to start its operation by 2015.
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(notably the Madrid-Barcelona line), and soon these re-

sults will have a real trans-European effect on the Medi-

terranean branch.

Accordingly, many of the Memorandum statements refer 

to the exploitation of its corridors, in terms of joint op-

erations of passenger transport, enhanced coordination, 

and harmonisation of performances and standards. 

Besides, the Memorandum includes a formal statement 

on the setting up of permanent joint working groups at 

the highest level, with the involvement of the European 

coordination. This fundamental step needs to be under-

taken so as to create the conditions for a common trust 

between the actors involved, a joint deployment of the 

project and then a coordinated management of the cor-

ridors.

6.2. Capacity of the project to concentrate resources 

and attract private capital

The Memorandum focuses on delivering future results 

in terms of provision of new services, achievement of a 

modal rebalance in the area and generating additional 

demand.

These elements can, on the other hand, contribute to 

further attract private capital to the project, as happened 

so far (cross-border section Perpignan-Figueras, Portu-

guese high speed network and, recently, Contournement 

Nîmes-Montpellier, and, in the classical form of a conces-

sion with traffic-related revenues Tours-Bordeaux).

6.3. Internalisation of external costs

The attraction of private capital, that can, under appro-

priate risk transfer conditions, speed up the project im-

plementation though the flexibility and the high level 

know-how that a private consortium can gather, is trig-

gered by any form of revenue that can be associated to a 

project. Among these, future forms of internalisation of 

external costs and benefits should be considered to ac-

complish these large infrastructural projects.

6.4. EU co-financing: CF, ERDF, TEN-T, EIB

Both PP3 and PP19 have benefited enormously from 

the synergic and complementary support offered by 

EU funding from the Cohesion Funds and ERDF, or from  

TEN-T and EIB financing. 

Only a coherent funding and financing framework, the 

setting of commonly accepted priorities, starting from 

the key bottlenecks and a joint planning, shared with the 

Member States and the regions involved, can guarantee 

a coherent deployment of these large-scale projects 

with a wide territorial scope, while ensuring the delivery 

of results in an acceptable timeframe.

This condition must be met since EU sources can play 

a fundamental role in starting and prioritising specific 

projects, and in facilitating agreements between Mem-

ber States and regions, but a lack of coordination in the 

deployment can jeopardise the effect of these additional 

resources, notably due to the time constraints in their 

use. 

6.5. Facing the economic crisis

The economic downturn has strongly affected the Ibe-

rian peninsula, and resulted in draconian measures to 

limit the public deficit.

Long term infrastructural projects are among the poten-

tial victims of any such measures due to their long term 

return and the fact that benefits resulting from them 

might not be reaped due to a lack of action on the part 

of other Member States. 

It is thus necessary to strike the balance between the 

41



TEN-T Priority Projects 2010 – Detailed Analysis

need to ensure the resilience and sustainability of future 

economic growth and the sustainability of public budg-

ets vis-à-vis the Stability and Growth Pact.

Accordingly, in the coming year it will be crucial to:

• Identify a commonly agreed deployment plan for PP3 

and PP19 (in synergy with the deployment of PP8 and 

PP16) in order to maximise the return on the invest-

ments for the real economy and its EU added-value.

• Fully benefit from the important amount of EU sourc-

es within the abovementioned framework, consider-

ing the time constraints associated with the use of 

these resources.

• Attract private capital to these TEN-T Priority Projects, 

Priority Project 3
High speed railway axis of southwest Europe

Priority Project 19
High speed rail interoperability in Iberian peninsula

and generate revenues that would increase the self-

financing rate of the projects.

• Tackle the existing physical, administrative and sys-

temic bottlenecks in order to speed up operations 

and the positive effect of the corridors, notably across 

cross-border sections, so as to maximise the exploita-

tion of the corridors.
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cess routes and base tunnel have not begun.

Progress on the base tunnel section differs between 

France and Italy. In France, the necessary authorisations 

for the construction of the base tunnel are in place. Of 

the three exploratory tunnels on French territory, two 

have already been finished and the third tunnel is near-

ing completion.

In Italy, exploratory drillings have been carried out since 

the beginning of 2010. This will allow for a preliminary 

project to be ready by the current promoter of the base 

tunnel, Lyon Turin Ferroviaire (LTF).

The European Commission has earmarked €672 million 

for the studies and start of the civil works on the base 

tunnel before the end of 2013. The schedule is tight, and 

no further delays should be incurred to warrant the dis-

bursement of the full amount by the Commission.

Trieste-Divača

The second cross-border section on this axis is between 

Trieste and Divača. In 2008, a preliminary agreement was 

found on an alignment. However, when this project was 

submitted for public consultation in the Region Friuli 

Venezia Giulia, several public administrations expressed 

firm objection to the project because of the negative en-

vironmental impact of this layout on the Karst hydro-ge-

ology and the interference with water basins. A solution 

offered by the Italian side was not acceptable to Slov-

enia, as it would have a severe impact on the construc-

tion of the new railway line between Koper and Divača. 

In February 2010, agreement was found on a northern 

variant. The layout of the “High Corridor” runs near to the 

route of the existing railway line which connects Bivio di 

Aurisina to Opicina, Sežana and Divača. At present, this is 

a two-track line with a gradient of 12 per thousand me-

ters, and a maximum speed of 60-80 km/h due to the 

reduced radius of its curves which are necessary to avoid 

“dolinas”, the superficial cavities of the Karst Highland.

Slovenia-Hungary

The cross-border section between Slovenia and Hungary 

lies between Hodoš and Boba. The railway line leading 

up to Hodoš (Pragersko-Hodoš, 110 km) in Slovenia is 

being upgraded and electrified. The upgrading of the 

Slovenian Pragersko-Hodoš section is planned to be 

finished in 2015, which consists of electrification of the 

abovementioned section and some reconstruction to 

reach the target speed of 160 km/h. The upgrading of 

Summary

The railway axis from Lyon to the Ukrainian border is the 

main east-west passage south of the Alps, connecting 

the Iberian peninsula with the eastern part of Europe 

and beyond. The 1,638 km long railway axis is an impor-

tant high capacity east-west rail axis crossing the Alps 

between Lyon and Turin. It touches upon four Member 

States (France, Italy, Slovenia and Hungary) and it will 

link important urban areas. It will also deliver an impor-

tant increase in transport capacity, thus allowing a mo-

dal shift from road to rail to be realised in the sensitive 

mountainous regions it crosses. 

Laurens Jan Brinkhorst is the European Coordinator for 

this Priority Project, succeeding Mrs Loyola de Palacio on 

5 July 2007.

Cross-border sections

The project includes three cross-border sections:

Lyon-Turin

The Lyon-Turin section, totalling 235 km long, consti-

tutes the core of the Lyon-Ukrainian border high capac-

ity rail axis. This section comprises the 57 km long cross-

border base tunnel, which starts at St Jean de Maurienne 

and exits in the Valley of Susa. It also comprises the ac-

cess routes from Lyon and Turin. Civil works on the ac-
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the Hungarian section to Boba will be finished in 2013.

Other sections

Italy 

The sections along the Turin-Milan-Trieste part of the 

project are either in advanced stages of construction or 

in planning. The Turin-Novara line was finalised and is in 

operation and the Novara-Milan section was complet-

ed in December 2008. The Milan-Treviglio section and  

Padova-Venice section are both in operation. The Milan-

Brescia section will soon be tendered, and the other 

sections are in varying stages of planning. The Venice-

Trieste section is lagging significantly behind.

Slovenia

The construction of the single new railway line Divača-

Koper will start by November 2010 and will be conclud-

ed in 2017. For this purpose, the Slovenian Parliament 

adopted a law in April 2010 on earmarking revenues 

generated from annual refund for the use of roads and 

from the concession fee of the Port of Koper for financ-

ing the construction and modernisation of the Slov-

enian railway infrastructure. The works already started 

with implementation of new signalling system (due to 

be finished in June 2010) and reconstruction of Koper 

freight station, scheduled to be finished in 2011. Studies 

are being carried out for the section between Divača and 

Ljubljana and Ljubljana-Zidani Most.

Hungary

Upgrading of the section between Hodoš and Boba will 

be finished by 2013. Works are ongoing also on the sec-

tion between Budapest-Székesfehérvár. TEN-T study 

projects are in progress on all the other sections of the 

PP6 as the sections Boba-Székesfehérvár and Budapest-

Miskolc-Nyíregyháza-Záhony (Ukrainian border). Given 

a shortage of funding, the Hungarian authorities are 

developing temporary alternatives from the official PP6 

route for the reasons stated above. The first temporary 

alternative consists of the alignment Boba-Győr and fur-

ther from Győr on the line PP22, giving a connection to 

Budapest instead of Boba-Székesfehérvár-Budapest. The 

official alignment runs through hills and needs expen-

sive upgrading work to arrive at a speed of 160 km/h. The 

second temporary solution uses the existing PP22 line 

from Budapest to Szolnok, and from there an alignment 

via Szolnok-Debrecen-Nyíregyháza-Záhony instead of 

Budapest-Miskolc-Nyíregyháza-Záhony. No works are 

ongoing in this area at the moment.

1. Introduction to the project

The previous annual reports1 give a comprehensive de-

scription of Priority Project 6 (hereafter referred to as 

PP6) and the progress made until the summer of 2009. 

PP6 is the only east-west corridor south of the Alps which 

will be able to capture significant traffic from the Iberian 

peninsula through the project countries France, Italy, 

Slovenia and Hungary and vice versa. Its completion will 

also provide for fall back options for north-south and 

south-north rail traffic on several sections. 

The underlying reason for PP6 is the necessity of a policy 

of co-modality, of using every transport mode to the 

best of its environmental and economic possibilities. The 

sensitive alpine environment and unsustainable growth 

of road traffic on this corridor make its realisation all the 

more urgent. Another argument for the project is the 

positive effect it will have on the employment in the re-

gions it crosses, especially with Italy, just like France, now 

also having chosen for an approach to the works that will 

maximise the benefits for the territories the line crosses.

For ease of reference this report distinguishes the follow-

ing four sections in this order:

• Lyon-Turin

• Turin-Trieste

• Trieste-Divača/Koper-Divača

• Divača-Ljubljana-Budapest-Ukrainian border

During the TEN-T Days in Zaragoza on 8 June 2010, 

France, Italy, Slovenia and Hungary signed a Memoran-

dum of Understanding on the project. Vice-President Ka-

llas and the Coordinator signed a declaration of support 

on behalf of the European Commission. In the Memoran-

dum, the countries reiterate the political priority they at-

tach to the completion of PP6. 

They equally undertake specific engagements to ensure 

progress on the project, especially on the cross border 

sections. France and Italy will finalise their negotiations 

on this year on a new Treaty of Turin in which the public 

promoter for the works phase of the common section is 

established, which defines the alignment and the rela-

tive share of the costs that will be borne by both coun-

1 For a full history of the project please refer to the first Annual Reports 2005-2006, 2006-2007, 2007-2008 and 2008-2009 available at 
http://ec.europa.eu/ten/transport/coordinators/index_en.htm
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tries. The new treaty will also contain new rules on the 

governance of the project, including a participatory role 

for the European Commission.

Italy and Slovenia will end the feasibility study by No-

vember2 on their cross-border section between Trieste 

and Divača, and will create a common management for 

this part3. During the same period Hungary and Slovenia 

will present a common application for their cross-border 

section at the next call for proposals.

2. Lyon-Turin - international section

2.1. French section - access routes to the common 

section 

The French part of the international section  starts from 

the so-called sillon alpin around Lyon and ends at the 

approach of St Jean de Maurienne, where the common 

section - the Base Tunnel - starts. This is the state of play 

concerning the access routes as indicated by Réseau Fer-

ré de France (RFF):

• The bypass around Lyon will consist of a mixed line 

for freight (120 km/h) and passengers (220 km/h). The 

summary design (Avant-projet Sommaire – APS) of 

the north section and the preliminary design (Etudes 

Preliminaires) of the south section were approved in 

December 2009

• The APS for the high speed line exclusively for pas-

sengers from Lyon to Chambéry (300/270 km/h) was 

approved in March 2002

• The APS for a temporarily mixed freight (120 km/h) 

and passenger (220 km/h) line between Lyon and the 

sillon alpin was approved in January 2010

RFF indicated a tentative schedule which goes from ap-

proved APS, through all necessary authorisation and 

tendering procedures until the end of the works in a 

time span of ten years. The objective is to complete a first 

phase of the access routes in parallel with the comple-

tion of the base tunnel.

It goes without saying that the completion of the access 

routes to the base tunnel on the French side will need 

particular attention. A declaration of intent was signed 

in March 2007 between the government, local authori-

ties (in particular the Région Rhône-Alpes) and RFF in or-

der to establish the first principles for financing the first 

phase of the access routes, for a cost of €4.4 billion. It 

is estimated that the French accesses, which comprises 

three tunnels (Belledonne, Dulin-Lépine and Chartreuse) 

will cost in the order of €11 billion.

2.2. Common Franco-Italian section - including the 

Base Tunnel Lyon-Turin 

The common Franco-Italian section consists of the links 

with the historic line closest at both ends to the border, 

near St Jean de Maurienne in France and Bussoleno/

Bruzzolo in Italy.

From the beginning, it was clear to Italy and France that 

a common structure was necessary to enable a coordi-

nated approach on the base tunnel. For this reason Lyon 

Turin Ferroviaire (LTF), a 50-50% daughter of Réseau Fer-

ré de France (RFF) and Rete Ferroviaria Italiana (RFI), was 

created in 2001 as promoter of the line until the start of 

actual construction works. 

The works on the access tunnels and galleries in France, 

those of St Martin La Porte, Modane and La Praz are 

proceeding apace. The access tunnel of Modane with 

a length of 4,000 metres was completed in November 

2007, some ten months ahead of schedule. The works in 

La Praz - total depth of 2,480 metres - finished in January 

2009. Work on the access tunnel of St Martin La Porte, 

with a length of 2,400 metres, started in 2003. This was 

the most difficult tunnel to build and encountered quite 

a number of geological difficulties, all the more reason 

for these descending shafts to be built as preparatory 

works. The tunnel was recently finished in late June 2010. 

Works on the access tunnel on the Italian side have 

been impossible for the obvious reason that no defini-

tive agreement has yet been found on the alignment 

through the Valley of Susa. 

In December 2007, the French authorities approved the 

declaration of public interest of the common Franco-

Italian section of the new railway line between Lyon and 

Turin. The only missing part in the declaration of public 

interest is the village of Villarodin. It is expected that this 

part will be included shortly.

The international tunnel will be constructed from the 

French and Italian entrances to the future structure. But 

excavation will also be undertaken from the base of each 

2 This process is underway and will be finished in early 2011
3 The Common Executive Body Italy-Slovenia was set up on 12 October 2010
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access tunnel. This will allow simultaneous tunnelling at 

several places and shorten the deadline for completion 

of the base tunnel. Even before the closure of the civil 

engineering phase, works could begin on installing the 

tunnel equipment, followed by preliminary commission-

ing tests. Contrary to what was indicated in the applica-

tion for funding to the European Commission, the delays 

mentioned above will make it unlikely that construction 

works on the tunnel can start by the end of 2013.

The base tunnel with a length of around 57 km will run 

between St Jean de Maurienne and Susa.

In December 2008, the European Commission decided 

to reserve €671.8 million for studies and works on the 

Italian-French common section for the period 2007-

2013. The payment of the money will depend on the ca-

pability of both partners to respect the project deadlines 

indicated in their submission for TEN-T co-financing. The 

Mid-Term Review of the TEN-T Priority Projects in 2010 

will take stock of progress and decide whether the funds 

allocated to the common section can indeed be paid 

out, or whether they will have to be redistributed among 

other Priority Projects which do meet their self-imposed 

deadlines. The Commission is expected to take a deci-

sion in the autumn of 20104.

In all likelihood, the works on the construction of the first 

(and only) descending shaft on Italian territory, the tun-

nel of La Maddalena, will get formal approval in Italy at 

the end of September 20105. Hence the activities for de-

tailed design and works could start in October6.

2.3. Italian section – access routes from Turin to the 

common section

The Tavolo Isitituzionale di Palazzo Chigi (see paragraph 

2.4) of July 2008 decided that the local transport prob-

lems in the area of Turin had to be resolved quickly. 

Hence, RFI has dedicated much of its efforts to ensur-

ing that the area of Turin does not become a bottleneck 

when the new line will be opened. It has dedicated even 

more efforts to ensuring that already existing bottle-

necks or predicted bottlenecks in the area will be elimi-

nated or prevented.

These efforts have also been enshrined in budgetary 

previsions in an agreement between the Italian govern-

ment and the Piemonte Region of 23 January 2009. RFI 

thus disposes of the necessary funds to enable the Turin 

area to ensure safe and fluid train and metro traffic.

2.4. Institutional progress in Italy

The work of the Observatory for the Rail Link Turin-Lyon 

started in December 2006 in response to opposition to 

the project by citizens of the Valley of Susa. The Observa-

tory, chaired by Mr Virano, has been highly successful in 

establishing an inclusive process after a period of fierce 

confrontation. The Observatory Phase I ended its activi-

ties according to schedule end of June 2008. 

In order for this deadline to be met, Lyon Turin Ferro-

viaire and Rete Ferroviaria Italiana proposed a new pos-

sible alignment in the Valley of Susa. This alignment fully 

respects the environmental sensitivity of the territory 

and makes use of as much existing infrastructure as pos-

sible. According to the new proposed alignment of June 

2008, the international tunnel would exit at Susa, where 

an international station will be built. 

On 28 June 2008, the Observatory found an agreement, 

called Agreement of Pracatinat. The Italian responsible 

authorities, gathered in the so-called Tavolo Istituzion-

ale di Palazzo Chigi decided on the 29 July 2008 that the 

Observatory continue its work, with a focus on solving 

the local transport problems in the area, initiate modal 

shift activities to ensure that the alpine roads in the area 

are relieved from 100,000 trucks by October 2011 and 

to start preliminary design procedures for the new line 

from the French border to Settimo Torinese. 

The Observatory continued its technical work with the 

representatives of all interested parties over the report-

ing period. The second phase of the Observatory con-

cluded its activities on 30 June 2010 with the hand-over 

to the authorities of the preliminary project for the line 

on Italian territory up to Turin. The agreement reached 

should now be confirmed in a legally binding binding 

document concerning the new alignment. The Observa-

tory will be accompanying the activities surrounding the 

line in Italy until the end of 2010.

2.5. Renewal of the Treaty of Turin

The Intergovernmental Conference has mandated a so-

called bi-national Working Group to prepare the adapta-

tion of the Treaty of Turin of 2001 to the situation that has 

emerged over the last period of eight years. This Working 

Group started its meetings in February 2009 and it has 

continued its activity by holding, to date, ten meetings.

The renewed Treaty of Turin will establish, in particular:

4 Deadline extended to the end of March 2011 in the Mid-Term Review
5 This happened on 18 November 2010
6 Due to continuing fierce opposition by local opponents the start of the works is still delayed
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• the future promoter of the civil works on the com-

mon section

• the alignment of the line

• the distribution of costs between Italy and France

• the principles of measures promoting modal shift in 

the Alps

• the new governance structure of the project, includ-

ing the role of the European Commission

In order to be able to respect the deadlines, even with a 

margin, France and Italy will have to be able to sign the 

new Treaty at the latest at the end of 20107. 

 

3. Existing line between Lyon and Turin

The historical line between Lyon and Turin is a piece of 

infrastructure dating back for the most part to the 19th 

century. One of the main obstacles on the route is the 

Fréjus tunnel. The antiquated gauge of the tunnel comes 

on top of the other problems of this line, such as the 

high gradient, the high altitude and harsh meteorologi-

cal conditions in winter and quick wear of wheels and 

brakes of rolling stock in all seasons.

The works on the historical tunnel on the French side will 

be finished by the end of 20108. The works on the Italian 

side has already been completed. The ambition is that 

the historical line will offer, by the beginning of 2011, 

revitalised and improved services. To arrive at improved 

rail services the fundamental conditions to be fulfilled 

include above all punctuality, reduced travel time and 

larger transport volumes. Of course, the underlying con-

dition for all transport modes is safety and security. 

The Coordinator set up a High Level Working Group on 

the existing line in late 2007. The current situation is as 

follows:

• Very good progress has been made in the coordina-

tion between the two infrastructure managers RFI 

and RFF. Still this summer, they will set up a perma-

nent secretariat which can work on concrete issues, 

when requested by the High Level Working Group

• Good progress on renewed involvement of the rail-

way undertakings in the finding of solutions to some 

obstacles that make their operations unduly difficult 

and costly

• Careful consideration and introduction of interoper-

ability conditions in the tender for the definitive serv-

ice of the Alpine Rolling Motorway (see below). This 

will happen in conjunction with a market and techni-

cal study on a joint locomotive service

• Concrete activities will soon start on ensuring a one 

stop shop for all rail users, both for their annual and 

seasonal planning, while step by step working to-

wards common daily management of the line

• Work on the mutual recognition of technical issues, 

such as tail lights, brake and headlights, and less 

technical but equally important issues such as train-

ing of drivers that are capable to drive both on the 

Italian and French side, will continue

3.1. Development of the Alpine Rolling Motorway 

At the end of 2003, France and Italy started an experi-

ment with a rolling motorway service of 175 km between 

Aiton (FR) and Orbassano near Turin through the Fréjus 

tunnel. The service is operated by a subsidiary of SNCF 

and Trenitalia (Autoroute Ferroviaire Alpine/Autostrada 

Ferroviaria Alpina - AFA)

Once the works on the Fréjus tunnel will be finished, it 

will allow for trucks of 4.03 metres of height to be trans-

ported via rail. It will then also be possible to increase 

the frequency of the service from 4 daily shuttles today 

to at least 10 shuttles. RFF has indicated that the works 

will definitely be finished by the end of 20109. 

The Franco-Italian group on the Italian-French rolling 

motorway service set up by both responsible ministers 

significantly increased the intensity of its activities on 

this matter in 2009. Meetings are being held nearly every 

two weeks. This intense work is paying off. The indicative 

schedule agreed between France and Italy on a defini-

tive service looks like this:

• Summer 2009: launch of the tender process in the  

Official Journal

• End 2009: sending of tender documents to declared 

and selected candidates

• Autumn 2010: award of contract by the Member States

• January 2011: Start of definitive improved service

7 This process is delayed due to new proposals made in the negotiating group
8 To be finished in early 2011
9 To be finished in early 2011
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5. Trieste-Divača/Koper-Divača 

Currently, there exists no credible rail alternative in the 

east-west direction on this part of the Priority Project. 

Its development is fundamental to enable a decrease 

in growth of freight traffic by road, and increasingly to 

capture a significant part of the traffic that is handled 

through the ports of Trieste and Koper, but equally of 

other north Adriatic ports.

The Italian and Slovenian governments jointly set up an 

Intergovernmental Commission for the Trieste-Divača 

section, which met for the first time in December 2007.

In December 2008, the European Commission decided 

to allocate nearly €51 million for preparatory design 

studies for the Trieste-Divača section. These design stud-

ies should be finished by end 2013, after which construc-

tion works on the optimum alignment could start. The 

Commission equally decided to allocate €24 million to 

the access to Trieste from Ronchi dai Legionari. Here as 

well, the co-financing concerns preparatory studies and 

design activities. 

It is essential to establish a common Italo-Slovenian 

structure for the cross-border section between Trieste 

and Divača. In the first half of 2010, the Italians and Slov-

enians agreed to the setting up of such a structure, with 

its seat in principle in Trieste and its first President be-

ing of Slovenian nationality. This agreement will be for-

malised at the next Intergovernmental Commission in 

201011.

Concerning the alignment the situation is as follows. The 

initial alignment chosen in 2008 has met with opposition 

in Friuli Venezia Giulia, due to environmental concerns. 

In early 2010, both parties decided to study the so-called 

“high variant” between Trieste and Divača. The layout of 

this variant runs near to the route of the existing railway 

line which connects Bivio di Aurisina to Opicina, Sežana 

and Divača. At present this is a two-track line with a gra-

dient of 12 per thousand metres and a maximum speed 

of 60-80 km/h due to the reduced radius of the curves 

which are necessary to avoid “dolinas”, the superficial 

cavities of the Karst highland.

On the other part of the cross-border Trieste-Divača sec-

tion, Slovenia is progressing with the preparatory works 

on the upgrading (construction of the second track) of 

the line between the port of Koper and Divača. It is esti-

mated that the works will start in early 2011.

4. Turin-Milan-Trieste section

The sections along the Turin-Milan-Trieste part of the 

project are either in advanced stages of construction or 

of planning. Work on the upgrading and new construc-

tion of rail lines between Turin and Trieste is proceeding. 

The Turin-Novara line was finalised and is in operation, 

whereas work on the Novara-Milan section was com-

pleted in December 2008. The Milan-Treviglio section 

is in operation, this goes for the Padova-Venice section 

as well. The Milan-Brescia section will soon be tendered 

out. The other sections are in varying stages of planning.

Works on the section between Treviglio and Brescia will 

start by September 201010 and are expected to be fin-

ished by April 2015, in time for the opening of the EXPO 

2015 in Milan.

Concerning the Venice-Trieste section, the Italian author-

ities have reassured the Coordinator, upon his request, 

that they are doing everything in their power to prevent 

the Venice-Trieste section from becoming a bottleneck. 

Obviously, east-west traffic is just as vital as north-south 

and south-north traffic and both can serve as back-up 

options for each other. It is therefore important that this 

section does not fall behind schedule for the competi-

tive position of the Italian north Adriatic ports (Venice, 

Monfalcone and Trieste among others) and of course for 

their hinterland which is much broader than the Veneto 

and Friuli Venezia Giulia regions.

Against this background, the Coordinator expects that 

any residual problems of internal coordination around 

this section will be resolved soon.

10 Works will start in 2011
11 The meeting took place on 12 October 2010 in Trieste
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6. Divača-Ljubljana-Budapest-Ukrainian border

6.1. Divača-Hungarian border

The Slovenian authorities have an extensive plan for 

upgrading the railway lines along the path of Priority 

Project 6. They are considering several alternatives to 

realise these investments. A study by the European In-

vestment Bank from spring 2008 seems to advocate a 

prudent approach and a progressive phasing in of up-

grading the network to accommodate higher speeds 

and higher capacity. 

Divača-Ljubljana and Ljubljana-Zidani Most-Pragersko

The feasibility study on the improvement of these sec-

tions is being prepared. The budgetary previsions have 

been made; the study receives co-financing from the 

TEN-T budget.

The Slovenian authorities and railway companies are 

working seriously on preparatory works for the Ljubljana 

railway hub. The feasibility study for this node was fin-

ished in 2009. The Ministry of Environment has been 

asked to elaborate a National Spatial Plan.

Works are underway on this section near Košana, where 

around five kilometres of tunnel are being modernised. 

There are no noteworthy developments regarding the 

Zidani Most to Pragersko section.

Pragersko-Hodoš

The section from Pragersko to the Hungarian border at 

Hodoš is not electrified at the moment. From Pragersko 

to Ormož, the modernisation of safety and signalling de-

vices has been carried out, as well as civil works to enable 

a speed of 120 km/h. Civil works to enable higher capac-

ity on the line have equally been carried out on off-track 

infrastructure and at various stations along this section.

On 24 June 2009, the Slovenian government has adopt-

ed a new spatial plan for the section between Pragersko 

and Hodos to enable full electrification, reconstruction 

and upgrading of the line.

6.2. Slovenia-Hungary cross-border cooperation 

Since early 2008, no new meeting between the Sloveni-

an and Hungarian transport ministers has been held in 

which cross border cooperation on PP6 between the two 

project countries has been explicitly addressed. The Co-

ordinator expects that this meeting will soon take place. 

The Slovenian transport minister has taken the initia-

tive to meet the Hungarian transport minister to discuss 

developments on PP6 affecting both Member States. 

This first meeting has taken place in July 2009 in Buda-

pest. On 21 July 2009 the first meeting was be held in 

Budapest of a joint working group of rail infrastructure 

experts. They will prepare the necessary documentation 

for a future joint application for a cross-border project 

Pragersko-Hodoš-Ormož. In the Memorandum of Under-

standing, Slovenia and Hungary engage themselves to 

hand in a common cross-border project for the next call 

for proposals.

6.3. Developments in Hungary

According to indications received from the Hungarian 

authorities during the visit of the Coordinator and in 

other contacts with the administration, the following 

picture emerges. 

The Hungarian authorities have made the prudent deci-

sion to save time and money on the upgrading of the 

alignment of PP6 in Hungary, by phasing in the various 

works necessary. They have thus decided to upgrade ex-

isting track rather than immediately construct new infra-

structure and also to phase in equipment that will allow 

for higher speeds and higher capacity. 

However, they are aware that phasing in of ERTMS com-

patible equipment can be done, as long as lack of inter-

operable equipment on the alignment in Hungary does 

not jeopardise the attractiveness of this east-west route 

through Hungary. The signalling systems will be totally 

replaced and ERTMS/ETCS as automatic train protection 

system will be installed.

The official alignment of PP6 is Hodoš-Boba-

Székesféhervár-Budapest-Miskolc-Záhony. No new infra-

structure is needed to complete PP6 in Hungary at this 

stage; the upgrading of existing tracks and adaptations 

to superstructure would make PP6 a viable route for the 

medium term at least. 

The Coordinator is of the opinion that an ‘official align-

ment’ should not be a straitjacket for any Member State 

or neighbouring country. He would show well pondered 

flexibility towards temporary solutions that might be 

considered for the sake of expediency and costs that 

would be temporarily too heavy for an economy, like 

the Hungarian, to bear. Of course, this flexibility would 

exclude leniency for temporary solutions which, for any 

reason, are impractical solutions for market players.
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The upgrading of the section between Hodoš and Boba 

will be finished by 2013. The Hungarian authorities are 

developing two temporary alternatives from the official 

PP6 route for the reasons stated above.

The first temporary alternative consists of the alignment 

Boba-Győr-Budapest instead of Boba-Székesféhervár-

Budapest. The official alignment runs through hills and 

needs expensive upgrading work to arrive at a speed of 

160 km/h. The second temporary solution is to choose 

an alignment via Budapest-Debrecen-Záhony instead of 

Budapest-Miskolc-Záhony. This alternative is chosen for 

the same reason. Under any circumstances, upgrading 

parts of the PP6 alignment to accommodate speeds of 

160 km/h might be too expensive. 

7. Conclusion and priorities

Progress on PP6 has slowed down after mid-2009. The 

Memorandum of Zaragoza confirms that the political 

willingness of the project countries to complete the 

project remains strong, but progress on the ground has 

not been even. Regarding the cross-border section be-

tween Lyon and Turin, the reasons for this varied from 

delays in finding agreement on the alignment on the 

Italian side, and the lack of knowledge of the costs of the 

project, to negotiations on the sharing of the costs be-

tween the countries.

The Italian alignment has now been decided and will be 

formalised still this year. The priority for Italy and France, 

apart from the start of the works on the descending shaft 

of La Maddalena on Italian territory, is clearly finding an 

agreement on the new Treaty of Turin. Without this Trea-

ty being in place by the end of the year, the timeline of 

the project will be seriously jeopardised12.

On the internal Italian sections, the Coordinator reiter-

ates his worry about the section between Venice and Tri-

este. In early autumn, he will visit the authorities and pri-

vate parties to discuss the issue. In this context he wishes 

to express his gratitude to the activities of the two or-

ganisations that mobilise industrial players in France 

and Italy behind PP6, to Transalpine and Transpadana 

respectively. Their lobby work is particularly helpful.

On the Italian-Slovenian side, the delay has been caused 

by the particularly delicate environmental context. How-

ever, with the new alignment being agreed, the Coordi-

nator feels confident that activities will pick up quickly 

and that lost time will be made up for. The creation of 

the new common Italo-Slovenian structure should con-

stitute an important incentive. Progress on the improve-

ment of the internal Slovenian railway structure is rela-

tively good.

The remainder of 2010 is a crucial phase for PP6. Works 

on the first descending shaft in Italy will have to start and 

the new Treaty of Turin will have to be agreed between 

Italy and France13. At the same time, between Italy and 

Slovenia an agreement has to be found on the alignment 

of the cross-border section and the setting up of a Com-

mon Body for the Trieste-Divača section14.

12 See footnote 3
13 See footnotes 2 and 3
14 This process is underway, albeit not yet completed
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started recently and it shall be in service by the first 

semester of 2016

• The works on the section Stuttgart-Ulm started in 

2010 and it shall be fully operational in December 

2019

• The works on the section Wels-Vienna are ongoing 

and are expected to be finished by 2015. Only the 

implementation of the freight rail bypass at St Pölten 

is expected to continue until 2017. Along the align-

ment some milestones will be reached: the new sta-

tion of St Pölten was inaugurated on 10 September 

2010, the section St Pölten-Vienna will be finished by 

8 December 2012 allowing a 15-minute reduction in 

travel time

The development along the axis and related projects 

is co-funded by the European Commission (1995-2013) 

through the TEN-T budget, amongst which the European 

Recovery Plan (EERP), and – in the Slovak Republic – also 

from the Cohesion Funds. 

Even though the progress along this railway axis is good, 

it should be pointed out that there are still problems 

which have to be tackled: 

• Construction works on the section Freilassing to the 

Austrian border depend on a technical decision be-

ing taken and a financial agreement

• The new debate on the section Stuttgart–Ulm has to 

be followed

• Intermodality: Since there are numerous airports 

Summary

Priority Project 17 Paris-Strasbourg-Stuttgart-Vienna-

Bratislava (PP17) is an east-west oriented railway axis 

crossing very densely populated areas in the centre of 

Europe. It stretches over 1,382 km and touches upon four 

Member States: France, Germany, Austria and Slovakia. 

After the signature of a declaration of intent by the 

Ministers for Transport of the four Member States on 

9 June 2006 and several bilateral treaties on the cross-

border sections, the implementation of PP17 made good 

progress on most segments. Substantial sections have 

been commissioned or will be well developed at the end 

of the current funding period (2007-2013); others are on 

the way to completion by 2015.

Cross-border sections:

• The Kehl Bridge shall be opened in December 20101

• Munich-Salzburg: some works are ongoing until in-

cluding doubling the section Ampfing-Mühldorf (by 

the end of 2010) and the construction of a new dou-

ble track bridge crossing the river Inn at Mühldorf (by 

mid 2011). Works on a third track between Freilassing 

and Salzburg have progressed on the Austrian side, 

but not on the German side (bridge over Saalach)

• Vienna-Bratislava: some works started in 2010, others 

will commence in 2011 and all shall be completed by 

2015

Bottlenecks

• The works on the section Baudrecourt-Vendenheim 

Priority Project 17
Railway axis Paris-Strasbourg-Stuttgart-Wien-Bratislava

1 The Kehl Bridge was opened on 10 December 2010.

56



TEN-T Priority Projects 2010 – Detailed Analysis

PP 17

and navigable waterways along this line, it is recom-

mended to link up all air and intermodal freight ter-

minals. 

1. Introduction

In 2005, Péter Balázs was appointed European Coordi-

nator for the TEN-T Priority Project 17 (Paris-Stuttgart-

Vienna-Bratislava) and served until April 2009 when he 

became Minister for Foreign Affairs in Hungary. In June 

2010, he was re-appointed by the European Commission 

to continue the successful coordination of the develop-

ment along the axis.

At the beginning of the new mandate, he considers 

that the implementation of PP17 made good progress 

on most sections. The signature of the declaration of in-

tent by the Ministers for Transport on 9 June 2006 was 

an important step and was followed by several bilateral 

treaties on the cross-border sections Strasbourg-Kehl-

Appenweier (2006), Munich-Salzburg (2007) and Vienna-

Bratislava (2007). Substantial sections have been com-

missioned or will be well developed at the end of the 

current funding period (2007-2013); others are on the 

way to completion by 2015. 

The development along the axis is co-funded by the 

European Commission (1995-2013) through the TEN-

T budget (about €653 million), the European Recovery 

Plan (EERP) (€9.4 million) and the Cohesion Funds (only 

Slovak Republic). Investments of about €91 million at-

tributed to the high speed rail axis east (PP4) and some 

€100 million attributed to investments into the Euro-

pean Railway Traffic Management System (ERTMS) along 

different axes touching upon PP17 also effected the de-

velopment of the railway axis in a positive way. 

The Coordinator considers that the most important steps 

for implementing of the entire Priority Project were re-

cently the:

1. Financial agreement on the second phase of the TGV 

Est (Baudrecourt-Vendenheim) in September 2009

2. Financial agreement on Stuttgart-Ulm and the start 

of the works at Stuttgart Central Station in February 

2010

3. Start of works at Vienna Central Station at the begin-

ning of 2010

4. Start of the works of a new double track bridge cross-

ing the Inn river at Mühldorf on 19 April 2010

2. Cross-border sections 

2.1. Strasbourg-Kehl-Appenweier

The Kehl Bridge crossing the Rhine river will be com-

pleted and opened for commercial traffic in December 

20102. This new bridge will allow speeds of 160 km/h and 

will provide increased capacity with a view to offering 

new international and regional services. It will also help 

to make navigation on the Rhine easier. The EU contribu-

tion to this section from TEN-T budget will add up to a 

maximum of €31.4 million until the end of the current 

financial perspective.

The realisation of the subsection Kehl-Appenweier as a 

whole is going to be postponed even though the tech-

nical decision on the so-called “Appenweier Kurve“ or 

“Karlsruher Kurve” was taken. It is planned to build a 

non-level crossing. This shall facilitate the connections 

from Strasbourg/Kehl to Karlsruhe or from Offenburg 

to Strasbourg/Kehl in times of a growing number of re-

gional, national and international trains along the upper 

Rhine valley.

Another bottleneck that needs to be overcome at the 

crossroads of PP17 and PP24 is the Rastatter Tunnel. De-

spite having a valid building permission since 1998, the 

construction of this vital link is still not under way due to 

a lack of funding.

2.2. Munich-Salzburg

In July 2007, the German and Austrian ministries of 

transport agreed on developing the cross-border sec-

tion together to improve the capacity of the alignment 

Munich-Mühldorf–Freilassing–Salzburg. The declaration 

included the building of a new bridge over the Saalach 

river at the border. They agreed on finishing the works by 

2012 at the latest. This goal will not be achieved. Even if 

the works on the Austrian side are ongoing, the works on 

the German side will not start before 2012 and they will 

take three years. At the moment, no concrete date has 

been reported. The cross-border environmental impact 

assessment (EIA) for the section Freilassing-Salzburg-

Liefering is still ongoing and will be finalised in 2011. The 

still outstanding technical decision and the signature of 

the financial agreement have to be monitored closely.

The section Munich-Freilassing will be realised via Mühl-

dorf. Studies are made for the electrification of the 

whole line. Between Munich and Mühldorf initial works 

started in 2007, the works along Ampfing-Mühldorf (2 

tracks) are ongoing and are expected to be finished by 

2 See footnote 1
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the end of 20103. On 19 April 2010, the works of a new 

double track bridge crossing the Inn river at Mühldorf 

started and will be finished by mid 2011. It is funded by 

the German Recovery Plan (€11.7 million). The double 

track line Mühldorf-Tüßling as a whole is in the planning 

phase, and is also funded by the German Recovery Plan 

(€3.5 million).

Raising the capacity is not only important for passenger 

transport along the line but also of high importance for 

freight transport from and to the “Chemistry Triangle” 

around Burghausen and Mühldorf. Today’s single track 

line between Munich, Mühldorf and Tüßling handles 

more than 1% of Germany’s total freight tonnage and it 

is expected to increase. The electrification, including the 

Burghausen branch and multiple double track sections 

are planned and could be finished by the end of 2020 if 

funding would be provided by the federal government 

which is at the moment not the case.

Between Salzburg-Liefering and Salzburg station some 

works are already finished, such as Salzach Bridge and 

the Aiglhof, Mülln-Altstadt and Taxham stations. Works 

on the section Salzburg-Liefering are scheduled for 

2010-2013. 

The EU contribution to this section from the TEN-T budg-

et will add up to €51.8 million until the end of the current 

financial perspective. 

2.3. Vienna-Bratislava

In July 2007, the Austrian and Slovakian ministries of 

transport agreed on developing the cross-border sec-

tion together. The declaration included several projects 

and dates for their finalisation such as Filiálka railway 

station (2013), the new main station in Vienna (2013), 

railway connections in Bratislava (2015) and the airport 

connections in Bratislava and Vienna (both 2015). 

Most of the works of the Vienna-Bratislava rail connec-

tion will be done between 2010 and 2014. After a two-

year preparatory phase, construction works for the Vien-

na main station started at the beginning of 2010, while 

works for other Austrian sections in this connection will 

start in 2011 and they should be completed by 2015. 

The building site for Vienna main station is the former 

Südbahnhof which was closed down at the end of 2009 

and has been totally removed since January 2010. For 

the interim period, a provisional railway station for urban 

traffic, connecting tracks and a provisional station was 

built. The existing station Meidling was refurbished and 

serves as interim terminal station for the southern rail-

way. As preliminary work for the new main station, the 

high-tech location in Matzleinsdorf was built, enclosing 

a huge maintenance hall for light maintenance of loco-

motives and motorised units. 

For the connections between Vienna, its airport and Bra-

tislava (Klederinger Schleife and Götzendorfer Spange) 

the building permissions based on Environmental Im-

pact Assessments (EIA) are expected to be received in 

2011.

The planned Danube Tunnel, the biggest project in Slo-

vakia, will be implemented later. The EU contribution to 

this section from the TEN-T budget will add up to €145.9 

million - about €135 million in Austria - until the end of 

the current financial perspective.

3. Bottlenecks

3.1. Baudrecourt-Vendenheim

On 1 September 2009, the financial agreement on the 

second phase of TGV Est was signed by the French 

government, Réseau Ferré de France (RFF) and sixteen 

regional administrations. Preparatory works already 

started in 2008; the civil engineering works are due to 

start in 20104. The section will be in service by the first 

semester 2016, making a 30 minute reduction of travel 

time between Paris and Strasbourg possible. The EU con-

tribution to this section from the TEN-T budget will add 

up to €94 million until the end of the current financial 

perspective. 

3 The works ended on 11 November 2010
4 The works started on 18 October 2010
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3.2. Stuttgart-Ulm

An agreement was signed between the German Minister 

of Transport, Deutsche Bahn AG and the regional author-

ities on 19 July 2007; the financial agreement followed 

in April 2009. The groundbreaking ceremony was on 2 

February 2010. The section will be constructed between 

2010 and December 2019. 

The planning procedure is advancing well with some 

delays concerning the formal decisions on the final per-

mits (Planfeststellungsbeschlüsse). Most of the building 

permits are given or in preparation by the competent 

authority (Eisenbahn-Bundesamt). It is necessary to re-

ceive the final permit for Wendlingen-Ulm in 2010 to be 

able to finalise according to schedule. In June 2010, the 

Eisenbahn-Bundesamt (EBA) gave an important deroga-

tion for using the S-Bahn tracks for trains at the airport. 

The EU contribution to this section from the TEN-T budg-

et will add up to about €237 million until the end of the 

current financial perspective. 

Since the end of 2009, the project is again heavily under 

discussion because of increasing cost estimates, doubts 

concerning the benefits and expected geological prob-

lems.

3.3. Wels-Vienna

The former double track line has been modernised to 

a four track high capacity axis for the east-west traffic 

which is already in service in important sectors: about 

46% of the stretch has already been completed, 43% 

is under construction, 11% is in the planning stage. In 

2009 and 2010, many important milestones have been 

achieved in this section and the current works are ac-

cording to schedule.

The section was divided into several subsections to fa-

cilitate planning and building procedures: 

3.3.1. Lainzer Tunnel

In order to provide for an improved connection of the 

western line with Vienna and to link it to the connect-

ing railway lines towards the south and east, the works 

on the 12.8 km long Lainzer Tunnel are ongoing. This 

project will allow the underground operation of long 

distance freight and passenger trains through Vienna. 

Free over ground capacities can be used to improve sub-

urban passenger transport. The works on the technical 

equipment started in December 2009. The completion 

of this project is scheduled for December 2012.

3.3.2. New Construction Section Vienna-St Pölten

This new construction section is divided into three sub-

sections: Wienerwald (including. “Wienerwaldtunnel”), 

Tullnerfeld and Westabschnitt. The preliminary con-

struction works of the tunnels are already finished. Cur-

rently, the works focus on track superstructures and on 

technical equipment. Both the new construction section 

Vienna-St Pölten and the Lainzer Tunnel will be fully in 

operation December 2012.

3.3.3.  St Pölten-Loosdorf (freight rail bypass)

On the St Pölten-Loosdorf section (freight rail bypass), 

some bridges have already been finished to close the 

gap, other works are ongoing. The construction works 

for the so-called Pummersdorfer Tunnel shall start in 

2011. The whole section should be finished in 2017.

3.3.4. Ybbs-Amstetten

At the end of 2008, the works on the important bridg-

es over the Ybbs river and in other sections started. In 

spring 2009, the construction of the approximate 2.2 

km long Burgstallertunnel between Hubertendorf and 

Blindenmarkt began. Currently, the works on the inner 

shell are progressing and scheduled to be completed in 

August 2011. Along the line, sixteen railway bridges and 

nine road bridges will be built and the railway stations 

will be adapted. Parts of the alignment are planned to be 

finished by December 2012 - together with the new line 

Vienna-St Pölten and Lainzer Tunnel. The overall com-

missioning is scheduled for 2015. 

The following projects are co-financed by the European 

Economic Recovery Plan (EERP): Melk Station (comple-

tion by 2011), the freight rail bypass at St Pölten (com-

pletion by 2017), the Burgstallertunnel as a part of the 

section Ybbs-Amstetten (completion by 2015). 

The EU contribution to this section from the TEN-T budg-

et will add up to €67.5 million by the end of the current 

financial perspective. €9.4 million will come from the 

EERP. 

4. Other sections

4.1. Germany

Important sections between Appenweier-Karlsruhe and 

Stuttgart have already been completed. After Stuttgart-

Ulm has been launched, Ulm-Augsburg needs to be 

studied in detail in order to provide appropriate line 

parameters for additional long-distance passenger serv-

ices in the future. Special focus has to be laid on capacity 

enhancements (e.g. a third track section) and line speed 
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optimisations. Currently, speed limits between Ulm and 

Neuoffingen are 200 km/h and 160 km/h at Neuoffin-

gen-Augsburg where several even slower sections re-

main due to the geometry of the line. In these slower 

sections, a re-routing may be considered. Regarding 

capacity enhancements, the sections Neuoffingen-Ulm 

and Gessertshausen-Augsburg require special attention. 

Any progress in the entire section depends on the avail-

ability of federal funding which is not yet in sight.

The works between Augsburg and Munich will be com-

pleted by December 2011, resulting in continuous four 

track operation and a maximum speed of 230 km/h. 

At the beginning of 2010, the Bavarian government and 

the parliament (Landtag) agreed on a development con-

cept for Munich (Bahnkonzept München) which should 

cost about €3 billion.  The capacity in the city centre shall 

be improved (2. S-Bahn–Stammstrecke) by 2017 and the 

airport should be connected with the city centre (Ostkor-

ridor) and with PP17 (Erdinger Ringschluss). A financial 

agreement on both is missing at this moment in time. 

4.2. Slovakia

Detailed studies are under preparation for the connec-

tion between Bratislava and its airport with Vienna and 

beyond. In the current funding period, the following ac-

tivities have been reported to be finished: 

• new section between Bratislava Predmestie and Bra-

tislava including Filiálka station (future node for pub-

lic transport in Bratislava)

• connection of the airport from Central Cargo Station 

(UNS) and railway station Letisko

• railway station Petrzalka

In 2014, the electrification of the section Devínska Nová 

Ves-Marchegg (Austria) shall be finished. In the next 

funding period, works are planned to connect Brastis-

lava airport to Vienna, also via Marchegg.

5. Activities in 2010

Péter Balázs’ new mandate started on 8 June 2010 with 

first exchanges of views with Vice-President Kallas, on 

the development of the Priority Projects in general, and 

with the Coordinators responsible for projects crossing 

the Paris-Bratislava axis, namely Karla Peijs (PP18), Pat 

Cox (PP1) and Gilles Savary (PP22) in particular. A first 

exchange of views with the Slovakian Ministry of Trans-

port also took place the same day. Other meetings are 

expected to be scheduled for Autumn 20105 with the 

ministries of the other Member States along the axis and 

with the new Minister of Transport in Slovakia. 

The Coordinator welcomes that between July 2007 and 

February 2010, three million passengers used the Ger-

man-French high speed connection from Stuttgart via 

Karlsruhe to Paris. This 3 hour 45 minute rail connection 

replaced nearly all flights between Stuttgart and Paris.

The Coordinator notes that the “Main line for Europe” ini-

tiative published a study on the current services along 

the axis (Main Line for Europe – Trains for Europe). The 

study highlights the potential time saving for passen-

ger trains following the full implementation of PP17. 

A further reduction of 80 minutes is possible between 

Paris and Bratislava by 2015 (10 hours 30 minutes) and 

additional 95 minutes after having implemented all 

planned measures. A theoretical journey would take 9 

hours instead of 15 hours 15 minutes in 1995. Knowing 

that a great variety of needs for local, regional, national 

and European transport has to be anticipated, it has to 

be pointed out that only building new infrastructure 

(tracks, stations, and control systems) does not guaran-

tee optimal services for passenger and freight transport, 

in particular concerning end-to-end trips. This makes 

operational planning a highly complex procedure. The 

Coordinator recommends taking into account the sug-

gested “integrated planning approach” in order to ensure 

the best possible benefits from public investments and 

the best possible services. Furthermore, the Coordinator 

welcomes the proposal to think about the advancement 

of the current legal framework on rail liberalisation at 

the European and national level in order to facilitate the 

creation of attractive (international) timetables and ef-

ficient investments.

6. Conclusions and recommendations

Progress along this railway axis is good. Substantial sec-

5 September: Meeting with German Transport Minister Ramsauer in Berlin - October; Meeting VP Kallas in Brussels - November: Meeting in Munich 
to prepare a conference on intermodality - November; Meeting in Budapest on Danube Strategy - December; Meetings in Strasbourg and Kehl with 
Minister Ramsauer, Mr Grube (DB AG) and Mr Hubert du Mesnil (RFF)
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tions have been commissioned, well developed at the 

end of the current financial perspective (2007-2013) or 

on the way to completion by 2015. The entire project will 

then be co-funded by TEN-T sources up about to €670 

million However, it should be pointed out that there are 

still problems which have to be tackled: 

• The implementation of the cross-border-section 

Munich-Salzburg depends on missing technical de-

cisions and/or financial agreements at Freilassing 

(Bridge) and concerning the electrification (ABS 38) 

• The new debate on the section Stuttgart-Ulm has to 

be followed

• Intermodality: Since there are numerous airports 

and navigable waterways along this line, it is recom-

mended to link up all intermodal freight terminals. 

In Munich, the financing and timing of the planned 

airport connection is still unclear

All Member States along the line are facing similar budg-

et problems. Germany is of particular importance be-

cause several sections are still not finished. In Germany, 

the budget foreseen to develop transport infrastructure 

is heavily under discussion. A balance between expendi-

ture and consolidation of the national budget has to be 

found. The decision making process on the federal in-

vestment planning (Bedarfsplanüberprüfung) is ongoing 

and should be finalised in October 20106. According to 

the federal ministry this shall not lead to delays in imple-

menting the continued works. In preparation of the fu-

ture Bundesverkehrswegeplan 2015, conceptional works 

are ongoing. This process has to be followed by the Eu-

ropean Coordinator in order to guarantee a high quality 

of the services along PP17. 

6 The decision making process was finalised on 11 November 2010.
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Priority Project 18
Waterway axis Rhine/Meuse-Main-Danube
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Inland waterway axis Seine-Scheldt
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Summary 

The third year as Coordinator for the European inland 

waterways coincides with the mid-term year of the 

projects that have been launched within the trans-

European transport network Programme 2007-2013  

(TEN-T). Since 2007, studies and projects for the reha-

bilitation of navigation in inland waterways and for the 

enhancement of capacity in existing major water routes 

have been launched. 

The activities in the framework of the TEN-T Priority 

Projects 18 and 30 have been set up with the clear scope 

of creating connections between existing water basins 

and liaising major European maritime ports with internal 

regions across all Europe. In principle, a non-stop inland 

journey from the Atlantic port of Le Havre, the northern 

ports of Antwerp, Rotterdam or Hamburg to the Black 

Sea ports of Constanţa and Tulcea will be possible, fur-

ther connecting ports in Ukraine and on the Bulgarian 

coast.

Within this undertaking, the Annual Report can be con-

sidered as a mid-term report until 2013, the end of the 

Framework Programme; however it is also important for 

its early indications and warnings on the development 

of a sustainable, efficient and sound European inland 

waterways transport system.

Since the beginning of the Framework Programme, it 

was clear that technical difficulties in achieving the in-

land waterways transport network were only one though 

important aspect of the issue to be tackled. However the 

political, historical, environmental and specific local rea-

sons were the main issues at stake.

So, if the attention has been paid to the realisation of a 

sustainable and reliable network, with a strong support 

through TEN-T1, what is emerging as a clear indication is 

that confidence between all actors, being political par-

ties, ecological and operators or local versus central gov-

ernment, become the key component for the realisation 

of the said European inland waterways transport system. 

All those players have to be taken in due account if a 

sound progress is to be achieved.

This year’s focus of the Coordinator’s activities has been 

to consolidate the already started initiatives, notably the 

Joint Statement Guiding Principle2. The “Joint Statement 

on guiding principles for the “Development of Inland 

Navigation and Environmental Protection in the Danube 

River Basin” was adopted by the Danube Commission3, 

ICPDR4 and the International SAVA River Basin Commis-

sion5 in January 2008. As a follow-up, the “Draft Manual 

on Integrated Planning of Inland Waterways Transport 

Projects” was presented in March by the PLATINA Project6 

and it is expected to be finalised by the end of 2010. 

PLATINA is the implementing project of the Action Pro-

gramme NAIADES7 that outlines the basis for the devel-

opment of inland waterways transport (IWT) in terms of 

markets, fleet, jobs and skills, image and infrastructure.

The same importance is placed on Priority Project 30, 

Seine-Scheldt for the creation of an Intergovernmental 

Committee (IGC) and on the setting up of the European 

Group of Economic Interest (EEIG) for the analysis of toll 

system and the governance of the network.

Another remarkable aspect of current developments 

has been the correlation between sector operators and 

groups of environment experts. In this respect, the Coor-

dinator operated as point of balance and liaison in spe-

cific cases like those of Straubing-Vilshofen, in Germany, 

or the Călăraşi-Brăila section in Romania.

So, if on the one hand the consolidation of already start-

ed activities has been the first concern of this year’s ac-

tivities, on the other hand new European scenarios have 

developed providing likely opportunities to support a 

sound development of the inland waterways transport 

network, through the revision of the TEN-T Guidelines, 

presented in June 2010 in Zaragoza, and the European 

Union Strategy for the Danube River Basin, officially 

launched by the European Commission in October 2009.

Both will have a strong impact on the future of the Euro-

pean Transport System: The TEN-T Guidelines will have 

Priority Project 18
Waterway axis Rhine/Meuse-Main-Danube

Priority Project 30
Inland waterway axis Seine-Scheldt

1 http://ec.europa.eu/transport/infrastructure/tent_policy_review/tent_policy_review_en.htm
2 Joint Statement Guiding Principles for the Development of inland Navigation and environmental Protection in the Danube River Basin, signed in 
2008 by the Danube Commission, the International Commission for the Protection of the Danube River and by the International Sava River Basin 
Commission
3 Danube Commission (DC) Members are Austria, Bulgaria, Croatia, Germany, Hungary, Moldova, Serbia, Slovakia, Romania, Russia and Ukraine.
4 International Commission for the Protection of the Danube River, ICPDR Members include Austria, Bosnia-Herzegovina, Bulgaria, Croatia, Czech 
Republic, Germany, Hungary, Moldova, Romania, Serbia, Slovakia, Slovenia, Ukraine and the European Commission
5 International Sava River Basin Commission (ISRBC) Members are Bosnia-Herzegovina, Croatia, Serbia and Slovenia
6 PLATINA is the European Commission research activity for the implementation of the NAIADES Programme
7 NAIADES= Navigation and Inland Waterway Action and Development in Europe. Communication from the Commission, 17 January  2006
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and normally maintained. In these rivers, and in particu-

lar on the Rhine, present activities are concentrated on 

maintaining the operations and on restoring the natural 

habitat, thus proving that efficient and profitable inland 

navigation can coexist with natural areas. Such activities, 

as undertaken near the port of Duisburg, are an impor-

tant signal that things can be reversible. 

More significant are the infrastructural interventions 

needed on the Danube river for sustainable and reliable 

navigation. Infrastructure works are required in many 

countries and are facing difficulties of a different nature, 

from the environmental protection areas, to political op-

position or inherited contentious issues between neigh-

bouring countries.

Along with other causes, damages resulting from the 

Balkan War in the 1990s have physically cut the Danube 

River in two parts, creating a situation in which neigh-

bouring countries cease to maintain navigation condi-

tions on the river to the detriment of inland waterways 

transport. This causes the migration of skippers and the 

decline of the fleet.

However, since a few years, the economic and political 

commitment of the European Union has restarted the 

process for navigation rehabilitation.

Funding has come through different European pro-

grammes. Besides the TEN-T Programme, other Euro-

pean programmes are active on certain stretches of the 

Danube: the former ISPA programme finances studies 

and infrastructure works for the improvement of naviga-

tion in Romania at Călăraşi-Brăila as well as in the long 

border section between Romania and Bulgaria. On the 

Danube section in Serbia, outside the European Union, 

it finances activities for the restoration of navigability, 

concerning rehabilitation of sections obstructed by ob-

stacles from the abovementioned wars but also from the 

Second World War, such as sunken vessels and ammuni-

tions.

1.1. Cross-border sections and bottlenecks

The trans-European transport network Programme for 

the period 2007-2013 period finances a series of activi-

ties for the resolution of cross-border sections and bot-

tlenecks in this Priority Project.

The construction works for the improvement of the 

navigability on the Maasroute in The Netherlands has 

suffered delays and is now planned to be completed by 

an impact because of their new approach to what will 

be the composition and the assessment of the core net-

work, and the Danube Strategy will have an impact be-

cause it aims to enhance the benefits that the countries 

of the Danube river basin could reap in a cooperative 

environment that helps overcome bottlenecks of politi-

cal, environmental and economical nature that exist be-

tween countries or between groups of interest.

The conclusions of last year’s report are still valid. Some 

aspects have progressed significantly, for instance the ef-

fective cooperation between transport and environment 

experts. For others, like the development of the fleet and 

the market opportunities, new forms of financing as well 

as new forms of attracting demand have to be further 

explored together with banks (e.g. EIB) and chambers of 

commerce in order to create the basis for a sustainable 

and efficient transport environment. 

In this report, sections 1 and 2 will deal with the two Pri-

ority Projects (18 and 30) separately, section 3 with other 

inland waterways, section 4 with the dissemination and 

promotion, and section 5 will provide a summary and 

recommendations.

1.  Priority Project 18: Waterways axis Rhine/
Meuse-Main-Danube

Priority Project 18 crosses Europe transversally from the 

North Sea to the Black Sea in Romania. The Meuse and 

the Rhine rivers are the entrance gates for the Belgian 

and the Dutch inland waterways to this Priority Project 

corridor which links the northern ports of Rotterdam 

and Antwerp but also offers a connection towards the 

Seine-Scheldt canal part of Priority Project 30 and the 

Atlantic Ocean ports.

The Main River and the Main-Danube Canal connect 

the Rhine to the Danube and therefore to the Black Sea. 

This corridor is one of the longest ones in the trrans-Eu-

ropean transport network and crosses European Union 

countries including Belgium, The Netherlands, Germany, 

Austria, Slovakia, Hungary, Bulgaria and Romania, and 

four neighbouring states (Croatia, Serbia, Moldavia and 

Ukraine).

Infrastructure interventions on the Rhine, the Meuse, the 

Main and the Main-Danube Canal aim at improving the 

capacity of the waterways for the transit of larger barges 

on the basis of the waterways being fully operational 

Priority Project 18
Waterway axis Rhine/Meuse-Main-Danube

Priority Project 30
Inland waterway axis Seine-Scheldt
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2015 or two years later than expected. Also the cross-

border construction of the forth lock in Lannaye between 

Belgium and Netherlands is delayed. The creation of the 

natural reserve island could have started but has been 

delayed in order to take into account a new approach for 

the integration of the island into the system of locks. The 

completion is foreseen for 2015.

Moving into the Danube river, the first bottleneck is situ-

ated between the towns of Straubing and Vilshofen. It 

is 70 km long where the draught does not reach two 

metres for most of the year. The debate is going on for 

several decades already seeing, on one side the envi-

ronmentalists who want to maintain this free flowing 

section of the river and who can only agree to creat-

ing protection against flooding and, on the other side, 

the sector operators who insist on requesting a reliable 

draught of at least 2.5 metres, for most of the year as it is 

the case on all the other sections on the Rhine and Main 

from the Dutch-German border until Straubing and from 

Vilshofen until the Austrian-German border on the Dan-

ube, in total for more than 630 km.

In order to overcome this gridlock, the German federal 

government, together with the Bavarian state govern-

ment, launched a three year study in 2008. After a period 

of standstill, the study has started. Its management in-

cludes the Monitoring Group, proposed by Coordinator 

Mrs Karla Peijs during a joint session with representa-

tives of the operators and of the environmental groups, 

whose aim it is to create a bridge between the two par-

ties. The Monitoring Group represents a high level forum 

where all the activities undertaken within the study, are 

carefully analysed to evaluate their consistency with ex-

isting European environmental legislation.

The Monitoring Group met already a few times since its 

first meeting in February 2010. Coordinator Mrs Peijs 

met the Chairman of the group, Professor Koch, in May 

and they agreed to keep each other informed about the 

evolution of works.

After a slow start, the study is now proceeding expedite. 

Its completion, however, is expected for the end of 2012, 

with a delay of a year.

The next important intervention is ongoing on the 

stretch east of Vienna and until the Slovak border. Stud-

ies and a pilot test project in Deutsch-Altenburg are 

being undertaken to guarantee reliable and consistent 

navigation capacity throughout the year, while pre-

serving at best the NATURA 2000 site here represented 

by a national park. The pilot project is performed over 

a length of 3 km and comprises the restoration of the 

original banks by taking away the old constructions and  

levelling the river bed. 

These activities, for sometimes considered as the best 

practice in the inland waterways infrastructure activities, 

are now suffering a huge delay due to mainly three fac-

tors: 

1) delay of the Environmental Impact Assessment (EIA) 

due to missing fundamental official permit

2) further analysis of the construction costs on the basis 

of current calls for tender outcomes which resulted 

in a re-evaluation of the overall costs, one effective 

measure to counter these could be the extension of 

the construction period

3) further extension appears to be necessary in order to 

reduce technical risks
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As a result of this new investigation, the completion date 

has been astonishingly extended to 2021. 

Reliable navigability is again subject of a study on the 

long Hungarian stretch of the Danube. It aims to identify 

the locations for the restoration of safe and reliable navi-

gation. More than 30 sites have been identified, these 

have been divided into three phases and the first phase, 

comprising the first six sites, has been completed. The 

study progresses as scheduled and completion is fore-

seen for the end of 2010.

The study, of which 50% is financed by the European 

Commission’s TEN-T Programme, was launched in June 

2009. It encompasses surveying the riverbed, drawing 

technical designs, performing requested environmen-

tal impact assessments, getting the necessary approval 

from the competent authorities for all the interventions, 

including drafting of precise measures to be undertaken. 

The final report is expected to be delivered by the end 

of 2010.

It has to be noted that the successful launch of the ten-

der has been the result of a constructive co-operation 

between the Ministry of Environment and the Ministry 

of Transport. The two Ministries are also co-operating 

within the Intergovernmental Expert Group nominated 

by Hungary and Slovakia for the definition of the water 

management on the section between Gabchikovo and 

Nagymaros.

The feasibility study on the long section that forms the 

border between Bulgaria and Romania is supported by 

the former accession countries programme (ISPA). If no 

major obstacles will intervene, works to support a reli-

able navigability all year long will be ensured shortly. 

The other former ISPA project on the Călăraşi-Brăila 

stretch still awaits the approval of the EIA. A monitor-

ing programme for the creation of an initial database 

on the migration of sturgeons and on the impact of the 

foreseen infrastructure constructions has not yet been 

validated. Once approved, the monitoring programme 

would start in October 2010 and would be completed 

by spring 20118. 

1.2. Other sections

Not as critical as the bottlenecks presented above, 

but nevertheless important interventions have been 

launched on the Belgian stretch to build a new lock at 

Ivoz-Ramet (225 x 25 m). The works will start by the end 

of 2010 and are planned to be completed by mid 2014. 

Similarly a study has been launched to assess the con-

struction of a new lock at Ampsin-Neuville (also 225 x 

25 m) that will allow the transit of barges of up to 9,000 

tonnes. The study should be completed by 2013.

Further improvement to the navigability on the Bavar-

ian stretch is represented by the construction of a new 

railway bridge at Deggendorf. Its completion has almost 

been achieved. This project aims to eliminate a danger-

ous narrow passage under the old bridge.

Concerning the narrow passage under the “Old Bridge” 

of Bratislava, it was initially planned to lift the bridge 

and, at the same time, rebuilt the pillars in order to reach 

a width for class VI. However, local authorities have de-

cided that, due to severe danger for the traffic crossing 

the bridge, works would have started immediately for 

the consolidation of the bridge and its lifting. Conse-

quently if the clearance height will increase by two me-

tres, the width between pillars will remain at 86 and 67 

m respectively. This is not in line with the request made 

by the Danube Commission. However, Slovak authorities 

have decided to proceed in this reconstruction asking 

for derogation on the navigation requirements.

1.3. Progresses and delays

2009 was very important for this project because it saw 

important progress on critical sections: in Bavaria, the 

study on the stretch Straubing-Vilshofen is up and run-

ning. The participation of environment specialists along 

with transport sector operators gives credit to the study 

and its possible outcomes. Points that are still controver-

sial have to be solved. In Romania, good progress has 

been made to achieve a sound feasibility study and to 

launch the Monitoring Programme in the Călăraşi-Brăila 

stretch. A separate case is that in Austria where, to great 

surprise, it was unveiled that environmental permissions 

were not available and that the risk management of the 

project suggests delaying its completion considerably.

1.4. Overall priority project appreciation

Priority Project 18 stretches more than 3000 km, crossing 

all of Europe from the northwest to southeast through 

economically developed countries, growing economies, 

inside and outside the European Union, encompassing 

Priority Project 18
Waterway axis Rhine/Meuse-Main-Danube

Priority Project 30
Inland waterway axis Seine-Scheldt

8 The tender has been published in November 2010 and is planned to start in March 2011
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areas of special beauty and of untouched wilderness, 

naturally has to cope with issues that have to be over-

come if we want to realise a sustainable and efficient 

transport corridor.

Until 2006, activities undertaken to ensure or restore a 

reliable navigation in most of the corridor and particu-

larly on the Danube river were very much fragmented 

and made on a national basis, not to forget the follow 

on of the 1990’s Balkan War that still has an impact on 

navigation.

Only since 2006, more attention has been focused on the 

importance of the Danube river as a potential resource 

in the freight transportation systems. However, not until 

the Framework programme 2007-2013 has a significant 

budget been allocated to the solution of major naviga-

tion bottlenecks.

2. Priority Project 30: Seine-Scheldt

Priority Project 30 has been designed to connect the 

French inland waterways network to the Belgian, Dutch 

and German networks and ports, as well to the main sea 

ports of the Northern Range (Le Havre, Rouen, Dunkirk, 

Zeebrugge, Ghent, Antwerp and Rotterdam). It will make 

them accessible for large gauge barges. Together with 

PP18, Rhine/Meuse-Main-Danube, it will ensure the in-

terconnection of all the major inland waterway basins in 

order to integrate inland waterways into the European 

Union’s transport network. 

An Intergovernmental Committee (IGC) was set up by 

the French, Walloon and Flemish governments in order 

to better manage this complex project on 24 September 

2009. The Committee has already met few times with the 

participation of the Coordinator, Mrs Karla Peijs.

2.1. Cross-border sections and bottlenecks

The restoration of the Pommeroeul-Condé Canal and 

the Lys section Deûlémont-Wervik are the cross-border 

sections of this project. These two sections will improve 

the connection from the French side of the canal to the 

north towards Ghent and to the east towards Liège, the 

Meuse and Rhine rivers. Large industrial areas in France, 

Belgium and The Netherlands will be connected by this 

new link reaching Atlantic ports, such as Le Havre and 

the North Sea ports of Rotterdam and Antwerp.

The EIA (Environmental Impact Assessment) for the 

cross-border section Deûlémont-Wervik has been car-

ried out and the engineering studies for the widening of 

the Lys started in June 2009 according to plan.

The preliminary design of works on the Condé-Pom-

merœul Canal in France has been finished and is ex-

pected to be approved in mid 20109. Most of 2009 was 

taken up with important and intense local consultations. 

On the Belgian side, most hydraulic studies have been 

completed or are in progress. Topographical survey and 

geotechnical studies have been completed for all the 

work sites.

The removal of the Pont-des-Trous bottleneck in Wallo-

nia and the improvement of navigation regions will en-

sure the creation of a network for the transit of barges 

carrying over 3000 tonnes of freight. Works on the Pont-

des-Trous are expected to start in 2011.

2.2. Other sections

The improvement of navigation conditions between 

Deûlémont and Ghent, including the ring around Ghent, 

are part of the activities to complete the project corri-

dor from the Seine River to the canal that connects the 

Dutch port of Terneuzen.

2.3. Progress and delays

The IGC created a European Economic Interest Group on 

26 March 2010 in Brussels which granted permission to 

VNF (Voies Navigables de France) to launch a study ana-

lysing a European toll system that would be appropriate 

to support the financing of operating, maintaining and 

partly recovering the investment of the Seine-Scheldt 

project.

In 2009, the main works on the Seine-Nord canal were 

the archaeological surveys and the drafting of the docu-

mentation for the competitive dialogue (concerning the 

main canal) and the development of the four multimo-

dal platforms included in the project. The development 

of these platforms will be carried out under a separate 

contract from the main works.

The Evergem lock on the river Lys was completed with 

the installation of the electromechanical equipment, in-

cluding the operating building.

The building of the new embankments for a rectangular 

cross section of the northern section of the Ghent Cir-

cular canal was put to tender on 2 July 2009. The works 

were said to get underway in March 2010, with few 

months delay compared to the planning. However, com-

pletion by the end of 2012 is still possible.

9 The decision has been delayed by one year
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2.4. Overall priority project appreciation

The Priority Project and in particular the Canal Seine-

Nord will eliminate a major European waterway bottle-

neck and will sustain a capacity for barges up to Class 

Vb in the European classification of inland waterways. It 

goes far beyond a mere infrastructure project to boost 

transport capacity, since it aims to integrate several 

land-based activities to the benefit of regional develop-

ment and sustainability. This is a very important aspect 

of the project because it encompasses not only trans-

port infrastructures but, local development, multimodal 

platforms, ports for freight and leisure, housing and wa-

ter management along its development.

Delays have been accumulated in the first part of the 

project and, at present, its completion is foreseen for 

2016.

In addition to the present extension of the Priority 

Project, the possibility of extending the Priority Project 

until the western Scheldt is under scrutiny. It would then 

include the canal until the port of Terneuzen in the Neth-

erlands.

3. Other inland waterways corridors

It is worth reporting last year’s advances that have taken 

place in the northern Italian inland waterways on the Po 

River and connected canals between port of Cremona 

and Venice lagoon.

Italian regional and local authorities submitted two 

projects in 2009 in the framework of the Recovery Plan 

Programme launched by the European Commission.

In the framework of these projects, a series of important 

activities are being undertaken, including works for new 

locks, the improvement of environmental standards, 

the intermodal connection to rail and road at Mantua 

Valdaro port and an executive design of the new pub-

lic Port Levante to improve accessibility from the sea to 

the canal system. The resulting system will be able to ac-

commodate Category V barges between Venice and the 

inland ports of Mantua and Cremona.

Another project, NINA-Net (Northern Italy North Adri-

atic network), received a grant from the Commission to 

undertake a promotional joint campaign targeting local 

private operators and European stakeholders.

One strategic objective is the interconnection between 

the north Adriatic short sea shipping navigation and in-

land navigation. Further interesting developments are 

foreseen in connection with the NAPA agreement signed 

this year (North Adriatic Sea Port Authorities).

A public company (mainly owned by the Venice Port 

Authority) acquired five barges of 2500 tonnes each 

for the FLUVIO-MARITIME navigation. A regular service 

started in February 2009. The Venice Port Authority has 

also acquired a wide area in Mestre in order to equip an 

inland waterways dock system that will serve barges go-

ing back and forth to Mantua and Cremona. Several pilot 

freight transportation activities started in 2010, despite 

the economic crisis.

Priority Project 18
Waterway axis Rhine/Meuse-Main-Danube

Priority Project 30
Inland waterway axis Seine-Scheldt
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Investments on research and development for fleet de-

velopment projects are being carried out in collabora-

tion with universities. An innovative push-barge will 

be tested, and barges for combined maritime and river 

navigation will be part of the design. 

Several declarations by the national and regional au-

thorities have announced plans to build locks and hy-

dropower plants on the Po river, for navigation, energy 

production and water management. The extension of 

the inland navigation canal from Pizzighettone (some 

20 km west of Cremona) until Trucazzano, northeast of 

Milan will allow navigation of CEMT Class V barges from 

Milan to the Adriatic sea.

In Trucazzano an intermodal logistic centre (Interporto 

di Milano) is foreseen. The location is strategic within 

the transport regional developments: the so-called “su-

perstrada” BRE-BE-MI (Brescia-Bergamo-Milano) will pass 

nearby as well as the eastern ring of Milan (Tangenziale 

Est) and the high speed rail line.

4. Dissemination and promotion

During this year, the Coordinator took part in many 

events where inland waterways transport was part of 

the debate, from the more general transport related 

TEN-T Days in Naples in October 2009 and in Zaragoza in 

June 2010, to the more specific Conference on Climate 

Change organised by the Central Commission for the 

Navigation of the Rhine in June 2009.

For the European Commission strategy on the Danube 

river basin, the Coordinator was invited to the Ministerial 

Conference organised by the Swedish Presidency in Sep-

tember 2009 where it presented the Baltic Sea Strategy 

and where the Danube River Strategy was introduced at 

a pre-official launch.

Also on the Danube Strategy, the Coordinator participat-

ed in the Constanţa Conference in June 2010 that con-

cluded the cycle of stakeholder conferences organised 

by the Directorate-General for Regional Policy.

Other events were attended in the framework of the joint 

statement principle process, in Vienna, December 2009 

taking part to the ordinary meeting of the ICPDR and in 

March 2010 for the presentation of the Draft Guidelines 

Manual in Zagreb.

Ministerial visits to Bucharest, Bratislava and Vienna 

were also organised to discuss relevant issues in the re-

spective countries. An ad hoc meeting was organised 

with the World Wildlife Fund (WWF) in order to openly 

discuss controversial issues between inland waterways 

transport and the environment, but more interestingly 

to identify common points of interest, like the reduction 

of emissions, the development of research activities for 

greener transport means and overall impact of transport 

on the environment.

Consolidated and stronger relations have been estab-

lished with other Directorate Generals in the European 

Commission, namely with Environment and Regional 

Policy at Directorates-General and Commissioner Level.

5. Conclusions and recommendations 

In conclusion it is important to reflect on a few consid-

erations:

The creation of the French, Belgian, Dutch, German and 

southeast Europe basins ensure continuity from the At-

lantic Ocean to the Black Sea and further, passing many 

important industrialised areas, leaving no doubt that the 

Inland Waterways Transport (IWT) Network is an essen-

tial part of the European Transport Core Network.

• Intermodality is the key approach for a flourishing 

IWT System.

• IWT represents the backbone of the transport system 

within the European Commission’s Strategy for the 

Danube river basin.

• The development of inland waterways transport has 

to go hand in hand with the integral development of 

the region in terms of economy, environmental pro-

tection and social development. 

• The modernisation of the fleet through focused re-

search activities is key to promote IWT and to create 

conditions for a sustainable and attractive IWT.

• Bottlenecks of all nature, infrastructural, political, 

environmental, social and administrative have to be 

tackled with strong commitment. 

With the trans-European network for transport  

(TEN-T) being redesigned, inland waterways transport 

lends itself to alleviate the negative environmental im-

pact of transport. IWT possesses important unexploited 

capacity, both in regularly used waterways where rear-

rangement of infrastructures will allow larger barges to 

operate or to increase operations on rivers, like on the 

Danube, where traffic has been reduced to a very low 

level in the last few decades.
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An intelligent integration of the inland waterways into 

the transport network, equipping modern ports as nodal 

ports between road, rail and inland waterways transport, 

will provide not only a reliable network but will also an-

swer to the worries about the continuity of service of 

each mode of transport, giving transporters the possibil-

ity to choose the best way to forward freight. 

Along with the enlargement of the European Union, the 

need for more homogeneous approach in geographical 

areas is promoting the exploration of new strategies, like 

the Baltic sea and the Danube river basin ones.

The latter, by definition, regards to the danube river 

Basin as its backbone to serve the entire basin which is 

much larger than the countries actually crossed by the 

river and also include access to the basin via the Black 

Sea and the northern Adriatic ports.

Priority Project 18
Waterway axis Rhine/Meuse-Main-Danube

Priority Project 30
Inland waterway axis Seine-Scheldt

Building confidence between parties, be they environ-

mentalists, transport operators or political parties, na-

tional and local, is proving to be the way to proceed if 

we want to be able to respect European legislation that 

is not just transport or environment but it is encompass-

ing both and all others within the European one.

A lot has to be done for confidence building but also for 

the use of technological developments that can provide 

solutions for a greener mode of transport that is at the 

same time sustainable and attractive for operators and 

investors. 

Confidence, reliability, sustainability and technologi-

cal development are the key ways for inland waterways 

transport to play its role as an important pillar of the Eu-

ropean transport system.
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Summary

The development of Motorways of the Sea (MoS) will 

provide a framework for the deployment of high level 

standards for efficient, safe and environmentally friendly 

maritime transport operations which can be fully inte-

grated in a door-to-door transport chain. MoS, whilst 

ultimately aiming at the increase of cargo flows to be 

carried by maritime traffic, will have as a priority the de-

velopment of efficient ports and of better port hinter-

land infrastructure and connectivity which are the step-

ping stones for traffic to occur and flow smoothly. This 

development will help to mitigate traffic congestion and 

land transport deficient links between regions which are 

detrimental to cohesion and to a dynamic internal mar-

ket. MoS will be integral to any efficient logistics chain 

aimed at supporting trade whilst reducing the transport 

footprint on the environment. Finally, MoS should be-

come an intrinsic part of the core network of the future 

trans-European transport network and as such fulfil its 

key role as the main exchange platform for the European 

foreign trade.

Methodology 

The opinions expressed are those of the European Coordinator, based on his 

findings in the third year of his mandate. He does make recommendations 

of a general nature where his talks, including those with the European rep-

resentative organisations (both institutional and professional), have con-

vinced him that the issues addressed are common throughout Europe. This 

report relies much upon the previous one1. A great part of the text, namely 

the recommendations at the end reproduce in a great extent, what has been 

said before, underlining issues that need to be further addressed.

1. Introduction

The TEN-T Priority Project 21 on Motorways of the Sea 

(MoS) builds on the EU2020 goal of achieving a clean, 

safe and efficient transport system by transforming ship-

ping into a genuine alternative to overcrowded land 

transport. The concept aims at introducing new inter-

modal maritime logistics chains to bring about a struc-

tural change to transport organisation: door-to-door in-

tegrated transport chains. It will also help to implement 

the policy initiatives on the European maritime space 

without barriers and the maritime transport strategy for 

2018.

Maritime transport is the backbone of international 

trade, yet its capacity has not been fully exploited in 

Europe. Motorways of the Sea, which focus on success-

ful short-sea shipping routes and deep-sea tranship-

ment operations, are designed to shift cargo traffic from 

heavily congested land networks to where there is more 

available spare capacity - the environmentally-friendly 

waterways. This will be achieved through the establish-

ment of more efficient and frequent, high quality mar-

itime-based logistics services between Member States.

Given the holistic approach required from MoS which 

addresses the impacts of both worlds, international and 

internal trade across the entire European Union territory 

and particularly on the EU maritime waterfront, a Euro-

pean Coordinator was appointed in the summer of 2007 

to help to coordinate the efforts required for its develop-

ment.

This report builds on the 2008 and 2009 (largely) reports 

findings and sets out the Coordinator’s new findings in 

2010. It describes the main factors that influence the sea 

leg of the transport chain in the European Union and sets 

out the key links and likely developments affecting this 

part of the EU transport chain. The report addresses the 

progress made so far by several Motorways of the Sea 

initiatives carried out under different frameworks. It also 

aims to provide more clarity in the concept of Motor-

ways of the Sea and defines a set of recommendations 

on priority actions to take on the fields of research, in-

novation and deployment of infrastructure and services.

The 2010 report builds on the new findings reflecting 

the state of play in the countries covered by the explora-

tory visits undertaken by the European Coordinator. 

Only one of the “maritime” Member States of the Euro-

pean Union is still missing (Ireland to be visited in the 

last quarter of 2011). Specific geopolitical entities such 

as island states and archipelagos were heard for the first 

time and some of their specific transport demands are 

put forward, namely those requiring specially targeted 

MoS measures.

Finally, the report identifies MoS as an operational plat-

form, able to integrate the key elements of the Union’s 

Maritime Policy in the European Transport Infrastructure.

Priority Project 21
Motorways of the Sea

1 Complementarity - for the complete 2007-2008 annual report on this project, see: http://ec.europa.eu/transport/infrastructure/european_coordi-
nators/2008_en.htm
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2. The Motorways of the Sea sector (ships, ports, 
hinterland connections and trade)

Motorways of the Sea will help to establish new, regular 

and frequent maritime links for the transport of goods 

between Member States and improve access to periph-

eral and island regions and states. Another primary ob-

jective is to ensure year-round navigability across Eu-

ropean maritime regions, particularly the availability of 

facilities for dredging and icebreakers needed for winter 

access as well as the accessibilities and infrastructure 

links to the hinterland.

In order to encourage shippers and owners of goods 

to move away from current land transport-only based 

schemes (mostly road) and integrate sea-routes in their 

logistics chain, maritime options must be as good as or 

better than the other means of transport. As such, in-

novative logistic solutions need to be sought and im-

plemented by the key transport actors, e.g. land-based 

transport operators, freight consolidators, logistics com-

panies and the public sector which are all key stakehold-

ers in the success of Motorways of the Sea.

Using TEN-T funding, the Commission is supporting the 

development of Motorways of the Sea across Europe. In 

the TEN-T Guidelines2, the Priority Project on Motorways 

of the Sea (PP21) refers, inter alia, to four sea areas, i.e.: 

(I) Motorway of the Baltic Sea; (II) Motorway of the Sea 

of Western Europe; (III) Motorway of the Sea of South-

east Europe (eastern Mediterranean and Black Sea) and 

(IV) Motorway of the Sea of Southwest Europe (western 

Mediterranean).

2.1. Ships and their impact on MoS

Concerning global trade, the tendency is to advance 

further on the economies of scale with two main con-

sequences. Firstly, as regards to the increase in size of 

ships, the tendency is to have increasingly larger vessels. 

Container-ships of more than 9,000 TEUS are already in 

operation and new buildings of up to 14,000 TEUS have 

already been ordered. This development will require 

larger and larger access canals and berthing places in 

ports, larger throughput capacity for the unloading and 

the transhipment of goods, larger storage areas and fi-

nally larger and more efficient infrastructure will be nec-

essary to cope with the handling of those goods.

As an example of the magnitude of impacts of increasingly larger container 

vessels in the transport infrastructure, it is interesting to note that the big 

“round the world” canals” (Panama and Suez) have already been or are be-

ing upsized to cope with the new demand. The same happens with ports 

and in particular with transhipment ports where depths of more than 15 

meters as well as large parking and storage areas are becoming an ordinary 

selection factor. This “survival of the mammoths” factor must be confronted 

with an European transport network concept where a global port develop-

ment strategy unfolds in such a way that door to door logistic lines are not 

disrupted, sustainability is not endangered and where the fittest “door to 

door” survives. 

Secondly, the so-called “Great Liners”, serving the “round 

the world” trade, do not like to make deviations, repre-

senting additional and inefficient mileage. Consequent-

ly, they prefer ports “en route” which translates in ports 

located close or along the “round the world trade” route, 

namely in the Mediterranean which explains a new de-

velopment i.e. the appearance of ports unrelated to ur-

ban areas or a natural hinterland and rather focusing on 

good transhipment characteristics i.e. available inexpen-

sive space and good sea access. These so called “hubs” 

require feeder ports (“spokes”) or land transport feeder 

services.

Container traffic from the Far East to Europe declined 22% during the first 

9 months of 2009. Most of the companies are concentrating traffic (3 trips 

into 2). Many ships were “parked” (laid up). However, traffic is expected to 

recover rapidly, particularly from China.

There is a need to meet these new demands, as maritime 

transportation is growing at rates higher than the evolu-

tion of world economy and trans-continental transport 

is growing at a higher rate than national or even intra-

European transport. Furthermore, the last ten years have 

witnessed an increase of 40% of the tonnage transport-

ed by sea. Ports can be expected to grow up by 40% in 

the next 10 years. The prospects are that we may have an 

additional more 30,000 ships in the next 10 years.

Maritime Transport Trends - some figures:

• More than 80% of world trade is carried by sea

• More than 400 million sea passengers pass through European ports 

every year

• By 2018 the total capacity of maritime transport is still expected to sur-

pass 2.1 billion deadweight tonnes (DWT), up from 1.2 billion DWT in 

2008

• 40% of intra-European freight is carried by sea

2 Decision No 1692/96/EC of the European Parliament and of the Council 1 laid down Community guidelines for the trans-European transport net-
work: http://eur-lex.europa.eu/LexUriServ/LexUriServ.do?uri=OJ:L:2004:167:0001:0038:EN:PDF;
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 A tailor-made knowledge and trainees exchange system, 

building on the Erasmus system could help to stimulate 

the attraction for seafarers’ professions, reduce the wast-

age and the attrition in terms of knowledge (too many 

small schools in too many different places). Such a sys-

tem would also address the MoS human resources issue 

at European level, allowing educators, trainers and train-

ees to be connected, creating a critical mass in terms of 

access and preservation of knowledge whilst keeping 

the schools in their historic communities (as Winston 

Churchill once put it “a country without memory is a 

country without future”).

A better training of the shore-based personnel involved in maritime trans-

port and Motorways of the Sea, is favored by many stakeholders as one of 

the efficient ways to reduce the cost of transport to the cargo owner. The 

Commission should develop different actions to promote the necessary 

training. In order to avoid wastage of resources, priority should be given to 

the existing institutions to act as the main implementing actors, e.g., nauti-

cal schools, polytechnic institutions, universities to the very practical short 

sea shipping schools. Those actors should cooperate together in order to of-

fer the different courses. The thread line for training should be efficient lo-

gistics in order to attain competitive transport. The target industries should 

be not only the transportation firms but the key enterprises and industries 

which exports or imports goods or need to place their products in non-local 

markets.

2.3. Ports and their impact on MoS

Ports are central for world trade and the economies of 

scale push in the sense of a reduction of the number 

of ports, thereby increasing the payload in vessels and 

equipments and putting enormous pressure on the in-

frastructure. This type of demands in a port represents 

a heavy burden for any decision makers in the chain, as 

investments are important and permanently required. 

On the other hand, many countries or regions legiti-

mately plan having their ports recovering the operation 

of cargoes from and to their natural hinterland. This is, 

in fact, the objective of each and every one of the ports. 

Nevertheless, the “smallness” of size of their individual 

home market jeopardises regular calls for large vessels, 

as it does not create sufficient economies of scale to 

justify for instance, the weekly call of a large container-

carrier. 

Currently, eleven ports operate almost 70% of the whole 

freight flowing round the world. In the short term, a 

great effort has to be made in order to diversify and cut 

this value down to 50%. That new distribution pattern, 

• Latest figures indicate that the trend in the world fleet approaches an 

annual 4% growth factor

• Latest UNCTAD figures show a growth of the Asian fleets with China and 

Japan on the rise. Japan becomes the largest fleet whilst Greece steps 

down to second position [Some analysts consider that Greece is moving 

from a quantity to a quality fleet, scrapping old vessels and ordering 

new buildings

Moreover, even if the impact of the economic crisis is due 

to moderate some of these figures for the moment, it is 

expected that the maritime sector could swiftly take up 

again in the near future. For the moment, it seems to be 

matching the global economic growth factor (4%/year).

Within the development of MoS concepts and opera-

tions and particularly concerning the Safety of Maritime 

operations, the co-operation of European Maritime Safe-

ty Agency is essential to guarantee success. As an exam-

ple, the information system developed by EMSA is one 

of the most advanced systems in the world. The system 

is in connection with more than 1,000 ports. It can also 

be articulated with local area VTS systems.

2.2. Impact of the human element in MoS

If current trends are confirmed, there may be, in the EU 

of 27 Member States, a shortage of 10,000 to 15,000 mer-

chant marine officers. Tackling this problem implies that 

adequate, education and professional training as well 

as promotion strategies must be addressed by both the 

Member States and the Commission, otherwise a stra-

tegic reserve of manpower with key knowledge for the 

whole chain of transport may disappear (pilotage, port 

and terminals operations, traffic management and con-

trol, etc.).

A 2009 study on labour market and employment conditions in EU Maritime 

Transport (ECORYS) indicates an overall figure of 80% for European Seafarers 

crewing EU/EEA flags. Whilst in 6 EU Member States only nationals are em-

ployed (BG, IS, FR, LT, PL, RO), in 6 other EU flags, national represent 90% of 

the crew and for the remainder, figures range from 30% of non-nationals (IT 

and IE) to a maximum of 95% non-nationals (and mostly non-EU) for Malta.

Moreover and concerning the new approach that MoS 

encapsulates on integrated transport concepts it should 

be noted that education and training is required for all 

the actors involved in the MoS chain from the cargo 

owner to the gantry crane operator and from the ship’s 

officer to the forwarding agent. In particular, all the ac-

tors in the transport chain must have an adequate train-

ing in logistics.
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although far from perfect, would ensure an increased 

use of smaller ports thus reducing dependency and con-

gestion. Those eleven ports represent the “First League”. 

(Four in the USA; three in Europe; three in China and one 

in Dubai). It is necessary to create the conditions to al-

low for ports of the “second” and even “third” order of 

ranking to step in and become part of that trade in order 

to reduce congestion and heavier environmental foot-

prints. In parallel, this would ensure a fairer distribution 

of cargo which will be closer to natural hinterlands and 

more attractive to shippers and transport operators.

Whilst the ambition of every transhipment port is to be, at the same time, 

a hinterland port, most of them experience difficulties to carry both func-

tions simultaneously. These shortcomings are either due to their geographic 

location e.g. being located in an island like Marsaxlokk in Malta, or because 

the connections with the hinterland are poor e.g. Gioia Tauro in Italy. Other 

ports, perfectly placed to serve a natural hinterland are far from the “round 

the world” trade routes or do not have any remaining growth possibility, like 

many old ports born from their towns and encroached in them like Lisbon in 

Portugal. Some happy few can envisage playing both roles - e.g. Rotterdam, 

Hamburg and Antwerp or even Algeciras in Spain. Some new transhipment 

ports do not aspire to become important hinterland ports like Tangiers-Med 

in Morocco whilst others invest all they can to become also hinterland ports 

as Sines in Portugal looking at the Portuguese and Spanish hinterlands. 

In Europe, the North Atlantic connection favours mainly 

three main ports: Rotterdam, Hamburg and Antwerp 

that reach far away from their natural hinterland. The 

North Atlantic ports are responsible for 75% of the Euro-

pean foreign trade. The remaining 25% go to the  south-

ern European ports in the Mediterranean and Atlantic. 

The Atlantic façade of Europe (from Cadiz to Glasgow) 

receives only 6% of the freight coming from abroad.

The huge concentration on this range of ports generates 

large economies of scale and the building up of skills 

and competences, which, bundled together, create the 

most interesting and unrivalled offer of both transport 

and logistics services in Europe. One of the consequenc-

es has been the increasing tendency to use those ports 

coupled to extensive land transportation (particularly 

road) to extend the hinterland of those ports and reach 

a very large share of European inland areas. The resulting 

economic imbalance also translates into congestion and 

negative environmental footprints.

On the other hand, the multiplicity of small ports, whilst 

guaranteeing closeness to the natural hinterland, is also 

responsible for large economic inefficiencies and for 

duplications of investment without guaranteeing high 

levels of efficiency (specialised equipment, methods and 

staff ). This situation is well portrayed in Europe, where 

approximately 300 ports are classed as “TEN-T class A”. 

It is time to consider innovative solutions such as the 

formation of multi-port gateways. This approach would 

allow for the specialisation of ports in certain types of 

trade (but not exclusively) and thereby maximise the 
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trade flows. Two other important elements for MoS are 

the works in progress concerning guidelines on state aid 

and on the environment, as those will very much impact 

on the economics and planning of MoS projects respec-

tively.

Ports are the key nodal points for trade. Strong port com-

munities, integrating all inland modal operators, are fun-

damental for the intermodal efficiency of any given port. 

Efficient ports, whether small or large are fundamental 

for a well lubricated transport chain. Thus, improving the 

efficiency of ports is the stepping stone for projects and 

development actions to be carried out by 2013. Achiev-

ing a better image for ports will have a very positive ef-

fect on the shift of more freight to maritime transporta-

tion.

For Finland, the key objective of MoS activities is rather geo-strategic. In 

fact, the main priorities for the Finnish transport community are cohesion 

and accessibility rather than modal shift.

The same happens with ultra-peripheral regions such as the European archi-

pelago and islands that must give guaranteed accessibility through a good 

cohesion policy. These ultra-peripheral regions must be used to the advan-

tage of Europe, by widening their own areas of influence.

The European Coordinator pinpoints five main elements 

for port efficiency i.e. good infrastructure in the port, 

sound hinterland connections, excellent procedures, 

perfect integration of the information services and well 

trained staff. 

Concerning, for instance, the integration of information 

services - “Single Window” procedures must be general-

ised throughout European ports (and their hinterland 

corridors). Telecommunications and telematics services 

will enormously facilitate an otherwise rather complex 

operation.

Furthermore the most efficient management model ap-

pears to indicate that ports should be, in large majority, 

“landlord ports” (with concessions to efficient and spe-

cialized operators) and that the adoption of the “har-

bourmaster” model should be generalized as it facilitates 

the general coordination of operations in ports. 

Ports also play a key role on the environmental friend-

liness of the transport system. Being the interface be-

results of investment whilst guaranteeing competition. 

This approach will require an articulation of services and 

procedures that are common to a given region/gateway 

and thereby easily identifiable by shippers or shipping 

operators that will find the same procedures and work-

ing culture within the same gateway. Some gateways 

are already being explored. North Adriatic and further 

volunteer associations of ports should be encouraged 

e.g. Flanders ports; Ligurian ports; North sea ports; Baltic 

ports; west Atlantic ports, etc.

Barcelona is a big hinterland port. It is connected with the dry-port of 

Zaragoza, but it has also invested in dry ports in Toulouse and Perpignan, 

as well as in the inland port of Lyon and, even, across the Mediterranean 

in Tangiers-Med. Ports have to establish commercial links and counters in 

the most important places of their hinterland and foreland. Investment in 

“dry ports” close to great consumption centres is important to ensure the 

use of maritime ports, provided that proper inland connections (preferably 

railways or waterways) exist between both of them.

For any port it is important to ensure two different types of connectivity: one 

to other ports (facilitating transhipment, feedering or other SSS operations), 

and the other to assure a sound hinterland relationship. 

One thing is certain: Europe needs more transhipment 

ports, in particular for the connections with the far east, 

better articulation between transhipment and hinter-

land ports. This articulation can minimise the length of 

trips from ports to consumption and production’s cent-

ers hence the carbon footprint. The same needs to ex-

ist for traffic coming from America (US and Panama) to 

northern Europe and return cargoes. The answer will be 

similar: we need more and better transhipment hinter-

land ports or transhipment ports articulated with hinter-

land ports. One common trait - to succeed, all of them 

have to be very efficient as competition is fierce, visible 

and very sophisticated.

2.4. A framework for MoS

First and foremost, an adequate framework for Motor-

ways of the Sea must integrate the relevant European 

maritime policies. In particular, the excellent principles 

of the Commission’s “Communication on European Ports 

Policy”3 from October 2007 and the more specific pro-

spective policies put forward in the “European maritime 

space without barriers”4, whose main drive is to facilitate 

3 Communication on a European Ports Policy: http://ec.europa.eu/transport/logistics/freight_logistics_action_plan/doc/ports/2007_com_ports_
en.pdf
4 For the complete document see the link below: Maritime Transport without Barriers: http://ec.europa.eu/transport/strategies/doc/2007_logistics/
memo/memo_maritime_en.pdf
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tween sea and land they are central to ecosystems and 

consequently must meet the environmental challenges 

to achieve sustainability.

Electricity supply of ships will pose new challenges for ports and in particular 

for cruise ports (as each cruise ship is like a small town of 3,000 inhabitants). 

Electricity supply in the ports is a key element. Using wind or solar energy 

for that purpose is a very acceptable answer if the power consumption is not 

particularly sizable and concentrated in time.

The costs for lowering carbon and sulphur emissions on maritime operations 

are not yet fully well established. The entering into force of the ECAS in the 

Baltic and North seas poses a challenge on how to reconcile lower emissions 

with economic shipping operations. There is a risk of shifting back cargoes 

to other modes with negative impacts for climate change (CO
2
) and bottle-

necks. In 2015, only very high quality diesel (<0.1) will be allowed, innova-

tion is required covering the full range of possibilities, e.g. from “scrubbers” 

to LNG fuelling and retrofitting technologies. The Atlantic and Mediterrane-

an countries need to prepare for the foreseeable impact as an LNG shipping 

policy will impact on ships’ operations and economics.

Large parts of the Baltic coastal areas are covered by ice in the winter. Baltic 

cooperation on icebreaking and winter navigation as well as on traffic man-

agement and pollution prevention are fundamental features for successful 

MoS in the area.

Europe must work at the improvement of port services 

(stevedoring, pilotage, towing operations). All these 

three services must be considered as an integral part of 

the logistic chain. Consequently, their staff should work 

under the same conceptual umbrella and share a com-

mon aim that will entail the privatisation of docker’s 

services and the use of concessions as a common rule of 

thumb. Training and education will be fundamental to 

guarantee the required evolution of mentalities and the 

ability to render highly efficient services. Furthermore, 

all the agents in the transport chain must have a sound 

training in transport logistics. 

Strategic plans for ports should anticipate master plans. Their existence, duly 

approved by the proper authorities, should be an element of preference, 

when analysing any candidacies for public funding (EU, EIB, etc). The identi-

fication of strategic needs of ports is fundamental for any decision making.

Finally, freight forwarding needs to become the “trans-

portation solution providers”. The profession needs to 

further evolve and be able to advise all the actors in the 

entire logistic chain on the best ways for timely carrying 

a given load from one place to another. MoS forwarders 

have to keep a very close relationship with port adminis-

trations and shippers.

Benchmarking Articulation – a Scandinavian example

Instead of continuing their dependence on transhipment carried out in other 

larger ports in the North Sea and then mostly carried by road to Danish and 

Swedish hinterlands, both Danish and Swedish regions decided to gather 

forces thus creating a sufficiently large demand for the regular full loading/

unloading in their ports of containers carried by a large container vessel [and 

having a residual number to be carried out) to a feeder port (spoke) in the 

Baltic].

The Gothenburg/Aarhus Hub dealt with 8M TEUs5 in 2008 and aims at 20 M 

TEUs in 2020.

In order to meet this growing demand for operational capacity and avoid 

negative impacts in the urban areas, the towns/ports decided to improve 

their hinterland connections.

The port of Gothenburg properly exploits the connection to the railways 

system. Currently, 45% of the loaded/discharged containers are linked to 

railway transportation to and from the hinterland. From Gothenburg (70% 

of global Swedish traffic) cargoes can reach, by rail, any major destination in 

Sweden within 24 Hours. Block trains operated by ten different operators, 

using the national railway system infrastructure (coinciding with the TEN-T 

network and particularly with PP 12 Nordic Triangle) link all major hinterland 

areas and notably Stockholm. Nevertheless, there is a growing bottleneck on 

the railways interconnecting with the port. The priority of Gothenburg as a 

“Town Port” is therefore the bypass of this bottleneck - by building a new rail 

bridge and improving the rail port terminal. This will guarantee improved 

operation whilst reducing stress and impact on the urban environment.

A few miles across the upper Baltic, the port of Aarhus deals with 65% of 

maritime freight of all Danish ports. In order to be able to accommodate 

growth, transport infrastructure improvements will have to take place in 

order to reduce impacts on the surrounding urban area. This entails im-

provements both on rail and road connections between the port and the 

hinterland. Concerning road connections – a tunnel will be built to bypass 

all crossings in the urban area, i.e. all freight traffic will use only the tunnel 

thus freeing the surface to urban uses. Concerning rail connections, those 

will consist on improved connections to the Danish rail network (that mostly 

coincides with the TEN-T network of projects of common interest). In par-

ticular, the strategic developments linking the Danish mainland to the island 

of Copenhagen will determine the way this network will evolve.

The demand for an increased volume of goods to be 

traded in a single operation in ports, places an enormous 

strain both in the existing infrastructure and in the plan-

ning for new infrastructure. Given its European dimen-

sion, the trans-European network for transport (TEN-T) is 

directly concerned. Not only does TEN-T shape the offer 

for European infrastructure but it needs as well to per-

5 Container units capacity measure: referring to a twenty foot container as the measuring unit, thus TEU = Twenty Equivalent (20 foot) Units
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manently meet new demands for improvement and for 

the enlargement of the European transport infrastruc-

ture network. 

Safety at sea is essential. “Tracking and tracing” will help on safety matters. 

Lost containers are a danger to navigation and in particular for pleasure 

crafts; many accidents have already taken place, for instance in the Golf of 

Biscay, in the Mediterranean and in the Baltic Sea. If containers are equipped 

with a chip they can easily be located, salvaged and towed or carried to a 

port. Container “chips” (identifiers) could not only provide a useful mean of 

locating stray containers (washed overboard or otherwise but reconcile the 

container with the cargo carried and the type of trade (origin/destination) 

as well).

The MoS initiative, by stimulating the use of maritime 

links, rather than that of land legs, for the carriage of 

goods over medium and long distances and by im-

proving the integration of maritime connections in the 

door to door logistics chain, will favour a more flexible 

approach to trade flows. In fact, to diversify the offer of 

efficient infrastructure and increase the co-modal inter-

operability of ports and ships are central to the devel-

opment of a balanced trans-European transport system 

which boosts flexibility of transport services and region-

al development as tools to foster cohesion and econom-

ic development.

2.5. Hinterland Connections

Good land connections are cardinal to efficient trade 

and logistics, hence to maritime logistics and Motorways 

of the Sea. In this sense, the trans-European transport 

networks translate quite well the concept of a complex 

transport mesh that connects a whole continent.

Whilst for a pure transhipment port the links to the natu-

ral hinterland are not very relevant, for a “normal” port 

the quality of its land infrastructure links is the determi-

nant factor for success. 

Key co-modal connections are in fact those linking ports 

to inland waterways and to railway axes. Nevertheless, 

sea-river connections, whilst of the highest interest, 

have a limited geographical domain where to deploy, as 

each river or canal has its own characteristics and those 

determine the type of crafts to be used (preventing the 

use of the same type of crafts across all geographic areas 

in Europe).

Marseille is developing a new and improved sea-river interface. The new 

container terminal in the port (Fos) is now directly linked trough a new ca-

nal to the Rhone river. This hinterland connection (suitable for large barges) 

not only reaches the inland Port of Lyon but goes further up river, feeding 

logistics platforms close to Dijon (550 km in total). 

On the northern French façade, the Port of Rouen, rich of its 33 different 

terminals spread over a length of 122 km, looks at its natural hinterland, 

i.e. “Ile-de-France” and the enlarged accessibility that the interface with 

the new “Seine-l’Escaut” waterways will provide, creating a sea-river inter-

connection e.g. “La Manche-Paris-Antwerp-Rotterdam-North Sea” with a 

very large hinterland. 

Both developments feed the raising of a futuristic vision support-

ing a direct waterways connection from the North Sea and the  

English Channel to the Black Sea area.

Priority should be given to the ports-railway connec-

tions and to the operation of railways. The same applies 
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to the provision of railways in the quays and the railway 

connections to logistic platforms. 

Baltic, Atlantic and Mediterranean ports form three sets 

or gateways which should be connected. Railway con-

nections between north Adriatic ports and south Baltic 

ports have to be drastically improved. In general, this 

connection can roughly be formed by two or three ex-

isting and or upgraded lines. In the north, Gdańsk, Gdy-

nia and, even, Hamburg could represent an adequate 

destination of the freight coming from the far east and 

disembarking in southern European ports. An Adriatic-

Baltic railway corridor should be considered almost as 

a structuring project. Instrumental to this connection 

are the TEN-T road Priority Projects (PPs) 7 and 25 and 

the railways PPs 22 and 23, connecting the Baltic to the 

Adriatic, Ionian, Aegean and the Black Seas and serving a 

large hinterland geographical band.

Logistic platforms have as one of their main functions 

the grouping of freight which is important to give scale 

to any operation. Countries should be induced to de-

fine national networks for logistics platforms. The main 

connections between ports and their logistic platforms 

should ideally be railway or inland waterway based. 

Cargo railway corridors must have good connections to 

ports. Bottlenecks in those corridors should be removed, 

in order to assure that freight can be transhipped via rail-

ways (e.g. railway ring of Lille). In certain cases no better 

solution exists than connections by land-based motor-

ways (e.g. Romania and Poland). 

Regarding the development of “logistic platforms”, backing up MoS (acting 

as back-door ports), new financing schemes should be looked for; in particu-

lar the Public-Private Partnerships type of venture. One of the new examples 

is the logistics platform in Zaragoza which associates the region and the city 

as investors and manages the venture from on a market economy basis.

Logistics platforms networks have to be considered in 

connection with the network of transhipment ports and 

hinterland ports. An integrated map of this freight “core” 

network should be produced in order to identify poten-

tial for development and “desert areas” (missing links). 

In Poland, the extension and the quality of the roads are a major concern. 

MoS may connect, in the future, the most important ports of Poland (Gdaňsk, 

Gdynia, Szczecin and Świnoujście) to forelands abroad and therefore require 

good inland waterways (e.g. Oder), railways and roads. The general feeling 

among the Polish transport community is that, without a good road net-

work, development of industries will be difficult. Polish port authorities and 

other authorities connected with development ascribe to the road system 

the highest priority. From a MoS point of view, ports will not be developed 

without good connections to the hinterland and in some areas the quick-

est way of achieving results is by implementing a good road network. At 

the same time, efforts have to be made to improve drastically the railway 

system.

For the Polish authorities responsible for roads and motorways, the most 

important road connection is north-south oriented (not west-east). Motor-

way A1 is the highest priority: connecting Gdaňsk to Katowice (coal mines) 

and to the Czech Republic. It is already under construction, partly as a public 

venture, and partly as a PPP. Being 600 km long, it is expected to be ready 

by 2012/2013.

Port platforms, quays and warehousing areas are expen-

sive and represent a rare resource. Thus, inland platforms 

(dry ports, back door ports, etc) must be seen as good 

complements to ports as they supply logistics space to 

otherwise scarce and expensive storage and tranship-

ment space. Those should preferably be connected to 

ports by railways.

Concerning the mass carriage of oil and gas, an addi-

tional point relates to the construction of pipelines for 

transporting those commodities. Pipelines should be 

deployed as much as possible, being particularly useful 

when used to bypass sea transport in “closed or confined” 

sea areas such as the Baltic, Adriatic, Mediterranean, 

Black and Marmara seas. In those areas, the risks of ac-

cidental or operational pollution will be very important 

unless traffic management and other safety measures 

are deployed and used. The same risks apply to straits, 

restricted waters and other zones where maritime traf-

fic is very intense. Areas like Gibraltar, the Channel and 

the Marmara sea, will be in considerable danger as the 

carriage of oil by sea increases. Pipelines have to be seen 

as an alternative to tankers at sea and to tankers on the 

roads. Accordingly, pipelines should be considered as a 

key infrastructure element. More initiatives to build un-

derground (where possible) pipeline systems for oil and 

gas should be stimulated.

The central Mediterranean is an area which is a folding-joint between the 

east and west trade. Strategic transhipment ports are Gioia Tauro, Augusta, 

Marsaxlok and possibly Taranto). An example of a new development is the 

Canal Port-Cagliari (Sardinia), which is mainly a transhipment port with 

terminals for containers and Ro-Ro (Roll-on Roll-off, with a good depth of 

16-18 m). In the opposite southern Mediterranean bank, competition is tak-

ing place with newly envisaged developments such as the port of Efidha in 

Tunisia. When assessing the impacts of the external trade on the future TEN-

T, these new trends need to be taken into account.
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3. Intelligent infrastructure

As integrated transport chains of the 21st century, MoS 

cannot deploy without telematics and information sys-

tems that lubricate interfaces and avoid information 

gaps. Permanent access to continuously updated infor-

mation on the key elements of the transportation proc-

ess, interconnecting permanently goods (cargo, contain-

ers), processes (e.g. transport, customs) and persons (e.g. 

shipper, carrier and receiver), should be one of the main 

characteristics of MoS. Without such functionalities, the 

chain will be interrupted and service discontinued.

New trade and logistics objectives demand larger 

throughput quantities of a wider range of products in 

less time for yet a larger number of different destina-

tions. How to meet these (sometimes conflicting) de-

mands and guarantee both the underlying safety and 

security principles as well as the basic needs to reconcile 

the goods traded with their owner (which has been one 

of the most complex tasks that operators have to per-

form so far), the answer most certainly lies in the use of IT 

technologies adequately reflecting the transport chain 

processes and organisation.

Presently, the access to a vast array of information sys-

tems and telematics tools, facilitates the task but entails 

the need for striking a balance between individual sys-

tems and common communication platforms. In other 

terms, it sets a demand for the interoperability standards 

between all these individual technical systems which 

will be able to deliver a higher value service to the com-

munity of users of that specific logistics chain.

The info-structure existing on a port must provide, at least, three different 

functions: a) promotion window b) information management tool c) an op-

erational tool integrating procedures and transport operations.

Finland has been developing a maritime information system (PortNet) that 

already displays many of these functionalities.

The European Maritime Safety Agency (EMSA) has developed a vast array 

of tools with new potential uses which are very interesting and important. 

They can precisely track ships at any time; they can identify those which are 

polluting e.g. washing their tanks. An evaluation of the use of this potential 

in particular concerning tracking and tracing of ships and cargoes, bearing 

in mind, namely, the formation of a Single European Maritime Space and 

the necessary integration with other information systems to produce a fully 

reliable MoS information system.

It is the Coordinator’s firm belief that a priority must be 

given to the deployment of such information systems. 

The information which they will provide will be perma-

nently accessible to all stakeholders and most impor-

tantly, it will permit to reconcile a cargo owner with the 

goods it trades, allowing it at all times to know where its 

cargo geographically is, exposed to what temperature, 

acceleration forces and humidity and undergoing which 

procedures.

The feasibility of such a “tracking and tracing” system 

has been vastly demonstrated and many tools based on 

state-of-the-art technologies, ranging from the satellite 

systems to the daily used GSM, already exist or consti-

tute excellent platforms for deployment.

Empty containers constitute a major problem which must be addressed with 

great determination and imagination. A great variety of solutions must be 

evaluated ranging from better administrative information and coordination 

measures to the conception and design of cheaper, discardable and of land 

re-usable containers. Efficient tracking and tracing systems will certainly 

have a major role to play on this.

What is really missing is a meta-level link integrating a 

common sense technical tool, i.e. an information integra-

tion platform; a sort of “dedicated transport internet” ac-

cessible to all actors and stakeholders which integrates 

the information concerning the cargo and the transport 

and trade characteristics of each specific operation. The 

stepping stone for this is to achieve the interfacing of the 

information originated in the different proprietary sys-

tems e.g. operator, traffic manager, customs authorities, 

etc which entails the interoperability of those systems.

Furthermore, the platform should bear the burden of 

integrating and translating the information to and from 

all those different systems. Given these requirements, in 

its initial stages the platform should be developed at an 

institutional level in order to guarantee a level playing 

field for all stakeholders.

Finally, more support is required for the joint develop-

ment of transport information systems that facilitate the 

integration of maritime transport in the global transport 

chain and pursue the development of concrete projects, 

infrastructure and services (e.g. tracking and tracing sys-

tems supporting logistic services) making the removal 

of bureaucratic difficulties an easier task whilst increas-

ing the overall safety level of the transport system. In the 

maritime area, the framework created by the e-maritime 

initiative and the latest results of the research project 

MARNIS seem to be a good starting point that should 

lead to practical results in a short time.
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In particular the coordination with River Information 

Services (RIS) should be developed, given the exist-

ing potential for sea-river operations where the same 

craft will be required to operate in the two different ar-

eas with consequent impacts, namely on the on-board 

equipment required. 

The port of Dunkerque is abreast of new technologies and is testing their 

value to gain comparative advantages. The port is currently testing and 

developing a new IT solution interfacing and interconnecting Port Commu-

nity Systems and River Information Services, thereby streamlining logistics 

connections to inland waterways and logistic platforms and increasing the 

reach and efficiency of the hinterland connections of the port. 

4. A new definition for Motorways of the Sea

In pace with the development of the new guidelines for 

the TEN-T, the concept of Motorways of the Sea needs 

to evolve. In fact they are: “safe, environmental-friendly 

and efficient maritime transport (sea lanes) sea corridors 

connecting the trans-European network of Motorways 

of the Sea ports and the European hinterland”. As such, 

they perform a key geostrategic role for Europe linking 

the production centres with other hinterlands and fore-

lands, supporting trade and guaranteeing sustainable 

transport solutions for peripheral areas, as well as for a 

competitive industry and business. Furthermore, MoS 

constitute the backbone of the European foreign trade 

by providing accessibilities and connections between 

the round the world and intercontinental trades and the 

European internal market.

These high-quality maritime connections need to share 

interoperable ICT systems which allow the precise posi-

tioning of each parcel of cargo transported at every mo-

ment, thus constitute a fundamental security and safety 

tool as well a value added logistic information system.

Building on the comprehensive short sea shipping net-

work of ports and services, the MoS network will focus 

on supporting the core network, connecting key points 

of the trans-European core network of transport. The 

MoS network will reconcile the final customers with the 

production (and consumption) centres through the core 

ports, logistic centres and intermodal terminals.

The network will be supported by an ICT system which mirrors in real time 

the entire transportation process and replicates the physical transport op-

eration, thereby allowing for a perfect monitoring of both the cargo parcel 

and of its carrier. 

5. Ongoing activities

Since 2004, the Commission and Member States initiated 

coordination activities on MoS. From these activities, the 

first studies on the role of MoS have resulted and the first 

geographic area task forces were set-up. Furthermore, 

several development projects and studies were carried 

out by stakeholders with the support of European Insti-

tutions and funds such as the EIB, structural funds, Marco 

Polo and TEN-T.

In different geographic areas, MoS calls for proposals 

have been organised jointly by Member States in order 

to involve stakeholders, e.g. the joint call France-Spain 

in 2009.

Unfortunately, large MoS projects have not yet succeed-

ed so far. Until now, four different studies on MoS were 

carried out, and one MoS project was launched in 2007 

under the framework of Marco Polo. In 2008, three MoS 

TEN-T projects (2008) were selected for funding and are 

being implemented. In 2009, one project was selected 

for funding and is about to be implemented.

Under other frameworks, e.g. EIB and structural funds, 

other MoS or MoS related projects were launched. As 

the key stakeholders still point out, the state of play 

for the ongoing MoS studies and projects is markedly 

insufficient, in particular if compared with all the other 

maritime transport development actions proposed and 

retained during the same period.

5.1. Baltic, Mediterranean and Black Sea

5.1.1. Baltic Sea

Maritime strategy and operations can be briefly charac-

terised as a mix of the Hanseatic type of trade through-

out the long coastline, innumerous short sea shipping 

lines, coupled with the search for round the clock acces-

sible hub ports supporting international trade. Whilst 

maritime operations are clearly marked by winter ice-

free accessibilities and Russian oil exports, trade poten-

tial is extremely linked to the 60 million inhabitants hin-

terland targeting Moscow and St Petersburg.

In the Baltic, the European Coordinator has visited the 

ports of Hamina, Kotka and Helsinki in Finland, and the 

port of Gdańsk in Poland and in the contiguous Kate-

gatt/Sund area, the ports of Aarhus in Denmark and  

Gothenburg in Sweden.
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Looking for new markets and offering better services, the very efficient and 

cost-effective Finnish ports (e.g. Kotka, Hamina and Helsinki) guarantee an 

important share of the operations for the St Petersburg/Moscow hinterland.

Some ports join efforts to diversify markets or types of operation. A good ex-

ample is given by the Gothenburg-Aarhus ports which want to become the 

gate of the Baltic Sea, avoiding big ships to go into an environmentally very 

sensitive area and assuring a mix of transhipment and hinterland services.

TEN-T applications were selected in the 2008 Call and 

consist of three projects:

• The Motorways of the Sea Ejsberg (Denmark)- 

Zeebrugge (Belgium), supporting an upgraded ro-ro 

link and receiving an EU contribution of €5.3 million

• The Motorways of the Sea in the Baltic sea area  

Klaipeda (Lithuania)-Karlshamn (Sweden) link sup-

porting an upgraded ro-pax and rail unitised goods 

link and receiving an EU contribution of €5.2 million

• The Motorways of the Sea “high rail and intermodal 

Nordic corridor Konigslinie”, supporting an upgrad-

ed Rail ferry link between the ports of Trelleborg  

(Sweden) and Sassnitz (Germany) and receiving an 

EU contribution of €10.2 million

5.1.2. Adriatic Sea

The northern Adriatic area offers an exceptional concen-

tration of ports, most of them with good inland connec-

tions (including TEN-T PPs 1 and 6). They are (clockwise): 

Ravenna, Venice, Monfalcone, Trieste, Koper and Rijeka. 

This cluster is composed of ports with different condi-

tions and potentialities. But, together, those ports rep-

resent an enormous potential and source of wealth for 

Europe. All of them are hinterland ports, serving pros-

perous areas. These ports must develop their individual 

potential but also articulate activities thereby taking ad-

vantage of their joint resources whilst protecting their 

common heritage.

Investments will be required to improve their hinter-

land connections. However, the range offers a potential 

for international trade within the Mediterranean basin 

but also, with the far eastern markets. For the “round 

the world”- Suez trade routes, an efficient north Adri-

atic gateway may represent important savings both time 

and money wise.

The Coordinator has fostered a first articulation initiative promoted by the Port of Venice 

in April 2009 and integrating the ports of the northern Adriatic range. The development 

of a state of the art common information network should be supported. The shared in-

formation network should interconnect the six north Adriatic ports (Ravenna, Venezia, 

Monfalcone, Trieste, Koper and Rijeka), the sea-river canal (i.e. the Venice-Mantova), 

the calling vessels, the railways and logistics platforms activities. Such an integrated 

platform, covering larger market offer and opportunities, would represent an added 

value for any Asian trader wishing to place its merchandise in Europe.

5.1.3. Black Sea

The Black Sea is an extremely complex geopolitical area 

connecting two continents and a large number of coun-

tries. In this area, the trade and transport of strategic oil 

and gas supplies is central, the European Union’s Black 

sea coast is long and deploys a number of sea ports 

and sea-river ports and canals in the territories of Bul-

garia (Varna and Bourgas) and Romania (Constanţa and 

Galaţi). The larger port in the Black Sea is Constanţa and it 

serves hinterlands in large neighbouring countries such 

as Russia, Turkey and Ukraine. From Constanţa, feedering 

activities cover the whole Black Sea range. 

Constanţa is the biggest port of the Black Sea. Its role will be even more 

reinforced if navigation along the Danube is improved. The canal Danube-

Constanţa connects the river to the harbour itself. Presently, it is estimated 

that Romania receives 1.2 million containers per year, 90% of which have as 

destination Romania itself (natural hinterland). Most of the remnants are 

transhipped to Ukraine in feeder vessels. Constanţa still offers many pos-

sibilities of expansion for such different sectors as oil, dry bulk (coal, iron 

ore, cereals, etc.) and containers. The Romanian authorities wish to enhance 

the performance of the port, transforming it in a great hub. Plans also ex-

ist to add a ro-ro and ferry terminals. Authorities also wish to improve the 

railways and roads connections, as in Romania the most severe problem is 

linked with the connection to the hinterland: roads, railways and, of course, 

the Danube. The Danube represents an enormous comparative advantage to 

Romania which has 25 inland ports along their 1,000 km stretch of Danube.

The strategic links with the Caspian and with the  

Mediterranean via the Bosphorus where crossings are 

naturally limited in terms of frequency of passage and 

size of ships determine the background for the develop-

ment of MoS concepts and activities. 

Bulgaria has two important ports: Bourgas and Varna. Both are operating 

at less than 40% of their capacities. They can represent good transhipment 

points regarding “feeding” operations to ports in Ukraine, Russia, Georgia 

and other countries and ports in the Black sea.

 In Varna, particular reference should be made to an existing “railways gauge 

interface” able to convert rolling stock from and to European and Russian 

types of gauges. This asset is totally under-used. 

Bourgas is set on an immense bay able to shelter a great number of vessels. A 

pipe-line connection to Alexandropolous could save much traffic and danger 
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in the Bosphorous area. Apparently it is a complex work as it crosses, in part, 

a “Natura 2000” area. The by-passing via an underground pipeline should be 

evaluated.

5.2. Archipelagos and island states

The Atlantic and Mediterranean archipelagos and Islands 

pose specific challenges that need to be met in order to 

guarantee the cohesion of the whole system.

Ultra-peripheral regions (islands) suffer mostly from lack 

of accessibility. Most of them are import regions with 

one or few exporting goods. But some of them can rep-

resent good irradiation points for European Union influ-

ence. That is the case of Canary Islands (Tenerife and Las 

Palmas) that could assure concentration functions (hub 

functions) to several African ports (Casablanca, Agadir, 

Layoume, Novadhlbou), Novakchot, Dakar, etc). Almost 

the same for Madeira (Caniçal) and surely the same for 

Martinique which can extend the influence of Europe.

Archipelagos present a very difficult situation. Azores 

and the Canary Islands, located at around 600 km of 

distance. The cost of travelling from one to the other is 

many times the cost of land connections. Some of the 

islands are at the centre of many maritime routes (e.g. 

Martinique). They should be used as a hub of a special 

nature. Doubling of the Panama Canal will have reper-

cussions on the area.

It is important to reinforce the strategic position of islands. They should be 

considered as logistics platforms of Europe. That is a way of expanding the 

area of influence of Europe.

As they currently are, MoS under TEN-T and particularly 

under Marco Polo are useless for islands as they do not 

consider their specific problems. Likewise short sea ship-

ping Regulations should expressly consider the problem 

of ultra-peripheral region islands, as islands are affected 

by specific requirements, as flows of traffic vary accord-

ing to the season. This unevenness of demand compli-

cates even more their situation. Other problems relate 

to freight operations as the number of empty containers 

in islands is enormous due to the imbalance between 

import and exports. The formation of “hubs” in one of 

the archipelago ports connected with other ports in 

the neighborhood could help mitigating this problem. 

Islands complain that cabotage rules should be clear re-

garding public service obligations relative to islands and 

specifications relative to national and international serv-

ices. In particular, there is not a clear definition of pub-

lic service obligations or of imperative reasons. Islands 

require a dedicated aid system which should be much 

limited in terms of time or minimum amounts (e.g. TEN-

T procedures) either in time or regarding the amounts 

that are required and ascribed. Consequently, it is rec-

ommended that a MoS strategic study is launched con-

cerning particular requirements for islands and specially 

ultra peripheral regions.

5.3. Neighbouring and Third Countries

Relations with third countries are important for interna-

tional trade which is fundamental for the economic de-

velopment of Europe. Therefore the transport connec-

tions serving this trade are fundamental. Furthermore 

and particularly concerning neighbouring countries, 

borders should not stop smart solutions for the trans-

port services that would be beneficial for both sides.

The situation in geostrategic terms is very complex. Eu-

rope has to cope with many different factors and situ-

ations: cooperation with Russia in both the Baltic and 

Black Seas, the increase of far eastern trade via the Suez 

Canal, the impacts of the widening of the Panama Ca-

nal, good neighbourhood policies developing the Union 

pour la Mediterranée and the fostering of improved con-

nections with western Africa and South America. Each 

and every one of these has large impacts and repercus-

sions on maritime transport in general and on Motor-

ways of the Sea in particular. Consequently, all have to 

be carefully analysed.

Relations with neighbour countries were already brief-

ly addressed in the Baltic and Black Sea areas and the 

“round the world” trade covers the global trade relations. 

One should now focus on the neighbouring continent 

of Africa. 

Transport cooperation with Africa is fundamental. Trade 

and transport between the two continents have a mil-

lenary tradition. Cooperation must now bring the qual-

ity of the transport links (systems and technologies) well 

into the 21st century, thereby promoting economic ex-

change and welfare in both continents.

In the framework of the Motorways of the Sea, two im-

portant areas should be covered: the Mediterranean and 

the sub-Saharian coasts. 

Firstly, ports policy and maritime transportation in the 

Mediterranean must be seen in the framework of the on-

going Union pour la Méditerranée. Under this pro-active 

policy, the further development of ports and shipping 

services across the Mediterranean are probably the most 

tangible and effective tools and the first priority for coop-

eration policies in this field. Spanish, French and Italian 
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ports particularly, are in a good position to materialise 

a political framework of cooperation with North African 

countries (e.g. Libya, Tunisia, Algeria and Morocco). Par-

ticular attention should be paid to the hinterland links 

on the European side.

Secondly, in the African continent, the sub-Saharian 

coastal areas extend for many thousands of kilometres 

and are equipped with ports and logistic lines which 

were mostly planned to guarantee connections to the 

innermost areas where raw materials and commodities 

were abundant.

In this context, it is particularly important to reinforce 

cooperation and assure better connections with the 

west and east coasts of Africa. Some of the most interest-

ing western ports in Africa are Abidjan, Lagos, Luanda,  

Lobito, Namibe and Walvis Bay. For instance, for the tim-

ber trade Pointe Noire is a particularly important port. 

In the southern and eastern coasts of Africa, the ports of 

Cape Town, Durban, Beira, and Mombasa are examples 

of good avenues to explore.

Finally, Cape Verde (Praia and Mindelo) can be an inter-

esting “en route” port of the north-south routes and an 

efficient transhipment platform to feed western Africa n 

ports. As there is freight coming from China to west Af-

rica and Brazil, the connections to South America should 

also be mentioned. Two of the most important ports 

in South America for this trade are Santos and Suape. 

The connection between the east-west routes with the 

north-south routes will mostly impact on the ports and 

hinterland of the southwestern part of Europe.

6. Administrative framework

The sector would benefit from an increased coordina-

tion between the different funding schemes supporting 

Motorways of the Sea. In fact, not only TEN-T funds fi-

nance MoS infrastructure, but Member States, regions,  

European Investment Bank (EIB) and particularly the 

Structural Funds play a key role. The same applies for the 

services financed under the Marco Polo scheme where 

the role of private funds and of investment entities such 

as the EIB will be fundamental for the continued suc-

cess of endeavours once the public subventions can no 

longer be used. Accordingly, fostering the development 

of Public Private Partnerships (PPPs) to support these 

type of projects is an avenue that is worth pursuing, in 

particular for large dimension projects that can be im-

plemented in a short time.

Finally, it should be underlined that for the development 

of large infrastructure projects - clear and unwavering 

political support is central. The coordinated dissemina-

tion of good practices on the management of large infra-

structure projects is an important task to be guaranteed 

by the Commission as it will help identify the projects 

which stand the best chance of successful completion. 

This will also be a key guidance factor for any candidates 

to implement a new PPP.

In order to facilitate the public understanding of the full range of possibili-

ties and opportunities offered to financially support Motorways of the Sea, 

a central information desk (one stop shop, as proposed in the MoS reports 

2008/09) was created. This helpdesk, will advise candidates (both Member 

States and private applicants) on how best and where best to apply for sup-

port for their specific project. The team staffing the help desk (TEN-T Execu-

tive Agency and the Executive Agency for Competitiveness and Innovation) 

will help the candidates to sail clean between the different regulations and 

procedures and their specific timings. [www.mos-helpdesk.eu]

Concerning the coordination of different funding 

schemes, it is important to note that the articulation 

between TEN-T and Marco Polo’s ”common learning 

actions” should be pursued. Marco Polo, in particular, 

should be object of a great publicity and clarification of 

details. In the stakeholder’s community, there is a gen-

eral feeling that the application process to Marco Polo 

is very complex. Whilst Marco Polo has seen a steady 

growth of applicants for other modes of transport (rail-

ways based projects are still dominant), applicants for 

MoS are still very small in numbers. Within Marco Polo, 

the financial dimension of the contribution requested 

by each individual project is 10 times larger in the mari-

time or MoS type of projects than for other modes. The 

one Marco Polo MoS project (selected in the 2007 Call) 

consists of the operation of a new and regular ro-ro serv-

ice with three roundtrips per week between Zeebrugge 

(Belgium) and Bilbao (Spain), further increasing to 6 

roundtrips per week, receiving €6.8 million of EU contri-

bution and delivering an expected 1.36 billion tonne/km 

of modal shift. In 2009, a project connecting the ports of 

Nantes and Gijón was selected and will soon be imple-

mented. 

The weaknesses of Marco Polo programme, referring to 

MoS, should be comprehensively listed and a new way 

of tackling the constraints of the present version should 

be developed. Better clarifications should be addressed 
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to potential applicants, as apparently the main weak-

nesses of applications which have failed in the past are 

related to market analysis, credibility of modal-shift and 

the level of commitment of the operators. These points 

must be elaborated in detail in order to explain what is 

really required.

Given the insufficiency of results, the Marco Polo sup-

port to MoS should be fully revised. Two types of actions 

seem worthwhile to be pursued in the future: the “com-

mon learning” actions (expanded in time duration) and 

demand targeted support actions e.g. the “Ecobonus” 

type of financial engineering. 

Finally, it should be noted that the European Investment 

Bank has shown great interest in this type of increased 

and closer cooperation. The same type of interest was 

detected among the main MoS stakeholders whom the 

European Coordinator has addressed.

7. List of development priorities

It is necessary to improve the definition of criteria allow-

ing the identification of funding priorities for projects la-

belled as Motorways of the Sea. As it was clearly stated in 

all relevant meetings held throughout the year, priorities 

will consist of funding both infrastructure (hinterland 

connections and within ports) and intelligent infrastruc-

ture (procedures, vehicles, cargoes).

Concerning operations and whilst those are of great rel-

evance and constitute the ultimate goal, those are not 

the primary objective of TEN-T funding as first and fore-

most there are funding schemes better adapted to fund 

private sector operations (maritime, ports or other) such 

as the Marco Polo scheme, secondly because before any 

operations may start the infrastructure needs to be in 

place. Accordingly, TEN-T concentrates on the develop-

ment of infrastructure which also is highly time consum-

ing - on average it takes 10 years from preliminary stud-

ies to operation. 

Finally, priority should be given to studies. Any large 

infrastructure investment project requires both prelimi-

nary and detailed studies to be completed prior to build-

ing works or final investment decisions. Furthermore, for 

a wide and complex subject such as MoS, studies also 

need to include the operational and team building com-

ponent i.e. the platform necessary to bring all key actors 

together and interacting, as well as the platform to be 

used as an integrator of technologies and operational re-

quirements. Such a “venture prototype” needs to be sup-

ported by a dedicated tool, the proposed studies in the 

form of pilot actions seem to be adequate. 

In order to better clarify the different funding and devel-

opment priorities an indicative list of the most important 

MoS elements is given as follows:

7.1. Within port areas

• Railway connections to the quays and piers

• Superstructures, construction works and equipment 

that allow for a better coordination of administrative 

procedures (one stop shop/guichet unique) e.g. cus-

toms, health and sanitary, veterinary police, emigra-

tion, port operations’ services

• Superstructures, construction works and equipments 

aiming at an efficient management of the cargo flows 

in the port area, e.g. port gateways, cranes, piers, etc. 

• Dredging of berths and canals to keep navigation or 

to increase the size of the target vessels

• Intelligent infrastructure

• Alternative re-fuelling facilities for ships (e.g. LNG 

bunkering)

• Promotion of the role of European ports and of the 

MoS network. Once the new TEN-T network is de-

fined, the core network of ports and MoS should be 

promoted in a book or a booklet which should be 

produced giving their operational characteristics and 

potential, based on common indicators (such as on 

the UNCTAD example provided in Annex 9)

7.2. Hinterland connections

• Connections to the hinterland for - railways, inland 

waterways and motorways - and, especially to logis-

tic platforms located in the interior

• Building of logistic platforms and dry ports

• Junctions, bridges, tunnels and other elements of ac-

cess to the ports that could improve connections to 

the hinterland

• New railway lines or sections of railway lines, bypass-

es and other upgrading which can help to lower time 

of travel and to increase punctuality

• Integrated MoS systems connecting shipper and re-

ceiver and facilitating the development of door to 

door operations and services

7.3. Telecommunications

• Port information systems, vessel traffic management 
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• Training in logistics for all the actors in the MoS chain. 

A MoS-Erasmus needs to be fostered. 

7.6. The impact of “Europe 2020” priorities on MoS

On the “Europe 2020 - A strategy for smart, sustainable 

and inclusive growth” policy lines, we can find guidance 

and support for many necessary developments most of 

which are referred to in this report or have already been 

referred to in the two previous annual reports (2008 and 

2009):7 

1) On the need to coordinate the mobilisation of pub-

lic funding: structural funds, cohesion fund, R&D frame-

work program, TENs and EIB in order to achieve our 

goals. As a result of those proposals, a Motorways of the 

Sea helpdesk was created in 2010 and is now available 

to give advice to the public and stakeholders on the best 

source of support for their practical project (www.mos-

helpdesk.eu).

2) To modernise and de-carbonise the transport sector. 

Past reports have proposed new research on the field of 

fuels. This report puts emphasis on pursuing research on 

efficient engines, catalysts and scrubbers as well as on 

efficient hull and propeller design.

3) To improve and foster intelligent traffic management 

systems and services. Ranging from the “single window” 

up to the interface of road and railway systems with the 

port systems.

4) To promote better logistics. From the construction of 

logistic platforms to the training of the numerous pro-

fessions in the field. The importance of this field has 

been systematically underlined.

5) The reports illustrate how to give impulse to “a good 

mix of research, the setting of common standards and 

developing the necessary infrastructure support” to 

achieve the deployment of innovation in practical cases.

6) “To accelerate the implementation of strategic 

projects with high European value added”. Addressing 

critical bottlenecks, in particular cross-border sections 

and intermodal nodes (cities, ports, logistic platforms). 

All this has been referred to. Particularly important are 

the safety devices for ships (see EMSA) and the “chips” 

for containers. Also the banning of “convenience flags” 

for European companies or companies wanting to call 

on European ports (this measure must be gradually im-

and information services, river information services 

(when interfaces occur)

• Port community systems interfacing with logistics in-

formation systems

• Tracking and tracing systems and services for goods 

and vehicles (ships, oort and inland vessels, ports, 

hinterland)

• MoS information systems, integrating vessel, VTS, 

port community, interfaces with other modes (e.g. 

ITS, ERTMS and RIS) and with intermodal platforms 

and business information interfaces

7.4. Ships 

• There are several suggestions to consider ships as a 

kind of “infrastructure”

• Further discussion with stakeholders on this theme, 

is required, in order to define the conditions under 

which the construction or the acquisition of a ship 

should be considered as a funding priority

The problem of emissions (CO
2
, SO

2
 and NOx) from vessels is a serious one: 

on one side we must assure that ships are less pollutant than lorries; on the 

other side we cannot impose limits of emissions that make maritime trans-

ports uncompetitive.

New combustibles have to be analysed before introduction in practice. One 

of the most promising is LNG (liquefied natural gas). Along the history of 

ships, the means of propulsion have varied, specially after the introduction 

of steam (coal, mazout, etc). Recent operational results for vessels using 

LNG, show a practical elimination of soot, SOx and NOx as well as a 20% 

reduction of GHGs (greenhouse gases) 

7.5. Human Resources6

• Priority should be given for the training of the entire 

staff involved in maritime operations, this ranges 

from seagoing seamen to pilots, VTS operators, dock-

ers and crane operators

Valencia Port Administration has a foundation (Fundación del Puerto de 

Valencia) which is in charge of promoting research and transferring results 

into the services of the port in order to keep abreast of developments. The 

widening of this benchmarking example to other ports and sectors of MoS 

should be pursued.

• Training on the efficiency of processes in the trans-

port chain needs to be provided to both operational 

and administrative staff

6 For the most of these cases the funding of training should use the possibilities opened by the European Social Fund
7 [COM(2010) 2020 final]
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plemented).

7) “To develop smart, upgraded and fully interconnected 

transport […] infrastructures and make full use of ICT”. 

The consideration of transport chains which has been 

recommended is a practical example of this proposal.

8) “To ensure a coordinated implementation of infra-

structure projects, within the EU core network, that criti-

cally contributes to the effectiveness of the overall EU 

transport system”. There are many practical examples 

under this theme , e.g.: the connection of the “round-

the-world trip”, the location of new transhipment ports 

in the Mediterranean Sea, the railway corridors between 

north and south, the “articulation” of a bunch of ports, 

a deeper knowledge of the flows which cross Suez and 

Panama canals.

9) In order “To reduce the transaction costs of doing 

business in Europe”. The improvement of logistic chains 

has been a repeated recommendation.

10) “To ensure that transport and logistic networks en-

able industry throughout the union to have objective 

access to the single market and the international mar-

ket beyond”. This is the main purpose of the geostrategic 

considerations regarding the connection with far east, 

South and North America and Africa which have been 

produced.

11) “To develop an effective space policy to provide the 

tools to address some of the key global challenger and in 

particular to deliver Galileo and GMES”. The suggestion 

regarding “chips” (tags) either for vessels or for contain-

ers comes under this umbrella.

These have been some examples of the importance of 

Motorways of the Sea, in the wider perspective of the 

achievement of the goals referred to in the document 

“Europe 2020”.

12) The program insists on “Education, Training and Life-

long Learning”. We have indicated that a special action, 

concerning people on board must be carried out namely 

aiming at merchant marine officers’ level. In addition 

that new training for the numerous professions linked 

to maritime transportation, logistics and operations in 

harbors, must be implemented. This is fundamental in 

order to provide a good level of initial training that those 

professions require instead of the training in the job that 

is currently used today.

13) “To promote student mobility and trainers’ mobil-

ity, and improve the employment situation of young 

people”. We have suggested to set up an Erasmus type 

of programme for the maritime professions by articulat-

ing mercantile marine schools within Europe. Eventually 

the formation of a council of those schools at European 

level. The ones without apparent problems (Greece, Ro-

mania, Latvia and Norway) could induce a more dynamic 

action on the others.

14) “The EU has prospered through trade, exporting 

round the world and importing inputs as well as finished 

goods”. That is the reason why it is not enough to just 

look at MoS at internal European level, but it is neces-

sary to consider the external dimension of what still is 

the most important trade block in the world (EU): tran-

shipment ports, Suez and Panama canals, connections 

to Africa and South America, round-the-world trip in the 

Mediterranean sea, port hubs, new transhipment ports 

in the Mediterranean (besides Marsaxlok, Gioia Tauro, Al-

geciras and Tangiers-Med).

15) “…creating innovative instruments to finance the 

needed investments, including Public-Private Partner-

ships (PPPs)”. This will be particularly adequate for lo-

gistic platforms, “dry ports” (like the one in Zaragoza) or 

even port terminals.

16) “ …to foster European growth through our participa-

tion in open and fair markets world wide”. This will be 

achieved only if a system of efficient ports is in place, as-

suring good external connections.

17) “We have a particularly close relationship with Africa 

and will need to invest further in the future in develop-

ing that close partnership”. For that, ports are essential. 

Ports in Europe and ports in Africa must cooperate. And 

everything else which comes as a result of MoS and of its 

dynamic connection of ports with their hinterland and 

thus connecting markets and fostering trade.

18) Europe needs to develop a deeper knowledge of the 

implications of the different types of fuels which can be 

used, particularly on their environmental impacts (NOx, 

SOx, CO
2
 and particulates). There is a great hope that 

Liquefied Natural Gas (LNG) may drastically improve the 

current situation. Nevertheless LNG sets a number of 

challenges: safety requirements, distribution network-

ing, shipping economics, etc. This new field deserves an 

additional knowledge effort either by gathering current 

knowledge and integrating multi-disciplinary issues or 

by identifying and supporting the development of re-

quired research actions and studies to address technical 

problems.

As already mentioned and as it was repeatedly stated 
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 3. Supporting the activity of the European Coordina-

tor for the Motorways of the Sea

 4. Producing a MoS ports’ atlas which would display 

all MoS key characteristics for each port

• The organisation of a conference to consolidate a 

common European vision on MoS. The conference 

will support the development of a European com-

mon vision on MoS, build a solid MoS network and 

develop a consistent corporate image for MoS.

• Launching a prospective study on the development 

of a new methodology to establish an origin/destina-

tion matrix of cargo/trade flows between EU regions. 

This will enhance the quality of the image of the car-

go flows intra-EU that is currently being hampered by 

the lack of “customs’ trade information”. In addition, 

its results will be useful for regional development 

planning purposes.

• Development of a study on the use of vehicles/cargo 

tracking and tracing technologies to facilitate the 

MoS transport procedures, make an inventory of the 

“permanent tracking & tracing” tools and devices and 

undertake the full scale demonstration of a stream-

lined process including the analysis of its efficiency 

and safety performance

• Promote the benchmarking of MoS activities in the 

Northern Adriatic Range. Help identifying key hinter-

land connections as well as an articulation strategy 

enabling the development of a consistent interoper-

ability approach among the ports of the North Adri-

atic range whilst stimulating competition in the same 

area.

As a result of previous MoS reports, the TEN-T work programme and Call for 

2010 was re-calibrated and new objectives identified e.g. pilot actions and 

wider benefit actions. Given interest received thus far, a successful Call both 

in terms of quality and quantity is expected. Such success will be instrumen-

tal for the actual development of MoS and for the deployment of the MoS 

related infrastructure and later of MoS services. The studies, pilot actions 

and projects resulting from this Call will need constant monitoring in order 

to further develop the concept and accelerate change and lead to effective 

deployment.

In 2010, new opportunities have been opened under the 

TEN-T framework: the Call 2010 with a forecasted MoS 

dedicated budget of €85 million. For 2011 and in the 

subsequent years, as well as under Marco Polo, further 

calls will be organised. Furthermore, additional funding 

in the Coordinator’s activities in 2009, it is important to 

underline that an advisory unit should exist to play the 

single interface between the public candidates for fund-

ing and all EU financial instruments used to support the 

development of MoS related activities.

Finally, good financial engineering products such as the 

“Eco-bonus” should be promoted. The Eco-bonus is a 

promising system as it targets the support of demand in-

stead of the supply services thereby avoiding distortions 

of competition. However, Member States concerned by 

such scheme, must first agree on common terms of sup-

port. Governments of countries which will benefit from 

the relief of road traffic should, all of them, agree and sign 

a Memorandum of Understanding reflecting a common 

engagement (e.g.: Italy, France and Spain). Alternatively, 

the Commission could integrate this financial engineer-

ing product in a financing scheme such as Marco Polo 

or “start-up” operations in MoS /TEN-T, in which case the 

applicants, e.g. a port, would for instance request finan-

cial support to apply an “eco-bonus” type of compensa-

tion (the same for every lorry volunteering embarkment 

on that given port for a given destination). Such a sys-

tem entails punctuality of payments as it addresses small 

companies without large financial reserves. Its main ad-

vantage would relate to the emergence of multimodal 

logistic companies building on a network of small ship-

pers and logistic services providers. This would pave the 

way to the emergence of a single maritime European 

market.

8. Studies and new activities

The rekindling of the MoS flame requires, inter alia, some 

studies to be carried out in 2010 and 2011 to help iden-

tify key issues for MoS: e.g. benchmarking, articulation, 

intelligent infrastructure, flow of goods and a confer-

ence on MoS. Better knowledge on these issues will help 

better precise the targets and the audiences, as well as 

to improve the value added of European support. These 

areas are the following:

• The benchmarking of MoS related activities, study 

aiming at:

 1. Providing didactic examples to conceptual and 

project engineering MoS developments

 2. Highlighting indicators that will better define Mo-

torways of the Sea criteria

92



TEN-T Priority Projects 2010 – Detailed Analysis

PP 21

opportunities exist under the Structural Funds or as Eu-

ropean Investment Bank funded actions. The challenge 

for Europe and for the MoS stakeholders is to achieve 

a match of minds that guarantees a perfect use of the 

resources made available thereby guaranteeing an im-

portant role of MoS on the European economic recovery.

9. Revision of the TEN-T Guidelines

The TEN-T Guidelines constitute the main regulatory ba-

sis for the development of the Motorways of the Sea. The 

guidelines not only define the type of eligible actions but 

embody as well the financial support dedicated to MoS 

in the TEN-T programming period 2007-2013 where an 

overall indicative amount of €310 million was flagged. 

The TEN-T budget is, by far, the largest dedicated budget 

made available for MoS development so far and should 

be supported by actions perfectly connected to the mar-

ket’s needs and to the stakeholders, in order to be able 

to play its expected role and help trigger development. 

It is important to underline that the impact of the global 

EU contribution in the market is rather large as it may en-

tail a global investment of, approximately €2 billion for 

MoS infrastructure and activities across Europe.

Whilst this level of investment can only be met by insti-

tutional partners, either alone or through Public-Private 

Partnerships, it will create an over-arching infrastructure 

which will constitute a level playing field for maritime 

logistics operations where different private transport 

operators may evolve and will be able to integrate their 

own maritime transport operations in a coherent Euro-

pean wide door-to-door transport chain.

Given its key role, the TEN-T Guidelines should be further 

improved during the current revision period that started 

in 2010.

The new guidelines should better clarify the type of in-

dicators and performance levels that are adequate for 

an infrastructure development type of action. It should 

also re-affirm its vocation to support studies, both the 

master plan type and preliminary or final design type of 

studies which are common to all infrastructure projects. 

In addition, schemes such as pilot actions, the integra-

tion of intelligent infrastructure, and the support to start 

up services and the deployment of ships are all different 

but common elements of a coherent MoS development 

programme.

Finally, the limits and the type of incentives for the com-

bined use of different sources of funding to implement 

one single MoS global project should also be made clear 

in order to allow for an optimised use of all the available 

and different sources of funding.

Conclusions and recommendations

What is the progress so far? 

The framework of Motorways of the Sea constitutes a 

strong platform for the implementation of technical con-

cepts aimed at improving the quality of maritime opera-

tions while also improving their integration in the global 

transport chain. The promotion of Motorways of the Sea 

has further boosted the development of many small ac-
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It is expected that the new priorities and tools proposed 

on the TEN-T Call 2010, particularly the pilot actions will 

succeed in raising interest among the stakeholders. This 

type of tool by allowing for full-scale testing, may repre-

sent the ideal basis to test a venture without touching on 

competition issues. It will enable the embracing of tech-

nical, operational and procedural issues and the emula-

tion of the resulting transport operations, allowing for 

the starting up of the commercial phase immediately 

after the completion of the pilot action. By providing 

support to develop highly complex technical tools for ef-

ficient transport operations, such as information systems 

and customs requirements, interfaced with electronic 

cargo manifests and logistics information systems, TEN-T 

MoS is bringing innovation to the real world.

Recommendations 

For two years, the Coordinator has visited many Europe-

an ports and discussed with hundreds of European ac-

tors interested in Motorways of the Sea – ranging from 

master mariners, politicians, planners, businessmen, pi-

lots and terminal operators to port managers, mayors, 

freight forwarders, civil servants, engineers, scholars, 

shipowners, ministers, traffic managers, road hauliers, 

shipbuilders, and shippers. All different but all having a 

common thread – they all supported and believed in an 

increased role of maritime transport as a key develop-

ment factor for a better Europe.

Inspired by their enthusiasm and positive criticisms, the 

Coordinator summarises some of their visions and am-

bitions in the following recommendations for European 

MoS support priorities:

(1) Development of integrated port infrastructure (trade, 

procedures, movement of goods, information systems, 

superstructure, vehicles and operations). Key enablers 

are: close cooperation between port authorities and city 

or region authorities, port masterplans, and good net-

working between the port community and the cargo 

owners (shippers)

(2) Improved hinterland infrastructure connections, de-

velopment of the missing links and value added links in 

the door to door transport chain integrating sea legs. 

MoS logistics will become a key element for industrial 

logistics.

(3) Deployment of intelligent infrastructure services (e.g. 

tions that improved port infrastructure, the information 

systems and, the efficiency of maritime operations or 

the development of better infrastructure connections 

between ports.

The programme also provides for a sound basis of coop-

eration between ports and sea regions, such as the Baltic 

area. A common understanding on ice operations, envi-

ronmental protection and traffic safety is steadily devel-

oping and helping reinforce these budding collabora-

tions. Other sea areas (e.g. in the Adriatic) are developing 

a partnership leading to an articulation between differ-

ent ports and countries (the Northern Adriatic Range), 

creating common strengths and fighting common weak-

nesses, thereby increasing the attractiveness of these 

regions. International cooperation with neighbouring 

countries and regions such as the Mediterranean and 

the Black Sea areas and Africa has also been initiated.

Motorways of the Sea may smartly use different imple-

mentation tools, taking advantage of the array of finan-

cial schemes and funding tools available such as TEN-T, 

Marco Polo, Structural Funds and EIB each one of them 

specialised in a specific field of activity. In general, Marco 

Polo finances services, whilst TEN-T focuses on integrat-

ed infrastructure development (both physical and infor-

mation systems) for ports and their hinterland connec-

tions (e.g. logistic centres). TEN-T has a dedicated budget 

of approximately €300 million to Motorways of the Sea 

for the programming period 2007-2013.

Unfortunately, so far, not very many actions have been 

developed with the label of Motorways of the Sea. This 

apparently reflects a lack of interest from the sector. Nev-

ertheless, stakeholders re-affirm their interest and com-

plain instead about a lack of directness and precision on 

the goals to achieve and on the cumbersomeness of the 

application rules of the existing support frameworks. Be 

as it may, literally dozens of individual actions that con-

tribute to meet MoS objectives have been launched and 

supported by the European Investment Bank, the Euro-

pean structural funds, research and cooperation and en-

largement programmes as well as by the industry itself 

and the regions. This shows the dynamics of the sector 

and makes the Coordinator confident that with a bet-

ter focus and with the implementation of some practi-

cal recommendations the existing frameworks can be 

extremely useful and will become instrumental to the 

deployment of the Motorways of the Sea.
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tracking and tracing), to better reconcile the shipper and 

its goods, increasing safety and security and allowing for 

a fully controlled just in time delivery system. Concern-

ing the actual development of the European maritime 

space without barriers, EMSA already operates the key 

maritime electronic information management tools 

which are required to deploy the system.

(4) Promote activities and launch studies to better under-

stand how to help the sector. Areas to be covered range 

from the identification of trade patterns within the in-

ternal European market (origin and destination matrix), 

to benchmarking the efficiency in transport chains and 

nodes and on how best to foster cooperation among 

ports and co-modal actors to facilitate the deployment 

of innovative technologies.

(5) Support to the articulation of ports and port activities 

(ranges, gateways, hub and spoke) exploiting know-how 

and comparative advantages, creating a favourable envi-

ronment for the development of new business opportu-

nities and services.

(6) MoS will enormously benefit from improved educa-

tion, training and cooperation efforts throughout the 

entire human element pillar in the area, this refers both 

to on-board staff and to the numerous shore based pro-

fessions which require knowledge in logistics as the 

basis of their know-how. A European-wide and compre-

hensive effort to improve education, training and attrac-

tiveness for maritime transport related careers needs to 

be launched. It should lead to the development of a MoS 

Erasmus type of network – i.e. building on an aggregated 

European knowledge to improve access to knowledge 

whilst keeping a sustainable diversity of training places.

(7) Develop actions and information systems to inte-

grate procedures and operations in a guichet unique 

(one-stop shop) for the whole chain: foreland (shipper), 

feeder, port, shipping operator, port, feeder, hinterland 

(receiver). Clearly promote wherever and whenever pos-

sible the use of sea-river technologies, systems and serv-

ices.

(8) Support the launching of actions aimed at fostering 

research and technological development to develop 

ships and equipment with reduced emissions and in-

creased safety and environmental friendliness as these 

measures will have a very positive impact on MoS.

(9) Better articulate the different funding frameworks, 

whilst respecting their specificity in order to avoid du-

plication and achieve critical mass for innovation and 

change. The coordination of the different MoS institu-

tional funding is fundamental to achieve effective pro-

motion and development of MoS. The creation of a sin-

gle dedicated funding for MoS would be instrumental 

for this.

(10) In this context, update the TEN-T guidelines, inte-

grating the lessons of the new practical experiences 

and benchmarking, thereby upgrading their capacity to 

meet the new demands.

(11) Simplify bureaucracy where possible; facilitate the 

use of benchmarked solutions such as the “Euro bonus” 

scheme as a priority Marco Polo type of action.

(12) Extend our reach to our neighbours and to Africa 

supporting the development of complementary ef-

ficient logistics chains in the Mediterranean and in the 

sub-Saharan regions. Improvement of port manage-

ment in Africa should be our first cooperation priority.

(13) Develop studies and pilots on the use of different 

types of fuels, giving priority to LNG, addressing inter 

alia: shipping economics, operational strategies and 

LNG supply logistics. Further research may be required 

on retrofitting techniques, energy efficiency and ship’s 

structural design.

(14) Develop geostrategic studies addressing the mari-

time connections of Europe with our main trade part-

ners in the world and try to define a global view of the 

challenges that we have to meet. The importance of the 

Europe/US traffic cannot be forgotten as it still repre-

sents about one-third of the total European traffic.

(15) A strategic transport research policy with clear areas 

of priority, needs to be established for maritime research 

in general and for MoS in particular in order to boost the 

sector in a similar way to what was achieved in the mid-

90’s (e.g. short sea shipping, maritime safety and com-

petitiveness in shipping).

(16) A MoS development policy needs to target Public-

Private Partnerships for the ultimate deployment and 

target users or the demand side as its prime objective 

(e.g. a new role for Marco Polo grants).

The Coordinator expects that many of these recommen-

dations shared with many European stakeholders of 

the Motorways of the Sea, will be implemented in the 

coming years, paving the way for a more efficient and 

innovative European transport system supporting trade 

and cohesion but also extending its reach beyond world 

trade to achieve better quality of life on our planet.
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ity Axis. Furthermore, airport rail in many cities and the 

problem of terminus stations in Budapest have to be 

solved. 

1. Introduction

On 8 June 2010, the Commission appointed three Euro-

pean Coordinators for three Priority Projects of the trans-

European transport network. Mr Gilles Savary was asked 

to coordinate Priority Project 22 (Railway axis Athina-So-

fia-Budapest-Wien-Praha-Nürnberg/Dresden).

The Coordinators’ mission is not confined to a particular 

section, but must contribute to coordination over the en-

tire route. However, it should be concerned in particular 

with those aspects where greater coordination between 

several Member States is necessary, i.e. the cross-border 

sections and their approach tracks. The information pre-

sented and the preliminary recommendations made at 

the end of the report are the fruit of a series of meetings 

and visits in summer 2010. Given the short time span 

between Mr Savary’s appointment and the publishing of 

this report, it was impossible to visit all seven ministries 

in the Member States concerned. These Member States 

provided us with information at events, workshops and 

discussions with DG MOVE’s services.

These visits to the ministries will be followed by meet-

ings with the regional authorities. Talks will be also held 

with colleagues of the Directorate-General for Regional 

Policy, the European Investment Bank, the railway com-

panies etc.

This report concentrates on the particular challenges of 

PP22 which lie not only in financial difficulties, but first 

and foremost in uncoordinated planning and construc-

tions with special regard to the cross-border sections 

and the bottlenecks.

1.1. Definition of Priority Project 22

The legal basis of the TEN-T Policy is Decision No 

884/2004/EC of the European Parliament and of the 

Council of 29 April 2004 on Community guidelines for 

the development of the trans-European transport net-

work. This decision defines the 30 Priority Projects in its 

Annex III.

PP22 is defined as follows:

22. Railway axis Athina-Sofia-Budapest-Vienna-Prague-

Nürnberg/Dresden1

Summary

PP22 connects seven Member States through a ma-

jor railway axis. Progress to date is fairly uneven: some 

sections have already been completed, whilst works on 

other sections will start only after 2013. In the last 10 

years, the Commission provided significant support to 

this priority axis, totalling over €1.7 billion from the TEN-

T budget, Structural Funds and EIB loans. This railway 

axis is analysed on the basis of its cross-border sections, 

bottlenecks and other sections that were identified by 

the Directorate General for Mobility and Transport of the 

European Commission (DG MOVE), but it is not a final 

definition of the sections. 

Progress and delays

In 2009, progress can be observed in four countries:  

Germany, Czech Republic, Hungary and Romania.  

Germany finalised the works in the section between 

Dresden and the Czech border that had been badly dam-

aged after the flood in 2002. The Czech Republic final-

ised some smaller sections on the branch Prague-České 

Budějovice and Plzeň-Cheb, and finalised all section 

Děčín-Czech border-Prague-Břeclav-Czech border (with 

the exception of some junctions). Hungary achieved the 

biggest progress in 2009, finalising over 200 km of this 

priority axis. Romania finalised a small section between 

Bucharest and Constanţa.

General appreciation

A lack of cooperation between the Member States can 

be observed: five cross-border sections of the eight 

have bilateral agreements, but in most of the cases, the 

Member States do not pursue the objectives of these 

agreements or only partially. A Memorandum of Under-

standing signed by the seven Member States could be a 

first step to achieve a close cooperation between them. 

Additionally, the multilateral coordination between the 

bodies of the Pan-European Corridor IV concerning the 

transport network covered by PP22 has to be developed.

Progress regarding PP22 in Bulgaria and Romania has 

been limited during the current financing period and 

needs to be addressed. The next financing framework 

should focus more on the development of this Prior-

Priority Project 22
Railway axis Athina-Sofia-Budapest-Vienna-Prague-Nürnberg/Dresden

1 This major route largely corresponds to the definition of pan-European corridor IV
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• Railway Greek/Bulgarian border-Kulata-Sofia-Vidin/

Calafat (2015)

• Railway Curtici-Braşov (towards Bucharest and 

Constanţa) (2010)

• Railway Budapest-Vienna (2010), cross-border sec-

tion

• Railway Břeclav-Prague-Nürnberg (2010), with Nürn-

berg-Prague as cross-border section

• Railway axis Prague-Linz (2016)

The definition of this Priority Project includes only the 

priority sections; a footnote makes reference to the rest 

of this railway axis. It mentions only three cross-border 

projects, both with a length of more than 200 km (which 

are in terms of financing rather difficult projects); five 

other cross-border sections along this line are not men-

tioned.

Article 28 of the TEN-T Guidelines leaves the definition 

of the cross-border sections to the Member States. It is 

up to them to decide how they would like to realise their 

connection to the neighbouring countries. “In the con-

text of certain Priority Projects, cross-border sections be-

tween two Member States, including motorways of the 

sea, shall be identified by the Member States on the ba-

sis of criteria defined by the Committee and notified to 

the Commission. These will be, notably, sections which 

are technically and financially indivisible or to which the 

Member States concerned commit themselves jointly 

and for which they put in place a common structure.”

This report analyses this railway axis on the basis of 

cross-border sections, bottlenecks and other sections as 

they have been identified so far by DG MOVE.

1.2. Pan-European Corridor IV – Predecessor of Prior-

ity Project 22

In 1994, after the political change in Eastern Europe, 

the EU took the decision to identify transport corridors 

- so-called Pan-European Corridors - to and between the 

Central and Eastern European countries which were ap-

plying for EU membership at that time. In 1997, the Euro-

pean Commission and all Member and Applicant States 

supported the development of ten Pan-European Trans-

port Corridors. A steering committee was established 

for the multimodal Pan-European Transport Corridor IV 

Dresden/Nürnberg-Prague-Vienna/Bratislava-Budapest-

Arad-Bucharest-Constanţa/Craiova-Sofia-Thessaloniki/

Plovdiv-Istanbul in 1999 in order to monitor and pro-

mote the progress and performance and to coordinate 

required actions at working level. In order to achieve de-

velopments on PP22 (its alignment corresponds largely 

to the definition of the Corridor IV), the Commission rec-

ommends developing this cooperation of the Member 

States related to this Priority Project into political coor-

dination. 

 

2. State of implementation of the cross-border 
sections

2.1. Dresden-Lovosice

The section Dresden-Bad Schandau/Děčín-Prague 

is one of the most important railway lines between  

Scandinavia and southeastern Europe, since this cross-

border section is the sole electrified railway line that con-

nects Germany and the Czech Republic. It runs along the 

Elbe Valley and it is used for both passenger and goods 

traffic. It is extremely curvy which makes it impossible to 

upgrade its current speed of 120 km/h to 160 km/h or 

higher. Therefore both Member States share the opinion 

that it makes sense to examine the long-term solution 

of constructing a new line between Dresden and Prague 

which does not run along this very difficult stretch of 

the Elbe Valley but which would run partially in tunnels 

under the Erz Mountains. In addition, on the Czech side 

there are two double track lines, both of which are part 

of Corridor E: one is the line Prague-Lovosice-Děčín until 

the border (on the left bank of Elbe river), the other one 

is its alternative route – it leads from Kolín via Nymburk 

to Děčín (right side of Elbe river). The latter is less influ-

enced by dense suburban transport and therefore it is 

preferably used for transit freight traffic. Both routes join 

in the Czech Republic close to the German border.

Currently both Germany and the Czech Republic are 

carrying out studies examining the alternative align-

ments for a new high-speed railway line at a speed of 

230 km/h for passenger traffic and 140 km/h for freight 

traffic between Pirna and Ústi nad Labem, with further 

continuing to Prague for a speed of 300 km/h. The pre-

ferred alternative has not been defined yet, the comple-

tion of the studies is expected in 2010. According to the 

currently favoured variant, a base tunnel of 14.6 km and 

other smaller tunnels will make up the largest part of the 

28.4 km new line. Journey times between Dresden and 

Prague could be shortened from the present 2h10min to 

1 hour. 

The section between German-Czech border and Prague 

on the Czech side has been already modernised. The 
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modernisation of the Děčín and Ústí nad Labem railway 

junctions has been completed. 

2.2. Marktredwitz-Plzeň

The section beyond Marktredwitz is a single track line 

on the remaining 15 km on the German side until the 

border. This section is part of the German Federal Master 

Plan, which foresees the electrification of the line. The 

section Cheb-Prague involves some challenging geolog-

ical conditions - work is already under preparation and 

is due to be completed by 2018. Cheb-Plzeň is an elec-

trified, mostly single track railway line with several dou-

ble track sections1; it is operated at a speed of up to 120 

km/h. At the moment works are being carried out on the 

section between Cheb and Plzeň, and at a later stage, 

works will be planned between the German-Czech bor-

der and Cheb.

2.3. Břeclav-Vienna

The Czech Republic has two cross-border sections with 

Austria, České Budějovice-Summerau and Breclav- 

Vienna. However, the Vienna branch is defined as a 

non priority section between the Austrian border and  

Vienna, according to the 2004 Guidelines.

The (Prague-)Brno-Břeclav-Vienna connection plays 

an important role not only in the passenger traffic, but 

also for freight traffic; this cross-border section is part 

of ERTMS Corridor E. The section from Prague to Břeclav 

can be considered complete - there are only a few junc-

tion modernisation works remaining. The trains operate 

in this section at a speed of up to 160 km/h. This part of 

the line is constructed for 200 km/h, but for this speed 

the signalling system should be upgraded and security 

measures have to be carried out. Should Austria decide 

to upgrade the line between the Austrian border and  

Vienna for speeds of 200 km/h, the Czech Republic 

would make corresponding improvements on its side. 

This would allow a direct high speed connection be-

tween Berlin and Vienna. 

The node Břeclav is being re-constructed and from 

Břeclav to the Czech-Austrian border European Train 

Control System equipment works are ongoing.

This cross-border section is part of both, PP22 and PP23. 

It has existed since 1838 and functioned originally as a 

link between Vienna and Kraków. Today, the trains run 

at a speed of 120 km/h between Bernhardsthal (Czech-

Austrian border) and Vienna.

On the Austrian side, the line is continuously double 

track and electrified. Within this programming period, 

Austria does not plan any investments in this section. 

In the upcoming years, Austria finances the reconstruc-

tions of four railway stations (Deutsch Wagram, Strass-

hof, Gänserndorf and Angern by 2012). Possible upgrad-

ing for this line to160 km/h, in order to guarantee speed 

continuity for trains coming from the Czech Republic is 

not scheduled before 2020.

2.4. České Budějovice-Summerau

The České Budějovice-Horni Dvoriste-Linz section was 

historically one of the most important connections be-

tween these two Member States. It was already in opera-

tion in the beginning of the 19th century, making it the 

oldest railway on the European continent (built in 1828). 

The reconstruction of this very curvy railway line is first 

of all a technical challenge.

Both countries received TEN-T support of €1 million in 

2005 for carrying out initial studies3 on the cross border 

section České Budějovice-Summerau. The construction 

phase on both sides of the border is due to start only af-

ter 2013. In the Czech Republic, track optimisation works 

started in 2008 and have been completed. In the longer 

term, the Czech Republic considers further investments 

to increase capacity and performance levels. Any related 

works would be unlikely to start before 2025. The trains 

are able to run at speeds of mostly 70 to 90 km/h on this 

electrified, single track railway line (with double tracks 

at most stations) between České Budějovice and Sum-

merau.

2.5. Nickelsdorf-Győr

The double track, electrified railway line between Vien-

na and Nickelsdorf (Austrian-Hungarian border) can be 

considered complete: the trains run at a speed of 140 

km/h. However, the line beyond the border is equipped 

for a higher speed (160 km/h); it is not expected that the 

Austrian section will be upgraded in this programming 

period. 

There is an electrified, double track railway line between 

the Austrian-Hungarian border and Győr. The railway 

line between Hegyeshalom and Győr is operated at a 

2 Plzeň -Pnovany: double track; Pnovany-Lipova u Chebu: single track; Lipova u Chebu-Cheb: double track; Cheb- Schirnding: single track
3 The study examines the entire section between Prague and Linz.
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speed of 160 km/h; the works were finished in 2009. The 

ETCS 1 equipment which was co-financed by the Cohe-

sion Fund has already been finished. 

2.6. Békéscsaba-Arad

Between Békéscsaba and the Hungarian-Romanian bor-

der the works on this electrified, single track line will 

start soon (still in 2011), and will be finished by 2014. The 

National Development Agency will submit the applica-

tions in this year; the works will be co-financed by the 

Cohesion Fund. Hungary plans to upgrade the speed to 

100 km/h and 160 km/h (between Békéscsaba and the 

border the operating track will not be reconstructed that 

is why design speed will remain 100 km/h on this sec-

tion) between Budapest and Lökösháza. ETCS II will be 

installed as well as other safety equipment and the over-

head cable will be modernised. The second track will be 

constructed between Békéscsaba and the border.

On the Romanian part of this cross-border section the 

trains operate at a speed of 70 km/h. Currently studies 

on the upgrading of the line (160 km/h) are carried out. 

The study, which is financed by the EIB, is nearly com-

pleted. 

In November 2007, an agreement between Romania and 

Hungary (at the level of the ministries of transport and 

the railway companies) was signed regarding the con-

struction of a Budapest-Bucharest-Constanţa high speed 

railway track. This route was chosen in order to integrate 

both states into the international high speed rail system 

that links many large European cities (beyond Budapest 

to Vienna and further on to Munich and to Paris or to 

Frankfurt). The completion of the pre-feasibility study 

was planned for the end of 2008 and the feasibility study 

should have followed in 2009. This timescale was not 

kept; therefore the completion of these plans is expect-

ed most probably only after 2020, or even after 2025. A 

copy of the original agreement has not yet been deliv-

ered to the Commission.

2.7. Vidin-Calafat bridge

The Danube road and rail bridge in Vidin/Calafat, be-

tween Bulgaria and Romania, is not only a key project 

for Bulgaria and Romania, but also for Greece (that does 

not have any competitive rail and road connection to Eu-

rope) and for the entire Priority Project. It will provide a 

new fixed link over the Danube River to replace the ex-

isting insufficient ferry service. It will be a new bridge on 

the 430 km long shared section of the Danube between 

Romania and Bulgaria. The only currently functioning 

bridge between both countries was built in Ruse/Giur-

giu in 1954.

In the area of the planned bridge the river is approxi-

mately 780 metres wide. Depending on the final de-

sign (it is a design-build project), the total length of the 

bridge and the adjoining infrastructures will be up to 

1,440 meters for the road, and up to 2,480 metres for the 

rail lines, with a main span of 180 metres. 

A formal agreement for the construction of the new 

bridge was drawn up between the governments of Bul-

garia and Romania in 2000 and was subsequently rati-

fied by the parliaments of both countries. The contract 

for the bridge was signed in 2007. It was expected to be 

completed by May 2010, but most likely it will be final-

ised only by mid-2011. 

The most of the constructions will be done by Bulgar-

ian subcontractors which cover the construction of the 

bridge itself and construction of the adjoining road and 

rail infrastructure. Estimated costs on the Bulgarian side 

are €240 million. On Romanian side 3.6 km of new rail-

way line, 5 km of first class road and a terminal station 

for joint order control and transport toll charging will be 

built. Romanian investments are estimated at €52 mil-

lion.

2.8. Kulata-Promachonas

In 2005, the Greek and Bulgarian Transport Ministers 

signed a co-operation protocol on improving the road 

and railway infrastructure that links both countries. 

They agreed on concrete measures such as the imme-

diate launch of a luxury train connection between Sofia 

and Thessaloniki. Unfortunately, this agreement has not 

been kept by any of the partners so far; the section Vidin-

Sofia-Kulata will not be completed before 2020, and the 

works will start only after 2013. A copy of this agreement 

has not been delivered to the Commission yet.

3. State of implementation of the bottlenecks of 
PP22 

3.1. Nürnberg-Marktredwitz

The priority section of PP22 between Nürnberg and 

Schirnding is not electrified and very curvy. Between 

Nürnberg and Marktredwitz the line is double track and 

has maximum speed of 160 km/h (for trains with tilting 

technology); it is partially used for local train traffic (be-

tween Nürnberg and Pegnitz).

Currently, the railway connection in the direction of Ba-
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varia cannot compete with the motorway, especially not 

for passenger transport. In order to have a competitive 

railway line, it would be necessary to increase the speed 

on this section which could be achieved only with the 

construction of a completely new line. The existing line 

cannot be upgraded for topographical reasons. 

After the electrification of this section (and the upgrad-

ing of the Cheb-Plzen-Prague section) there will be suf-

ficient capacity available for traffic between Bavaria and 

the Czech Republic. Due to the current relatively low 

traffic volume, Germany sees no need to have further 

connections between Bavaria and the Czech Republic 

before 2025. The link to Nürnberg plays probably a more 

important role than the link to Munich, as Nürnberg is 

easily accessible from the Rhine-Main region as well.

3.2. Tata-Biatorbágy

In the current programming period, preparations will 

commence and be supported by a TEN-T grant of €1.25 

million for this bottleneck on the Hungarian section. 

The activities to be carried out in the framework of this 

project are the preparation of designs for approval on 

the line section Biatorbágy- Tata. These include a geo-

detic and geotechnical survey and an environmental im-

pact assessment study. These activities will ensure that 

all the required documents are available in order to ob-

tain the building and environmental permission for the 

scheme to be implemented. Works will start only in the 

next programming period.

3.3. Arad-Braşov

The main Romanian branch Curtici-Braşov-Bucharest-

Constanţa is an electrified double track which is in ac-

ceptable condition but only allows relatively low speeds 

at present. 

Estimated costs of the 500 km long line are about €4 bil-

lion. It is split in four sections between the Hungarian 

border and Braşov.

(Hungarian border-Curtici)-Arad-Simeria, with its sub-

sections: 

• Curtici-Radna

• Radna-Gurasada

• Gurasada-Simeria

• Simeria-Coslariu

• Coslariu-Sighişoara

• Sighişoara-Braşov

On the section (Hungarian border-Curtici)-Arad-Sime-

ria, feasibility studies were carried out. These were co-

financed by ISPA and were completed in 2004. Between 

Simeria and Braşov, feasibility studies that are co-fi-

nanced by ISPA, are being reviewed. Completion of these 

studies is planned for the end of 2010. 

For the Hungarian border-Curtici-km 614 section, ten-

dering the works is planned for the period of October 

2010 and the start for the works is planned for the begin-

ning of 2011. The works between km 614 and Gurasada 

are expected to start before 2015, but this date is not 

certain due to many delays in the ongoing preparatory 

phase.

The sections Simeria-Coslariu and Coslariu-Sighişoara 

are less problematic, the studies are almost completed 

and the sections can be tendered by the end of 2010. For 

the Simeria-Coslariu and Coslariu-Sighişoara sections 

the works are planned to start in the middle of 2011.

The works will probably not start before 2015 on the 

Sighişoara-Brasov section since it involves many (espe-

cially geographical) challenges due to the mountainous 

topography. Their realisation will probably be very costly 

(tunnels, bridges etc.). For example, the Sighişoara-

Braşov section will cost €2 billion more than it was fore-

seen in the initial project that was based on a different 

technical approach. Additionally, many environmental 

issues still have to be clarified. The works are unlikely to 

be completed before 2020.

3.4. Arad-Craiova and Craiova-Calafat

Romania will not invest heavily in the line Arad-Calafat 

before 2013; it plans to start with preparatory stud-

ies (feasibility and detailed design) between Arad and 

Craiova before 2015. For Arad-Timiş-Caransebeş section, 

these sections will be co-financed by the Cohesion Fund 

and TEN-T funds. A feasibility study is being carried out 

between Craiova and Calafat which is co-financed by 

ISPA. 

Romania is building a small section of 3.8 km leading to 

the bridge in Calafat on the southern branch. This small 

section will cost approximately €27 million and is sup-

posed to be finalised by the end of 2010. However, a 

completion date in 2011 seems to be more realistic. The 

trains operate at 80 km/h on this single track, non-elec-

trified section. Upon on completion the allowed speed 

106



TEN-T Priority Projects 2010 – Detailed Analysis

PP 22

will be 160 km/h; estimated costs for the re-construction 

of this 490 km long section are €2 billion. 

3.5. Vidin-Sofia-Kulata

The 280 km long Vidin-Sofia section is electrified, but 

two-thirds is single track at speeds below 100 km/h. A 

feasibility study and a cost-benefit analysis for upgrad-

ing to the speed of 160 km/h for this section have been 

carried out with ISPA financial assistance. The technical 

design for the “Modernisation of Vidin-Sofia railway line” 

project will be prepared in the period 2010-2012 and in 

parallel the EIA activities will be carried out, so that the 

construction works can start immediately during the 

next programming period. The works on this sub-section 

would cost €4 billion; therefore the country will concen-

trate on this line in the next programming period.

Bulgaria will not invest in the section Sofia-Kulata by 

2013, as the country only allocated €50 million to the 

modernisation of PP22 in its OP-T. 

4. Other sections 

4.1. Lovosice-Prague

This section had already been completed; however the 

Czech authorities are carrying out a study examining 

alternative alignments for the new high-speed line be-

tween Dresden and Prague. The ambitious plans of both 

countries contain a shorter, faster and less curvy connec-

tion between Germany and the Czech Republic.

On this double track electrified section of PP22 trains op-

erate at speeds of up to 160 km/h, Kralupy nad Vltavou 

station (including Nelahozeves tunnels) and the sections 

of Prague railway junction still remain to be modernised. 

No works are foreseen on this non-priority section so far.

4.2. Plzeň-Prague

The section (Cheb-)Plzeň-Prague (electrified, double 

track railway line) faces some challenging geological 

conditions – work is already in preparation and some 

sections are already under construction; it is due to be 

completed by 2018. The Czech Republic will start with 

the optimisation and modernisation of the entire line 

between Beroun and the German-Czech border at latest 

in 2010-11. Funds will mostly come from the EFRE and 

the CF (estimated total costs are €887 million, EU-contri-

bution: €768 million) in this programming period. 

The Czech Republic submitted a proposal for co-financ-

ing within the TEN-T budget that was retained for fund-

ing. This proposal contained geological and design stud-

ies for the construction of new rail connection between 

Prague and Beroun which should have been carried out 

as a tunnel. During the examinations, it turned out that 

this solution is not cost efficient and therefore some 

more cost effective solutions are now being examined.

4.3. Prague-Břeclav

The section from Prague to Břeclav can be considered 

complete – there remain only a few junction moderni-

sation works. On this section trains operate at a speed 

of up to 160 km/h, a speed increase up to 200 km/h is 

considered for the lines Brno-Břeclav and Pardubice-

Choceň. The modernisation of Choceň and Kolín rail-

way stations have been completed, sections of Prague 

railway junction are under construction. Three railway 

junctions remain to be modernised: Pardubice, Usti nad 

Orlici, Česká Třebová and Choceň-Ústí nad Orlicí section. 

There are ambitious plans for the re-construction of the 

rail station in Brno which is an important junction for 

PP22 and PP23.

It is important to mention that the alignment of this sec-

tion (that was defined and designed in the accession 

treaty of the Czech Republic) goes through Havlíčkův 

Brod to Brno (see annex 1) which is part of the TEN-T net-

work and is a very important railway line in the country; 

it is mainly used for freight transport (part of corridor E). 

The alignment through Česká Třebová is in a better tech-

nical condition and is used for passenger transport and 

additionally it is part of the national corridor I. 

Due to the substantial construction length of both rail-

ways in comparison with motorway4 between Prague 

and Brno and due to topographical restrictions (espe-

cially between Brno and Česká Třebová where the trains 

operate at speeds of 70 km/h to 120 km/h), the Czech 

Republic plans a new high-speed line between Prague 

and Brno which would be the continuation of the new 

line Dresden-Prague. It would reduce the travel time be-

tween Prague and Brno from 2h35 to 1 hour. It will be 

part of high speed connections Berlin-Wien and Munich-

Prague-Brno-Ostrava-Warszawa.

4.4. Prague-České Budějovice

Between Prague and České Budějovice the prepara-

tions are at an early stage. A small part of the section 

(between Prague-Hostivař-Stránčice, Strančice-Benešov 

and Tábor-Doubí u Tábora) is completed. At some short 

4 Pratur- Ceska Třebová-Brno: 255 km, Pratur-Havlickuv Brod-Brno: 257 km, motorway: 200 km

107



TEN-T Priority Projects 2010 – Detailed Analysis

Priority Project 22
Railway axis Athina-Sofia-Budapest-Vienna-Prague-Nürnberg/Dresden

sections (Benešov-Votice, Nemanice I-České Budějovice) 

works are ongoing, whereas at others the Czech Repub-

lic will start works before 2010 or between 2010 and 

2013. In the programming period 2007-2013, the Czech 

Republic receives about €900 million from the Region-

al Funds and €9.17 million from the TEN-T budget. The 

trains are able to run at speeds of 80 km/h to 100 km/h 

on this electrified, single track railway line (with double 

tracks at most stations). An ongoing project is aimed at 

building a double track line with a speed of 160 km/h be-

tween Benešov and České Budějovice and on optimiza-

tion of suburban double track line between Prague and 

Benešov.

4.5. Summerau-Linz

The Czech section was upgraded and electrified in re-

cent years and now is matching the technical state of 

the Austrian side. The Österreichische Bundesbahn (Aus-

trian Rail Company) plans to upgrade the existing line 

to allow for a demand-oriented short-term increase of 

capacity, mainly in favour of freight rail demand, but - in 

the Linz area - also for passenger rail demand (commut-

ers). For this reason, they plan to build a second track 

between Linz and St. Georgen a. d. Gusen.

The last works were done on the Austrian side in 1975. 

This railway line is highly overloaded between (České 

Budějovice) Summerau and Linz, principally because 

of shipments of coal. The Federal Ministry of Transport 

plans to extend the railway stations along the line, so 

that they can receive longer trains. It will allow increas-

ing its capacity.

A study was co-financed from TEN-T budget in 2005 that 

explored the technical and economic possibility of in-

creasing the speed and high capacity on the railway link 

České Budějovice-Horní Dvorište/Summerau-Linz. The 

study recommends carrying out the works on this line in 

two steps: improve the existing line in order to increase 

capacity by 2025. For this it is necessary to double track 

and lengthen the tracks in a few stations between Linz 

and St Georgen and to optimise the line on the Czech 

side. It would offer sufficient capacity for meeting cur-

rent transport demand; however, the improved single 

track line cannot be a final stage of the trans-national 

railway link between České Budějovice and Linz. It is rec-

ommended to build a new line after 2025 in a second 

step, in order to be able to meet the transport demand. 

Linz could play an important role as an intermodal node 

of the PP17 (Paris-Bratislava), PP18 (Danube) and PP22, 

but the alignment of the section České Budějovice-Linz 

is very curvy on the Austrian side and needs to be up-

graded. 

The current Austrian railway infrastructure framework 

plan (Rahmenplan 2009-2014) foresees investments of 

€300 million on the section Linz-Summerau between 

2011 and 2015, consisting of the above mentioned sec-

ond track between Linz and St Georgen a. d. Gusen and 

investments in railway stations.

4.6. Vienna-Nickelsdorf

The double track, electrified railway line between Vien-

na and Nickelsdorf (Austrian-Hungarian border) can be 

considered as completed: the trains run at a speed of 140 

km/h. However, the line beyond the border is equipped 

for a higher speed (160 km/h); upgrading the Austrian 

section is not planned in this programming period.

This section is also part of the Priority Project 17. Aus-

tria received €129 million for the completion of studies 

and works in this section which contain the construction 

of the Klederinger loop (connection between Vienna’s 

Central railway station and Vienna Airport) and of the 

Goetzendorfer clip (double track construction connect-

ing the airport to the East railway station and further to 

Bratislava). These two elements will make a direct con-

nection to the airport possible by 2016 for both, PP17 

and PP22. 

4.6.1. Construction of the Vienna main station

The Austrian Ministry of Transport, the Österreichische 

Bundesbahn (ÖBB) and the City of Vienna are carrying 

out the possibly most ambitious and biggest railway 

project in this metropolis: they started with the construc-

tion of a main station which has never existed in Vienna. 

The Austrian capital has had three main cul-de-sac sta-

tions: Vienna South, Vienna East and Vienna West. When 

they were built in the 19th century, they were properties 

of different railway companies that were not interested 

in the conversion into a big through station. Vienna 

South received the trains from southern and northern 

directions; Vienna East received the trains coming from 

the East and Vienna West receives trains coming from 

the West. After the planned construction, Vienna South 

and Vienna East will be replaced by the new main railway 

station with five platforms where the international and 

commuter trains from west, south and east of Vienna 

will be linked. This means that passengers coming from 
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Breclav do not have to change railway stations in Vienna 

if they want to continue their trip to Budapest, Graz or 

Munich, which means a time savings of 40 minutes to 

60 minutes. The new central station is being constructed 

on the site between the current South and East stations 

and Südtiroler Platz. The former station building has al-

ready been demolished. In the 2007-2013 Multi-Annual 

programme, €94.4 million are earmarked for the railway 

track. The buildings of the new central station in Vienna, 

parking areas, renovation of the surrounding area, etc., 

are not co-financed by the European Union.

4.7. Györ-Tata

This electrified, double track railway line was partly up-

graded for 160 km/h, but some sub-sections operate at 

a lower speed (120 km/h). On the whole, however, this 

section can be considered complete. The reconstruction 

of the entire line between the Austrian-Hungarian bor-

der and Budapest started already in the 1990’s: it was fi-

nanced by a KfW (Kreditanstalt für Wiederaufbau – Credit 

Institution for Recovery) loan between 1993-1997 and 

later on by ISPA (2002-2009). It is equipped with ETCS 1. 

The works were finished in 2009.

4.8. Biatorbágy-Budapest-Békéscsaba

The train operates at speeds of 120 km/h to140 km/h 

between Biatorbágy and Budapest; the works were 

completed in 2009. From Budapest to the Hungarian-

Romanian border the works are ongoing on this electri-

fied, double track (partially single track) line. This year, 

the sub-sections Budapest-Szolnok and Szajol-Gyoma 

have been completed, they were co-financed by ISPA. 

For the remaining sub-sections of this section Szolnok-

Szajol, Gyoma-Békéscsaba and Békéscsaba-Lökösháza, 

the National Development Agency plans to submit the 

applications in the course of this year and the line be-

tween Budapest and Lökösháza will be completed by 

2014, co-financed by the Cohesion Fund. ETSC2 will be 

installed by 2015. 

4.9. Braşov-Câmpina-București

The works in the section between Braşov-Predeal are not 

expected to start before 2015 because of geographical 

difficulties: the railway line reaches its peak in Predeal 

(1,000 m). The rehabilitation works between Predeal-

Câmpina (co-financed by ISPA) are progressive. The rail-

way line has been upgraded for a speed of 160 km/h on 

the section between Câmpina and București. It was fi-

nanced by the EIB.

4.10. București-Constanţa

The co-financing of the section București-Constanţa is 

shared between two financing instruments: the first six 

kilometres from București to Băneasa (this section was 

finalised in 2009) and the section between Fetești and 

Constanţa (it will be finalised in 2010) were financed by 

the Japan Bank for International Cooperation. These sec-

tions were finalised in 2009. The approximately 40 km 

long section Băneasa-Fetești is co-financed by ISPA, the 

works will probably be finalised at the end of 2010.

4.11. Promachonas-Thessaloniki-Athens

The modernisation of the line Athens-Thessaloniki-

Promachonas started in 1980 and later on it was co-

financed by the European Regional Development Fund 

(ERDF) and the Cohesion Fund under the Programming 

Periods 1989-1993, 1994-1999 and 2000-2013. Greece 

is planning to build a high-speed corridor with an in-

creased capacity, equipped with modern signalling, tele-

communication and electrification systems. This railway 

line will ensure the compliance with the interoperability 

requirements of the European railways. The entire line 

will be completed by 2015.

Along the whole length of the Thessaloniki-Athens cor-

ridor, the infrastructure projects are being completed 

on a double-track alignment allowing a design speed 

of 200 km/h, with the exceptions of the SKA (railway 

junction in the north of the Athens Metropolitan Area 

in the municipality of Acharnes where some important 

railway lines converge) - Inoi section, where, due to the 

proximity of urban areas, the permissible speed will not 

exceed 90 km/h (the old alignment will be used with no 

improvement since the time it was originally construct-

ed), and the section Lianokladi-Domokos, where, due 

to the difficult topographical profile, the selected opti-

mum solution does not allow speeds above 130 km/h 

to 160 km/h. The corridor Promachonas-Thessaloniki is 

being constructed on a single track alignment allowing 

a design speed of 160km/h with the exception of some 

small sections where speeds will not exceed 100 km/h. 

On top of the existing signalling system, ETCS Level 1 will 

be installed. Along the whole corridor, the installation of 

a cable telecommunication network, suitable for railway 

operation is being constructed and the GSM-R system 

will be installed. 

The sections Thessaloniki-Domokos and Tithorea-Athens 

have been operational since 2008. Between Thessaloniki 

and Promachonas the corresponding works started in 

the previous programming period, and mainly consisted 
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of the construction of deviations and the installation of 

signalling. Between Tithorea and Domokos the works are 

co-financed by the ERDF under the programming peri-

ods 1989-1993 and 1994-1999 and the Cohesion Fund 

under the period 2007-2013. This section includes 13 

tunnels, 8 grade-separated crossings, 33 railway bridges 

and other major structures, additionally two new railway 

stations will be built (Molos and Agios Stefanos). The  

total budget (Thessaloniki-Athens) comes to €2.350  

billion. 

5. Conclusions and recommendations

The progress on Priority Project 22 is uneven. Some sec-

tions have been commissioned, important sections will 

be completed by 2013 and 2014, but some crucial bot-

tlenecks will be completed only by 2020 or even later on. 

The chances of a timely realisation of the entire Priority 

Project are unfortunately low.

The most eye-catching problem is the lack of coop-

eration between the Member States: five cross-border 

sections out of eight have bilateral agreements, but in 

most of the cases the Member States do not pursue the 

objectives of these agreements or only do so partially. 

In the case of the ongoing Multi-Annual TEN-T Project 

2007-EU-22070-S, it requires a Cooperation Agreement 

in the beginning of the action. The participating Mem-

ber States have not been able to agree on a common 

text so far, therefore the European Coordinator took the 

initiative and is trying to accelerate this process. 

It must be made very clear for the Member States that 

the completion of this very long railway axis is impos-

sible without bi- and multilateral cooperation. A Memo-

randum of Understanding signed by the seven Member 

States could be a first step to achieve closer cooperation 

between them. The Steering Committee of the former 

multimodal Pan-European Transport Corridor IV could 

play a role in the multilateral coordination between the 

Member States; therefore its work could be developed.

In Germany, the Czech Republic, Austria, Hungary and 

Greece the project is well advanced, a large part of this 

railway axis has been completed or will be completed 

soon. By contrast, progress in Romania and Bulgaria 

has been limited during the current financing period. 

Both countries invested in those parts of PP22 (or even 

outside of PP22) that serve primarily national interests. 

These Member States should concentrate on the Priority 

Project already in the course of the national planning of 

EU funds for 2014-2020. They should allocate more funds 

to the Priority Project.

According to the data delivered by the Member States 

in 2010, a time saving of 22 hours (this time saving re-

fers to the entire line that has many branches) could be 

achieved when completing PP22. This would have an 

enormous economic effect. Journey times from Dres-

den via Prague, Brno, Vienna, Budapest, Bucharest to  

Constanţa would be cut by 5h30, and between Dresden 

and Athens more than 14 hours could be saved.

The European Deployment Plan5 sets a date for the com-

pletion of Corridor E (Dresden-Prague-Vienna-Budapest-

Bucharest-Constanţa) by 2015. A study on this corridor 

was carried out in 2006 and updated in 2009, but an inte-

grated cost-benefit analysis based on consolidated data 

is still missing. Furthermore, some of the Member States 

already indicated that they cannot keep the completion 

date of 2015 because of serious financial problems. 

Furthermore, during the completion of this Priority 

Project a major focus should be put on intermodality 

because there are numerous airports and inland water-

way ports along this line. Intermodality is also crucial to 

the transport of goods: the questions of logistics and 

terminals etc. could be looked at in greater depth. As 

the alignment of ERTMS Corridor E is part of PP22, the 

Member States have to make every effort to keep on 

the completion date of 2015 for the entire line corridor. 

Furthermore, in many cities the links to the airports and 

the problem of cul-de-sac stations in Budapest have to 

be solved. 

5 Commission Decision of 22.7.2009 amending Decision 2006/679/EC as regards the implementation of the technical specification for interoperabil-
ity relating to the control-command and signalling subsystem of the trans-European conventional rail system, C(2009) 5607
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ment means that border formalities no longer exist and 

station facilities are now available to passengers on both 

sides of the frontier. This has enabled passenger train 

services from Riga to Valka/Valga to be reintroduced for 

the first time in many years. 

Other sections

There is a delay in the implementation of the first phase 

of modernisation of the section Warsaw-Tłuszcz (Sad-

owne), at a cost of €624.6 million resulting from dif-

ficulties in balancing costs (capacity of state finances, 

limitation of EU funds). If the Polish authorities decide 

to reroute the line through Ełk, the line will need to be 

straightened and upgraded from Ełk to Suwałki as soon 

as possible following that decision. In Lithuania, if the 

European gauge is extended to Kaunas, improvements 

will need to be made on the section from Karmeleva to 

Jonava which is currently a track with relatively tight 

curves through forest areas. Work is scheduled in Latvia 

to improve the circulation of rail traffic around the city of 

Riga to the east. In Estonia, work on the newly upgrad-

ed track is almost complete along the whole distance 

Tallinn-Valga.

Other issues

Interoperability: The main technical problem on the 

route is the issue of the break of gauge between the 

standard European gauge and the broad gauge which 

meet in southern Lithuania. Currently the European 

standard gauge (1435 mm) enters Lithuania from across 

the Polish border and continues to Mockava at 22 km. It 

is then joined by the broad gauge (1520 mm) and there 

is a dual gauge system between Mockava and Sestokai 

(at 32 km) on the same track bed. Thus, there are cur-

rently two entry points to the European gauge, Mockava 

and Sestokai. Most of the present freight traffic is timber 

which is reloaded from one track gauge to the other at 

Sestokai (parallel tracking), which is a slow and ineffi-

cient method of changing gauge. It is crucial that a mod-

ern automated system be installed as soon as possible 

in southern Lithuania to allow for cost effective freight 

movements along the line. Such a system could save  up 

to two days for freight movements from Tallinn to War-

saw. Ultimately, if the European gauge is extended to 

Kaunas, then the automated gauge change equipment 

could be reinstalled there.  

Intermodality: There are significant intermodal issues 

involved in this project, and its overall success may ul-

Summary

“Rail Baltica” is a strategic and sustainable rail project 

linking four new EU Member States of the EU - Poland, 

Lithuania, Latvia and Estonia - as well as Finland. In addi-

tion, it is the only rail connection between the three Bal-

tic States to Poland and the rest of the EU. To the north, 

Helsinki can be connected by rail ferry services across the 

Gulf of Finland which can form a “bridge” to the countries 

of the Nordic Triangle. The length of the current track is 

approximately 1200 km by the most direct existing route 

from Tallinn to Warsaw. A variety of track and operating 

systems are currently in use: single and double track, 

electrified and non-electrified (of which single track non-

electrified is the most common system). The line passes 

through a variety of different terrain - urban areas such 

as the cities of Białystok, Kaunas and Riga, and rural areas 

such as in the Podlaskie region of northeast Poland and 

southern Lithuania, as well as northern Latvia and the 

south of Estonia. “Rail Baltica” also connects three major 

Baltic seaports: Helsinki, Tallinn and Riga and has a short 

rail connection to a fourth - Klaipeda.  

Bottlenecks and cross-border sections

“Break of gauge” point: The main bottleneck on the route 

is the break of gauge in southern Lithuania at Mockava/

Sestokai (see below). The station problem at the Latvian-

Estonian border at Valka/Valga is a potential bottleneck 

in the short term (see below).

Poland/Lithuania cross-border section - Suwałki to  

Marijampole:  Even though the Polish authorities are not 

planning to upgrade the track before 2013 and will use 

Cohesion rather than TEN-T funds to achieve the project, 

it is hoped that small improvements could be made in 

the short term (such as a bypass of Suwałki terminus). In 

Lithuania work started on upgrading the track from the 

Polish border to Sestokai on 10 May 2010.

Lithuanian/Latvian cross-border section - Siauliai to Jel-

gava: The track is of generally acceptable quality, but will 

require eventual upgrading.

Latvian/Estonian cross-border section - Valmiera to 

Tartu: The main issue of this section is that the only vi-

able station at the divided border town of Valga/Valka 

was inside Estonia. The access roads to this station were 

also in need of improvement. Both of these issues have 

improved thanks to the partly TEN-T financed improve-

ment works to the station and the access roads. In addi-

tion, Latvia and Estonia’s entry into the Schengen Agree-
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timately lie in the adequacy of the intermodal elements. 

There are three important port facilities on the line:  

Helsinki (Vuosaari), Tallinn (Muuga) and Riga. In ad-

dition, Klaipeda, the principal seaport of Lithuania, is 

linked to the corridor by a short branch line. Important 

inland intermodal hubs are likely to be Valga/Valka,  

Kaunas, Sestokai and Białystok. The road infrastructure 

likely needs to be improved around these hubs if the full 

intermodal benefits of the “Rail Baltica” are to be realised. 

Financing: Poland has decided not to apply for TEN-T 

Funding under the 2007-2013 financial perspectives as it 

has adequate Cohesion Fund financing available for the 

project, which it intends to start in 2013. Lithuania is cur-

rently seeking other ways to finance the border section 

to Mariajampole, probably using a mix of funds rather 

than exclusively TEN-T financing. Latvia has asked for the 

whole project to be frozen until 2011, when it is hoped 

that economic conditions may allow a restart. It will use 

TEN-T financing on the two defined border sections and 

Cohesion funding elsewhere. Estonia is using TEN-T fi-

nancing for the upgrading of the section Valga-Tartu and 

work is well underway with completion due by the end 

of 2010.

Environmental Issues: While each development and up-

grading project will require compliance with the envion-

mental acquis of the EU, the main decision that remains 

to be taken is whether the Polish authorities decide to 

reroute the section Białystok/Suwałki via Ełk, thus avoid-

ing the Rospuda valley which is a sensitive environmen-

tal area. Studies are currently underway to assess the 

benefits of this  change.

General appreciation

The initial aim of the “Rail Baltica” project is to start freight 

operations on upgraded track as soon as possible, step-

by-step, while maintaining the current gauges to limit 

costs. Nevertheless, the long-term ambition of the three 

Baltic countries to be one day linked by a higher speed 

European gauge line remains. In April 2010, talks began 

with an assigned contractor to prepare a detailed feasi-

bility study which is partly financed by TEN-T funding. In 

addition, Finland and Estonia are continuing their vision 

that the “Rail Baltica” is more than just a railway, but a de-

velopment strategy called “the Rail Baltica Growth Cor-

ridor” which will bring the major cities along the route 

into closer collaboration in the use of EU development 

funding.

1. Introduction

The year 2009-2010 marked the first year of the second 

mandate for coordination of TEN-T Priority Project 27 

“Rail Baltica” and paradoxically, despite the continuing 

economic and credit difficulties in the world economy, 

it also marked the greatest progress that the project has 

seen to date. While the situation in Latvia (where the 

project is suspended until the end of 2011) continues to 

give cause for concern, notable achievements included 

the completion of the greater part of the track work in 

Estonia and construction starting on installing the dual 

gauge system between the Polish border and Kaunas 

in southern Lithuania.  To mark the halfway point in the 

current financial perspective (2007-13) a Memorandum 

of Understanding was signed in Zaragoza on 8 June 

2010 during the Spanish Presidency, which restated the 

commitment of the parties to complete the project1. 

By the end of the European Coordinator’s first mandate 

(July 2009) the agreed goal set for the project was to take 

a step-by-step approach to the development of a line 

(primarily, but not exclusively, for freight) which would, 

by the end of the Financial Perspectives in December 

2013, have an average operating speed of 120 km/h. 

2. Achievements during the year 2009-2010

2.1. The Memorandum of Understanding

A Memorandum of Understanding between the five 

partner countries was signed in Zaragoza on 8 June 2010 

during the 2010 TEN-T Days.  The idea behind this initia-

tive (suggested by the Coordinator), was for the partners 

to restate their commitment to the project at the half-

way stage in the current Financial Perspectives (2007-

2013) and to include, by way of annex, their plans for the 

completion of the project by the latter date.  The MoU 

stresses the importance of the north/south corridor to 

the development of the Baltic region and the European 

Union and underlines the need for an improved, fixed, 

sustainable rail link particularly in the light of the isola-

tion of the Baltic countries from the rest of the EU dur-

ing the recent Icelandic volcanic ash cloud which halted 

air services to the region.  The MoU also stresses the im-

portance of inter-modality and inter-operability for the 

project. 

1 During the course of the year 2009-2010 the Coordinator made five official visits to the partner countries as well as to London to visit the EBRD 
and Zaragoza for the TEN-T Days and the signing of the MoU
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2.2. The Gauge

A crucial issue with “Rail Baltica” has always been that the 

frontier between Poland and Lithuania is also a “break of 

gauge point” in that it involves the interchange between 

the two principal gauge systems of Europe: the standard 

gauge track (1,485 mm also known as “UIC International 

Gauge” or “European Standard Gauge”) used by Poland 

and most of western Europe and the broad gauge (1,520 

mm also known as the “Russian Gauge”) used by the 

Baltic States and Finland.  This break of gauge currently 

lies in the south of Lithuania.  The track runs on standard 

gauge from Trakiszki on the Polish side of the frontier to 

Mockava station on the Lithuanian side.  It then contin-

ues as a dual gauge system from Mockava to Sestokai 

where it becomes exclusively broad gauge and then en-

ters the main broad gauge system. After some reflection, 

the Lithuanian government decided towards the end of 

2009 in the interests of cost saving to postpone building 

an entirely new standard gauge line between the fron-

tier and Marijampole and instead to extend the standard 

gauge as a dual gauge system using the original track 

bed as far north as Kaunas, Lithuania’s second city2.  The 

current objective is to reach Kaunas by the end of 2013 

(105 km from the PL frontier).  By the end of 2010 the 

section Mockava-Sestokai was nearly completed and the 

work of upgrading and extending the European gauge 

is continuing.  Nevertheless, in the short term the gauge 

will still have to be changed somewhere in southern 

Lithuania to ensure effective rail operations. A decision 

on the equipment to be used and the site for installation 

is now becoming an urgent issue as the current parallel 

tracking arrangements at Sestokai station are unsatisfac-

tory owing to the time lost in transferring freight from 

one gauge to the other.  It is understood that several 

automatic gauge changing systems are under consid-

eration and that negotiations are at an advanced stage 

to install a prototype system for testing.  However the 

track equipment is only half the story as gauge changing 

rolling stock will have to be purchased including freight 

wagons, passenger carriages and perhaps also locomo-

tives so as to ensure the smooth operation of the system.

The European Coordinator is hoping that a final deci-

sion on this relatively straightforward issue can be taken 

very soon, because the question of changing the gauge 

remains an essential element of an improved line. Any 

future extension of the European standard gauge along 

the rest of the route to Tallinn remains, as it always has, 

an option for the future (this idea will in any case be de-

veloped and investigated by the Baltic states in the three 

study projects that have been accepted under the 2007-

2013 call for proposals and to be co-financed under the 

TEN-T - see below).

2.3. The Route

One of the principal achievements of the first mandate 

was that the route of the line was largely settled on a 

de facto basis with some possible adjustments still to be 

made. One of these occurs in Poland where the Coordi-

nator and the Commission took note of the Polish au-

thorities’ preference for the route; Warsaw/Białystok/Ełk/

Suwałki/LT border, rather than the existing eastern cor-

ridor through Augustów (as defined in the TEN-T align-

ment). This latter route is controversial because of envi-

ronmental concerns relating to the building of bypasses 

on the north-south road project “Via Baltica”3.   The Polish 

authorities believe that routing via Ełk will provide for a 

new railway hub in the northeast of the country, away 

from environmentally sensitive areas, and with good 

access to Warsaw and the coast.  As mentioned above 

Lithuania had, for several years, been planning to build a 

new European standard gauge track from the Polish bor-

der to Marijampole at a point approximately 40 km. from 

the border.  This new section would have reduced the to-

tal track length on the cross border section by 25 km and 

would have the European standard gauge as in Poland. 

However financial constraints resulting from the world 

economic crisis led the Lithuanian authorities to decide 

in December 2009 to use the existing route PL border/

Mockava/Sestokai/Marijampole/KaslaRuda/Kaunas and 

to install a dual gauge track along this line.  In Latvia, 

given the relative good quality of the broad gauge net-

work, the government does not intend to make many 

route alterations or track improvements in the short 

term, except possibly to facilitate links with the new port 

extension on the south bank of the Daugava river in Riga 

and to improve the tracks bypassing Riga city centre to 

the east. The Estonian authorities do not envisage any 

changes in the route Tallinn/Tapa/Tartu/Valga/Valka at 

least until a decision is taken on the construction of a 

2 In other words - four rails on the same sleepers - accommodating trains of both UIS Standard gauge and Russian gauge
3 The road project “Via Baltica” is not a TEN-T Priority project and has nothing to do with “Rail Baltica”except that it roughly follows a similar route by 
linking the three Baltic States with Poland
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totally new standard gauge track from Riga to Tallinn 

which would probably follow a direct line along the Bal-

tic coast. In Finland the excellent new port facilities at 

Vuosaari (which were officially opened in October 2008) 

continue to be developed and  provide the ideal arrival/

departure point at the northern end of the route, close 

to Helsinki and allowing for easy rail access both to Rus-

sia (via St Petersburg) and to the rest of the Nordic Trian-

gle countries.

2.4. Development of the four works projects ap-

proved under the TEN-T (2007-2013) and the Cohe-

sion Fund 

Following the conclusion of the EU negotiations on the 

Financial Perspectives for the period following 2006, the 

partner countries were invited to submit proposals for 

projects to be funded under TEN-T (2007-2013) by the 

end of July 2007.  Estonia, Latvia and Lithuania submit-

ted six projects in total: one works proposal and one 

study proposal from each country respectively.  Poland 

decided not to make an application under the TEN-T but 

rather to earmark funds from its substantial Cohesion 

Fund allocation which would allow more time for plan-

ning and route design.  The six projects were adopted 

by the European Commission on 19 February 2008 after 

obtaining the approval of the European Parliament and 

the Member States.  

2.4.1. The situation in Estonia

Excellent progress has been made in Estonia during the 

past year. The upgrading of the line between Valga and 

Tartu is almost complete.  The platform level at Valga 

station (which serves Latvian Valka as well) needs to be 

raised to UIC standard height and the final curve into 

the station needs realignment with new support works 

on the embankment but otherwise the line is ready for 

120km/h operations now.  The European Coordinator 

travelled along the whole distance from Valga to Tartu 

in May 2010 and was satisfied with the state of work.  

Between Tartu and Tapa works are now complete and 

ready for operations.  For the northern section from Tapa 

to Tallinn the upgrading on this double track section is 

finished except for some station works at Raasiku and 

Lagedi.  The overall position in Estonia therefore is very 

good and all seems set for the completion of the works 

project by the end of 2013.  In addition the Estonian au-

thorities have informed the Commission that they have 

made savings of around €2 million on these works and 

now wish to reallocate the funds saved to upgrading the 

signalling systems.

2.4.2. The situation in Latvia

Unfortunately, project LV-27060-P which was intended 

for the upgrading of the track in Latvia was suspended at 

the request of the Latvian authorities owing to the eco-

nomic situation in Latvia following the economic crisis.  

It is hoped however that work can be resumed before 

the end of 2011.  However the reasonable condition of 

the track in Latvia already allows for 120 km/h operation 

in some areas and the north-south route is quite widely 

used.

2.4.3. The situation in Lithuania

The official opening of works in Lithuania at Sestokai on 

10 May 2010 represented an important moment in the 

history of the project.  Invited guests included represent-

atives of all the partner countries and the European Co-

ordinator. Track laying equipment was put in motion by 

Transport Minister Masiulis and the first section of dual 

gauge 1,435/1,520 track was inserted into place. The 
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new line is already almost complete between Mockava 

and Sestokai.  Discussions started in July 2009 on an al-

ternative solution to the construction of a new double 

gauge European standard gauge line from the border to 

Marijampole (which proved too costly to build in the cur-

rent economic climate) and the Lithuanian government 

took the decision rather to install a dual gauge system 

on the existing track bed, reaching Kaunas by the end 

of 2013. Implementation of the “Rail Baltica” in Lithua-

nia has now been divided into 11 study and work phases 

which include upgrading the 1,520 gauge track from 

north of Kaunas to the Latvian border.  All these works 

(combined with a modern gauge change system) should 

easily allow for rail operations of an average speed 120 

km/h in Lithuania by the end of 2013.

2.4.4. The situation in Poland

Even though the Polish authorities are not planning to 

upgrade the track before 2013 and to use Cohesion rather 

than TEN-T funds to achieve the project, it is to be hoped 

that small improvements can be made in the short term 

(such as a bypass to Suwałki terminus) and certain other 

track realignments.  The delay in the implementation of 

the first phase of modernisation of the section Warsaw-

Tłuszcz (Sadowne), at the cost of €624.6 m resulting from 

difficulties in balancing costs (financial capacity of state, 

the limit of EU funds) is a matter of concern. However 

the Coordinator was encouraged by the agreement of 

the Polish authorities to agree in the MoU to continue 

their commitment to complete this section of the works 

within the time frame. On the section between Białystok 

and Suwałki, if the Polish authorities finally decide to re-

route the line through Ełk, then there will be a need to 

straighten and upgrade the line from Ełk to Suwałki as 

soon as possible following that decision, since the exist-

ing line has several narrow radius curves which could 

limit future freight traffic movements. 

2.4.5. Developments with the International Feasibility 

Study for a new European gauge line

Originally the three Baltic countries had proposed three 

different national study projects (EE-27010-S, LV-27050-S 

and LT-27040-S). These have now been combined into 

one overall study for which a contractor has already 

been appointed.  It is understood the first meeting of the 

working group of the partner countries (Estonia, Latvia 

and Lithuania) set up to coordinate with the contractor, 

took place on 8 April 2010 and that a preliminary feasi-

bility study has been completed. The final report is due 

in February 2011.

2.5. Environment

It has always been made clear by the Coordinator that 

while rail provides intrinsic environmental improve-

ments (sustainability, low carbon emission, limited land 

purchase demand etc.) any new construction involving 

“Rail Baltica” should still have environmental considera-

tions as a priority.  Environmental impact assessments 

are in any case mandatory for all EU financed projects 

and all the partner countries must be aware of this.  

The main environmental issue in the region over the pe-

riod 2005-9 has been the continuing controversy over 

the building of the “Via Baltica” bypass system in the 

Rospuda river valley in NE Podlaskie Prefecture in Poland.  

However, as has already been mentioned the Polish rail 

authorities PKP/PLP have decided to propose an upgrad-

ing of the western route through Ełk for the “Rail Baltica” 

therefore avoiding the environmental issues relating to 

the Rospuda.  The new route will cross the Natura 2000 

protected area (as it already does) of the Biebrza river 

valley.  But as this involves only an existing single track 

railway line which is already fully electrified, with a wide 

cleared band on either side, there seems to be no sig-

nificant environmental impact on the line being desig-

nated as part of “Rail Baltica”.  If ever the line should be 

extended to a double track system then environmental 

impact studies would be required, but as there is already 

a double bridge over the Biebrza, then again, new con-

struction would be very limited.

Environmental issues are of crucial importance for a suc-
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cessful achievement of the project because the line pass-

es through the northeast region of Podlaskie Voivode-

ship (prefecture) in Poland, which is at the heart of the 

Polish national park region and an area of outstanding 

natural beauty. Indeed, this area is protected by Natura 

2000 and benefits from the EU environmental acquis. 

“Rail Baltica” can be an excellent complement to the 

road project  “Via Baltica” in that it could serve as a main 

transporter of heavy freight, easing the environmental 

impact of the road project.  The Commission takes the 

environmental element as vital to the development of a 

successful project. 

2.6. Freight service developments

Following the establishment in 2008 of the new freight 

ferry operation “Navirail,” between Helsinki and Tallinn 

linking north and central European distribution cent-

ers and the Lithuanian/Belarus/Ukrainian joint contain-

er venture the “Viking Line” operating from Odessa to  

Klaipeda and using the “Rail Baltica” section from Jonava 

to Siauliai, the freight prospects for the “Rail Baltica” con-

tinue to look promising despite the economic downturn.

2.7. New passenger services 

The Estonian government is very keen to start a new 

rail passenger service from Tallinn to Warsaw as soon 

as is practical.  The vision of Estonia (which is inciden-

tally shared by the Coordinator) is that the “Rail Baltica” 

project needs to be given a recognisable character for 

consumers and prospective travellers by providing a 

modern, reasonably priced and comfortable method 

of travel between the main Baltic cities and Poland.  To 

fulfil these ambitions new multiple train units with au-

tomatic gauge changing equipment would be required.  

To investigate this possibility further and following the 

TEN-T meeting in Zaragoza, the Coordinator visited the 

two main manufacturers of such equipment which are 

Spanish-based railway constructors.

2.8. Financing

Financing continues to be a problem as the economies 

of the Baltic states continue to pass through difficult 

times (see below) and it is increasingly difficult for gov-

ernments in the region to finance major capital works 

schemes such as the “Rail Baltica”.  This is why it will re-

main important in the next few years to look into how 

best to leverage the money that is available.  For exam-

ple the Coordinator believes that the way to finance a 

modern passenger service between the major Baltic cit-

ies and Poland is through the setting up of an interna-

tional company having as its principal shareholders the 

main railway operators of the partner countries.  In this 

way both costs and responsibilities for running the serv-

ice could be shared.

2.9. The world economic crisis and its continuing ef-

fects on the region

The year 2009-2010 continued to be difficult economi-

cally for the Baltic States following the continuation of 

the credit crisis and the resulting economic downturn 

and recession. Although Poland was affected along 

with all EU Member States, the recession was more pro-

nounced in the three Baltic countries. Lithuania, Latvia 

and Estonia, once the EU’s fastest growing economies, 

are now being forced to slash budget spending repeat-

edly as tax revenues slump in the region’s worst eco-

nomic crisis since the early 1980’s.  All three have ruled 

out adjusting their fixed exchange rates and are turning 

to cuts in wages and prices to avert balance of payments 

crises.  It remains to be seen exactly what effect the cri-

sis will have on major capital works schemes such as the 

“Rail Baltica.” The effect could still be significant however.

2.10. The “Rail Baltica” development corridor

The Baltic Metropoles Network (which includes the cit-

ies of Helsinki, Tallinn, Kaunas, Białystok, Warsaw as well 

as Łódź, Poznań, Berlin and St Petersburg) continued its 

work throughout the year to promote the idea of a “Rail 

Baltica” Development Corridor which would bring the 

major cities along the route into closer collaboration in 

the use of EU development funding.  Within this frame-

work the two cities of Tallinn and Helsinki organised a 

conference in November 2009 on the improvement of 

fixed link crossings of the Gulf of Finland.  The Confer-

ence drew specialists and experts from across Europe 

and included a representative of the French Region 

Pas-de-Calais who explained the costs and benefits of 

the Eurotunnel- rans Manche link.  The conclusion was 

that, for the moment at least, the cost of building a tun-

nel from Tallinn to Helsinki would make any such project 

unlikely in the short term.

2.11. Work objectives for 2010-2011

The two main objectives for coordination of the “Rail Bal-

tica” project next year are first to ensure that adequate, 

modern and efficient gauge change equipment is in-

stalled in southern Lithuania and second, to encourage 

and assist in the setting up of an international consor-

tium of the partner country authorities capable of or-

ganising a “Rail Baltica” passenger service from Tallinn 
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to Warsaw using newly purchased custom designed 

gauge-changing multiple units.

3. Conclusions and recommendations

Paradoxically, despite the continuation of the credit 

crunch and the world economic crisis and their effect on 

the economies of the partner countries and in particu-

lar the Baltic states, the Coordinator can report consid-

erable progress this year. Not only is the initial stage of 

the project close to completion in Estonia but with the 

decision of the Lithuanian government to construct a 

dual-gauge line to Kaunas (rather then the much more 

costly double track line on new land to Marijampole) 

and the starting of works in early May 2010, real progress 

has been achieved on the ground.  With Latvia hoping 

to resume work on the project by the end of 2011 and 

Poland still committed to improving the section Warsaw-

Tłuszcz, there is now a real prospect of achieving an 

average operating speed of 120 km/h on the line if the 

issue of gauge-changing in southern Lithuania can be 

satisfactorily resolved by the installation of a modern au-

tomated system.

However, it is clear that the continuing crisis will have 

an effect on all capital works projects both in this region 

and elsewhere and the Coordinator stands ready to do 

everything in his power to assist and advise the partner 

countries during this difficult period but he continues to 

underline the following:

• It is only through pursuing imaginative and capital 

intensive public works schemes that unemployment 

will be mitigated.

• The strategic changes that continue to take place in 

the region means that it continues to be vital that 

the Baltic states and Poland should be linked by high 

quality transport (and eventually energy) links in the 

interests of Baltic solidarity and EU cohesion.

• This is even more the case following the example of 

the Icelandic volcanic ash crisis affecting air transport 

which effectively cut the Baltic states off from the rest 

of Europe.

• It is probably now more important than ever that the 

improvements on the line take place in a “step-by-

step” incremental way - the most practical improve-

ments at the lowest cost, should still be the objective 

in the short term.

• The interest in extending the European standard 

gauge in Lithuania remains important and with the 

very real prospect that the standard gauge will now 

reach Kaunas (which is on the main east-west Russian 

gauge corridor) before the end of 2013 the opportu-

nities that this dual gauge system can bring must be 

fully exploited.

• The declared aim remains a system operating at 120 

km/h by 2013 - however the primary aim remains to 

get freight traffic moving along the line as soon as 

possible for the mutual benefit of all the parties.

• Clearly there is a need to start passenger services 

from Tallinn to Warsaw with modern, efficient and 

fast trains.  This will give the wider public the impres-

sion that “Rail Baltica” is not just an economic and po-

litical project but also supplies a real service to the 

citizens of Poland and the Baltic states.

• As the world economy recovers then the question of 

future investment in the budgetary period following 

2013 and the current TEN-T cycle can be addressed, 

along with the issue of a higher speed European 

gauge line from Warsaw to Tallinn.

In conclusion, the Coordinator is encouraged by the 

achievements made by the partner countries during 

the year under review and remains convinced that the 

project continues to have the potential to be of real eco-

nomic and social benefit to the countries of the region.
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ERTMS

Introduction

ERTMS1 deployment aims at removing one of the main 

barriers to interoperability, namely the existence of 17 

incompatible rail radio and over 20 automatic speed 

control systems, hampering the development of inter-

national rail traffic, in particular in the freight sector.

The previous reports highlighted the need to manage 

the technical aspects of ERTMS. These have now been 

overcome to a very large extent and positive steps re-

sults can be reported upon:

• GSM-R is in service in five Member States.

• Around 3,300 kilometres of lines are now in service in 

ten Member States which makes ERTMS, with respect 

to the fragmented situation mentioned above, one 

of the most widely deployed control command and 

signalling system in Europe.

• In specific countries, such as Spain, Italy or, outside 

the EU, Switzerland, compatibility of trackside and 

onboard equipment manufactured by different sup-

pliers has been achieved thanks to a strong coordi-

nation effort and appropriate testing measures. The 

experience in these countries has demonstrated that 

ERTMS is a reliable solution providing high train avail-

ability rates, including for high density mixed traffic 

lines.

• Discussions with train driver representatives show a 

good acceptance of the system by their users.

• ERTMS has gained undeniable political visibility at a 

European level, and interoperability is now a major 

item of the ongoing TEN-T policy review. Further-

more, the rail freight regulation includes elements 

– especially as regards governance – that have been 

learnt form the experience of ERTMS corridors. This 

will ensure the political and organisational continu-

ity that necessary to implement the needed invest-

ments.

• The success of European signalling suppliers outside 

Europe, for example in China, India, Saudi Arabia, Tur-

key or North Africa, show that European investments 

put in the development of  ERTMS are paying back in 

terms of competitiveness and industrial know-how.

Still, major issues need to be addressed in the very near 

future:

• At a technical level, the first equipped lines and loco-

motives are now being progressively upgraded to a 

compatible standard. Now that the number of lines 

and locomotives equipped increases significantly 

the procedures in place to monitor the projects, their 

compliance with the specifications and to identify 

possible interoperability risks need to be strength-

ened.

• At both a financial and political level, ERTMS has suf-

fered from the consequences of the economic down-

turn on the pace and the volume of public invest-

ments, just as many other state subsidised projects 

related to transport infrastructure. Moreover, ERTMS 

deployment in some countries is highly dependent 

on political willingness and investment implementa-

tion readiness, as well as among infrastructure man-

agers, rail operators and suppliers.

In some countries, such as Denmark and Luxembourg, 

ERTMS has been chosen to replace existing obsolete sys-

tems, thereby leading to migration decisions of entire 

national networks. In some other countries, the main in-

vestment driver is that of achieving the interoperability 

of neighbouring networks, while national system remain 

in place and perform well in terms of safety. In that sec-

ond case, ERTMS deployment decision-making proves to 

be more hesitant. 

However, it is worth mentioning here that competitive-

ness improvement of international rail freight transport 

requires more than solely deploying ERTMS. Measures 

such as the harmonisation of infrastructure capacity pa-

rameters (train length, train weight, axle load, operation-

al speed etc.), the consistent allocation of cross-border 

paths and of sufficient capacity to freight trains, or the 

better coordination of the safety authorisation process 

through enhanced cooperation between national safety 

authorities, must be paid increased attention as well. 

In this respect, corridors have a major role to play and 

provide in most cases the governance tools needed for a 

coordinated cross-border and network-oriented imple-

mentation of such measures. 

Ongoing developments at EU level, such as the TEN-T 

policy review process and the Rail Freight Regulation, 

will impact, at least partly, the interaction of Priority 

Projects with ERTMS corridors, considering the increased 

importance that will be given to interoperability and in-

ter-modality in the next TEN-T policy framework, as well 

as it will include them de facto into an extended network 

1 European Rail Traffic Management System
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corridors and on the connection of the major freight 

hubs.

In total, all three cases represent nearly 22,000 km of 

equipment. 

Notwithstanding the pressure set by the economic con-

text on public and private investments, it can however 

not be used as an excuse to postpone all ERTMS invest-

ments. Indeed, it is worth recalling here that costs di-

rectly linked to the implementation of the notified na-

tional ERTMS deployment plans represent less than 5% 

of the planned national rail infrastructure investments. 

Although it is true that it is often wiser to equip lines 

with ERTMS at the time more ambitious infrastructure 

upgrades activities are carried out, it is important that 

Member States give appropriate priority to ERTMS, in 

particular as regards the equipment of corridors.

2. Improving the reliability of testing to raise confi-

dence among National Safety Authorities (NSAs) and 

shorten approval procedures

Testing in general and laboratory testing in particular are 

a priority to foster full and effective interoperability of 

ERTMS equipment:

• Suppliers need to further improve their own testing 

capabilities and the interconnection of their labora-

tories to improve the quality of their equipment. It 

is important that products submitted to certification 

or subject to final on site validation are tested by the 

suppliers themselves before being tested on site. Cli-

ents should request this in their tenders.

• A better and more transparent use of laboratory 

tests is also important to ensure the effective com-

pliance of ERTMS trackside and onboard equipments 

with the Technical Specification Authority (TSI), and 

to check the mutual compatibility of TSI compliant 

equipment.

Transparent testing procedures will help counter the in-

creasing trend whereby clients request specific features; 

suppliers develop tailor-made and potentially non-inter-

operable solutions, and national safety authorities still 

request extensive and costly on-site test campaigns. In 

the majority of the cases, problems raised on site could 

have been detected and solved in laboratories in a much 

more cost-efficient way.

For these reasons, we fully support the efforts of the 

sector to set up a limited number of European refer-

addressing issues going beyond interoperability.

These evolutions are a priority that should not be ne-

glected, to rationalise European action towards rail in-

frastructure and operations in general, and to provide 

ERTMS in particular with a stronger policy frame than 

has so far been the case. 

Therefore our main priorities since the last activity re-

port, as well as the ones for next year are: 

• Ensuring the timely deployment of ERTMS along the 

six corridors

• Strengthening cooperation with the sector to im-

prove the effectiveness of testing – in particular as 

regards laboratory testing – as part of a strategy to 

achieve an effective an full interoperability of ERTMS 

at technical level

• Identifying possibilities to further reduce costs

• Planning for generating adequate financial means, 

either through state and EU subsidies or through al-

ternative financing schemes

The present report will review these priorities and lay 

out our proposals for further actions.

I. ERTMS Deployment in Europe – Main challenges 
for the near future

A. Ensuring the success of ERTMS

1. Ensuring the timely implementation of existing  

legal commitments

The European legal frame distinguishes three cases: 

•  Lines due to be equipped by 2015 according to the 

European Deployment Plan. This is a legally binding 

commitment.

•  Lines due to be equipped by 2020 according to the 

European Deployment Plan by 2020. The require-

ment is equally legally binding but there is a political 

commitment to reassess the situation in 2015 in light 

of the progress achieved so far.

• Lines included in the national deployment plans: 

Member States have notified their planning for the 

equipment of their network with ERTMS. This plan-

ning often does not go beyond 2015 and contains 

lines not included in the European Deployment Plan 

because the European Deployment focuses on the 

ERTMS
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ence laboratories and calls upon the suppliers to fully 

collaborate in that approach. Furthermore, we welcome 

the consultation carried out on the matter by the Euro-

pean Commission and await the proposal that the Euro-

pean Rail Agency will make before the end of the year 

to amend the Technical Specification for Interoperability 

as regards to strengthening testing and homologation 

processes and increasing transparency of technical de-

sign for newly equipped lines. 

3. Managing a rapid transition from scattered national 

systems to ERTMS

ERTMS deployment needs a thorough planning. On the 

one hand, the needed time between a trackside upgrade 

decision and the entry into service of the system ranges 

from two to six years, sometimes more, depending on 

national procedures, on the mobilised means and on the 

actors’ past experience. 

On the other hand, investment decisions of railway un-

dertakings are business driven and assessed in relation 

to their short term impact on cash and revenue balance. 

Furthermore, as long as corridors are not continuously 

equipped with ERTMS, it remains an additional cost for 

railway undertakings, because national systems will fur-

ther be necessary for cross border operations. Present 

investment decisions however have a long term im-

pact on rail freight fleets, as the lifetime of locomotives 

may reach forty years or more in some cases. Therefore, 

even if all new ordered locomotives were equipped with 

ERTMS as of 2015, non-equipped locomotives would still 

be on the market by 2050. 

Maintaining two signalling systems on a line entails sig-

nificant drawbacks: this increases maintenance cost and 

requires the definition of specific procedures to manage 

transitions between the different systems. Operations 

become more complex as distinctions need to be made 

between equipped and non-equipped locomotives. 

Therefore, different investment time constraints for 

trackside and onboard will have to be appropriately ad-

dressed in the next few years so as to provide the right 

incentives to equip new locomotives and to ensure in 

parallel a rapid equipment of existing locomotives. 

To achieve this, two important conditions need to be 

met:

• There must be a business case for railway undertak-

ings. We support here financing solutions that could 

be made of a combination of public funds, includ-

ing the reduction of track access charges for ERTMS 

equipped locomotives, with a priority given to freight 

locomotives.

• Experience has shown that there is a need to elabo-

rate clauses for tenders/contracts to facilitate a cost 

efficient life cycle management for ERTMS. We wel-

come the effort of the sector in this field and urge the 

actors to come out with concrete proposals.

4. Increasing the standardisation for further cost  

reductions

Recent tenders, for example in Austria and in Spain, have 

shown that average cost for retrofitting locomotives is 

well under €200,000. These costs are expected to drop 

further due to several aspects:

• ERTMS products will become more mature and sup-

pliers will benefit from “learning curves” effects.

• Costs for certification and authorisation processes 

will decrease as all stakeholders will become more 

familiar with ERTMS. Efforts done at EU and corridor 

level in the field of cross acceptance should also con-

tribute to this factor.

One of the main cost drivers identified by the sector, 

namely the integration of ERTMS equipment in trains, 

is insufficiently addressed today. Many locomotives, in 

particular in the passenger sector, are still ordered to-

day without any consideration of the need to integrate 

ERTMS at a later stage.

Furthermore, there are no detailed specifications of the 

different onboard interfaces between the ERTMS com-

puter and the relevant train components, such as the 

train interface unit (TIU) that interfaces the ERTMS com-

puter with the brakes, the traction power system, the 

door control system etc., the driver machine interface 

(DMI), which is the screen that displays information to 

the driver, the juridical recorder that records operational 

data, the odometer that measures speed and distances, 

the existing national speed control systems.

Therefore, the non-standardisation of interfaces and in 

particular of the TIU is a factor that contributes to delay 

migration: if all new locomotives could have standard in-

terfaces, the later introduction of ERTMS would be much 

quicker and cheaper. 

In this context, we support the approach, together with 

the Commission, of standardising basic train modules 

related to ERTMS installation. Progresses with the stand-

ardisation of the TIU have been reported, in the current 

state of consultation. However, representatives of the 
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industry and railway undertakings have not yet found 

an agreement on the standardisation of ERTMS-related 

interface components.

One of the major difficulty to overcome here is to strike 

a balance between, on the one hand, maintaining the 

supply-oriented industrial competition through a cer-

tain amount of flexibility in possible engineering choices 

and, on the other hand, pushing the demand-oriented 

standardisation of this equipment with a view of lower-

ing costs and deployment speed of ERTMS. 

Here we will continue to support and encourage the sec-

tor, in particular train operators, to consolidate common 

standards for interfaces, modularity and architectures, 

and to use them in future tendering.

5. Making best use of possible TEN-T funds

In light of the high EU added value of the project, the co-

ordinator recommends to ensure that additional funds 

would be allocated to the project, in the form of a third 

call that could ideally take place in 2011. Coordination 

activities, such as assistance to testing, need EU financial 

support. A number of projects were not yet mature in 

2009 but will be ready to be implemented by 2011 and 

should also benefit from EU support.

B. Ensuring a harmonised development of rail freight 

corridors within the future TEN-T policy

1. The six so-called “ERTMS-corridors” are at different 

stages of development

Since the Letter of Intent for Corridor B was signed in 

Luxembourg on 11 June 2009, all corridors have been 

relying on a political commitment - sometimes renewed 

since they were first signed - to deploy ERTMS following 

the deadlines set by the European Deployment Plan. 

The crucial importance of strong governance 

instances

The basic political document creating a corridor is the 

Letter of Intent underwritten by the Ministries of Trans-

port, representing the Member States linked to a corri-

dor. It specifies the two-layer organisation of the corri-

dor.

Five corridors - out of six - have adopted the already 

widely discussed two layer approach consisting of a 

management and an executive committee respectively 

made of representatives of the infrastructure companies 

and of the ministries of transport. 

On that issue, we have stressed at all level the importance 

of having strong executive committees, with a clear and 

recognised leadership, having the main responsibility 

of implementing the objectives set in the Letter of In-

tent. In addition, executive committees are of foremost 

importance to prepare investment decision-making in 

the Member States concerned. This appears to be crucial 

in the current context of tight financial conditions that 

contribute to delay investment perspectives and budg-

etary availabilities. 

The implementation plans undertaken at the level of 

the corridors depend to a large extent on the govern-

ance maturity and the progress of ERTMS deployment. 

As the Letters of Intent have mainly focussed on ERTMS 

deployment, most corridors have started with it in the 

first place. This included the harmonisation of certain 

ERTMS-related operational rules. However, the work had 

to be extended at a later stage to related issues such as 

noise reduction, infrastructure capacity parameters, ac-

cesses to terminals, information exchange and services 

to the customers. 

The most advanced corridors put in practice the view 

expressed since the beginning of our work, which un-

derlines that the deployment of ERTMS can only gener-

ate its full benefits in terms of traffic improvement and 

increased infrastructure capacity if other measures are 

taken in parallel. The main ones are the harmonisation 

of operational rules, as well as the upgraded quality of 

infrastructure and the removal of bottlenecks along the 

tracks. 

Indeed, managing these aspects together is the absolute 

necessary condition to create a “corridor product” based 

on a total service concept. This will be the building block 

of an increased competitiveness for rail freight service. 

Furthermore, the development of synergy with the one-

stop shops, clear communication about technical and 

commercial terms for the access to the corridor, will con-

tribute to develop the rail transport mode for freight.

Mitigating risks of delays in the implementation of  

investments

However, that desirable shift towards to a market econ-

omy, including competitive positioning  cannot hide the 

significant gap which exists between the concept of a 

corridor product and the current reality. From an imple-

mentation point of view, delays are noticed on nearly all 

corridors with the exception of specific sections such as 
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the Betuwe Line in The Netherlands or the Swiss transit 

sections of the Lötschberg and the Gotthard-Ceneri. 

Reasons for these delays are various:

• From a financing point of view, discussions have been 

ongoing in some Member States for months without 

reaching the expected consensus needed for tender-

ing.

• From a technical point of view, delays are mainly 

linked to the complexity of roles and interactions of 

the different stakeholders. Additionally, the number 

of actors necessary to address implementation issues 

such as the possible incompatibility of trackside and 

onboard equipment and/or of onboard equipment 

and rolling stock, and/or the issue of compatibility 

with the national system kept in operation, is impor-

tant.

• From a procedural point of view, authorisation pro-

cedures, as already mentioned, are lengthy, not only 

because of compatibility issues that might occur dur-

ing the on site testing, but also because of insufficient 

mutual acceptance of these procedures among NSAs. 

Too often, specific national safety requirements - po-

tentially different from one Member State to another 

- need to be fulfilled by rail operators to operate na-

tional sections of a corridor. 

Developing corridor-oriented tendering 

Cases reported from the operations tend to prove that 

part of the above mentioned issues may also result from 

the insufficient coordination of ERTMS deployment 

stakeholders (ministries of transport, infrastructure 

managers, suppliers, NSAs etc.) at the stage of tender-

ing. Governance instances of corridors, in the first place, 

the management committees, are insufficiently involved 

in that process, thereby leading to potential operational 

and technical inconsistencies when national sections are 

linked together at borders. 

In the absence of an applicable European procurement 

frame, we do not intend to question the need for nation-

al procedures. However, experience shows that a better 

coordination, including the involvement of the manage-

ment committee, is needed to ensure a smooth migra-

tion at corridor level and to improve equipment interop-

erability on cross-border sections.

In our view, it would be highly advisable in this perspec-

tive:

• On a corridor basis, to agree on the absolutely neces-

sity of the set of technical specifications which must 

ensure effective interoperability; these specifications 

could be written down in a Memorandum of Under-

standing that should be agreed on for each corridor 

by the ministries, the infrastructure managers and 
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The same goes for Corridor E Dresden-Prague-Vienna/

Bratislava-Budapest-Constanţa, which is a component 

of PP22 Athens-Sofia-Budapest-Vienna-Prague-Nürn-

berg/Dresden and of route 7 of the rail freight regula-

tion Prague-Vienna/Bratislava-Budapest-Bucharest-

Constanţa/Vidin-Sofia-Thessaloniki-Athens. In both 

cases, it could be sufficient to add to the definition of 

Prirority Project 22 that specific attention should be paid 

to ERTMS deployment and to rail freight capacity man-

agement on the sections that are concerned by the EDP 

and by the regulation. 

For two other ERTMS corridors, adaptations of the TEN-T 

map will be needed:

• To PP1 Berlin-Verona/Milano-Bologna-Napoli-Messi-

na-Palermo could be added a branch Nürnberg-Ham-

burg-Flensburg/PuttgardenCopenhagen-Stockholm 

corresponding both to the missing link of Corridor B 

and to route 3 of the regulation Stockholm-Malmö-

Copenhagen-Hamburg-Innsbruck-Verona-Palermo. 

It will also have to be coordinated with PP 12 Nordic 

triangle Railway/Road axis and PP 20 Fehmarn Belt 

railway axis. 

• The scope of PP3 High speed railway axis of south-

west Europe could be extended into a mixed 

high speed and conventional railway axis and 

extended to Lyon so as to build up a single axis 

with Priority Project 6 Lyon-Trieste-Divača/Koper-

Divača-Ljubljana-Budapest-Ukrainian border, 

thereby covering the full stretch of Corridor D  

Valencia-Barcelona-Perpignan-Lyon-Turin-Trieste-

Koper-Budapest. In the south, the sections Almería-

Zaragoza and Madrid-Zaragoza-Tarragona would also 

need to be added to include the full scope of route 6 

of the regulation Almería-Valencia/Madrid-Zaragoza/

Barcelona-Marseille-Lyon-Turin-Milan-Verona-Pad-

ua/Venice-Trieste/Koper-Ljubljana-Budapest-Záhony 

(Hungarian-Ukrainian border).

For the two remaining ERTMS corridors, new stretches 

would need to be added to the TEN-T map:

• Corridor C Antwerp-Luxembourg-Basel/Lyon over-

laps no rail priority projects apart from PP8 Euroc-

aprail between Ottignies and Strasbourg which is at 

first rank a passenger axis. South of Metz and down to 

the NSAs concerned, in close cooperation with ERA.

• To systematically involve management committees 

before individual tendering procedures are launched 

in order to check their compliance to the commonly 

agreed specifications.

2. Integrating past achievements into the future net-

work of international freight routes and the future 

TEN-T core network

However, the enlarged scope of activities of the six 

ERTMS corridors also justifies not considering them sole-

ly as ERTMS corridors, as it has often been the case so far, 

but rather as full-fledged rail freight corridors. The recent 

agreement on the Regulation on a rail network for com-

petitive freight, as well as the latest developments of the 

TEN-T policy review debate, confirm that need. 

All three policy fields - Rail freight corridors, ERTMS cor-

ridors, TEN-T - close as they are to one another-, have 

been developed with complementary but slightly differ-

ent objectives such as rail freight capacity management, 

rail interoperability and quality and capacity of transport 

infrastructures. 

Complementarities can, in the first place, be noticed on 

the map. The Annex I of the rail freight regulation lists 

nine initial freight corridors into which all six ERTMS cor-

ridors fit. There are also numerous overlaps, however 

more fragmented, with the network of the 30 TEN-T Pri-

ority Projects. Additionally, the goals of ERTMS corridors 

(interoperability, harmonised operational rules, removal 

of infrastructure bottlenecks) are increasingly coherent 

with those of TEN-T policy. 

For this reason, we can only avoid confusion in the defi-

nition of the rail transport mode policies, if we harmo-

nize these maps and work on a single denomination of 

the rail network. We would therefore strongly recom-

mend taking the opportunity of the TEN-T policy review 

process to agree on a coherent rail network.

ERTMS corridor A Rotterdam-Genoa would certainly be 

one of the easiest cases as it is already a component 

of Priority Project 24 Lyon/Genoa-Basel-Duisburg-Rot-

terdam-Antwerp and is covered by Route 1 of the rail 

freight regulation Zeebrugge-Antwerp/Rotterdam-Duis-

burg-[Basel]-Milan-Genova. 

2 Route 4 “Sines-Lisboa/Leixões – Madrid - Medina del Campo/Bilbao/San Sebastian-Irun-Bordeaux-Paris/Le Havre/Metz-Sines-Elvas/Algeciras”, 
Route 5 “Gdynia -Katowice-Ostrava/Zilina-Bratislava/Vienna- /Klagenfurt - Udine- Venice/ Trieste/ Bologna/Ravenna/ /Graz-Maribor-Ljubljana-Kop-
er/Trieste, Route 9 “Prague - Horni Lideč - Žilina-Košice-Čierna nad Tisou - (Slovak/Ukrainian border)”
3 “Contournement ferroviaire de l’agglomération lyonnaise” / “Rail bypass of the Lyon urban area”
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Lyon and Ambérieu-en-Bugey, Corridor C falls out of 

the scope of Priority Projects. It is however included 

in Route 2 of the regulation Rotterdam-Antwerpen-

Luxemburg-Metz-Dijon-Lyon/[Basel]. 

 Furthermore, it is geographically close to the future 

southern branch of the new high speed line Rhine-

Rhône, which will be designed to be mixed at least 

between Bourg-en-Bresse and Lyon and at most on 

its full stretch. Both Route 2/Corridor C and that new 

stretch will run in parallel and fulfil the same scope, 

i.e. draining North-South freight traffic from the two 

biggest European seaports of Rotterdam and Ant-

werp to the Mediterranean basin. 

• Corridor F Aachen-Duisburg-Hannover-Berlin- 

Wrocław/Poznan-Warsaw-Terespol, now part of 

Route 8 of the Regulation Bremerhaven/Rotterdam/

Antwerp-Aachen/Berlin-Warsaw-Terespol (Poland-

Belarus border)/Kaunas equally falls out of the map 

of TEN-T Priority Projects. 

In the same approach, it could as well be advisable to 

consider including Routes 4, 5 and 9 of the Rail Freight 

Regulation in the future TEN-T core network2.  

In addition to merging individual stretches, increased at-

tention should be paid to major nodes. In that sense, the 

recent steps taken at the initiative of the Dutch Minis-

ter of Transport on 14 June 2010 in Rotterdam, to better 

connect ERTMS Corridor A/Regulation Route 1, ERTMS 

Corridor C/Regulation Route 2 and ERTMS Corridor F/

Regulation Route 8 around the triangle Rotterdam- 

Antwerp-Duisburg is most welcome. By doing this, we 

should start thinking rail freight in terms of network with 

improved inter-modal connections, based on the com-

plementarities of transport modes. 

In our view, further nodes could be developed the same 

way, such as the Lyon area, on the basis of the ongoing 

CFAL3 project or such cross border areas as Barcelona- 

Montpellier and Trieste-Koper. 

3. Promoting smaller infrastructure investments to 

improve capacity

TEN-T and regional policy in the field of transport have 

favoured so far larger infrastructure and traffic man-

agement projects. The economic downturn has slowed 

down the pace of investment in these fields. 

It is absolutely not our aim here to question the opportu-

nity of respecting those constraints, we would however 

like to stress that some initial measures, less expensive 

but generating a high return in terms of capacity in-

crease and quality improvement, could be privileged in 

the next few years. These measures are for example the 

harmonisation of train length, the increase of operation-

al train speed, as well as the electrification of non electri-

fied sections. The most advanced corridors have already 

included these issues into their scope of activities. In our 

view, they should be part of the future TEN-T financing 

frame. 

Practically speaking, freight corridors should be able 

to submit coordinated and coherent packages of such 

measures by 2012 or 2013. The potential impact of such 

investments on the capacity of corridors would justify 

high co-funding rates, provided certain conditions are 

met. In our view, these should at least be three:

• The obligation to submit a co-funding request for a 

full corridor and, consequently,

• The obligation of setting up well functioning govern-

ance instances, both at technical and at ministerial 

level,

• And strict commitments in terms of investment time-

lines and deadlines. 

II. Specific actions undertaken by the coordina-
tor

A. Coordination 

1. Multilateral coordination 

Since September 2008, the Coordinator chaired two 

multilateral coordination groups which meet alterna-

tively every second month: the ERTMS Steering Commit-

tee and the Corridor Group. The former is composed of 

representatives from the main European organisations, 

i.e. CER, UNIFE, EIM, UIC, ERFA, the ERTMS User’s group 

and the GSM-R industry group. The latter gathers repre-

sentatives from the six so-called ERTMS Corridors. 

In the past year, the ERTMS Steering Committee dealt in 

the first place with assessing the structure of onboard 

unit cost drivers and setting up the conditions of a co-

ordinated testing strategy. A brainstorming session 

on testing to which external experts were invited took 

place on 23 November 2009. A further priority remains 

simplifying ERTMS deployment – on which consultations 

are ongoing, with a focus on stabilising interoperability 

specifications, facilitating tendering, harmonising en-

gineering parameters, facilitating certification and im-

proving the management of ERTMS deployment.

The Corridor group focused on smoothing tendering 

procedures at corridor level and exchanging cross-cor-
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ter of Intent have left their ministerial functions, we 

have given our strong support to renewing the politi-

cal commitment on Corridor E Dresden-Prague-Vienna/

Bratislava-Budapest-Bucharest-Constanţa.  In that sense, 

we very much welcome the initiative of the Czech Min-

istry of Transport to organise a ministerial meeting to 

discuss and agree on a common declaration recalling 

the aims of Corridor E and the investment timeline. We 

however regret that the signature, planned for the end 

of June, had to be postponed until the German budg-

etary situation for ERTMS is cleared and until Hungary 

decides to join the initiative at a later stage. We encour-

age the Czech Ministry to work further on completing 

the initiative. 

We regret that the very important end section of  

Corridor E to Dresden is not considered in the Corridor 7 

by the Rail Freight Regulation. 

B. Communication 

We took the opportunity of several conferences during 

the year to explain the development status of ERTMS 

and corridor deployment to different categories of 

stakeholders. 

At EU level, we contributed to the TEN-T Days in  

Naples (21-22 October 2009) and in the TEN-T Days in 

Zaragoza (7-8 June 2010). Both conferences were an oc-

casion to highlight the many links between ERTMS cor-

ridors and TEN-T policy and to stress the opportunity of 

bringing them closer together. 

At multilateral level, we participated in the Rotterdam 

Conference (14 June 2010) on the interconnection of 

Corridors A, C and F in the frame of the European regula-

tion on a rail freight oriented network. This conference 

enabled us to underline the importance of positioning 

the rail freight corridors as a network complementary to 

other transport modes such as the waterborne and road 

transport. 

We also participated to stakeholder conferences such as 

the high level freight meeting (1 December 2009, Brus-

sels), which on a regular basis brings together repre-

sentatives from rail operators, the AIMESC4 conference 

on the social impact of ERTMS deployment (4 March 

2010, Brussels), which gathered representatives from 

rail trade unions and the CODE 245 project kick-off con-

ference (7 May 2010, Mannheim), aiming at monitoring 

ridor data. The ERTMS User’s group took charge of  the 

development of an internet interface, the opportunity of 

implementing the concept of one-stop shops for NSAs 

and the delivery of updated corridor studies following a 

common template.

2. Bilateral coordination issues

Bringing ERTMS deployment in Germany forward

The position of Germany on the TEN-T map as well as in 

the network of ERTMS corridors underlines the impor-

tance of its commitment as a prior condition to the con-

tinuous deployment of ERTMS in Europe. As a matter of 

fact, various reasons led Germany to suggest that delays 

might occur with respect to the 2015 deadline set in the 

EDP for Corridor A, for the section Munich-Kufstein of 

Corridor B and for the section Hannover-Frankfurt/Oder 

of Corridor F. 

In the frame of our competences, we have been actively 

involved in furthering the discussion between the Ger-

man Ministry of Transport, the German Ministry of Fi-

nance and Deutsche Bahn. This effort was carried out in 

close cooperation with the European Commission. We 

further took up contact with the Chairman of the Com-

mittee for Transport of the European Parliament, Mr Bri-

an Simpson, and with other Members of the European 

Parliament in charge of transport policy. 

We welcome the recent agreement reached on the re-

newal of electronic interlocking on Corridor A in the 

frame of the German recovery plan. However, we are very 

much concerned with the fact that no final agreement 

has yet been found for ETCS deployment, thereby mak-

ing nearly impossible the technical challenge to achieve 

the 2015 deadline set in the EDP. We will however contin-

ue our efforts, together with the European Commission, 

to support Germany in finding an acceptable solution 

taking into account the European legal frame.

Issues related to specific corridors

Less than a year after the signature of the Letter of In-

tent, we welcomed in March 2010 in Copenhagen the set 

up of an Executive Committee for Corridor B Stockholm 

-Naples and the subsequent set up of a management 

committee. The former will be led by the Danish Ministry 

of Transport and the latter by ÖBB. 

For over a year, after all signatories of the original Let-

4 AIMESC stands for “Anticipating its IMpact on Employment and Social Conditions”
5 CODE 24 “Corridor 24 Development Rotterdam-Genoa”
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and reporting on the development of Priority Project 24 

“Rotterdam-Genoa”, which includes Corridor A .This was 

an opportunity to foster the positive impact of the cor-

ridor approach on regional economies. 

Concluding remarks

For the year to come, our priorities will be as follows:

• Meeting the deadlines set in the Memorandum of 

Understanding signed on  4 July 2008 in Rome, es-

pecially regarding the availability of Baseline 3 by the 

end of 2012

• Meeting the deadlines set in the EDP and which the 

member states have approved for ERTMS deploy-

ment along major conventional rail tracks as well as 

for onboard units,

• Achieving the effective interoperability of ERTMS 

equipments through the implementation of a coor-

dinated testing strategy

• Facilitating the decision on the standardisation of re-

liable onboard equipments

• Enhancing as well as simplifying the EU policy guide-

lines of ERTMS in the frame of the TEN-T policy review

• Intensifying bilateral consultations with suppliers 

and rail operators to improve the onboard business 

case of ERTMS

• Improving the business case for onboard ETCS equip-

ment and explore possible financing means comple-

mentary to state and EU subsidies

• Follow up and facilitate the appropriate develop-

ment for testing and verification of GSM-R

To fulfil these objectives, we will further work with our 

counterparts from the ministries and from the broader 

rail sector on the following proposals:

• Develop a two-step approach testing strategy

• Bring representatives from suppliers - both from 

signalling and rolling stock branches - and repre-

sentatives from rail operators to develop together 

standardised interfaces that could first be detailed in 

common guidelines of engineering rules

• Develop a coordinated corridor-oriented approach 

of tendering

• Intensifying bilateral consultations with ministries of 

Transport and infrastructure managers to mitigate 

risks of delays in the implementation of investments
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companies no longer provide this service, as the city-to-

city train link is faster than flying.

General appreciation

The PBKAL is a Priority Project which has been com-

pleted with no outstanding financial or environmental 

problems. The high speed line drastically improved the 

connection between the United Kingdom and the Euro-

pean mainland and significantly reduced journey times 

between the cities of the most densely populated area 

of Europe, the so-called “Blue Banana” and Paris. Further-

more, it also contributes to the promotion of intermodal 

rail-air journeys, and thereby helps achieve the transport 

policy objectives of the European Union.

1. Introduction

In 1985, the decision was adopted to create a high 

speed rail link between Paris, Brussels, Amsterdam and  

Cologne and in 1995 Westrail International created a  

Belgian cooperative company and joint subsidiary of 

SNCF and SNCB, which is joined by a subsidiary created 

specifically by the Dutch and German rail companies 

(Thalys Netherlands and DB AG respectively). 

Eurostar and Thalys yearly passengers (figures in millions)

The purpose of this company is to create and manage a 

high speed network covering Germany, Belgium, France 

and The Netherlands.

The French section linking Paris, Lille and Calais and the 

Channel Tunnel is complete, and has been in service 

since 1993. The high speed Brussels-Paris line has been 

in full service since 1997 serving more than six million 

passengers a year, having attracted very large numbers 

from road and air, with certain air connections being 

taken out of service as a result. 

2. Social-economic context

Priority Project 2 runs through countries whose Gross 

National Income per inhabitant is more than 90% of the 

Summary

This is Europe’s first cross-border high speed passenger 

rail project, linking major cities in France, Belgium, Ger-

many, The Netherlands and the United Kingdom. 

The Paris-Brussels-Köln-Amsterdam-London (PBKAL) 

network offers substantial reductions in journey times 

between the five countries and therefore provides pas-

sengers with a real alternative to air and road transport 

and will make a significant contribution to the promo-

tion of intermodal air-rail journeys, in line with EU trans-

port policy objectives. It also enables improved connec-

tions between some of Europe’s key airports - Brussels, 

Frankfurt, Cologne/Bonn, Paris Charles de Gaulle and 

Amsterdam Schiphol. 

As for all other Priority Projects, the cross-border sec-

tions have proven to be the most difficult to realise. Still 

today, the BE-DE section between Liège and Aachen is 

not fully completed. The “Buschtunnel” is still in works 

and will be fully operational end of 2010, beginning of 

2011. Also, the BE-NL cross-border section has been ex-

periencing great difficulties due to signaling problems 

between the various types of  ERTMS equipment used 

on both sides of the border. Similar problems led to de-

lays on the Liège-Aachen section.

With the Buschtunnel being completed soon, there will 

be only minor improvements left, that will certainly 

bring important benefits (such as the Diabolo project, 

interlinking Belgian airports), but not to the extent of 

the creation of the new high speed links that have been 

realised in the past decades.

PBKAL, a success story

PBKAL is currently used by three international operators: 

Thalys, Eurostar and DB AG (ICE trains), as well as fast in-

ternal intercity services. 

Eurostar has become the dominant operator in cross-

channel intercity passenger travel on the routes that 

it operates, carrying more passengers than all airlines 

combined.

A large segment of Thalys’ total sales and income comes 

from the connection between Paris and Brussels. Airline 

Priority Project 2
High speed railway axis Paris-Brussels-Köln-Amsterdam-London
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1995 1996 1997 1998 1999 2000 2001 2002 2003 2004 2005 2006 2007 2008 2009

Eurostar 3 4.9 6.0 6.3 6.6 7.1 6.95 6.60 6.31 7.27 7.45 7.85 8.26 9.1 9.2

Thalys 1.54 3.00 4.72 4.98 5.50 5.81 6.02 5.82 5.98 6.19 6.56 6.20 6.36 6.08
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EU average. For this reason the Structural and Cohesion 

Funds don’t support actions in the framework of the 

convergence objective. In this context, only TEN-T funds 

remain as a major community source for co-financing 

projects in these regions.

The PBKAL network is largely reserved for passenger 

traffic, offering substantial reductions in journey times 

between the five countries and attracting passengers 

away from air travel and the roads. 

This will make a significant contribution to the promo-

tion of intermodal air-rail journeys, in line with EU trans-

port policy objectives.

3. Infrastructure developments per country

The status and the developments along PP2 are de-

scribed by the table on the top right hand corner of the 

page. Most of these transport infrastructures have been 

developed under national policy premises.

Cross-border and bottlenecks sections 

The Channel Tunnel

The Channel Tunnel is a crucial part of the PBKAL project; 

it is the only means by which trains can travel between 

Great Britain and the European mainland. It links with 

LGV Nord in France and High Speed One in Britain.

The Channel Tunnel is a 50.5 km undersea rail tunnel link-

ing Folkestone in the UK with Calais in northern France 

beneath the English Channel at the Strait of Dover. At its 

lowest point it is 75 m deep. With a lenght of 37.9 km, the 

Channel Tunnel has the longest undersea portion of any 

tunnel in the world (although the Seikan Tunnel in Japan 

is both longer overall, 53.85 km and deeper, 240 m)

The Channel Tunnel consists of two rail tunnels and a 

service tunnel. Tunnelling commenced in 1988, and the 

tunnel began operating in 1994. 

The tunnel carries high speed Eurostar passenger trains, 

Eurotunnel roll-on/roll-off vehicle transport - the largest 

in the world - and international rail freight trains. 

Both the freight and passenger traffic forecasts that led 

to the construction of the tunnel were overestimated. 

Particularly, Eurotunnel’s commissioned forecasts were 

over-predictions. Although the captured share of Chan-

nel crossings (competing with air and sea) was forecast-

ed correctly, high competition and reduced tariffs has 

led to low revenue. 

The total cross-tunnel passenger traffic volumes peaked 

at 18.4 million in 1998, dropped to 14.9 million in 2003 
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Length of 
lines in use 
(km)

Of which  
electrified

High Speed Rail 
Network (km)

EU27 215,439 107,373 (49.8%) 5,427

BE 3,544 2,977 (84.0%) 320

DE 34,221 19,350 (56.5%) 1,300

FR 29,286 14,765 (50.4%) 1,893

NL 2,811 2,064 (73.4%) 120

UK 19,956 5,017 (25.1%) 109

Area 1,000 Km2 Population 
(Millions)

GDP per 
capita

EU27 4,323 495.57 100

BE 30.5 (0.70%) 10.58 (2.13%) 120

DE 357 (8.26%) 82.31 (16.61%) 114

FR 544 (12.58%) 61.54 (12.42%) 111

NL 41.5(0.96%) 16.36 (3.30%) 131

UK 244.1(5.65%) 60.85 (12.28%) 118

EU5 1,217.1 (28.15%) 231.64 (46.74%)

PBKAL Route Sections Section Length (Km)

Paris-Lille-Calais 333 (new and upgraded)

French border to Brussels 
(South)

88 (new line)

Brussels-Dutch border 87 (new and upgraded)

Brussels-Liège (Guillemins) 64 (new and upgraded)

London (St Pancras)- Channel 
Tunnel

109 (new line)

Belgian border -Amsterdam 125 (new and upgraded)

Liège (Guillemins)-German 
border

56 (new and upgraded)

Belgian border-Köln 70 (new and upgraded)

Length of Railways Network (Km)

Gross National Income (GNI) per inhabitant
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Channel Tunnel Rail Link

Belgium: the project consists of 3 axes totalling 314 km 

(200 km of new lines, 137 km with max speed of 300 

km/h) and a total cost of €5 billion. TEN-T contribution 

amounts to €155 million. Works started in 1993 and were 

expected to be completed in 2008, except the sections 

Diabolo (2012) and Mechelen (2013). 9 million  people 

used the high speed line in 2007.

Western axis: High speed line 1 connects Brussels with 

the French border. With a lenght of 88 km (71 km dedi-

cated high speed tracks, 17 km modernised lines), it be-

gan service on 14 December 1997. The line has appreci-

ably shortened rail journeys, with Paris to Brussels now 

taking 1h22m. In combination with the LGV Nord, it has 

also impacted international journeys to France and Lon-

don, ensuring high speed through-running by Eurostar, 

TGV, Thalys PBA and Thalys PBKA trainsets. The total con-

struction cost was €1.42 billion.

Eastern axis: High speed line 2 runs between Leuven 

and Ans. With a lenght of 95 km (61 km dedicated high 

speed tracks, 34 km modernised lines), it began service 

in 2002. High speed line 3 connects Liège to the German 

border. With a lenght of 56 km (42 km dedicated high 

speed tracks, 14 km modernised lines), it was completed 

in 2007, but trains did not start to use it until 2009. High 

speed line 3 is used by international Thalys and ICE trains 

only, as opposed to high speed line 2 which is also used 

and rose again to 16.1 million in 2008.

Cross-tunnel freight traffic volumes have been erratic. 

Freight traffic growth has occurred since opening the 

tunnel, with 6.4 million tonnes carried in 1995, 18.4 mil-

lion tonnes recorded in 2003 and 19.6 million tonnes in 

2007.

The Channel Tunnel schema

Typical tunnel cross section, with a service tunnel (B) in be-

tween twin rail tunnels (A). Shown linking the rail tunnels is a 

piston relief duct, necessary to manage pressure changes due 

to the movement of trains.

Buschtunnel between Aachen and the Belgian border

One bottleneck between Aachen and the Belgian bor-

der is the Buschtunnel. It is the oldest railway tunnel in 

Germany that is still in use, with some parts dating back 

to 1838. When the line was electrified, available space 

inside the tunnel mandated that the line was limited to 

a single track. Because of the tunnel’s poor conditions, 

speeds had to be limited to 40 km/h. A parallel single-

track tunnel has been completed and entered into serv-

ice in December 2009.

At the moment, the old tunnel is temporarily closed for 

renovation. After completion of these works, in 2011 

both tunnels will be safe for 160 km/h and the last re-

maining bottlenecks on PP2 will be eliminated.

Other sections

United Kingdom: the project consists of sections total-

ling 109 km. Section 1, Tunnel-Thames 70 km long, was 

built in 1998-2003 and section 2, Thames-St Pancras, 39 

km long, was built in 2001-2007. The total cost of the 

project amounted to €5.8 billion, out of which €3 billion 

was the public sector contribution. The contribution of 

the TEN-T budget amounted to £138 million. The maxi-

mum speed is 300 km/h. The journey time from London 

to the Tunnel is 35m, to Paris 2h15m and to Brussels 

1h51m.
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for fast internal InterCity services. When the cross-bor-

der section is completed, the combined eastward high 

speed line will greatly accelerate journeys between Brus-

sels, Paris and Germany. HSL 2 is currently used by Thalys 

and ICE trains, as well as fast internal InterCity services.

Northern axis: High speed line 4 connects Brussels to the 

Dutch border where it meets HSL-Zuid. It is 87 km long, 

comprising 40 km of dedicated high speed tracks and 

57 km of modernised lines. The opening of the line was 

delayed till mid-2009 due to problems with signalling. 

High speed line 4 is used by Thalys trains, as well as fast 

internal InterCity and NS Hispeed trains. Between Brus-

sels and Antwerp (47 km), trains travel at 160 km/h on 

the upgraded existing line (with the exception of a few 

segments where a speed limit of 120 km/h is imposed). 

At the E19/A12 motorway junction, trains leave the regu-

lar line to run on new dedicated high-speed tracks to the 

Dutch border (40 km) at 300 km/h.

The Netherlands: the high speed line - Zuid (HSL-Zuid)

line consists of the Dutch part of PP2. The HSL-Zuid is 125 

km long, of which 85 km is new construction. Amongst 

the engineering structures is a bridge which is 2 km long 

and a tunnel of 7 km with 15 m diameter. It uses exist-

ing tracks from Amsterdam Central to Schiphol Airport, 

where the line begins and continues to Rotterdam Cen-

tral and on to the Belgian border where it connects to 

the high speed line 4.

160 km/h services on the HSL-Zuid started in Septem-

ber 2009 between Amsterdam and Rotterdam. Since late 

2009, Thalys trains from Amsterdam to Brussels and Paris 

have been in service, and in 2011, Fyra trains are fore-

seen to serve all HSL-Zuid stations between Amsterdam 

Central and Brussel-Zuid/Bruxelles-Midi. The total cost of 

the project amounts to €7.15 billion. TEN-T contribution 

amounted to €194 million.

Germany: The Cologne-Aachen high speed line is the 

German part of PP2. It is not a newly built railway line, 

but a project to upgrade the existing railway line which 

was opened in 1841 by the Rheinische Eisenbahn railway 

company. 

The line has a length of about 70 km, with the first 40 

km from Cologne to Düren rebuilt. Since 2002, the line 

allows for speeds up to 250 km/h. Separate tracks have 

been built parallel to the high speed tracks for local S-

Bahn traffic. The remaining line from Düren to Aachen al-

lows speeds up to 160 km/h with some slower sections. 

Upgrades of Düren-Aachen are planned for the near  

future.

France: The LGV Nord is the French part of PP2. It is a 

newly built high speed railway line of 333 km that con-

nects Paris to the Belgian border and the Channel Tunnel 

via Lille, opened in 1993. 

With a maximum speed of 300 km/h, the line has appre-

ciably shortened rail journeys between Paris and Lille. 

Its extensions to the north (Belgium, the Channel Tun-

nel) and the south (via the LGV Interconnexion Est) have 

reduced journey times to Great Britain and Benelux and 

for inter-regional trips between the Nord - Pas de Calais 

region and the southeast and southwest of France. As it 

is mostly built in flat areas, the maximum incline is 25 m 

per km (2.5‰).

4. Financial aspects

The European Union is supporting the TEN-T implemen-

tation by several EU financial instruments and by loans 

from the European Investment Bank.
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Grants, in particular under the TEN-T budget line and the 

Cohesion and European Development Funds, play a ma-

jor role in both project preparation and implementation 

phases. Grants are allocated to studies (from feasibil-

ity studies to comprehensive technical or environmen-

tal studies and costly geological explorations), helping 

to overcome early stage project difficulties, and to the 

works phase. A key issue in relation to the implementa-

tion of the TEN-T policy is to rationalise the allocation 

of grants and to link it to the projects’ European added 

value so as to ensure the best value for EU money.

PP 2 is being taken forward in regions which don’t ben-

efit from the use of Structural Funds. Consequently,  

significant co-financing of this project is ensured by the 

TEN-T budget will be used to co-finance some of the 

works relating to this project.

5. International operators

PBKAL is currently used by three international opera-

tors: Thalys, Eurostar and DB AG (ICE trains) as well as fast 

internal InterCity services. In 2010, the European Union 

initiated a liberalisation of international passenger rail 

services along the European rail network allowing great-

er competition.

The Thalys high speed railway passenger service cov-

ers the same territory Paris-Brussels-Köln-Amsterdam in 

which the first international railway lines were created 

150 years before it. It is a symbol of an interoperable  

European train which has managed to bring four coun-

tries closer together and erase the psychological notion 

of borders. 

The Eurostar high speed railway passenger service con-

necting London with Paris and Brussels is operated by 

the national railway companies of France and Belgium, 

SNCF and SNCB, and by Eurostar (UK) Ltd (EUKL), a sub-

sidiary of London and Continental Railways (LCR), which 

also owns the high speed infrastructure and stations on 

the British side. Eurostar has become the dominant op-

erator in cross-channel intercity passenger travel on the 

routes that it operates, carrying more passengers than 

all airlines combined (€9.1 million in 2008) 

The InterCityExpress (ICE) is a system of high speed trains 

predominantly running in Germany. It is the highest 

service category offered by DB AG. Apart from domestic 

use, the trains can also be seen in countries neighbour-

ing Germany. There are, for example, ICE3 trains that run 

to Liège and Brussels.
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Summary

Priority Project 4, LGV Est Européenne, the high speed 

railway axis east, comprises 579 kilometres of high speed 

and upgraded rail lines between France, Luxembourg 

and Germany. 

On a European scale, PP4 complements PP17, the Priority 

Project linking Paris to Bratislava. By making the regions 

of eastern France more accessible, PP4 also offers new 

opportunities for personal mobility and for economic 

development in the areas it serves.

PP4 is almost completed. In many sections the works 

have been completed, whilst others are due to be com-

pleted by 2013, except for the Baudrecourt-Saarbrücken 

section where it is considered too difficult to reduce 

journey times appreciably in a cost-efficient manner. No 

main studies and/or construction works are expected 

to be carried out as of 2015. By that date, the Priority 

Project could be considered finalised.

1. Introduction

PP4 is intended to speed up connections between Paris 

(including the regions beyond) and north eastern France, 

Germany, Switzerland and Luxembourg.

By reducing travel times and by improving the accessi-

bility of the eastern regions of France, PP4 provides new 

opportunities for passenger mobility and the economic 

development of the regions served by the line. 

PP4 comprises:

• 300 km of new high speed line between Paris and 

Baudrecourt in the Moselle department

• 179 km of line to be upgraded between Baudrecourt, 

Saarbrücken and Mannheim (on the Paris-Metz-

Frankfurt-Berlin rail route)

• 100 km of upgraded line between Baudrecourt, Metz 

and Luxembourg

Length of the rail network (km)

2. Socio-economic impact of the project

The high speed railway line involves countries (France, 

Germany and Luxembourg) whose per capita gross 

national income is above 90% of the EU average. 

Therefore, the Structural and the Cohesion Funds 

do not come into consideration in the framework of 

the Convergence objective. In this context, the TEN-T  

budget remains the most important source for co-

financing of TEN-T projects in these regions. PP4 

is a key factor in the development policies pur-

sued by socio-economic players and local au-

thorities. Being incorporated in regional projects 

along the line, PP4 accompanies and promotes the  

dynamic development of territories and regions which 

have undergone significant economic changes result-

ing from deindustrialisation and a rather negative brand 

image. PP4 will be reserved for passenger traffic, offer-

ing substantial reductions in journey times between the 

three countries and regions concerned and attracting 

passengers away from air and road transport. Since the 

line became operational, travel times for rail journeys 

between Paris and eastern France have been cut by  

50% on average.

The project will also provide improved connections 

between some of Europe’s key and secondary airports 

(Frankfurt, Paris Charles de Gaulle and Luxembourg). 

This will make a significant contribution to the promo-

tion of intermodal air-rail travel, in line with EU transport 

policy objectives. In addition to the benefits for the re-

gions of eastern France, the economic knock-on effect 

spreads beyond the French borders. Indeed, PP4 opens 

new horizons towards Luxembourg, Germany and Swit-

zerland.

3. Infrastructure development by country

The state of implementation of PP4, the high speed rail-

way axis east, is as follows:

Priority Project 4
High speed railway axis east
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Length of lines 
in use (km)

Of which  
electrified

LGV (km)

EU27 215,439 107,373 (49.8%) 5,764

DE 34,221 19,350 (56.5%) 1,300

FR 29,286 14,765 (50.4%) 1,893

LU 275 262 (95.3%) 0

Area 1,000 
Km2

Population  
(Million)

GDP per 
capita

EU27 4,323 495.57 100

DE 357 (8.26%) 82.31 (16.61%) 114

FR 544 (12.58%) 61.54 (12.42%) 111

LU 2.6(0.06%) 0.484 (0.09%) 266

EU3 903.6 (20.90%) 61.54 (29.12%)
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3.1. France

Paris-Baudrecourt section

Construction of the new high speed line between Paris 

and Baudrecourt was completed during the summer 

of 2006 and went into operation in summer 2007. The 

works, officially launched on 28 January 2002, initially 

comprised a civil engineering site to construct the 300 

km track bed. The works included numerous embank-

ments and cuttings (cuttings alone amounting to 64 mil-

lion cubic meters) and the construction of 327 engineer-

ing structures, of which five covered trenches.

The section was co-financed by the European Union with 

€230 million of  TEN-T grants, representing only 6% of 

the total costs. However, in the complex financial setup 

with many regional partners, the EU contribution was 

judged essential. France also obtained a loan of €300 

million from the EIB for the works on this section. These 

contributions facilitated the rapid completion of the  

Paris-Baudrecourt section.

Baudrecourt-Luxembourg border section

The works on this section were completed and  

became operational in 2007 at the same time as the Par-

is-Baudrecourt line.

Baudrecourt-Saarbrücken section

The Baudrecourt-Saarbrücken section comprises an  

existing railway line between France and Germany. No 

improvement work is planned for this cross-border sec-

tion before 2013 because it is considered difficult to re-

duce journey times appreciably on this section. 

Nevertheless, in April 2009 the politicians responsi-

ble in the regions concerned - Moselle, Saarland and 

Rhineland-Palatinate - signed a declaration to promote 

this northern route, calling for improved speed and fre-

quency between Baudrecourt and Mannheim. Accord-

ing to the declaration, the improvement of this north-

ern branch will be taken into account during the second 

phase of the high speed line in France (Baudrecourt-

Strasbourg section). The financing agreement for the 

second phase of the high speed line east provides that 

the journey time between Baudrecourt and Mannheim 

via Saarbrücken is to be improved by 15 minutes in order 

for it to be competitive with regard to the journey via 

Strasbourg.

3.2. Germany

Saarbrücken-Mannheim section

The improvement and conversion works on the Saar-

brücken-Mannheim section, to enable trains to travel at 

a speed of 200 km/h, are due to be completed by 2015. 

The section was co-financed with €25.33 million under 

the 2001-2006 multi-annual programme and €10 million 

is planning to be allocated in the 2007-2013 period.

3.3. Luxembourg

Luxembourg-French border section

The improvement and conversion works on the Luxem-

bourg-French border section, to enable trains to travel at 

a speed of 200 km/h, are due to be completed by 2015.

4. Financial aspects

The European Union supports the implementation of 

the TEN-T projects through several EU financial instru-

ments as well as loans from the European Investment 

Bank. Grants, in particular under the TEN-T budget line 

and the Cohesion and European Development Funds, 

play an important role in some European regions both 

in the preparation of TEN-T projects and at the launching 

stage. Subsidies are allocated to studies (of feasibility, 

complete technical or environmental, and costly geo-

logical explorations), helping to overcome difficulties of 

the project during the first stage and the works phase. A 

key issue for the future, with a view to the implementa-

tion of TEN-T project, will be to rationalise EU subsidies 

by allocating them to projects with high European add-

ed value. PP4 involves regions which do not benefit from 

support from the Structural Funds. Therefore, signifi-
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LGV Est européenne Length (km)

Paris-Baudrecourt 300 (new line)

Baudrecourt-Luxembourg 
border

80 (upgraded line)

Baudrecourt-Saarbrücken 40 (line to be upgraded)

Saarbrücken-Mannheim 139 (line to be upgraded)

Luxembourg-French 
border

20 (line to be upgraded)
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cant co-financing of the project is ensured by the TEN-T 

budget which is used to co-finance some of the works 

under this project.

5. Technical and operational aspects

Operating speed

The new 300 kilometre line (Paris to Baudrecourt) for the 

High speed railway axis east is designed for a nominal 

(potential) speed of 350 km/h. Currently, commercial 

services are operated by TGV and ICE trains at a maxi-

mum speed of 320 km/h, being the highest speed for 

commercial trains. Actually, the world speed record on 

rails with a speed of 574.8 km/h was reached on the high 

speed railway axis east.

Interoperability

Interoperability is a system of standards (supported by 

infrastructures and rolling stock) that aims to allow any 

type of train meeting these standards to run on an inter-

operable infrastructure. The line is equipped with high 

frequency track circuits and track-train communica-

tion, the state-of-the-art version (TVM 430) being used. 

Moreover, it is fitted with ETCS level 2 and GSM-R, com-

ponents of the European rail traffic management system 

(ERTMS). This makes the High speed railway axis east an 

interoperable high speed line, enabling European high 

speed trains such as the TGV and the ICE3 to be oper-

ated. The line is also fitted with the conventional signal-

ling system of French high speed lines, the TVM 430 SEI, 

which allows high speed trains not fitted with the ERTMS 

system to operate on the line.

International links

Two services were introduced between France and  

Germany:

• ICE from Frankfurt via Mannheim, Saarbrücken and 

Forbach to Paris, using ICE3 trains of Deutsche Bahn;

• TGV from Paris via Strasbourg to southern  

Germany: Karlsruhe, Stuttgart and Munich, using TGV 

POS trains of SNCF.

Two additional services were introduced for Luxem-

bourg and Switzerland:

• Paris-Luxembourg, operated by SNCF;

• Paris, Basel and Zürich, operated by Lyria, a joint ven-

ture set up in 2002 between SNCF and SBB/CFF/FFS.

In 2008, 11.9 million passengers travelled on the High-

speed railway axis east, 1.2 million of them headed for 

Germany (56% towards Frankfurt and 44% towards 

Stuttgart), 408,000 to Switzerland and 366,000 to Lux-

embourg. By June 2009, the line had transported 12 

million passengers during the second year of operation, 

reaching a total of 23.2 million since it went into service. 

The number of journeys between France and Germany 

increased by 15% compared to the first year.
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neighbouring countries, and from there towards Central 

Europe.

The first branch of these extensions runs from the 

Greek-Bulgarian border at Promahon to Nadlac on the  

Romanian-Hungarian border, linking Thessaloniki to  

Sofia and to Budapest.

The other branch runs from the Romanian-Hungarian 

border in the direction of the port of Constanţa, via  

Bucharest.

2. Social-economic context

This axis runs through countries whose Gross National 

Income per inhabitant is less than 90% of the EU aver-

age. The Structural and Cohesion Funds serves to reduce 

their economic and social shortfall, as well as to stabilise 

their economy. It supports action in the framework of 

the Convergence Objective. In this context, both the Co-

hesion Fund and the Structural Funds are a major source 

of funding for TEN-T projects in these regions.

Journey times by car will be drastically cut by the con-

struction of the Priority Project. It will directly benefit 

most of the population living in the cities along the axis, 

accelerating economic and regional development. And 

for freight on longer distance journeys, the new roads 

will improve links to central Europe and the rest of the 

EU, and provide more reliable transport for the whole 

region.

The upgrade of the roads to motorway standard is also 

expected to reduce road accidents along these axes sig-

nificantly.

Furthermore, the project will provide considerably faster 

connections between neighbouring countries in the re-

gion - Albania, the former Yugoslav Republic of Macedo-

nia, and Turkey.

Summary

This Priority Project will provide significant improve-

ments to the road network of south-eastern Europe 

by linking the main cities of the region. It will also  

connect the ports of Patras, Igoumenitsa, Athens (Piraeus),  

Thessaloniki and Constanţa to the heart of the enlarged 

European Union.

Priority Project 7 is being taken forward in regions which 

benefit from the use of Structural Funds. Consequently 

significant co-financing of this project is ensured by the 

Structural Funds and the Cohesion Fund. Financial sup-

port from the TEN-T budget will be used to co-finance 

some of the studies relating to this project.

The various cross-border sections are progressing rela-

tively well. The cross-border section between Greece 

and Bulgaria, Promaxonas-Kulata has been completed. 

The road and rail bridge Calafat-Vidin on the Danube, 

which constitutes the Bulgarian-Romanian border, is 

under construction, with financial support from the ISPA 

Fund. Finally the Romanian-Hungarian cross-border sec-

tion will be completed during the 2007-2013 program-

ming period.

1. Introduction

The initial plan for this Priority Project involved the con-

struction of two new motorways across Greece. The 

first, which runs from east to west following the route of 

the Via Egnatia, will connect the port of Igoumenitsa to 

Kipi on the Greek-Turkish border (680 km). The second 

road consists of the modernisation of the existing 800 

km Pathe road (Patras-Athens-Thessaloniki and Evzoni), 

which runs from southern Greece to the north, connect-

ing Patras to Promahon on the Greek-Bulgarian border.

Extensions to this axis were adopted in 2004, add-

ing connections from the north of Greece towards the 

Priority Project 7
Motorway axis Igoumenitsa/Patra-Athina-Sofia-Budapest

148



TEN-T Priority Projects 2010 – Detailed Analysis

PP 07

Length of Road Network (Km)

Considerable efforts have been made at design stage to 

minimise the environmental impacts of construction.

3. Infrastructure developments per country

The status and the developments along PP7 are de-

scribed as follows:

Cross-border sections 

Greece-Bulgaria: The cross-border section Promaxonas/

Kulata is completed. 

Bulgaria-Romania: The road and rail bridge Calafat-Vidin, 

on the Danube, is under construction. It received finan-

cial support from the ISPA Fund. Some problems and 

delays have appeared after the signature of the contract 

and it is still expected to be completed before the end 

of 2011.

Romania-Hungary: The section will be completed during 

the 2007-2013 programming period.

Other sections 

Greece: The Via Egnatia section (680 km) is already com-

pleted. On the Ardanio-Ormenio-Bulgarian border sec-

tion of 124 km, around 72% is already completed. The 

remaining 34 km are under construction. On the Pathe 

road, 75% is already completed. The remaining 200 km 

is under construction. The completion date of work is 

planned for 2014. 

Bulgaria: Bulgaria intends to invest a part of its Cohesion 

Fund 2007-2013 on the motorway route Sofia-Kulata 

(the Stuma motorway). Currently the project prepara-

tion process is in advanced stage and the basic activities 

related to the preparation of the project, were expected 

to be finalised by the end of 2009. However, serious envi-

ronmental constraints have led to delays on a 61 km sec-

tion Blagoevgrad-Kresna, including the Kresna gorge’, 

where construction works will start after 2014. Regard-

ing the section Vidin-Sofia, the section Sofia-Botevgrad 

is completed. Works on two sections of 50 km in total 

will start in 2012 (provided a crucial issue concerning the 

exact alignment near Botevgrad can be settled on time). 

Works on the remaining sections will start gradually af-

ter 2013.

Romania: Romania has already carried out a number of 

important investments on the northern branch of PP7, 

notably the section Nădlac-Bucureşti-Constanţa. Certain 

sub-sections are already complete (Piteşti-Bucureşti-

Cernavodă), and the section Cernavodă-Constanţa is un-

der construction. Works in the section Nădlac-Timişoara 

Lugoj will start in 2011. Works in the section Lugoj-Sibiu-

Piteşti will start gradually after 2011 but they will not be 

completed until 2013. Romania is not planning to invest 

heavily in the section Arad-Calafat towards Bulgaria and 

Greece. Only a few minor rehabilitation projects are en-

visaged. However, they intend to make the preparatory 

studies until 2013 so that they can start works immedi-

ately afterwards.

Hungary: The M5 road link from Budapest to  Szeged 

was completed in 2006. Work on the remaining section 

from Szeged to the Romanian border is in preparation 

and is due to be completed in the 2007-2013 program-

ming period, using support from the Cohesion Fund.

4. Financial aspects

The European Union is supporting the TEN-T implemen-

tation by several financial instruments and by loans from 

the European Investment Bank.

Grants, in particular under the TEN-T budget line and 

the Cohesion and European Development Funds, play a 

major role in both, project preparation and implemen-

tation. Grants are allocated to studies (from feasibility 

studies to comprehensive technical or environmental 

studies and costly geological explorations), helping to 

overcome early stage project difficulties, and to the ac-

Egnatia motorway in Epirus
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 Motorways Main or 
nation-
al roads

Secondary 
or regional

Other 
roads

EU27 63,400 5,000,000

BG 394 (0.62 %) 2,969 4,021 11,989

EL 1,056 (1.66 %) 10,189 30,864 75,600

HU 785 (1.24 %) 6,734 23,539 158,760

RO 228 (0.35%) 15,755 63,969  
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tual construction phase. A key issue for the future imple-

mentation of TEN-T policy is to rationalise the allocation 

of grants and to link it to the European added value of 

a project so as to ensure the best value for EU money. 

PP7 is being taken forward in regions which benefit from 

the use of Structural Funds. Consequently significant 

co-financing of this project is ensured by the Structural 

Funds and the Cohesion Fund. Financial support from 

the TEN-T budget will be used to co-finance some of the 

studies relating to this project.

5. General appreciation

The progress on Priority Project 7 is uneven. Some sec-

tions have been commissioned, important sections will 

be completed by 2015, but some crucial bottlenecks will 

be completed only by 2020 or even later on. The chances 

of a timely realisation of the entire Priority Project are 

unfortunately low.

A lack of cooperation between the Member States can be 

observed. Bulgaria and Romania are investing in projects 

outside of PP7 that serve national interests.

European Cohesion Policy 2007-2013 (€ million)
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Transport Infrastructure EU Contribution National Contribution Total Public Contribution

BU 1,624 379 2,003

EL 3,700 1,276 4,976

HU 6,223 1,098 7,321

RO 4,566 1,131 5,697

EU4 16,113 3,884 19,997
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Motorway sections:

On the Spanish side, the motorways linking Lisbon-

La Coruña and Lisbon-Seville are now operational. The 

Valladolid-Porto section of the motorway is nearly com-

plete. The final section from Verin to the border is in the 

construction phase and is being brought into operation.

The southern motorway from Valladolid to the  

Portuguese border has advanced and works started in 

2009 on the critical section from Fuentes de Oñoro to the  

Portuguese border - the infrastructure will be fully op-

erational by the end of 2010.

Other sections

The sub-projects still to be completed are as follows:

New Lisbon airport:

The Portuguese authorities confirmed their intention to 

build the new Lisbon airport. This project aims at elimi-

nating a bottleneck emanating from the shortage of 

capacity of the existing airport in Lisbon, located within 

the borders of the city, which is already unable to meet 

peak demands. 

The opening of the new airport is still scheduled for 

2017, despite an ongoing political debate on its location. 

The design phase still has to start. 

The estimated total cost of the project is €3.3 billion 

(including a dedicated high speed line (TGV) link from 

Lisbon to the airport: €1.3 billion), most of which would 

incur in the programming period 2007-2013. 

The airport will be implemented through a Public-Pri-

vate Partnership scheme, with only a limited Structural 

Fund contribution foreseen (i.e. €170 million earmarked 

in the Operational Programme). Within the framework of 

the TEN-T Multi-Annual Programme (2007-2013), the co-

financing of €69 million (studies and works) is foreseen 

for the Lisbon airport development.

In addition, TEN-T funding was requested to contribute 

to the dedicated high speed shuttle (€171.85 million re-

quested under the Multi-Annual call, but no support was 

granted  to the project

La Coruña-Lisbon-Sines railway line:

On the Spanish side, a substantial upgrading is taking 

place between La Coruña (Ferrol) and Vigo, close to the 

Portuguese border, to create a high speed line that will 

be shifted to UIC gauge; a 25 kV electric power feeding 

Summary 

This axis reinforces some of the key modal corridors link-

ing Portugal and Spain, contributing to improve the con-

nection between the centre of the EU and its peripheral 

regions, and strengthening of the Iberian peninsula’s po-

sition as a western European gateway.

PP8 includes sub-projects to improve routes across the 

Spanish-Portuguese border, linking Spanish cities such 

as Valladolid, Seville, Vigo and La Coruña with Portu-

gal’s principal sea ports and airports, and its large urban 

centres - Porto and Lisbon in particular. As part of wider 

infrastructure investments, it complements existing rail, 

road, maritime and air routes in the west of the Iberian 

Peninsula, and will link together the main Portuguese 

and Spanish sections of the trans-European transport 

network. Among the sub-projects is included the con-

struction of the new Lisbon airport.

The motorway infrastructure has been completed in  

Portugal and is close to completion in Spain.

The rail infrastructure will still require the removal of bot-

tlenecks (around €1.1 billion is still needed), and is being 

implemented with polyvalent sleepers (unless direct UIC 

gauge is used) since the aim of PP8 is to lead towards 

interoperable lines.

Overall, the axis involves the construction of 2,265 km of 

new motorways, upgrading of 1,067 km of conventional 

rail lines, and the upgrading and construction of Atlantic 

ports and a key airport.

Cross-border sections

The project includes three cross-border sections:

Railway sections: 

The rail line Valladolid-Portugal that is being upgraded 

to a high performance line progressed markedly during 

2009. Construction works are close to completion on 

the Valladolid-Salamanca section and on the junction 

with the Madrid-Galicia line; the design phase is nearly  

finished for the section Salamanca-Portugal, electri-

fication at 25 kV has advanced from Valladolid to the  

Portuguese border.

For the Salamanca-French border sub-project, the con-

structive project has been approved.

The Faro-Huelva cross-border link still needs to be 

planned.

Priority Project 8
Multimodal axis Portugal/Spain-rest of Europe
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is under implementation since 2009. Most of the line is 

complete. For the Santiago-La Coruña section, a gauge 

change to UIC has been planned; Santiago-Vigo is still in 

Iberian gauge with polyvalent sleepers in place. 

On the Portuguese side, the rail project has progressed 

quickly. The sections earmarked to apply for EU funding 

are the Trofa bypass (started in 2009), the quadrupli-

cating of the line between Contumil and Ermesinde in 

northern Portugal,  and the freight railway line of port of 

Aveiro (started in 2009), plus complementary upgrades. 

The total investment foreseen is €198 million and the 

co-financing envisaged is €96 million. For all of them, 

polyvalent sleepers are foreseen. The tension across the 

whole Portuguese network except for a local line is 25kV.

In addition, Portugal is proceeding with the upgrade of 

the northern line (four sections, the last one to be opera-

tional by 2014) with national funding, as well as the Beira 

Baixa Line (four more sections, two operational within 

2010, one in 2011 and the last one in 2012), for two of 

which works started in 2009. 

With regards to the Lisbon-Faro-Huelva-Seville railway, 

on the Spanish side the Huelva-Seville section is includ-

ed in PP19 and is in design phase.

General appreciation

The motorways included in PP8 were completed or are 

due to be operational in 2010 following progress in 2009 

(the last missing section on the Valladolid-Portugal link 

has been started) – they will benefit from to the impres-

sive Iberian motorway network that now allows seam-

less road mobility.

As regards to the railway projects, these are contribut-

ing to address many bottlenecks, notably in national 

sections. Many sections were launched in 2009 and the 

design phase is almost complete for the remaining ones. 

As a general perspective, the sub-projects must be seen 

and implemented within the overall framework of the 

other Priority Projects of the region - notably PP3 and 

PP19. Together they will create a single Atlantic line from 

Faro to La Coruña, and eventually will provide a real al-

ternative to road routes for east-west freight flows on 

the Iberian peninsula and towards France. 

Links that are still missing have to be completed and full 

interoperability must be ensured as to allow new cross-

border services to be generated. 

As of print, the new Lisbon airport is at a standstill.

1. Introduction

This axis will reinforce multimodal corridors linking  

Portugal and Spain, contributing to the improvement of 

the links between the centre of the EU and the Iberian 

peninsula, and strengthening its role as a western Euro-

pean gateway.

PP8 includes sub-projects aiming at improving routes 

across the Spanish-Portuguese border, linking Spanish 

towns like Valladolid, Seville, Vigo and La Coruña, with 

Portugal’s principal sea ports and airports, and its large 

urban centres - Porto and Lisbon in particular. 

As part of a wider infrastructure investment framework, 

PP8 complements existing rail, road, maritime and air 

routes in the west of the Iberian peninsula, and will link 

the main Portuguese and Spanish sections of the trans-

European transport network. The project also includes 

the construction of the new Lisbon airport.

Overall, the axis involves the construction of 2,265 km of 

new motorways, the upgrading of 1,067 km of conven-

tional rail lines, the upgrading of Atlantic ports and the 

construction of a new large airport.

PP8 road and rail networks are close to completion. 

Cross-border links are often still lacking, but they are un-

der construction.

As for its strategic vision of ensuring better connections 

between Portugal, Spain and France, the road network is 

already ensuring a better routing, while for railways the 

upgrading of sections between the Portuguese border 

and Valladolid is still to be realised. 

The next step forward, following the completion of the 

cross-border sections, (and the completion of the whole 

road network by 2011), will be the development of im-

proved cross-border services and the enhancement of 

international flows, which require, for railways, a joint 

management of international services and the deploy-

ment of harmonised operational standards. 

PP8 will also contribute to the substantial improvement 

of existing railways links along the Atlantic border of the 

Iberian peninsula, anticipating the completion of the 

Lisbon-Porto line (PP3). Anyhow, the possibility of deliv-

ering cross-border effects relies on the implementation 

of the section Porto-Vigo (PP19), which is being delayed 

to 2015. 

The project for the new Lisbon airport, which should be 

developed in synergy with the section Lisbon-Poceirão 

on PP3, in order to provide for a high speed connection 
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to the new station at the airport, is awaiting the official 

launch of a tender for the Public-Private Partnership that 

would implement it.

2. Project’s components

2.1. Rail

Completion status of works (km) - total lenght = 1,820 

km

This project will reinforce the multimodal corridors link-

ing Portugal and Spain, helping to connect the two 

countries with the rest of Europe:

• La Corunã-Lisbon-Sines (Northern Line, Minho Line, 

Freight Railway Line to the Port of Aveiro)

• Lisbon-Valladolid (Northern Line, Beira Baixa Line, 

Beira Alta Line)

• Lisbon-Faro (Southern Line) 

Portuguese sections:

Interoperability ensured through the use of polyvalent 

sleepers is foreseen; the main lines of the Portuguese 

network are electrified at 25 kV (the only exception 

among the electrified lines is Lisbon-Cascais at 1.5 kV 

DC).

REFER manages the implementation of the conventional 

rail projects which are supported by EU funding as part 

of PP8. They basically consist of:

1) Minho line (about €200 million investments, 50% of 

which from the Cohesion Fund)

• Trofa bypass (3.5 km; in the Norte region): elimination 

of bottlenecks in the operation on single track cross-

ing of Trofa, with the aim of providing increased ca-

pacity and ultimately improving the supply and the 

services on the line of Minho, Guimarães and Braga. 

 Characteristics of the line: polyvalent sleepers, with 

iberian gauge in a first phase, double track, electri-

fied (25 kV).

 Start date: January 2008 - End date: second trimester 

2010

• The quadruplicating of the line between Contumil 

and Ermesinde (10 km, Norte region): objective: in-

creased capacity; ensuring an intermodal connec-

tion with Metro do Porto and individual transport.  

Together with Trofa bypass, this section will be syner-

gic with the high speed link Porto-Vigo (PP19) 

 Characteristics of the line: four tracks, electrified (25 

kv), polyvalent sleepers with iberian gauge in a first 

phase

 Status: in project; environmental impact statement 

obtained in September 2009

 Start date: second semester 2011 – End date: second 

semester 2013

• Freight railway line of port of Aveiro (second phase) 

Centro region, 9 km + 6 km inside the port: objec-

tive: expansion of the hinterland of the port of Aveiro 

with the aim of enhancing the multimodal transport 

of goods. 

 Characteristics of the line: single track, electrified (25 

kV), polyvalent sleepers, with iberian gauge in a first 

phase.

 Status: works ongoing; environmental impact state-

ment obtained in September 2009

 Start date: January 2008 - End date: first trimester 

2010

2) Northern line (in synergy with the progressive devel-

opment of PP3 Lisbon-Porto)

The modernisation is indispensable to ensure the ef-

ficiency of freight and passenger services, considering 

that the northern line is the backbone of the Portuguese 

railway network (40% of all freight and passenger serv-

ices use this line) linking Lisbon to Porto. The maximum 

speed of most of the line equals or exceeds 160 km/h. 

The completion of the modernisation of the northern 

line will take into account the construction of the new 

high speed line between Lisbon and Porto (which will 

run parallel to this line and enhances its capacity) ensur-

ing safety and reliability, and ensuring the homogene-

ous diffusion of the maximum speed standard of 160 

km/h.

Currently two thirds of the line is modernised

As for the ongoing projects:

• Modernisation of Ovar-Gaia section (33 km)

 Status: In study

 Start date: 2011 - End date: 2013

• Modernisation of Alfarelos-Pampilhosa section (27 

km)
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 Status: in study

 Start date: 2012 - End date: 2014

• Modernisation of Mato Miranda-Entroncamento sec-

tion (16 km)

 Status: in project

 Start date: 2010 - End date: 2012

• Santarém Bypass (26 km)

 Status: in project

 Start date: 2010 - End date: 2012

3) The Beira Baixa Line (about 250 km). The whole line is 

being upgraded with the goal of ensuring more favour-

able conditions for passenger and goods as a result of 

close mesh, allowing an alternative route for the traffic 

of goods from the centre and the southbound for the lo-

gistic platform of Guarda and the Vilar Formoso border.

The works concern among the other things the comple-

tion of the electrification, the upgrading of the signalling 

and control systems (the latter consisting of CONVEL), 

the removal of level crossings, etc. For these upgrades, 

the line is split into four sections, two of which are due 

to be operational within 2010, one in 2011 and the last 

one in 2012.

Lisbon-Valladolid-French border

This international itinerary develops along the existing 

Linha do Norte, then bends eastwards in the Beira Alta 

Line (or Beira Baixa alternative line, notably for freight), 

passing through Alfarelos to Guarda, Vilar Formoso, 

Fuentes de Oñoro, Salamanca, Valladolid and finally 

France.

Most of the Linha do Norte between Lisbon and Alfarelos 

has high quality standards and the maximum speed is 

at least equal to 160 km/h. It is double track and electri-

fied at 25 kV AC, and equipped with an advanced signal-

ling and control system (CONVEL). The Spanish section is 

completed but not yet electrified. 

Nevertheless, construction works are very advanced 

on the Valladolid-Salamanca section (being upgraded 

to create a high performance line) and on its junction 

with the Madrid-Galicia line; design phase is completed 

for the missing sections on the Salamanca Fuentes de 

Oñoro line. The section Medina del Campo-Salamanca-

Fuentes de Oñoro is being upgraded with new 25 kV 

electrification.

The connection from Valladolid to the Basque Country 

and then the French border is ensured by two existing 

lines in iberian gauge, 3 kV DC with CTC, and a maximum 

speed between 160 and 200 km/h. 

In addition, a gauge changeover facility provides for 

the interoperability for passenger traffic with the high 

speed Atlantic branch of PP3, which is currently being 

built from Valladolid northwards (Valladolid-Burgos, 
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including the Burgos bypass, Burgos-Vitoria and the “Y 

Basque”). The line will be operational up to the Burgos 

bypass (included) in 2012. 

La Coruña/Lisbon/Sines 

This important Atlantic axis consists of the cross-border 

high speed line Porto-Vigo (PP19), the high speed line 

Vigo to Santiago de Compostela and La Coruña (250/300 

km/h - PP8), and by the Porto-Lisbon section (PP3).

All the line has double (or four in some congested sec-

tions) tracks, and is electrified (or being electrified) with 

25 kV.

In Portugal, the key sections that are upgraded along the 

line in the framework of PP8 are the Northern Line (to 

high capacity standards), the Minho Line north of Porto, 

and its freight link to the Port of Aveiro (see Portuguese 

sections).

In Spain, the Atlantic coastal line in Galicia is being up-

graded to a high speed line with polyvalent sleepers, 25 

kV electrification, and a centralised traffic control system 

based on ASFA.

For its northern section Santiago-La Coruña, the gauge 

change to UIC has already been planned, while the 

Santiago-Vigo section is still in Iberian gauge but is 

equipped with polyvalent sleepers. The Spanish section 

is suitable for high speed in its northern section, but, due 

to its morphology, not for freight transport.

Lisbon-Faro-Huelva (southern line) 

This planned line will substantially improve the accessi-

bility of Algarve.

It leads to the future cross-border section of Huelva-Faro 

and will, in synergy with the Seville-Huelva high speed 

line (currently under design phase, EIA already ap-

proved) of PP19 provide a southern link between Spain 

(Andalucia) and Portugal (Algarve). This bears a high 

potential for tourism as it connects the main airports of 

these regions.

The link to Faro will benefit from the third crossing of the 

Tagus belonging to the Lisbon-Poceirão section of PP3.

A coordinated deployment ought to be put in place for 

the future deployment of the cross-border section.

2.2. Roads

Completion status of works - total lenght = 2,316 km

PP8 includes three international road (highway) axes 

whose level of implementation is very advanced:

1. Lisbon-Valladolid-Irun/Hendaye (whose alignment is 

very close to railway line of PP8)

2. La Coruña-Lisbon

Alcazer bypass, copyright MOPTC
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3. Sevilla-Lisbon

Those three axes cover three out of four cross-border 

corridors that account for the bulk of the flows between 

Portugal, Spain and the rest of Europe (Minho-Galicia, Al-

garve-Andalucia, Porto/Aveiro-Salamanca, Lisbon-Extre-

madura). Each of these connections is already crossed by 

several thousands vehicles per day; notably at Valencia 

and on the southern coastal line between Algarve and 

Andalucia those flows average more than 10,000 vehi-

cles per day.

The southern axis, reaching running Algarve and Anda-

lucia from Lisbon, has been completed, while for the first 

two the small cross-border sections and urban by-pas of 

Valladolid are being implemented:

• Verín-Portuguese border-Porto: the Spanish part is 

being completed along the cross-border section that 

links it to the Portuguese part. It is already operation-

al. The cross-border bridge over the Taméga creek 

was inaugurated in June 2010 and the transnational 

link is now operational.

• Valladolid: bypass north and south in progress. 

The entire road infrastructure in Portugal is operational.

As a consequence, the overall completion status of PP8 

roads is very advanced, as shown above.

2.3. Lisbon new airport

The Portuguese authorities give high priority to the con-

struction of the new Lisbon airport. This project aims at 

solving a bottleneck due to the shortage of capacity of 

the old airport in Lisbon, located within the borders of 

the city, and already unable to meet peak demands. The 

opening of the new airport is still scheduled for 2017 

(construction should start in 2011), despite an ongoing 

political debate on the most advantageous location for 

it. 

Estimated total cost: €3.3 billion (including a dedicated 

high speed shuttle from Lisbon to the airport whose 

cost amounts to €1.3 billion), most of which would be 

incurred in the programming period 2007-2013. 

The airport will be delivered under the Public-Private 

Partnership scheme, with only limited Structural Fund 

contribution foreseen (i.e. €170 million earmarked in the 

operational programme). 

Within the framework of the TEN-T Multi-Annual Work 

Programme (2007-2013), the co-financing of €69 million 

(studies and works) is foreseen for the development of 

the new Lisbon airport.

So far neither works nor detailed design and authorisa-

tion phase for the new Lisbon airport are underway. The 

official target date of the operational phase is still 2017, 

but it is highly unlikely to be met.

It is important to point out the correlations between PP3 

and Lisbon airport:

• The Lisbon-Poceirão section of PP3 foresees an ad-

ditional track to ensure a shuttle service passing 

through the airport.

• On the other hand, PP3 would potentially trans-

fer most of the flows to/from Madrid, Porto and La 

Coruña to rail, thus freeing large capacity for Lisbon 

air connections.

3. Focus on cross-border sections

Cross-border and bottleneck sections

In Portugal, the motorway works have all been complet-

ed. Regarding the railways, substantial works on electri-
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fication, track doubling and other upgrading has already 

been carried out on the main railway lines in Portugal. 

The upgrading involves some modifications to the lay-

out of the line.

The rail line Valladolid-Fuentes de Oñoro is also being 

upgraded to create a high performance line. The section 

Medina del Campo-Salamanca-Fuentes de Oñoro is in 

the pre-construction phase.

As regards road connections, the routes from Lisbon to 

La Coruña and Lisbon to Seville have been completed. 

The Valladolid-Porto motorway section has nearly been 

completed with the final section from Verin to the bor-

der under construction.

The southern motorway from Valladolid to the  

Portuguese border is also progressing well and is close 

to completion. Works between Valladolid and Ciudad  

Rodrigo have been completed recently and the section  

Ciudad-Rodrigo to Fuentes de Oñoro is already opera-

tional. 

The only remaining section on this line is the small 

stretch from Fuentes de Oñoro to the border with Portu-

gal, where works have already started.

On the Spanish side a substantial upgrading is taking 

place between La Coruña (Ferrol) and Vigo - close to the 

Portuguese border to create a high performance line.

Most of the line is under construction, and some sec-

tions have been completed. The upgrading involves 

some modifications to the layout of the line. 

As a consequence, cross-border sections will mostly be 

completed within PP8 in the coming years - however, 

some of the lines included in PP8 are linked through 

cross-border sections included in PP19 (Porto-Vigo), 

which is delayed and could negatively affect the results 

of PP8 and postpone some of its cross-border results.

4. General appreciation and open issues

The implementation of PP8 is at an advanced stage - 

no major issues concern its road routes which are close 

to completion. Their cross-border links are all to be 

completed within the coming months. This part of the 

project is already delivering since better infrastructure is 

provided for large flows both in terms of passengers and 

freight, notably for long hauling.

As regards the railway lines included in PP8, the activa-

tion of the line Lisbon-Valladolid-French border requires 

completing the upgrade of its central part (Portuguese 

border-Valladolid), which is ongoing. In the coming 

years, cross-border services will potentially benefit from 

these improved connections, but a coordinated and 

synergic exploitation of the corridor needs to be put in 

place.

Besides, PP8 substantially boosts the railway network on 

the north-south Atlantic coast. However, in order to pro-

vide a real pan-European added value, the completion 

of PP19 Porto-Vigo cross-border section is needed (this 

milestone has been delayed to 2015 so far).

Further improvements can be provided in the medium 

to long term following the harmonisation of the techni-

cal standards of the lines.

The project of a new airport for Lisbon awaits the official 

launch of the tender for the Public-Private Partnership 

that will have to design, build and operate it. 

The project will have to be assessed within the frame-

work of the implementation of PP3, both in terms of links 

to the high speed line and in terms of potential spare ca-

pacity induced by the high speed network.
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Summary

Priority Project 9 concerned the upgrading of the rail link 

between three largest cities on the Irish island – Cork, 

Dublin, and Belfast. It forms the backbone of the island’s 

rail network. From a TEN-T point of view, the project was 

completed in 2001. It resulted in a substantial reduction 

of journey times between the three main agglomera-

tions on the island for both passenger and freight serv-

ices. It is used for commuter trains as well as for intercity 

links. Increased frequency and upgraded rolling stock 

turned rail into an attractive alternative to car transport, 

thereby facilitating modal shift for cross border journeys 

in particular. The project improved the connectivity with 

the rest of Europe because ferry links between Larne 

in Northern Ireland and Stranraer in Scotland got bet-

ter, addressing the geographic peripherality of the Irish 

island. In the framework of Priority Project 26, the con-

nection between Larne and Belfast was improved and 

further bottlenecks will be removed which will reduce 

journey times for passengers even further.

1. The project

In the 1980s, about a third of the Irish rail network was 

older than 80 years. Parts of the signalling system were 

so old that components were no longer manufactured 

and could not be replaced, causing a lack of spare parts. 

Confronted with this situation, Iarnrod Eireann (IE), the 

Irish rail company, and Northern Ireland Railways (NIR) 

decided to upgrade the rail route between Dublin and 

Belfast, the two major agglomerations. Despite the dif-

ficult political climate on the island in the 1980s and the 

early 1990s, the two rail companies agreed on a joint 

development plan to explore the possibilities of up-

grading the line. The political will to upgrade the line 

and improve the connection between the two countries 

became manifest at the Anglo-Irish Conference of 1992 

where it was announced that the entire cross border 

network shall be treated as a single entity. In 1996, the 

Decision 1692/96 defined the project as one of the first 

fourteen European Priority Projects. The strong political 

will that became evident in the Anglo-Irish Conference 

and the definition as a European Priority Project, helped 

overcome obstacles common for cross border projects 

and played an important role in bringing the two opera-

tors together. Prior to the Anglo-Irish Conference the op-

erators had focused on their own networks, leaving the 

cross border sections to decay and reducing cross bor-

der lines on the fringes of their own network to single 

track in order to reduce costs.

The decision to upgrade the line was preceded by a com-

prehensive impact assessment and a cost-benefit analy-

sis. Eight options were presented of which option five 

was chosen in 1992 as the most cost-efficient solution. It 

consisted of upgrading the entire line to a double track, 

non-electrified line that allows for speeds of 145 km/h. 

Faced with the decision of upgrading the line gradually 

in order to reduce the initial investment costs, it was de-

cided to renovate the entire line at once in order to re-

duce maintenance costs and unavailability times due to 

construction works. Except for this major upgrading of 

the track, option five also included new rolling stock and 

better services.

New enterprise service between Dublin and Belfast

2. Investment and construction period

Works on the line began in 1993. Many sections were 

completely rebuilt, such as the Lisburn to Belfast track. 

Accommodation crossings were improved and the track 

re-fettled between Belfast and the border in order to al-

low higher speeds. Furthermore, bridges were renewed 

and the old signalling system was replaced by a new 

centrally controlled colour light system along the entire 

line. The upgrading of the 266 km line between Cork 

and Dublin, the so called Premier Line, was completed in 

1996 and an upgraded express line for the operation of 

the Enterprise service between Dublin and Belfast was 

put into service in 1999. In addition to these investments 

into infrastructure, EU-assisted investment in new rolling 
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stock took place.

The total cost of the investment was nearly €595 million. 

€18.1 million were co-financed from the TEN-T budget 

and €38.7 million came from Cohesion and Sructural 

Funds for which Ireland was eligible at the time. EU 

funds were considered extremely valuable and signifi-

cantly contributed to the realisation of the project.

3. Impacts

The renewed railway line drastically increased intercity 

passenger flows on the island. In 1972, only 270,000 

cross border trips were made between Dublin and  

Belfast. This number rose to 800,000 in 2004. This in-

crease is primarily due to tremendously improved serv-

ices and the peace process in Northern Ireland. After the 

stabilisation of the political situation in the north made 

train journey safer and more reliable, ridership increased 

rapidly, exceeding predictions by more than 65% in 

1995. At the same time the new track allowed the reduc-

tion of journey times to 2 hours and 5 minutes between  

Dublin and Belfast and a total of eight departures daily. 

Journey times between Dublin and Cork could be re-

duced by 30 minutes to 2 hours 30 minutes. The upgrad-

ing of the Bleach Green-Whitehead section in Northern 

Ireland to modern standards and the subsequent re-

moval of speed restrictions brought further reductions 

in passenger journey times. The renovation of the line 

increased capacity by 50% and frequency by 33%. This 

improved service led to an increase in demand of 31% 

between 1996 and 2000.

The impact was beneficial from an environmental point 

of view. It facilitated a modal shift from road to rail. Also 

in economic terms the project had a beneficial impact 

as it helped connect the two economies and facilitated 

trade, the movement of workers and stimulated cross 

border tourism.

4. General appreciation

The project was completed successfully in 2001. Several 

lessons can be learnt. In this project, EU funding proved 

Train on Dublin-Cork route

to be of critical importance for the realisation of the 

project. It became also evident that cooperation is need-

ed on several levels: the rail operators need to cooperate 

and coordinate the works and their time tables, and the 

governments need to cooperate as major infrastructure 

investments always require the backing of a strong po-

litical will. Especially for the second point EU coordina-

tion could be helpful.

The impacts of the investment are positive. The higher 

quality of service, the reduction of travel times and the 

increased frequency led to a modal shift for passenger 

traffic. The project also stimulated cross border linkages 

and helped meet the demand for cross border travel 

that emerged once the political situation in Northern 

Ireland changed for the better due to the peace process. 

This was beneficial for both countries. Their economies 

grew closer creating new opportunities for both sides. 

Tourism and cultural links were also furthered. These re-

sults are in line with the European objective of complet-

ing the single market. The new train line in combination 

with the improved ferry service from Larne to Stranraer 

increased the connectivity between the Member States 

involved and their connectivity with the rest of Europe, 

thereby addressing the peripheriality objective of the 

European Union.
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Summary

On 23 March 1991, the governments of Sweden and 

Denmark signed an agreement for a fixed link across the 

Øresund strait in order to improve traffic communica-

tions between the two countries. This project also aims 

at connecting the Nordic Triangle road and rail links 

(PP12) via Denmark and the Fehmarn belt (PP20) with 

Germany and Central Europe.

The project

The Øresund bridge is a combined two-track rail 

and four-lane road bridge-tunnel across the Øre-

sund strait, and the longest combined road and rail 

bridge in Europe. The bridge is 7,845 m long, 23.5 m 

wide, its longest span is 490 m and has a clearance of  

57 m above the water. The bridge joins the Drogden tun-

nel in an artificial island, Peberholm, which is 4 km long 

and has an average width of 500 m. The tunnel itself is 

4,050 m long.

Financing

All funds for planning, designing, building and operating 

the Øresund link are covered by road and rail fees. A spe-

cial entity, the Øresundsbro Konsortiet, was founded and 

commissioned to plan, build, own and run the link. This 

entity received the right to lend funds with joint govern-

mental guarantees for financing. The entity would also 

be responsible for repaying these borrowed funds in full 

through the derived traffic revenue. Investment costs 

amounted to €1.6 billion, which increased to €1.9 billion 

(1990 prices) to take account of environmental concerns. 

Taking account of inflation and interests the final cost is 

considered to be €2.7 billion. Annual operating costs are 

about €20 million and the repayment period is approxi-

mately 30 years.

The direct grant under the TEN-T budget of €127 mil-

lion contributed to finalising the project in time without 

budget overruns.

Traffic

Today, the train traffic across the Øresund bridge is well 

integrated in local and regional public transport. Transit, 

including normally three trains per hour, has gradually 

expanded. Rail travel has developed quickly. The possi-

bility to continue this positive development for the re-

gion and the environment, lies in the ability to eliminate 

bottlenecks in the traffic system, both with regards to 

train capacity, as well as the connecting rail capacity. The 

construction of Citybanan in Malmö will help achieving 

this objective.

In 2009, 7 million vehicles crossed the Øresund Bridge. 

This corresponds to an average of 19,500 vehicles every 

24 hours. 92% of the vehicles were passenger cars. The 

high increase in traffic is mainly a result of the increased 

integration between the areas of Greater Copenhagen 

and Malmö/Scania.

The traffic across the bridge has increased 10-16% each 

year since the opening except for 2008 (5% increase) and 

2009 (zero growth). During the last two years, the reces-

sion has had a considerable impact on the growth rates 

in traffic.

Impact on the region

An important aspect of the Øresund regionalisation is 

that an increasing number of businesses have activities 

on the other side of Øresund. At the same time, the re-

gion has attracted foreign businesses. Even before the 

Øresund bridge was finished, cooperation between a 

variety of Danish and Swedish businesses and organisa-

tions was established.

The most successful are the Øresund University and the 

Øresund Science Region which has been acknowledged 

by the OECD as a unique cooperation and “a new ap-

proach to achieving competitive regional development 

outcomes in a global environment”.

1. Introduction

On 23 March 1991, the governments of Sweden and 

Denmark signed an agreement for a fixed link over the 

Øresund strait. The background to this government 

agreement was the political ambition to create improved 

traffic communications between the two countries, thus 

creating better conditions for enhanced and extended 

Priority Project 11
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cultural and economic cooperation. The development of 

a joint labour and housing market in the Øresund region 

would also serve the interests of both states.

The agreement stipulated that the link should be built 

as a combined railway and road infrastructure. It should 

stretch from the coast near Copenhagen airport via an 

immersed tunnel, an artificial island and a bridge to the 

coast just south of Malmö. A further stipulation was that 

the final design should consider what was ecologically 

motivated, technically possible and financially reason-

able.

Furthermore, the agreement stated that all funds 

for planning, designing, building and operating the  

Øresund link as a whole should be covered by road and 

rail fees. A special entity, Øresundsbro Konsortiet, would 

be founded and commissioned to plan, build, own and 

run the link. Through the agreement, this entity received 

the right to lend funds with joint governmental guaran-

tees for financing. The entity would also be responsible 

for repaying these borrowed funds in full through the 

derived traffic revenue. With respect to road traffic, the 

fees are set by the entity, whilst the agreement estab-

lished a yearly fee (€40 million, price position January 

1991) as compensation to the entity for providing an ap-

propriate and rational rail infrastructure.

Some basic estimates for the agreement were:

• Investment cost in price position July 1990: €1.6  

billion 

• Traffic volume, opening year between 8,000 and 

10,000 vehicles per 24 hours

• Railway travelling, some years after opening, about 

18,000 travellers per 24 hours

• Average fees opening year in price position July 1990, 

passenger car: €21, lorry: €108. Fee levels had current 

ferry fees as starting point.

• Financing costs responding to real rate of interest 

4-5%

• The link opens for traffic in the year 2000

• Annual operating costs about €20 million

• Repayment period approximately 30 years

The future Øresund project was considered to be one 

of the key missing links in the trans-European transport 

network. Today, this link is complete. 

The direct grant under the TEN-T budget (€127 million in 

total amounting to approximately 5% of the total project 

cost) contributed to finalising the project in time with-

out budget overruns.

2. The project

The Øresund Bridge is a combined two track rail and four 

lane road bridge/tunnel across the Øresund Strait. It is 

the longest combined road and rail bridge in Europe.

The bridge is 7,845 m long, 23.5 m wide, its longest span 

is 490 m and has a clearance below of 57 m. The struc-

ture has a mass of 82,000 tonnes and supports two rail-

way tracks beneath four road lanes in a horizontal girder 

extending along the entire length of the bridge.

The bridge joins the Drogden tunnel in an artificial is-

land, Peberholm, which is 4 km long and has an average 

width of 500 m.

The connection between the artificial island and the ar-

tificial peninsula at Kastrup on Amager Island is through 

the Drogden tunnel. The reason for choosing the more 

expensive solution of the tunnel was to avoid obstruct-

ing aircraft from the nearby Copenhagen airport and to 

provide a clear pass for shipping.

The 4,050 m long tunnel comprises a 3,500 m under-

sea tube tunnel plus two 270 m entry tunnels at each 

end. The tube tunnel is made from 20 prefabricated re-

inforced concrete segments - the most massive in the 

world at 55,000 tonnes each - interconnected in a trench 

dug in the seabed. Two tubes in the tunnel carry railway 

tracks; two more carry roads while a small fifth tube is 

provided for emergencies.

3. The investment and construction period

During the years 1992 to 1994, the project was devel-
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oped to meet functional, aesthetic and environmental 

demands within technically possible and economically 

reasonable limits. The environmental tests, which were 

executed according to both Danish and Swedish envi-

ronmental laws, brought about adjustments in the in-

tended execution as well as very rigorous demands on 

the execution of the works. These adjustments resulted 

in an increase of the estimated investment cost of €1.6 

billion to a budgeted investment cost of €1.95 billion 

(price position July 1990). By adding €0.45 billion for in-

flation and €0.3 billion for interest during the construc-

tion period, the final cost is calculated at €2.7 billion. A 

master time plan for the project was established at the 

same time as the budget and indicated opening for traf-

fic in October/November of 2000. 

The government agreement gave to the company free-

dom of responsibility. By applying a project manage-

ment approach and working together with professional 

entrepreneurs and consultants, it was possible to com-

plete the construction works without complications sev-

eral months before the specified time and within budg-

et. All strict environmental demands were also met and 

ended without any disputes or outstanding claims.

Problems associated with the railway network between 

the two countries had also to be solved. Øresundsbro 

Konsortiet’s double track railway is directly linked to the 

Danish and Swedish rail networks at the abutments: one 

railway - two systems. Border systems had to be estab-

lished - one which divides the interlocking and the re-

lated ATC system, and one to provide a neutral section 

separating the catenary system.

Today, the railway is functioning well across these tech-

nical limits and constitutes an important motor for the 

development in the Øresund region.

Today, the train traffic across the Øresund bridge is well 

integrated in the local and regional public transport sys-

tem. Transit, normally three trains per hour, has gradually 

expanded – first as a commuter train between Copenha-

gen and Malmö, then into Scania and onto Zealand, and 

thereafter through Scania and further on. Transportation 

should be easy and comfortable, with an integrated price 

and ticket system for journeys between any destination 

of choice on both the Swedish and the Danish sides.

Railway travelling has developed quickly with a growth 

of 230% since 2001 and amounted to 11.2 million pas-

sengers in 2009.

The Øresund bridge has strongly contributed to the 

development of both regional and local train traffic in 

Scania where public transport has grown most in all of 

Sweden. To be able to continue this positive develop-

ment for the region and environment, the future chal-

lenges lie in the ability to eliminate bottlenecks in the 

traffic system, both with regard to train capacity as well 

as the connecting rail capacity. Bearing in mind the 

Swedish plans of high speed trains, this becomes par-

ticularly relevant.

4. Environment

4.1. Conditions and concerns

The Øresund fixed link project had been subject to sub-

stantial environmental concern. An important reason for 

this is that the environmental conditions in Øresund are 

important not only locally but for the whole Baltic sea 

area.

Several environmental impact assessments were made 

before and during the construction of the Øresund fixed 

link and many areas of concern were listed. The poten-

tial permanent impact on the Baltic sea ecosystem was 

among the main environmental concerns of the Øre-

sund fixed link project due to a blocking of the water 

flow through Øresund. Special attention was also given 

to the aspect of sediment spill. During dredging and rec-

lamation, fine-grained sediment is lost and carried away 

by the currents. The spilled sediment could cause severe 

impacts on the local marine habitats, that are sea grass 

and mussel beds. 

4.2. Impacts

The construction of the fixed link only had very limited 

impact on the local marine environment.

Through an optimised physical design of the fixed link 

and compensatory dredging, the so-called zero solu-

tion was achieved. This means that the fixed link has 

no blocking effect on the water, salt and oxygen flow 

through Øresund.

In conclusion, the Øresund fixed link was constructed 

with only very limited temporal and permanent impacts 

on the local and regional environment. This general ob-

jective was achieved despite the considerable size of the 

project and its location in an environmentally important 

and sensitive area.
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The generated traffic has an environmental impact and 

the main factors are air emissions, noise and waste. The 

discharges from the traffic on the bridge are, however, 

still far beneath the level of pollution that continued 

ferry traffic would have led to.

5. Traffic 

The inauguration of the Øresund Bridge in July 2000 led 

to a boom in traffic across Øresund in the entire area. In 

the 1990s, 2 to 3 million cars and 18 to 19 million persons 

per year crossed Øresund. In 2009, 7 million vehicles and 

36 million passengers crossed Øresund by car, train or 

ferry.

Following a small decline in traffic in the early 1990s, 

traffic across Øresund rose by approximately 10% per 

annum from 1995 to 1999. New routes, more departures, 

lower prices as well as high economic growth were the 

reasons behind this growth. The opening of the Øresund 

bridge resulted in a further traffic increase of 43%.

The 7 million vehicles which crossed the Øresund bridge 

in 2009 correspond to an average of 19,500 vehicles eve-

ry 24 hours. 92% of the vehicles were passenger cars. The 

high increase in traffic is mainly a result of the increased 

integration between the areas of Greater Copenhagen 

and Malmö/Scania: more commuters across the Øresund 

bridge as well as more Danes and Swedes doing busi-

ness, shopping, making cultural and leisure trips to the 

other side of Øresund.

Commuter traffic has been the fastest growing form of 

traffic in all years except for 2009, where the recession 

had a significant impact on the development. More 

commuter traffic is a result of the increasingly integrat-

ed labour and housing market that is emerging around  

Øresund. Many Danes have settled in Scania but contin-

ue to work in Denmark, and more Swedes have taken up 

work in the Copenhagen area. Since autumn 2008, an-

other trend in traffic has dominated. As a consequence 

of the recession, the Swedish kronor lost value com-

pared to the Danish kroner. An increase in leisure travel-

ling from the Danish side of Øresund to the Swedish side 

has occurred during the last 18 months because more 

Danes have taken advantage of the financial situation 

and have travelled to Sweden in order to save money on 

their shopping - be it everyday commodities or speci-

alities. As integration between Copenhagen and Malmö 

increases, integration based traffic, that is business and 

commuter traffic, will increase more rapidly than other 

types of traffic. These two segments will therefore ac-

count for an increasingly large slice of the traffic pie. In 

2001, commuting only accounted for 5% of passenger 

car traffic. By 2015, commuter traffic will account for 44% 

of the pie chart.

6. The effects of the Øresund bridge on the  
region

The Øresund bridge differs from other bridges in that 

it connects two countries. The Øresund region consist-

ing of one Swedish and one Danish part is unique. The 

number of travellers across a country border is usually 

much lower than the number of domestic travellers. This 

is also the case with Øresund. However, traffic across the 

bridge has increased by 10 to 16% each year since the 

opening except for 2008 which saw a 5% increase and 

2009 with zero growth. During the last two years, the 

recession has had a considerable impact on the growth 

rates in traffic.
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Four circumstances have been the drivers behind the 

Øresund integration:

• A change in moving patterns over Øresund

• An increase in commuter traffic

• An increase in businesses with activities on both 

sides of Øresund

• An increase in leisure travelling on the other side of 

Øresund

The incentives of private economy include price and 

salary differences, which influence the increased com-

muter traffic. Another important aspect of the Øresund 

regionalisation is that an increasing number of busi-

nesses have activities on the other side of Øresund. A 

study among decision makers in the Øresund region just 

before and two years after the opening of the Øresund 

Bridge shows that nearly everyone believes that their or-

ganisation has been influenced by the decision to build 

the bridge. For most, it has led to increased co-operation 

across Øresund. 

At the same time, the region has attracted foreign busi-

ness. Between 2000 and 2005, ten Nordic headquarters 

were located in Scania, whereas the corresponding 

number before 1999 was two. During the same period, 

18 nordic headquarters were located in Copenhagen, 

compared to nine in the period 1995 to 1999. 

Before the Øresund Bridge was finished, a number of 

co-operations between Danish and Swedish businesses 

and organisations were established. The most success-

ful are the Øresund University and the Øresund Science 

Region which has been acknowledged by the OECD as a 

unique co-operation and a new approach to achieving 

competitive regional development outcomes in a global 

environment. Furthermore, in 2008, Øresund Science 

Region received a RegioStar’s award in the “Supporting 

clusters and business networks” category in recognition 

of the project’s impact.

7. General appreciation

The Øresund fixed link is a Priority Project completed 

without budget overruns or environmental problems. 

It has contributed to a great increase of the traffic and 

it has a very important positive impact on the develop-

ment of the regions of Copenhagen and Scania. It also 

contributes to the better connection of the Nordic coun-

tries with Central Europe.
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Summary

The Nordic Triangle links the nordic countries of Swe-

den and Finland and their capitals to each other and im-

proves passenger and freight transport from the region 

to central Europe, the Baltic countries, and Russia.

Sweden: the Nordic Triangle in Sweden extends from 

the Øresund fixed link to Stockholm and the Swedish-

Norwegian border, and from Stockholm to the Swedish-

Norwegian border east of Oslo.

Roads: Works on the routes of the Nordic Triangle are 

progressing well, with a number of projects newly com-

pleted. The main problems to be addressed in the future 

are near or in the cities of Stockholm and Gothenburg. 

The E6 Malmö-Gothenburg-Norwegian border section, 

470 km long, will probably be finalised in 2014. 

On the E18 from Stockholm to the Norwegian border, 

a number of projects are ongoing, between Stockholm 

and Karlstad. The section Karlstad-Norwegian border 

will remain a two lane road. 

The 560 km long E4, Helsingborg-Stockholm, is finalised 

as a four lane motorway, except for 30 km at Ljungby in 

the southern part, which is a three lane high quality road 

with interchanges. Preparations for a bypass (22 km) in 

Stockholm are ongoing. 

Rail: The Nordic Triangle in Sweden consists of 1,500 km 

of railways, mostly double track. The lines to the Norwe-

gian border from Karlstad or Trollhättan will remain sin-

gle track. A number of major projects are in the construc-

tion phase. In Malmö, the construction of a double track 

tunnel below the city centre was finalised in December 

2010. It will greatly facilitate traffic in the city and the 

connections with the Øresund bridge.

Double-tracking exists  on the main line Malmö-Gothen-

burg-Norwegian border to deal with bottlenecks. The 

8.7 km Hallandsås Tunnel project faced geological prob-

lems, but is now advancing according to plan and  will 

be completed in 2015. The 75 km section Gothenburg-

Trollhättan is also running according to plan and will be 

completed in 2012. 

Finland: The Nordic Triangle in Finland covers road and 

railway connections from Turku through the Helsinki 

metropolitan area to the Russian border.

Roads: The Nordic Triangle road connection in Finland 

consists of the 350 km long E18 from the ports of Turku 

and Naantali via Helsinki to the Russian border. The 180 

km section Turku-Helsinki was completed as a four-lane 

motorway in January 2009. 

Two motorway sections (85 km in total) between  

Helsinki and Vaalimaa (Russian border) and the Hamina 

bypass are expected to be completed by 2016. Impor-

tant upgrading works on a busy section of  Ring Road 

III in the Helsinki metropolitan area started in 2009, and 

will be completed in 2015. The 55 km long motorway 

Koskenkylä-Kotka will be constructed in 2011-2015.

Rail: The 800 km long Nordic Triangle railway network 

in Finland consists of the passenger connections from 

Turku, to the Russian Vainikkala border crossing via Hel-

sinki and Lahti, of two urban rail lines in the Helsinki 

metropolitan area, and of connections to the ports of 

Vuosaari (near Helsinki), Hanko (in the west) and Kotka/

Hamina (in the east). Half of the network is double track. 

Construction of the new 18 km ring rail line started in 

2008 and works will last until 2014. The project will con-

nect Helsinki airport to the city centre and includes an  

8 km long tunnel.

Investment works are underway regarding the lines  

Lahti-Luumäki-Vainikkala. All projects will be completed 

progressively until 2019.

In both countries, projects are financed from public 

funds from the government and the regional public 

authorities. Financial assistance from the TEN-T budget 

has already been received and is envisaged for the fu-

ture. At present, only Finland plans to implement a road 

project with a Public-Private Partnership, more precisely 

between Helsinki and the Russian border.

1. Introduction

The Nordic Triangle is a multimodal transport corridor 

of major importance for providing high-class transport 

infrastructure for all transport modes in the corridor. The 

Nordic Triangle transport corridor links the nordic coun-

tries and their capitals to each other and improves pas-

senger and freight transport from the region to central 

Europe, the Baltic countries and Russia. 

The development of the Nordic Triangle is in progress 

and further development is planned. The goal is that 

the most important Nordic Triangle projects will be im-

plemented by the year 2015. The Nordic Triangle will 
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contribute to sustainable development through a safer, 

more efficient and environmentally-friendly transport 

system.

The Nordic Triangle is closely interconnected to other 

Priority Projects: the Motorway of the Baltic sea, the  

Øresund fixed link and Fehmarn as well as to the  

Helsinki-St Petersburg-Moscow transport corridor (Cor-

ridor 9A) leading outside of the EU and to the Helsinki-

Tallinn-Riga-Kaunas-Warsaw corridor (Via Baltica road 

and Rail Baltica).

The Nordic Triangle as part of the trans-European transport 

network

2. Progress of the Nordic Triangle projects in 
Sweden

The Nordic Triangle in Sweden extends in the south 

from Malmö and the Øresund fixed link for rail and road 

transport to the Swedish-Norwegian border and to  

Stockholm in the east. The third side of the triangle runs 

from Stockholm to the Norwegian-Swedish border in the 

direction of Oslo. 

The network consists of 1,600 kilometres of roads and 

1,700 kilometres of railways. Moreover, ports, airports 

and intermodal nodes form important parts of this trans-

port infrastructure.

A document concerning long-term infrastructure plan-

ning in Sweden for the period of 2010-2021 was adopted 

by the government in the beginning of April 2010. An 

amount of about €42 billion will be allocated for all kinds 

of transport infrastructure projects and maintenance. An 

additional €8 billion is expected from other sources of 

financing and from road and rail charges.

2.1. Road infrastructure

The road infrastructure of the Nordic Triangle in Sweden 

consists of the following three road sections: 

•  E4, Helsingborg-Jönköping-Stockholm

• E6 Trelleborg-Malmö-Gothenburg-Swedish-Norwe-

gian border

•  E18 Swedish-Norwegian border-Örebro-Stockholm-

Kapellskär 

The intention is to upgrade most of the sections of the 

Nordic Triangle to motorway or similar standard in order 

to achieve a road network of satisfactory standard from 

national and international perspectives.

The E4 route, Helsingborg-Stockholm (560 km long), is 

constructed as a four lane motorway, except for 30 km 

at Ljungby in the southern part, which is a three lane 

high quality road with interchanges. Preparations for 

an “external” bypass (22 km) in Stockholm are ongo-

ing while some bottlenecks remain on the section be-

tween Södertälje and Stockholm. Action on this part of 

the road is planned in the master plan for  Infrastructure 

2010-2021, in order to increase the capacity of the road. 

The E6 route, Trelleborg-Malmö-Gothenburg-Norwegian 

border (540 km long), will be finalised in 2013 approxi-

mately due to the ongoing and planned road projects 

from the north of Gothenburg to the Norwegian border. 

Close to Gothenburg, the existing motorway will get an 

increased capacity with the construction of a tunnel and 

an improved connection to the port. These road projects 

close to Gothenburg will start after 2014 and are includ-

ed in the master plan for transport infrastructure 2010-

2021.

The E18 route, Swedish-Norwegian border-Örebro-

Stockholm (500 km long), has a number of road projects 

ongoing and planned, between Stockholm and Karlstad. 

The road project Hjulsta-Kista, a bypass in Stockholm for 

the E18, and the motorway project Västerås-Enköping 

are examples of these road projects. However, shorter 

sections of the road will still need  upgrading even af-

ter the master plan 2010-2021, on the E18. The section  

Karlstad-Norwegian border is a two lane road. No 

projects are planned, since traffic is very low.
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In the Stockholm Metropolitan Area, the E20 Norra 

Länken project is under construction and works will be 

completed by 2014. It will open to traffic late in 2015. 

It is a part of the bypass routes (planned or already im-

plemented) around the inner city of Stockholm. Norra 

Länken, a 5 km long double tunnel, is a route of national 

and international importance through its connection to 

the ports of Värtahamnen and Frihamnen near Stock-

holm, which are the most important ports in Sweden for 

freight and passenger traffic to the Baltic States, Russia 

and Finland. It provides a valuable link from these TEN-T 

ports to the Nordic Triangle.

Table 1 shows the ongoing and planned major Nordic 

Triangle road projects in Sweden. In addition to the ma-

jor road projects named in table 1, investments for traf-

fic flow separation (through median safety barriers) has 

been made and are still being made on some of the ex-

isting roads.

Table 1. Ongoing and planned major Nordic Triangle road 

projects in Sweden. (Estimated costs in the price level of 2009)

2.2. Rail infrastructure

The Nordic Triangle in Sweden consists of 1,500 km of 

railways, mostly double track. The lines to the Norwegian 

border from Karlstad or Trollhätan will remain single 

track, since traffic is rather low.

The rail infrastructure of the Nordic Triangle in Sweden 

is slit into three sections: Stockholm-Katrineholm-Laxå-

Swedish-Norwegian border (Charlottenberg); Katrine-

holm/Järna-Norrköping-Malmö; (Øresund fixed link) and 

Malmö-Gothenburg-Swedish-Norwegian border (Ko-

rnsjö) as well as links to ferry ports in Trelleborg (in the 

south), Gothenburg and Stockholm.

•  The upgrading on the rail section Stockholm-Swed-

ish/Norwegian border is almost completed with the 

exception of the planned railway tunnel in Stock-

holm (Citybanan), which is well advanced and will be 

completed in 2017. Citybanan is mostly designed to 

facilitate commuter travel in Stockholm.

•  Most of the rail section Katrineholm/Järna-Nor-

rköping-Malmö has been upgraded. Due to heavy 

traffic, a project is planned for 4 tracks in the 20 km 

section Arlöv (near Malmö)-Lund. Works are planned 

for the period 2014-2018. Studies concerning the 

construction of a new high speed line, max speed 

320 km/h, 260 km long between Stockholm and 

Linköping are completed. The high speed line would 

continue from Linköping to Gothenburg. Neverthe-

less, in the new master plan 2010-2021, the project 

was not endorsed and more detailed studies were 

considered necessary.

• Several double-tracking projects are under construc-

tion or in preparation on the rail section Malmö-
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Road section Status Cost  
estimate 
(€ million)

E4, Stockholm bypass In preparation 2,600

E4, Stockholm-Södertälje In preparation 60

E6, Trelleborg-Vellinge 
(south of Malmö)

Under  
construction

40

E6, Rabbalshede-Värmlands-
bro (north of Gothenburg)

Under  
construction

390

E6, Connection to Goteborg 
harbour

Under  
construction

380

E18, Karlstad In preparation 32

E18, Karlskoga-Lekhyttan Under  
construction

10

E 18, Västerås-Sagån-
Enköping

Under  
construction

100

E18, Hjulsta-Kista in Stock-
holm

Under  
construction

375

Figure 2. Progress of the road projects of the Nordic Triangle 
transport network in Sweden
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Table 2. Ongoing and planned major Nordic Triangle rail 

projects in Sweden. (Estimated costs at 2009 prices)

 Gothenburg-Swedish/Norwegian border. In Malmö the 

construction of a double track line, 17 km long with a 6 km 

tunnel under the city centre of Malmö (City Tunnel) is well 

advanced. The Malmö City Tunnel project has opened for 

service in December 2010. It will greatly facilitate traffic in 

the city and connections with the Øresund bridge.

Double-tracking due to severe bottlenecks takes places 

on the main line Malmö-Gothenburg. The 10 km section 

Ängelhomm-Förlöv will be completed in 2011. The ad-

jacent 8.7 km Hallandsås Tunnel project, which is facing 

some geological problems, advances now according to 

plan and it will be completed by 2015. North of Gothen-

burg, the section Gothenburg-Trollhättan also runs ac-

cording to plan and several sub-sections are completed. 

In 2012 the entire section will be completed. A number 

of projects in order to reduce bottlenecks and increase 

capacity are in the preparation phase. Examples of such 

projects are a double track in Varberg (south of Gothen-

burg) and a new big double track tunnel under the city 

of Gothenburg to facilitate traffic and to better connect 

the rail line with the port.

Table 2 shows the ongoing and planned major Nordic 

Triangle rail projects in Sweden.

3. Progress of the Nordic Triangle projects in Fin-
land

The Nordic Triangle in Finland consists of the road and 

railway connections from Turku through the Helsinki 

Metropolitan Area to the Russian border. The Nordic 

Triangle network in Finland consists of about 350 km of 

roads and about 800 km of railways. In addition, ports 

and intermodal nodes constitute an important part of 

this network.

3.1. Road infrastructure

The Nordic Triangle road connection in Finland consists 

of the E18 road from the ports of Turku and Naantali via 

Helsinki to the Russian border (Vaalimaa border station). 

The 180 km section Turku-Helsinki is completed as a four 

lane motorway since January 2009, when the last 50 km 

road section Muurla-Lohja was opened to traffic. 

Two motorway sections (85 km in total) between Helsin-

ki and Vaalimaa and the Hamina bypass are yet to be im-

plemented. The projects are expected to be completed 

by 2016. Important upgrading works on a busy section 

of ring road III in the Helsinki metropolitan area have 

started in 2009. The first phase is scheduled for 2009-

2011 and the second phase for 2012-2015 (no starting 

decisions yet). The project consists of creating a number 

of interchanges in the ring road, so as to eliminate the 

traffic lights that create bottlenecks. The 55 km long mo-

torway Koskenkylä-Kotka will start in 2010, through a 

PPP (€650 million). Construction works are scheduled for 

2011-2015. The 15 km long motorway Hamina bypass is 
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Rail section Status Cost 
estimate 
(million €)

Malmö City Tunnel Completed 1,275

Malmö Yard Under construction 109

Malmö-Flackarp In preparation/under 
construction

260 

Ängelholm-Maria In preparation 130

Ängelholm-Förslöv In preparation/under 
construction

87

Förslöv-Båstad (Hal-
landsås tunnel)

Under construction 1,083 

Varberg Under construction 230 

Gothenburg- 
Trollhättan

In preparation/under 
construction

712

Port of Gothenburg under construction 23

Stockholm City 
Tunnel

In preparation 1,800

Nyköping-Östergöt-
land link

In preparation 1,320

Figure 3. Progress of the rail projects of the Nordic Triangle 
transport network in Sweden
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expected to start in 2011. A project for a lorry parking 

area at Vaalimaa border is put on hold for the future. The 

last motorway section between Hamina and Vaalimaa 

(30 km long) is expected to be completed by 2016 (no 

starting date set).

Figure 5. Progress of the road projects of the Nordic Triangle

3.2. Rail infrastructure

The 800 km long Nordic Triangle railway network in Fin-

land consists of the passenger connections from Turku, 

through Helsinki and Lahti to the Vainikkala border sta-

tion with Russia, of two urban rail lines in the Helsinki 

metropolitan area, and of the connections with the ports 

of Vuosaari (near Helsinki), Hanko (west) and Kotka/

Hamina (east). Half of the network is double track.

The Vuosaari harbour line, including a tunnel, was com-

pleted in 2008. Also the Kerava-Lahti rail section was 

completed in 2006. Construction of the new 18 km 

ring rail line started in 2008 and will last until 2014. The 

project will connect Helsinki airport to the city centre 

and includes an 8 km tunnel with two tubes passing un-

der the airport.

Investment works are underway regarding the lines Lah-

ti-Luumäki-Vainikkala. There will be also improvements 

in future years on the lines Kouvola-Kotka/Hamina,  

Turku-Helsinki, Helsinki-Riihimäki and Hyvinkää-Hanko. 

Projects will be completed progressively until 2019.

ERTMS in the Nordic Triangle in Finland has progressed 

with GSM-R installations. Wider ETCS implementation 

will start in the late 2010’s at the earliest.

4. Financing

In both countries, projects are financed from public 

funds from the government or regional or public au-

thorities. Financial assistance from the TEN-T budget has 

already been received and is envisaged for the future.

Sweden does not envisage any PPP schemes for the mo-

ment. Finland, however, intends to implement the 55 

km long road Koskenkylä-Kotka (€650 million), between 

Helsinki and the Russian border, through a PPP.

5. General appreciation

Several road and rail projects are ongoing in Sweden and 

Finland to improve the situation of the Nordic Triangle. 

There are no particular financial or other problems or de-

lays. The more important ongoing or planned projects 

concern the areas near or in the big cities of Stockholm, 

Gothenburg, Malmö, and Helsinki, as well as the im-

provement of road and rail connections from Helsinki to 

the Russian border. The decision for the construction of 

a high speed rail link will be taken after further studies.

Table 3.
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Figure 6. Progress of the rail projects of the Nordic Triangle 

transport network in Finland

Figure 7. Progress of the rail projects of the Nordic Triangle 

transport network in the Helsinki Metropolitan Area

Table 4.
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Summary

Priority Project 13 aims at improving the links between 

Britain and Ireland on the one hand, and the Benelux 

states and Western Europe on the other. To this purpose 

new roads will be constructed – in particular in Ireland 

– and existing roads will be upgraded to motorway, 

expressway, dual and single carriageway standards. 

Outside of the TEN-T programme some stretches of the 

route will be equipped with traffic management systems. 

Taken together these schemes should lead to shortened 

journey times between mainland Europe and the British 

Isles, increase capacity, a reduction of bottlenecks, fewer 

accidents and less negative environmental impacts.

The route will link the English North Sea ports of Felix-

stowe and Harwich with Anglesey in North Wales, with 

Liverpool in North West England and with Stranraer in 

Scotland. Ferry links connect the route to Northern Ire-

land where it continues from Larne in the north east and 

travels south via Belfast across the border to Dublin and 

then on to Cork. It complements the east-coast rail line, 

PP9.

1. United Kingdom

In England, Scotland, Wales and Northern Ireland, the 

scheduled works are gradually carried out along the en-

tire route and the project is advancing correctly. Invest-

ment on the axis has focussed on projects which specifi-

cally target safety, congestion, environmental issues, and 

bottlenecks. According to the Department for Transport, 

most of the priority axis should be completed by the end 

of current programming period. €1.7 billion will still be in-

vested in the period ending 2013, of which €113 million 

will be spent in Wales, €63 million in Scotland and €150 

million in Northern Ireland. Some of the projects are con-

tracted under private financing schemes, decreasing the 

investment requirements of the British government.

1.1. England

Sections

The following table gives a breakdown of the different 

elements that make up the road axis in England:

Maps for the A14 section:

• A14 Haughley Street to Stowmarket improving a sec-

tion of the A14, an important link from the port Fe-

lixstowe to the M1/M6 motorway junctions costing 

€50 million. The road section was opened in January 

2009.

• A14 Ellington (west of Huntingdon) to Fen Ditton 

(east of Cambridge) - widening the existing A14 

and building a new dual carriageway to the south of 

Huntington. Estimated cost of €1,163 million, works 

scheduled from 2010 to 2015.

M6 link from England into Scotland:

The Route into Scotland has been improved by upgrad-

ing the M6 between Carlisle and Guardsmill. This is the 
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Up to 
March 
03

April 
03 
March 
04

April 
04 
March 
05

April 
05 
March 
06

April 
06 
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April 
07 
March 
08

April 
08 
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09

April 
09 
March 
10

April 
10 
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13

April 
14 
March 
20

PP13: Felixtowe-Holyhead/Stran-
raer (HA)

70.4 45.4 11.5 18.5 45.5 88.0 139.9 212.1 1,487.5 1,895.9

PP13: Felixtowe-Holyhead/Stran-
raer (Wales)

235.4 0.5 0.1 0.5 0.2 1.2 1.6 3.0 101.8 35.75

PP13: Felixtowe-Holyhead/Stran-
raer (Scot)

0.9 13.2 55.5

PP13: Felixtowe-Holyhead/Stran-
raer (NI)

0.0 26.1 19.6 23.6 66.1 34.7 94.9 31.8 113.3 87.0

Total (£ million) 305.8 72.0 31.2 42.6 111.8 123.9 237.3 260.1 1,758.1 2,018.7

Expenditure in the United Kindgom (€ million)
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“missing link” in the motorway network between Lon-

don and Glasgow). The project cost was €108 million ap-

proximately. It was opened to traffic in December 2008.

1.2. Wales

Sections

The following tables give a breakdown of the different 

elements that make up the road axis in Wales:

Projects undertaken since 2000

Deeside park:

• The Deeside park junctions Improvement aims at im-

proving the through-put of traffic between Deeside 

park and the M56 Junction 16. It involves grade-sep-

aration of the three junctions at Woodbank, the A540 

and M56. This reduces delays for users along the 5 km 

route at peak times and improves safety and facilities 

for non-motorised users.

1 In the simplest terms, stress is the daily flow divided by the daily capacity. Flow information is available from a series of electronic counters locat-
ed across the network, from which daily flow (Annual Average Daily Traffic Flow or ADDT) can be calculated. Because levels of traffic vary through-
out the day, the daily capacity of the road is best determined by the maximum sustainable traffic flow in the peak hour. Some roads are congested 
for longer than just the morning and evening peak hour. In these cases, stress levels can be described as being “more than 100%”, and, as would 
be expected, such roads are busy for a substantial proportion of the day. As some roads can be busy outside of the peak hours, it is possible for a 
road’s “stress” to exceed 100%. Where such high stress values occur, the roads are likely to be busy for substantial proportions of the day.
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Route From To Length (km) Status Demand 
(1,000 vpd)

Stress1 Bottleneck

A14 Felixstowe Catthorpe  
[M6 Jct]

211.8 Predominantly 
2-lane Dual

57.2 0-90% Newmarket

A120 Harwich Bishop’s Stortford 
[M11 Jct]

71.5 Predominantly 
2-lane Dual

23.5 90-100% Great 
Dunmoor

A12 Colchester  
[A120 Jct]

Ipswich [A14 Jct] 27.4 Predominantly 
2-lane Dual

57 0-90%

M11 Bishop’s Stortford 
[Jct 8]

Girton [A14 Jct] 42.7 All 2-lane Dual 53.7 100-110%

M6 Catthorpe  
[A14 Jct]

Birmingham  
[Jct 11]

119 Predominantly 
3-lane Dual

101 110-130% Junction 8 
- M5

M6 Birmingham  
[Jct 11]

The Scottish border 300 Predominantly 
3-lane Dual

101 110-130%

A5 Chirk [A483 Jct] Telford [M54 Jct] 23.0 Predominantly 
2-lane Dual

42.5 0-90%

M54 Telford [M54 Jct] Featherstone  
[M6 Jct]

36.1 All 2-lane Dual 50 0-90%

M56 Dunkirk [A5117 
Jct]

Jct with M60 54.2 Predominantly 
3-lane Dual

95 0-90%

A5117 Dunkirk [M56 Jct] Jct with A550 5.2 Predominantly 
2-lane Dual

56.8 0-90%

A55 M53 [Jct 12] The Welsh border 12.3 All 2-lane Dual 48 0-90%

A483 M53 [Jct 12] The Welsh border 4.2 All 2-lane Dual 63 0-90%

A63 Kingston Upon 
Hull

Newport [Jct with 
M62]

28.1 Predominantly 
2-lane Dual

47.5 0-90%
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bypass and the Glenluce bypass.

Future projects

The future transport investment requirements for the 

Central Scotland to the Scottish border geographical 

area were considered by Transport Scotland which re-

ported in December 2008. in the strategic transport 

projects review (STPR).

Intervention 11 – Improving Links to the Loch Ryan ports 

from the trans-European transport network aims to en-

sure that there are efficient and effective transport links 

to the port facilities at Loch Ryan and a safer, more ef-

ficient route along the A75.

In addition to widening three sections of the A75, which 

is already committed, this intervention will involve the 

introduction of 2+1 sections and climbing lanes, overtak-

ing laybys, improvements to the junctions in and around 

Dumfries, improvements to the A751 at Stranraer and 

the introduction of intelligent transport systems (ITS) to 

provide driver information on the A75.

These measures would be expected to significantly re-

duce accidents and improve journey times and reliability 

1.3. Scotland

Sections

The A75-Stranraer connects the ferry terminals at Loch 

Ryan to Northern Ireland with the A74(M) and onwards 

to England and beyond.

The table above gives a breakdown of the different ele-

ments that make up this axis in Scotland.

The absence of safe overtaking opportunities on sec-

tions of the route means that slower moving heavy 

goods vehicles travelling to and from the ferry ports at 

Loch Ryan tend to create platoons of traffic causing de-

lay and driver frustration. The provision of further safe 

overtaking opportunities and of driver information fa-

cilities (ITS) would be the key investments required to 

ensure the route operated safely and effectively

Projects undertaken since 2000

Safety improvements/bottleneck removal have also 

been made at the Gretna interchange, the Collin bypass, 

The Glen, the Twynholm bypass, the Gatehouse of Fleet 
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Route From To Length km Status Demand Capacity (vpd)

A75 Gretna-
Dumfries

Stranraer 
(and Loch 
Ryan ferry 
ports)

155 A single carriageway road with 
a few very short sections of 
dual carriageway. Currently, 
18.8 km is of WS2+1 standard.

Between 5,000 and 
11,000 vehicles per 
day, of which 18% 
of traffic comprises 
HGV’s.

Most of the road 
functions within its 
traffic capacity for 
most of the day.

Year  
Completed

Project name Purpose Cause Length of Carriageway 
improved

Cost

2008 Barfil to  
Bettyknowes 

Overtaking opportunity 
(WS2+1) Westbound

Safety 0.875 km Total cost of  £9.2m for  these 
3 schemes which were a com-
bined contract

2008 Newton Stew-
art (DAL) 

Overtaking opportunity Safety 0.375 km

2008 Planting End 
to  
Drumflower

Overtaking opportunity 
(WS2+1)  
Eastbound

Safety 1 km

Year (start) Project name Purpose Cause Length of Carriageway 
improved

Cost 

2009/10 Cairntop to 
Barlae 

Dual carriageway overtaking  
opportunity

Safety / bottleneck 2.5 km £6.5m

2009/10 Dunragit Bypass Bypass and overtaking op-
portunity (WS2+1) East and 
Westbound.

Safety / bottleneck 5.3 km £15.9m

2009/10 Hardgrove to 
Kinmount 

Overtaking opportunity 
(WS2+1) East and Westbound

Safety / bottleneck 3.6km £9.5m
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for drivers and for freight.  The cost estimate for these 

measures is £10-£50 million.

1.4. Northern Ireland

Sections

The table below gives a breakdown of the different ele-

ments that make up the axis in Northern Ireland:

• A1 Beech Hill to Cloghogue – the works on the fi-

nal section of the A1 (motorway between Belfast 

and Dublin) in Northern Ireland to be considered 

for dualling and further extension of the 14 km dual 

carriageway between Newry and Dundalk were 

launched in August 2007. The estimated cost of the 

project is €150 million. The section was opened to 

traffic in spring 2010.

• A8 Belfast to Larne (Coleman’s Corner to Ballyrickard 

Road) received €2.16 million of TEN-T funding in the 

2009 call.

2. Republic of Ireland

The route runs from Larne in Northern Ireland to Cork in 

the Republic of Ireland. Both towns are major tranship-

ment ports in their own right. Prior to its development, 

the route mainly comprised single carriageway with 

poor alignments, inadequate capacities, safety hazards 

and numerous traffic bottlenecks.

The Irish section of the route stretches from the border 

with Northern Ireland - approximately 10 km north of 

Dundalk - to Cork, via Dublin on the M1, the N7 from-

Dublin to its junction with the N/M8 and its junction 

with the N25, six kilometres east of Cork city centre. It is 

considered the most important arterial road route on the 

island, linking its three largest cities, sea ports, airports, 

and industrialised hinterlands. The total route length in 

Ireland is 360 km. Total expenditure on the development 

of this section will be approximately €4 billion between 

1996-2010.

€510 million in EU assistance has been provided since 

the mid 1990s for upgrading the route, comprising struc-

tural funds (ERDF and Cohesion Fund) and TEN-T fund-

ing. Many of the motorway works along the route were 

advanced to the construction stage with TEN-T support. 

Work on the final elements of the N/M8 section from 

Dublin to Cork is underway and is due for completion 

in 2010.

Generally, the ERDF and Cohesion Fund assisted the 

construction of the larger schemes while the main focus 

of the TEN-T assistance was on the progression of large 

schemes through the pre-construction phase, including 

corridor and route selection, environmental impact as-

sessments, preliminary and detailed design, public in-

quiries and public procurement. The construction of the 

immediate physical cross border link itself comprising 

the new road between Newry in Northern Ireland and 

Dundalk in the Republic was assisted by TEN-T funds.

An integrated approach was followed at national level in 

deploying the various forms of the EU assistance and the 

matching national finances to the most advantageous 

combined effect.
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Road Length 
in km

Status Current 
Demand

Bottlenecks

A8 from Larne Port to B100 
Ballyrickard road

 6 Dual carriageway 18,000 vpd 39,000 At start/end of dual carriageway section 
at Ballyrickard road. 

A8 from Ballyrickard Road to 
Colemans Corner roundabout

14 Single carriageway 18,000 vpd 13,000 Last remaining single carriageway sec-
tion of road between Larne and Belfast.

A8 from Colemans Corner to 
Sandyknowes roundabout

5.2 Dual carriageway 18,000 vpd 39,000 At Sandyknowes roundabout junction 
between M2 and A8.

M2 from Sandyknowes 
Roundabout to York St junc-
tion

10 Motorway (part 3 
lane)

65,000 vpd 67,000 York Street signalised junction

A12 West Link from York St 
Junction to Broadway under-
pass

3.5 3 lane dual car-
riageway

64,000 vpd 54,000 York Street signalised junction.

M1 from Broadway underpass 
to A1 off slip

13.5 3 lane motorway 64,000 vpd 67,000 At junction 7 (Sprucefield Junction)

A1 From Sprucefield rounda-
bout to Beech Hill

28 Dual carriageway 37,000 vpd 39,000 At Sprucefield roundabout & other at 
grade junctions

A1 Beech Hill to Cloghogue 12 Single carriageway 20,000 vpd 13,000 Last remaining single carriageway sec-
tion between Belfast and the border

A1 Cloghogue to border 4.3 Dual carriageway 20,000 vpd 39,000
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Sections

The Road axis linking Dublin with Cork and Northern 

Ireland (PP13 and PP26) is advancing very well and sev-

eral sections have been completed in 2006 and 2007. 

The M1 Dublin-Border motorway (completed in 2007) 

includes the cross border section Dundak (Ireland)-Ne-

wry (Northern Ireland) (inauguration on 3 August 2007). 

Completion of 19 km of dual carriageway (4.6 km on UK 

territory/14.5 km south of the border), and replaced an 

inadequate trans-frontier link on the Dublin-Belfast cor-

ridor.

The table above gives a breakdown of the different ele-

ments that make up the axis in Ireland.

2.1. Projects in Construction end February 2010

Remaining schemes

M50

• M50 Dublin City C-Ring upgrade and the N8 national 

primary route from Portlaoise (approximately 100 km 

south-west of Dublin City) to Cork City section.

• Phase 1 of the M50 upgrade is already ongoing with 

an estimated completion date in the end of 2008 (to-

tal cost €259 million). Phase 2, involving interchange 

upgrades and widening of 24 km, is expected to end 

in 2010. The scheme will benefit of a PPP scheme 

with only €50 million from the State budget.

• The M50 upgrade is undertaken in three phases at 

a cost of approximately €1 billion. Phase 1 and 3, 

which included the introduction of barrier-free toll-

ing on the motorway, were completed in 2008. Phase 

2, which is implemented on a PPP basis and involves 

the upgrade of the interchanges and widening of 24 

km of motorway, is due for completion in quarter 4 of 

2010.

N8 

• N8 Portlaoise to Cullahill (construction of 40 km of 

dual carriageway). The construction started in 2007 

and was ready in 2010. The estimated cost is €198 

million and the scheme was implemented as a PPP. 

• N8 Cullahill to Cashel (construction of 40 km of dual 

carriageway). Construction on the project com

Completions to end November 2009

 menced in 2006 and was completed seven months 

ahead of schedule in 2008, at a total estimated cost 

of €434 million.

• N8 Cashel to Mitchelstown (construction of 37 km of 

dual carriageway). Construction commenced in 2006 

and was completed ten months ahead of schedule in 

2008, at a total estimated cost of €454 million.

• N8 Mitchelstown to Fermoy (construction of 16 km of 

dual carriageway). Construction commenced in 2008 

and was completed nine months ahead of schedule 

in 2009 at an estimated total cost of €174 million.

2.2. Cross-border

The cross-border section from N1 Dundalk to the border 

with Northern Ireland received TEN-T grants in the 2001-

2006 programming period and it is now complete. The 

project was related to the completion of the construc-

tion of 19 km of dual carriageway from Dundalk to Ne-

wry (4.6 km lie on UK territory/14.5 km are south of the 

border), which replaced an existing inadequate trans-

frontier link on the Dublin-Belfast corridor.
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Route Completion Project Road 
Type

Length Cost (€ million)

M7/8 Q4 2010 Portlaoise to Cullahill/Castletown (PPP) Motorway 40 198
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Route Project Road Type Length (km) Year Cost (€ m)

M1 Balbriggan bypass Motorway 13 1998 59

M1 Dunleer/Dundalk Motorway 17 2001 138

M1/N2 Dunleer/Ardee Link Single 8 2001 12.4

M1 Cloghran/Lissenhall MIU Motorway 6 2003 1583

M1 Lisenhall/Balbriggan Motorway 10 2003 72

M1 Drogheda bypass MIU Motorway 22 2003 262.4

M1 Dundalk western bypass MIU (PPP) Motorway 11 2005 24.1

M1 Drynam interchange Interchanges 1 2006 -

TOTAL 88

M7 Newbridge bypass/Kilcullen link Motorway 18.5 1994 83.7

M7 Portlaoise bypass Motorway 14 1997 62.8

M7 Kildare bypass MIU Motorway 12 2003 160.8

M7 Monasterevin bypass MIU Motorway 17 2004 132.8

N7 Roscrea bypass (Phase 2) Single 2.2 1996 10.5

N7 Newlands Cross to Rathcoole Dual 5 1998 20.4

N7 Rathcoole interchange Interchange - 1998 16

N7 Limerick northern relief road Single 3.6 1999 11.8

N7 Nenagh bypass Single 11 2000 43.2

N7 Parkway Dual 1 2004 5.8

N7 Limerick southern ring road phase 1 MIU Dual 10 2004 112.3

N7 Kingswood interchange Interchanges 1 2005 -

N7 Naas Road widening MIU Dual 15 2006 229.3

TOTAL 110.3

N8 Cork southern ring road Dual 8 1996 79.9

N8 Jack Lynch Tunnel Dual 1.9 1999 158.4

N8 Watergrasshill bypass MIU Dual 10 2003 125

N8 Cashel bypass MIU Dual 7 2004 48.6

N8 Fermoy-Watergrasshill MIU (PPP) Motorway 18 2006 133.1

N8/N73 Mitchelstown western relief road Single 4 2006 25.1

N8 Cullahill-Cashel Motorway 40 2008 434.3

N8 Cashel Mitchelstown Motorway 40 2008 454

N8 Mitchelstown-Fermoy Motorway 16 2009 174

TOTAL 144.9

M50 Northern Cross route Motorway 11 1996 90.9

M50 Northern Cross route extension Single 2.5 1997 5.7

M50 Free flow slips Single 13.5 2000 8.3

M50 Ballinteer/Wyckham Single 4 2001 22

M50 Southern Cross route Motorway 9 2001 147.3

M50 2nd Westlink bridge Motorway 0.4 2003 -

M50/M11 Wyattville Interchanges 1 2004 45

M50 South Eastern motorway Motorway 11 2005 569

M50 Dublin Port tunnel Motorway 6 2006 751.2

TOTAL 17.4
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Summary

The West Coast Main Line (WCML) is a complex railway 

system linking London with major agglomerations in 

the West Midlands, the North West, North Wales and 

Scotland, covering a distance of 850 km. With more than 

2,000 train movements daily it is the most important 

trunk route in the UK. It serves as a main route for long 

distance passenger traffic, and absorbs significant com-

muting flows around London, Birmingham, Manchester, 

and Glasgow. Additionally, roughly 43% of all UK rail 

freight uses the line at least partly on its journey, making 

the WCML one of the busiest freight corridors in Europe. 

Dating back to Victorian times and having been modern-

ised in the 1970s for the last time, it became clear in the 

early 1990s that the line was in need of a major overhaul. 

It would become one of the biggest civil engineering en-

terprises in the UK for a decade.

1. The project

PP14 aimed at upgrading the existing West Coast Main 

Line. The project sections focused on the removal of 

bottlenecks, on increasing the speed of the line, and on 

augmenting its capacity along with improved perform-

ance (better punctuality). To this purpose new signal-

ling systems were installed, new tracks laid in the Trent 

Valley, old tracks upgraded to allow higher speeds of up 

to 200 km/h (125 mp/h), stations refurbished, platforms 

extended and GSMR installed. Completion of the project 

has also improved the connection between the port of 

Southampton and the parts of the railway system whose 

gauge has been adapted to the use of high cube ship-

ping containers.

The project makes rail journeys more competitive with 

other modes of transport by reducing long distance 

journey times for both, passenger and freight traffic. It 

improves international connections between Ireland, 

Scotland, England on the one hand, and France, Bel-

gium, The Netherlands and Germany on the other.

Although minor improvements to the line, for instance 

in Stafford, Bletchley and Reading, are scheduled to con-

tinue into 2013, the project is regarded as  being suc-

cessfully completed. Eventually parts of the West Coast 

Main Line could also be linked into the high speed rail 

link being proposed between London and Birmingham: 

high speed 2 project. Such a project is estimated to bring 

substantial economic benefits, would be in line with 

TEN-T policy and in line with Britain’s long term strategy 

on inter-urban transport, but no final decision has yet 

been taken.

Total costs are €10.63 billion.

2. The investment and construction period

The project was planned by Railtrack, the private Brit-

ish network operator, in the mid 1990s. However, the 

costs for the modernisation of the West Coast Main Line 

soon exploded, attributing its share to the collapse of 

Priority Project 14
West Coast Main Line
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Key facts:

• 94 million hours of labour

• Changes were made to all 13 major junctions

• More than 36 km of new track was laid

• 174 new or altered bridges

• 53 new or extended platforms

• Work on 11,400 overhead line structures

Taken from: “Railways West Coast Main Line”. House of  
Commons, March 2010
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Railtrack. In 2002, the British government took over the 

management of the project, yet working in close coop-

eration with the private sector. This partnership proved 

to be successful with works being completed in time and 

costs staying within the budget.

The construction period was difficult as rail services had 

to continue on the most important north-south con-

nection of the country. Much of the work was done on 

weekends, leading to significant delays and disruption. 

In spite of frustration on the part of many leisure trav-

ellers during the weekend, the fact that the lines could 

continue to operate during the construction phase can 

be regarded as a success. Keeping the tracks alive dur-

ing construction was a complicated endeavour however, 

and approximately 50% of time was taken by setting 

up and then closing down the construction site in the 

mornings and evenings.

The transport operator (Virgin Trains) also upgraded its 

rolling stock. In the summer of 2002, 53 new Class 390 

Pendolino were introduced on the route. These tilting 

trains consisting of 9 cars (but some are being extended 

to 11 cars), have a top speed of 225 km/h and travel at 

200 km/h on the West Coast Main Line, a route that was 

not designed as a high speed link originally. They also 

led to an increase in passenger capacity. Other recently 

acquired trains for intercity routes are a number of diesel 

powered Class 221 SuperVoyagers, and a fleet of electric 

four car Desiro trains for regional routes.

3. Impacts

The renewal led to an increase of efficiency which is even 

higher than anticipated. Journey times between the ma-

jor agglomerations were reduced significantly (see table 

above). Between London and Manchester they could be 

reduced to 2 hours, and between London and Glasgow 

to 4 hours and 15 minutes, thus significantly increasing 

the competitiveness of rail on these routes. At the same 

time capacity was increased by roughly 70%, allowing 

the introduction of new timetables. Significantly more 

trains are running at a higher frequency between big cit-

ies. During the whole working day there is, for instance, 

one service every twenty minutes between both London 

& Birmingham and London & Manchester. The capacity 

for freight could also be increased, nearly matching the 

increase in passenger capacity.

This has created substantial economic benefits. The 

completion of the southern part of the route in 2004 led 

to a traffic growth in excess of 30%.

The improved rail services also had a beneficial impact 

on the environment. After the completion of the south-

ern part of the axis rail has regained a significant mar-

ket share for journeys between London and Manchester 

from air. Between 2004 and 2005 rail has increased its 

market share from 41% to 59% in a growing market. This 

trend has continued subsequently. 

4. Concerns

The upgrade of the West Coast Main Line significantly 

reduced travel times between the large agglomerations 

of the United Kingdom. The introduction of the new very 

high frequency timetable by the transport operator has 

increased the number of services between major cities 

significantly. One factor necessary to decrease travel 

time, however, was by reducing the number of interme-

diate stops. As a result a few, poorly used and smaller 

stations receive less fast “intercity” services, although 

no journey opportunity from such points has been lost. 

Whilst some travel times between smaller stations have 

increased, the number of journey opportunities from 

such points has increased.  

5. Overview of sections

There are many projects along the entire line, but the key 

projects are:

• EE36: Platform extensions (Euston-Rugby): Providing 

12 car train length for additional capacity on regional 

and commuter trains, completed

• EE09: Watford Junction-Bletchley:

 Tring turnback (outer suburban trains), completed

PP 14
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Route Main Improvement

Glasgow-North West 
England

Increase in capacity 
30% reduction of journey time

London-Manchester Frequency increased from 2 to 3 
services per hour

London-Liverpool 25 minute reduction of journey 
time 
Increase in peak services for busi-
ness traffic

London-West Midlands Frequency increased from 2 to 3 
services per hour

Manchester-Scotland Frequency increased from 7 to 9 
services a day

Birmingham-Scotland 20-30 minute reduction of journey 
time
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 Ledburn crossover (increased capacity), completed

 Bletchley remodelling, to be completed

• EE29: Northchurch tunnel

 Providing extra ventilation shaft, completed

• EE11 Nuneaton remodelling

 Providing new platforms and flyover for increased ca-

pacity, completed

• EE12/EE22: Trent Valley Four Tracking and line speed 

Works

 Increase capacity - 22 km (14 mi) of four tracking, 

completed

• EE27: Abolition of crossings (West Midlands) 

 completed

• EE30: Banbury lane crossing

 Improvements to intermediate stations between 

Coventry and Birmingham International, completed

• EE35: Platform extensions (West Midlands)

 New platforms at Birmingham New Street

 New platforms at Wolverhampton, completed

• FF22 Wigan-Springs branch remodelling

 Increased capacity, completed

• W123: Sandbach-Wilmslow remodelling completed

• FF17: line speed enhancements (north of Crewe)

 completed

• W058: GSMR installation completed
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1. Introduction

This Priority Project aims at developing a high capacity 

freight railway axis linking the two key ports of Algeciras, 

in southern Spain, and Sines in southwestern Portugal, 

with the centre of the EU. 

With the doubling of the Panama Canal foreseen in 

2014 the strategic importance of EU’s Atlantic ports, and  

notably that of Sines, will be enhanced. At the same 

time, Algeciras is located exactly on the Suez-Gibraltar 

line where most of the EU-Asia freight flows are currently 

routed.

So far, these infrastructures were mostly used for trans-

shipment or transfer to road, but were not suitable for  

becoming an efficient terminal due to the lack of  

adequate connections to the hinterland.

In Portugal, the line links the main logistic platforms of 

Sines, Lisbon, Setúbal, Poceirão and Elvas/Caia. In Spain, 

it reaches a major port (Algeciras) and Spain’s main  

logistic platform (PLAZA) - the largest in Europe in terms 

of surface. 

The railways link to the ports will be built with interoper-

able sleepers so as to allow operations in Iberian gauge 

in the first stage (in line with the freight rail freight net-

works of Spain and Portugal), but ready for the future 

conversion to UIC (“standard”) gauge. 

The Priority Project involves the construction of a new 

high capacity rail link for freight across the Pyrenees, 

connecting the French and Spanish networks, in order to 

provide freight flows to/from the Iberian peninsula with 

rail access to the whole TEN-T. 

To achieve this ambitious goal, the project includes the 

construction of a long distance tunnel through the Pyr-

enees, in order to eventually link it with the French net-

work - potentially to the branch of the Grand Projet du 

Sud-Ouest towards Toulouse. 

Several possible alignments are under consideration for 

this link, which will complete a European trade route 

from Portugal and Spain to the rest of Europe, on which 

significant future traffic growth is forecast. The construc-

tion of this new line, in European gauge, is expected to 

enable rail to achieve a 30% share of the land transport 

market across the Pyrenees.

As a direct result of this framework, this infrastructure 

will foster traffic between Lisbon, Setúbal, Sines and  

Algeciras, central Spain, including Madrid’s dry port and 

the important logistic platform of Zaragoza, and the rest 

of Europe. 

The new Sines/Elvas/Badajoz and Algeciras/Bobadilla 

lines, as well as the third crossing of Pyrenees, are the 

priority sections of PP16.

The line is operational from Bobadilla/Badajoz to Madrid 

and Zaragoza-Huesca.

2. Project components

2.1. PP16 Sines/Poceirão-Madrid

The Portuguese sections of PP16 (blue line, in bold the 

new sections) is upgraded so as to provide additional 

capacity for at least 24 trains per day and direction, sub-

stantially reducing the length of the route (from 425 to 

280 km) and the time needed (from 8 to 4.5 hours). The 

project foresees two totally new sections and the up-

grade of an existing section. These projects is supported 

by the Cohesion Fund and ERDF with about €309 million.

Interoperability is ensured through the use of polyva-

lent sleepers (for future shift to UIC in coordination with 

Spain), 25 kV electrification and ERTMS-ETCS level 11. 

Sidings suitable for 750 m trains are provided for.

Sines-Grândola (including Raquete station at Sines): 

Raquete station (terminal in Sines) is being upgraded 

and works are being completed, while the new line 

Sines-Grândola (40 km) is at design phase.

The Alcácer bypass, consisting of 29 km of new line, has 

mostly been implemented during 2009 and is in opera-

tion since December 2010, thus providing an access to 

Poceirão and a substantial reduction on journey time.

The modernisation of Bombel-Casa Branca-Évora (66 

km) is foreseen to complete the project - works are tak-

ing place between 2010 and the end of the first semester 

2011.

Priority Project 16
Freight railway axis Sines/Algeciras-Madrid-Paris

1As for the Signalling and Telecommunications Systems, Installation of ETCS level 1 is foreseen in Vendas Novas/Casa Branca/Évora and Évora/Elvas-
Caia new sections within 2013, implemented by an ad hoc Public-Private Partnership  in charge of implementing and maintaining the signalling 
and telecommunications systems for the whole high speed network (“PPP6”). Progressive migration from Convel system to ETCS for the remaining 
sections of the PP16 corridor, concerning existing lines, will take place in accordance with the rail undertakings programme to install ETCS equip-
ment aboard trains.
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2.2. Évora-Mérida PT-ES:

This section, which is part of PP16 critical section Sines-

Badajoz, shares the alignment (and the railway bed) with 

the PP3 high speed line, and consists in a third track in Ib 

erian gauge (with polyvalent sleepers), running parallel 

to the two high speed ones in UIC gauge. 

The Portuguese side of the line of this section, sup-

ported by the Cohesion Fund, is entirely included in the 

Poceirão-Caia section, awarded to a consortium (public-

private partnership) at the end of 2009 whose contract 

has been signed in May 2010. 

Évora-Caia 

As stated before, this 92 km long section shares the plat-

form and the procurement with the double track high 

speed line Madrid-Lisbon.

It is implemented through two Public-Private Partner-

ship schemes, 

• One for the infrastructure of the Poceirão-Caia (bor-

der) line (duration 40 years), 

• One for the signalling and control system (ERTMS, on 

the whole network, for a 20 year period).

The PPPs will be structured on the basis of a DBO (design, 

build and operate) + maintain scheme, where the opera-

tion will be limited to the availability of the network and 

service (therefore mostly linked to maintenance). 

The procedure for designating the concession-holder for 

the 165 km long Poceirão-Caia (Spanish border) section 

is now concluded and, following the signature of the 

contract that took place in May 2010, works are due to 

start on the ground within the first quarter of 2011, theo-

retically on schedule for completion by 2013. 

Caia-Badajoz cross-border link

The design and preliminary studies related to the cross-

border section Évora-Mérida are coordinated by the 

European Economic Interest Group (EEIG) AVEP, consti-

tuted by the Spanish and Portuguese network manag-

ers, which has started its activities for the coordination 

of the national stretches, definition of the short cross-

border section and of an international station for freight 

and passengers (Caia/Badajoz).

A development consent permit for the Environmental 

Impact Assessment of this section is still pending, while 

preliminary design activities were ongoing. Accordingly, 

the risk of delays cannot be neglected, notably in terms 

of environmental permits and the design of the interna-

tional station for freight and passengers. 

It will be important to ensure, at a first stage, to the com-

pletion of the short stretch of the through line, in order 

to allow the start up of long distance traffic. Badajoz-

Mérida (Ciudad Real-Alcazar de Sant Juán-Madrid). The 

entire design contract was awarded in December 2010.

The freight line between the border, Badajoz and Mérida 

is already operational as a non-electrified, single track 

railway.

The route reaches then Puertollano, where it becomes 

electrified at 3 kV DC, in Iberian gauge (without polyva-

lent sleepers). The same conditions apply to the remain-

ing sections, towards Ciudad Real, Alcazar de Sant Juán 

and eventually Madrid. From Puetrollano the line runs 

parallel to the high speed connection Madrid-Andalucia 

included in PP19 (double line electrified at 25 kV in UIC 

gauge).

Once the traffic flows catch up, harmonised ambitious 

standards will have to be deployed along the corridors 

(for instance, the present maximum train length is lim-

ited to 400 m which limits the competitiveness of this 

line).

2.3. Madrid-Algeciras

Bobadilla-Algeciras 

The southern branch of PP16 (Madrid-Algeciras) includes 

the critical section Bobadilla-Algeciras, where the former 

line (still operational in part of the sections) consists in 

a  single, non electrified track in Iberian gauge; further 

constraints are due to its strong gradients and a maxi-

mum train length of 500 m.

The new line (176 km) currently under implementation-

will be a high capacity (línea de altas prestaciones) dou-

ble track (except for one sub-section) line electrified at 3 

kV. In order to improve its capacity new sidings  are fore-

seenso as to make it compatible for 750 m freight trains. 

This section is split in three sub-sections: 
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• Antequera/Bobadilla-Ronda: pre-design studies are 

being completed for a 70 km long double line suit-

able for high speed services and freight transport.

• Ronda-Algeciras: detailed studies have been pre-

pared, works already started on the sections of Ron-

da-Cortes-San Pablo for the new, double-tracked 

line. The line is equipped with polyvalent sleepers 

plus third rail so as to allow from the beginning op-

erations with trains both in iberian and UIC gauge. 

The section is provided with remote control (CTC).

• The entrance into Algeciras is still at pre-design 

studies (a single non-electrified track is currently 

being exploited); doubling of track was foreseen, 

but judged impossible on the southern section for 

environmental concerns; capacity will be improved 

through upgraded signalling.

Antequera-Cordoba-Linares-Alcazar de Sant Juán-Ma-

drid

The line then continues northward along the existing 

line Antequera-Cordoba-Linares and reaches the other 

branch in Manzanares (Alcazar de Sant Juán and Madrid).

2.4. Madrid-Zaragoza-Central crossing of Pyrenees

Madrid-Zaragoza

Four lines link Madrid to Zaragoza, two of which in UIC 

gauge at 25 kV AC (belonging to the high speed Madrid-

Barcelona, where transport is anyhow limited by the 

steep gradients), while the remaining two are in Iberian 

gauge and are electrified at 3 kV DC. 

Zaragoza-Huesca

The 80 km long Zaragoza-Huesca high capacity line 

(Línea de altas prestaciones) is a component of PP19, 

and is operational since 2005 with a maximum speed 

of 220 km/h, in Iberian gauge with polyvalent sleepers 

and a third rail, thus allowing traffic for both, trains in 

UIC gauge at 25 kV and Iberian gauge at 3 kV DC. The 

slopes are relatively smooth (gradients compatible with 

high capacity lines, <1.2%). 

These features of the line provide the technical capacity 

for any potential flows to and from Huesca at the south-

ern access to the Pyrenees along this line.

Cross-border section

In Huesca a bypass leads the line towards the Pyrenees 

(Canfranc) avoiding the town. The current line beyond 

the bypass is not electrified, but the modernisation of 

the line Huesca-Canfranc has been launched at the end 

of 2010.

An EEIG whose scope is to perform preliminary studies 

on a high capacity crossing of the Pyrenees has recently 

been set up by France and Spain. Its studies are sup-

ported by TEN-T funding (€5 million out of a €10 million 

budget - see TCP organisation in next paragraph). 

Currently, no specific hypotheses of routes through the 

Pyrenees have been made available by the EEIG, whose 

start was agreed in Paris on 25 March 2010, and actu-

ally took place on October 2010 with the appointment of 

the representatives of Member States and infrastructure 

managers (RFF and ADIF). 

3. Focus on Pyrenean cross-border section

The FR-ES cross-border section consist in the ambitious 

Central Pyrenees Crossing between Spain and France 

(TCP - Travesía central dos Pirineos/Traversée à haute ca-

pacité des Pyrénées):

The Spanish and French governments have been moni-

toring traffic flows through the Pyrenees, and the “per-

meability” of the Pyrenean region is discussed at the 

regular summits regarding regional cooperation in the 

Pyrenees area. 

As to this trans-Pyrenean link, some feasibility  

studies and cross-border surveys have been carried out 

by the neighbouring regions (Aragon, Aquitaine, Midi-

Pyrenees) working together through a TCP umbrella or-

ganisation. 

In order to identify potential routes of this section, stud-

ies have to be developed in synergy with the connec-

tions between the new railway, Huesca and the Grand 
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Projet de Sud Ouest branch Bordeaux-Toulouse in France 

(see “connection to the French rail network” hereafter).

EEIG activities: At the Spanish-French summit held in 

January 2008, both countries ratified a Joint Studies 

Plan. In October 2009, Spain and France have created 

the EEIG, and have recently appointed its directors. Pre-

liminary studies are currenlty being launched. The goal is 

to finish the studies and launch the consultative proce-

dures for the project by 2015.

Within the framework of the 2007-2013 multi-annual 

work programme, studies of the TCP are co-financed at 

50% of TEN-T funding.

The Pau-Canfranc line

The Pau-Canfranc line was a 94 km long, single track rail-

way, crossing the Pyrenees in UIC gauge, starting from 

Canfranc, 136 km north of Huesca, to which it is linked 

with a single track railway in iberian gauge.

The line has been dismissed in 1970 following an acci-

dent with the destruction of a bridge, with the exception 

of a 36 km section in France, from Pau to Oloron, which 

used to be the only electrified - 1.5 kV DC - section. 

Parts of the remaining section have been converted to 

road (galleries included) and are characterised by very 

abrupt slopes that would make it unfit for freight trans-

port in its central part.

Consequently, the line would need a substantial upgrade 

and partially a new alignment including a new tunnel to 

be viable for freight transport. Studies are ongoing to as-

sess new routes and tunnels along this former railway as 

an alternative to a completely new Pyrenean section. 

Beyond rail transport, some neighbouring regions have 

shown their interest in the potential operation of the line 

for tourist purposes.

Connection to the French rail network

PP16 does not include any line on the French side but of 

course its long term objectives can be achieved only as 

far as the trans-Pyrenean section is adequately linked to 

the French network.

Two ongoing French projects can contribute to this con-

nection:

• The GPSO (Grand project du Sud-Ouest - www.gpso.

fr) includes two branches with a common part: 

Bordeaux-Spanish border (belonging to PP3) and 

Bordeaux-Toulouse, that would reach Toulouse with 

two additional tracks (high speed lines). This new in-

frastructure would free a large amount of capacity on 

the existing lines, potentially for freight transport. 

 The technical body involving local stakeholders 

(Comité de Pilotage) has defined 1,000 metres wide 

corridors at the beginning of 2010. Following public 

consultations this 1,000 metres corridors have re-

cently (1 May 2010) been confirmed and sent forward 

for ministerial approval.

Rail link through the Pyrenees
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• The upgrading of the network in Aquitaine/Midi  

Pyrenees-line to Pau: within the framework of the 

GPSO, complementary actions to improve, among 

other things, the existing railway connection be-

tween the Atlantic line and Béarn (Pau) have been 

included.

 These actions will provide in the medium term an im-

proved conventional railway from Pau to the Atlantic 

axis of PP3, where the railway corridor runs close to 

Bayonne. 

 By 2020, this branch of PP3 will consist of four tracks 

(two high speed and two traditional currently up-

graded in signalling, loading gauge, and electric trac-

tion).

4. General appreciation

The progressive implementation of PP16 will improve 

the efficiency, effectiveness and sustainability of freight 

flows from the iberian peninsula to the rest of Europe. 

One of its cross-border sections is synergic with the Ibe-

rian branch of PP3.

Its strength is to provide a direct link to important logis-

tic platforms (among which are PLAZA in Zaragoza, and 

the ports of Algeciras and Sines), thus avoiding trans-

shipment/reloading operations.

The project is progressing well on the two critical sec-

tions Sines-Badajoz and Bobadilla-Algeciras, where 

works are still ongoing, but speeded up in 2009.  

Substantial increase in capacity and reduction of journey 

time to and from the ports will take place in 2011. 

Further improvements can be provided in the medium 

to long term through an upgrade of the existing sections 

in order to harmonise the technical standards through-

out the line (see section 5).

The Iberian components of PP16 have recently been in-

cluded, following a proposal from the Council, in one of 

the routes of the “European rail network for competitive 

freight” (route 4 Sines-Lisbon/Leixoes/Sines-Elvas/Alge-

ciras-Madrid-San Sebastián-Bordeaux-Paris-Metz), show-

ing its synergies with the Atlantic branch of PP3. 

On the third crossing of the Pyrenees, a technical struc-

ture for the development of the project (preliminary 

studies) was set up in 2009 - studies have to catch up 

with the scheduled timetable.

The feasibility of this ambitious cross-border section will 

depend on the alignment chosen in relation with the 

new line to Huesca (its southern access) and the GPSO 

project to Toulouse.

5. Open issues for PP16

Objectives to meet

The main objectives for the future development of PP16 

can be summarised as follows:

• In the short term, to provide better rail connections 

for freight from Algeciras and Sines (Lisbon/Poceirão) 

to Madrid, the rail freight network of the iberian pe-

ninsula and its main logistic platforms (including 

PLAZA).

• In the short to medium term, to establish a link from 

the centre of the Iberian network (Madrid/Zaragoza) 

to the rest of the EU in European gauge (see the refer-

ence to the rail freight corridors in section 5)

• In the long run, to provide a seamless freight  

oriented high capacity connection form the ports, to 

and from Madrid and Zaragoza (PLAZA) and the rest 

of the EU network across the Pyrenees. 

The implementation of these structural improvements  

would strongly contribute to rebalancing the modal split 

across the Pyrenees, with railways catching 30% of the 

demand (the current - very poor - baseline is around 5%).

The  achievement of this strategic goal will probably re-

quire, in the long term, the upgrading of the entire cor-

ridor to UIC gauge, operation to be considered in the 

framework of a future conversion of gauge of freight-

oriented railways in the iberian peninsula.  

PLAZA logistic platform in Zaragoza
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The way to deliver: harmonisation of standards

In order to establish competitive and effective rail con-

nections along PP16, further harmonisation will be re-

quired throughout the lines (from the terminals to the 

main inland logistic platforms, dry ports and the cross-

border sections), notably in terms of:

• Electricity supply: it has to be progressively extended 

to all the sections (either in 25 kV AC or in 3 kV DC 

along the Iberian branches, 25 kV being the standard 

in Portugal and for the high speed and some high ca-

pacity lines in Spain, while 3 kV is the standard for the 

Spanish conventional lines.

 Electrification has implications in terms of rolling 

stock as well: new dual-current or, for future cross-

Pyrenean flows, tri-current locomotives will have 

to be available in the iberian peninsula (the French 

southern network being electrified at 1.5 kV DC).

• Signalling and control system: ERTMS/ETCS is pro-

gressively deployed on the new tracks, but in many 

sections ASFA or Convel are still exclusively used.

• Train lengths: length of trains is a key factor for the 

competitiveness of rail transport. Constraints to 500 

or even 400 metres of total length will have to be 

progressively overcome providing adequate sidings, 

terminals and avoiding/eliminating excessive slopes 

(indicatively > 15 ‰) to enhance it.

 No major obstacles are present as far as axial weight 

is concerned (both the Portuguese and the Spanish 

network are suitable for standard D4/axial weight of 

22.5 tonnes).
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Summary

This axis is a key component in the main north-south 

route between central Europe and the Nordic countries. 

It involves the construction of a bridge or a tunnel in or-

der to form a fixed road and rail link, spanning the 19 km 

wide Fehmarn Strait between Germany and Denmark. It 

also includes improvements to related rail links in Den-

mark and Germany.

The project will provide an alternative for the ferry link 

between Rødby (Denmark) and Puttgarden on the Feh-

marn Island in Germany. It is expected to stimulate eco-

nomic development in the Baltic Sea regions of Denmark 

and Germany. Once completed, it will attract passenger 

and freight traffic estimated at 3.3 million vehicles and 

30-35 thousand trains a year. After the completion of 

the project, the travel time for freight transport between 

Copenhagen and Hamburg will be reduced by approxi-

mately two hours.

Cross-border section

Denmark and Germany signed a treaty on the fixed link 

on 3 September 2008, which was ratified in 2009. Stud-

ies concerning the geotechnical and the navigational 

conditions in the Fehmarn Belt and an environmental 

baseline study are underway, with expected completion 

in 2012. In november 2010 the company Femern Belt A/S 

presented the preferred technical solution, the tunnel. 

The proposed location will be indicated in Spring 2011. 

The two options under consideration are either a cable 

stayed bridge or an immersed tunnel, both consisting of 

a four lane motorway and two electrified rail tracks. The 

construction work of the project is expected to start in 

2014 and to be completed in 2020. 

Other sections

Rail hinterland connections in Denmark: on the railway 

section Copenhagen-Ringsted (60 km), substantial ca-

pacity increases are required, therefore a new line be-

tween Copenhagen and Ringsted via Køge will be con-

structed. The 120 km section Ringsted-Rødby will be 

electrified and upgraded to double track rail line. Only 

the rail link on the Storstrøms Bridge will remain single 

track. The projects will be implemented in the period 

2012-2020.

Rail hinterland connections in Germany: on the German 

side, considerable investments will be needed to make 

the section Lübeck (Bad Schwartau)-Puttgarden (today 

single track and not electrified) fully operational. Ac-

cording to the Treaty, Germany will guarantee sufficient 

capacity on the railway line Bad Schwartau-Puttgarden 

when the fixed link opens. On behalf of the German fed-

eral government, Deutsche Bahn (DB AG) is currently 

working on the preliminary design for the section be-

tween Lübeck and Puttgarden. 

Financial issues

The two governments agreed that the fixed link will be 

planned, constructed, financed and operated by Den-

mark. Denmark has formed a single purpose company, 

Femern Belt A/S, which is in charge of the planning and 

design of the Fehmarn Belt fixed link, and all investiga-

tions and construction activities are contracted with 

external consultants and entrepreneurs. The company 

takes up loans on the international financial markets, 

backed with a Danish state guarantee. The fixed link will 

be user-financed, by collecting tolls to repay the debt 

and finance the maintenance of the infrastructure. 

According to the latest estimates, the total cost of a  

Fehmarn Belt bridge would be approximately €5.2 bil-

lion and the cost of an immersed tunnel €5.1 billion (in 

2008 prices).

The funds for the development of the Danish and Ger-

man rail hinterland connections will be secured from the 

Danish and the German state, respectively. 

1. Introduction

This Priority Project is an extension of the Øresund cross-

ing (PP11) and the Nordic Triangle road and rail links 

(PP12). It is expected to greatly improve  the main north-

south route connecting central Europe and the Nordic 

countries. It will involve the construction of a bridge or 
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a tunnel in order to form a fixed road and rail link, over 

the Fehmarn Strait between Germany and Denmark as 

well as improvements to related rail links in Denmark 

and Germany.

The project will provide an alternative to the ferry link 

between Rødby (Denmark) and Puttgarden on the Fe-

hmarn Island in Germany. It is expected to stimulate 

economic development in the Baltic Sea regions of Den-

mark and Germany. Denmark has great experience in 

implementing similar projects, since they have already 

constructed the Great Belt bridge (in 1998) and Øresund 

bridge in 2000.

 2. The Danish-German treaty 

A political agreement between Denmark and Germany 

on the construction of a fixed link between Rødby and 

Puttgarden was reached on 29 June 2007. A Treaty was 

signed by the Danish Minister for Transport and the Ger-

man Minister for Transport on 3 September 2008. This 

treaty was ratified by the Danish Parliament on 26 March 

2009. Seven parties of the Danish Parliament have joined 

the agreement. On 18 June 2009, the German Bundestag 

adopted the Act on the treaty. On 10 July 2009, the Bun-

desrat gave its consent to the Act, which was promul-

gated on 23 July 2009 in the Federal Law Gazette. Ratifi-

cation was completed in Denmark in August 2009 and in 

Germany in October 2009. Works are expected to start in 

2014 and they will be completed by 2020.

3. Organisational issues 

The two governments have agreed that the fixed link will 

be planned, constructed, financed, operated and owned 

by Denmark.

Denmark has formed a single purpose company (Femern 

Baelt A/S) to perform above tasks as the owner organi-

sation. This company is a subsidiary of the Ministry of 

Transport of the Danish government. It is privately or-

ganised and it operates as other private enterprises.

Technical and environmental investigations will be ac-

complished in the period 2008-2012. By the end of 2012 

the process of approval by the competent authorities in 

both countries has to be finalised. All investigation and 

construction activities are or will be outsourced to exter-

nal contractors and entrepreneurs.

According to the treaty, at least two official bilateral 

meetings take place every year at ministerial or senior 

civil servant level. More meetings take place in practice, 

in order to better coordinate the preparatory works.

4. The technical solution

The technical solution investigated is a combined road 

and rail link with a four lane motorway and two electri-

fied rail tracks. The preferred solution consisting of an 

immersed tunnel, has been recently presented by  Fe-

mern A/S in november 2010.

An alternative solution is examined in parallel consisting 

of a bridge. The company Femern A/S will indicate the 

exact location of the fixed link in the spring of 2011. The 

construction time is estimated at 6 years for the tunnel 

and 6.5 years for the bridge. 

5. Traffic across Fehmarnbelt

In 2005, almost 5,000 vehicles crossed the Fehmarnbelt 

every day. The annual increase between 2001 and 2005 

was 6%. The forecast indicates that almost 10,000 vehi-
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cles will pass the bridge daily after the opening of the 

fixed link. So, once completed, it will attract passenger 

and freight traffic estimated at 3.3 million vehicles and 

30-35 thousand trains a year, helping to relieve conges-

tion on the Great Belt route across Denmark, in particu-

lar on the rail network.

A study is underway to establish in detail the rail capac-

ity on the whole line Lübeck-Copenhagen.

Travel time between Copenhagen and Hamburg will 

be reduced by approximately 1 hour and travel time of 

goods by rail will be reduced by almost 2 hours as the 

160 km detour via the Great Belt is avoided.

6. Financial issues

The total cost of the project is estimated at €5.1 billion. 

This estimation concerns the cheapest solution, the tun-

nel. The owner company will be backed with a financial 

state guarantee from the Danish state.

The construction of the fixed link will be financed by rais-

ing state guaranteed loans on the capital market. These 

loans will be paid back via the tolls collected from road 

users on the fixed link and charges received from the 

rail sector. The payback period is 30 years. Revenues will 

also finance the maintenance costs of the infrastructure. 

Therefore the project will be paid by users.

According to the treaty, Denmark receives all revenues 

and has the authority to set the tolls and user fees. Toll 

collection will take place on the Danish side. Public-Pri-

vate Partnership elements will also be included in the 

financial scheme in the form of equity, loans or non-cap-

ital risk transfer arrangements.

The TEN-T budget is the second source of financing. 

Theoretically, the project can get up to 30% EU financial 

assistance from the TEN-T budget. 

Within the framework of the 2007-2013 multi-annual 

work programme, a co-financing of €338.9 million (stud-

ies and works) for the fixed road and rail link of the Fe-

hmarn Belt (around 26.6% of total eligible costs in this 

programming period) is foreseen.

Discussions on the implications of two factors which may 

lead to a reduction of financing from the TEN-T budget 

for the period 2007-2013 are taking place between Den-

mark and the Commission. First, the cost of the studies 

has increased from €133 million to €293 million. Sec-

ondly the works are expected to start with slight delay in 

2014 and they will create less eligible costs until the end 

of 2015. The funding decision is being reviewed as part 

of the TEN-T programme Mid-Term Review that was com-

pleted in the autumn of 2010. The reduced costs of the 

works triggered a reduction of the TEN-T contribution of 

approximately €73.2 million.

According to a Memorandum of Understanding signed 

on 29 June 2007, the German Federal State and the Land 

of Schleswig-Holstein will finance the rail links on the 

German territory (Puttgarden-Lübeck and Hamburg-

Hannover/Bremen) with an amount of €800 million.

Denmark will finance the rail links on the Danish side 

(Copenhagen-Rødby) with an amount of €1.2 billion. The 

line will become double track, electrified with maximum 

speed of 160 km/h.

 

7. Studies and environmental impact  
assessment

Studies concerning the geotechnical and navigational 

conditions in the Fehmarn belt are under way. Following 

an EU-tender procedure seven environmental consult-

ants were appointed in autumn 2008 and the environ-

mental baseline studies are underway as well. Studies 

are expected to be completed with some delay by the 

end of 2012. The EIA investigations are divided into hy-

drography, marine biology, birds, fishes, fishing marine, 

mammals.

According to the planning, approvals by the authori-

ties will take place in the period 2011-2012 and the final 

“Construction Act”, which includes the EIA will be ap-

proved by the Danish Parliament in 2013.

In Germany the procedure for approval of the EIA is more 

lengthy and complicated. EIA approval can take 12 to 

18 months and NGO’s may appeal and delay the proce-

dures.

Therefore the environmental studies have to be adapted 

to the requirements of both countries and they proved 

to be more expensive and more time consuming. The 

company responsible for the project, however, considers 

that in the end there will be no delays or cost overruns.

In Denmark, there are practically no reactions to the 

project for the time being. In Germany on the other 

hand, some NGO’s and some parts of the population on 
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the island of Fehmarn express concern on various issues 

related to heavy traffic and environmental implications.

8. Rail hinterland connections in Denmark

As far as the railway section in Denmark (Copenhagen-

Rødby) is concerned, the implementation has progressed 

to different degrees at different sub-sections. On a small 

part of the section east of Ringsted the upgrading works 

started last year. On a six kilometre sub-section south 

west of the Copenhagen Central station the upgrading 

works also started in 2008.

On the remainder of the railway section Copenhagen-

Ringsted (60 km), substantial capacity increases are re-

quired and an environmental impact assessment has 

been carried out. It was decided to construct a new 

line between Copenhagen and Ringsted via Køge. This 

decision will soon be approved by the Parliament. The 

new line will be designed for 200 km/h (but prepared 

for 250 km/h with small adjustments) and for 25 tonnes 

axial load. The project will be implemented in the period 

2012-2019.

Concerning the 120 km section Ringsted-Rødby, the 

electrification of the existing rail line between Ringsted 

and Rødby and the upgrading to double track rail line 

from Vordingborg to the nearby Storstrøms bridge and 

from Orehoved (south of Vordingborg) via Nykobing to 

Rødby will be done. Only the rail link across Storstrøms 

bridge will remain single track. The design speed will be 

200 km/h and the necessary capacity of two passenger 

and two freight trains per direction and hour will be en-

sured. The project will be implemented in the period 

2012-2019.

The installation of ETCS2 system will be necessary in 

2020 and it is foreseen to be installed in the Danish rail 

connections.

The estimated costs of the Danish hinterland connec-

tions are DKK 8 to 9 billion (€1.1 to €1.2 billion) in 2008 

prices. Denmark can use yields from the fixed link for the 

financing of the hinterland connections.

Concerning the motorway from Copenhagen to Rødby, 

which exists since 1965, only minor upgrading works are 

necessary to improve traffic safety and environmental 

aspects (e.g., noise shields).

9. Rail hinterland connections in Germany

On the German side, considerable investments will be 

needed to make the section Lübeck (Bad Schwartau)-

Puttgarden, (which today is single track and not electri-

fied), fully operational. According to the treaty, Germany 

guarantees sufficient capacity on the railway line Bad 

Schwartau-Puttgarden when the fixed link opens.

According to the German-Danish treaty, the electrifi-

cation of the railway line between Bad Schwartau and 

Puttgarden should be completed no later than at the 
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opening of the fixed link across the Fehmarnbelt. The 

upgrading of the railway line between Bad Schwartau 

and Puttgarden to a double-track, electrified railway line 

should be ready for operation no later than seven years 

after the opening of the fixed link. The rail link on the 

Fehmarnsund will remain single track.

The hinterland railway connections shall be constructed 

as part of the conventional TEN-T railway network. On 

behalf of the federal government, DB AG is currently 

working on the preliminary design for the section be-

tween Lübeck and Puttgarden (estimated cost of the rail 

project Lübeck-Puttgarden €1 billion).

The 63 km long section Hamburg-Lübeck was complet-

ed in 2008 as a double track, electrified rail line with a 

maximum speed of 160 km/h for passenger (commuter) 

and freight traffic.

The rail line Hannover-Hamburg is double track, electri-

fied with a maximum speed of 200 km/h. The rail line 

Hamburg-Bremen is double track, electrified with a max-

imum speed of 160 km/h. For both lines a review con-

cerning a possible upgrading is ongoing. 

Procedures for securing the financing of the necessary 

works in Germany have started following the ratification 

of the treaty.

The highway Puttgarden-Heiligenhafen is extended to 

four lanes.

10. General appreciation

The Priority Project, consisting of the fixed link and the 

hinterland connections, are in a phase of detailed techni-

cal and environmental studies. The final decision on the 

construction of a bridge or a tunnel will be taken in 2011. 

So far, the need to have more studies has led to some 

delays to the start of the works. The treaty between Den-

mark and Germany and the close collaboration between 

the two countries ensures the timely implementation of 

projects on both sides of the fixed link. 

210



TEN-T Priority Projects 2010 – Detailed Analysis

PP 20

211



TEN-T Priority Projects 2010 – Detailed Analysis

Priority Project 23
Railway axis Gdańsk-Warsaw-Brno/Bratislava-Vienna

212



TEN-T Priority Projects 2010 – Detailed Analysis

PP 23

Table of Contents

Progress Report for PP23

213

1. Introduction ........................................................................................................................................................................214
 1.1. Definition ......................................................................................................................................................................................214
 1.2. Pan-European corridor VI ........................................................................................................................................................214
 1.3. EU co-financing ..........................................................................................................................................................................215
  1.3.1. TEN-T financing ..........................................................................................................................................................215
  1.3.2. Structural funding .....................................................................................................................................................215
 1.4. Efforts for extending Priority Project 23 .............................................................................................................................216

2. Member States on PP23 ....................................................................................................................................................216
 2.1. Poland ............................................................................................................................................................................................216
 2.2. Czech Republic ...........................................................................................................................................................................216
 2.3. Slovakia .........................................................................................................................................................................................217
 2.4. Austria ...........................................................................................................................................................................................217

3. State of implementation of the cross-border sections ................................................................................................217
 3.1. Katowice-Czech-Slovak border .............................................................................................................................................217
 3.2. Břeclav-Vienna ............................................................................................................................................................................217

4. Other sections ....................................................................................................................................................................218
 4.1. Poland ............................................................................................................................................................................................218
 4.2. Czech Republic ...........................................................................................................................................................................218
 4.3. Slovakia .........................................................................................................................................................................................219

5. Conclusions .........................................................................................................................................................................219



TEN-T Priority Projects 2010 – Detailed Analysis

opment of the trans-European transport network”. This 

decision defines the 30 Priority Projects in its Annex III. 

PP23 is defined as Railway axis Gdańsk-Warsaw-Brno/

Bratislava-Vienna

• Railway Gdańsk-Warsaw-Katowice (2015)

• Railway Katowice-Břeclav (2010)

• Railway Katowice-Žilina-Nove Mesto n.V. (2010)

The stretches from Gdańsk to Břeclav (CZ) and Nove 

Mesto n.V (SK) were defined as priority sections. These 

subsections should be finished by 2010 (CZ) and 2015 

(SK). 

1.2. Pan- European Corridor VI

In 1994, after the political change in Eastern Europe, 

the EU took the decision to identify transport corridors 

- so called pan-European corridors  - to and within the 

central and eastern European Countries which were ap-

plying for EU membership at that time. At two different 

Pan-European transport conferences in Crete (1994) and 

in Helsinki (1997), where representatives of the govern-

ments and parliaments of the European countries, the 

European Union and of intergovernmental organisations 

were present, ten pan-European transport corridors 

were identified. They aim at enhancing territorial cohe-

sion and developping the single market by increasing 

sustainable mobility for goods and persons.

The pan-European transport corridor VI was identified as 

a multimodal (shipping, rail, and road) axis from north to 

south connecting Gdańsk via Katowice with Žilina (Slo-

vakia) and via Ostrava to Brno (Czech Republic) through 

a western branch. Corridor VI is connected with Corridor 

I (Berlin-Nizhny Novgorod) at Warsaw, with Corridor III 

(Brussels-Kiev) at Katowice, with Corridor IV (Dresden/

Nuremberg-Istanbul) at Brno, with Corridor VII (Danube 

River) at Vienna and Bratislava and with Corridor V (Turin-

Budapest-Kiev), branch A (Bratislava-Uzhgorod) in Žilina.

Corridor VI was further developed in 2003 by a high 

level group on the trans-European transport network 

chaired by Karel van Miert together with the Member 

States and the candidate countries at that time. The high 

level group identified 18 Priority Projects to be opera-

tional until 2020 including a “Mixed railway line Gdańsk-

Warsaw-Brno/Žilina” (number 8) and the “Motorway 

Gdańsk-Katowice-Brno-Vienna” (number 18). These 18 

projects were again modified during the political deci-

1. Introduction

PP23 connects certain central and eastern European 

Member States through a north-south railway axis. The 

project mainly involves the modernisation and upgrad-

ing of the rail route from Gdańsk via Warsaw and Kato-

wice with a western branch via Brno to Vienna, and with 

an eastern branch via Žilina to Bratislava. Brno is the sec-

ond largest city of the Czech Republic. Žilina is a city of 

growing importance regarding the automotive produc-

tion in Slovakia. The axis stretches over 1,000 km from 

Gdańsk to Vienna and 970 km from Gdańsk to Bratislava. 

It touches upon four Member States: Poland, the Czech 

Republic, Austria and Slovakia. 

The modernisation of the rail lines and the construction 

of container terminals at, for instance, Gdańsk, Sławków 

(both in Poland) and Žilina (in Slovakia) shall generate 

better conditions for development of effective intermo-

dal transport on the basis of common standards, such as 

ERTMS and electrified double track. The works will allow 

increased speeds on most sections: 160 km/h for passen-

ger trains, up to 250 km/h for some sections in Poland 

and 120 km/h for freight trains in general. The works 

shall reinforce the attractiveness of rail, aiding a mo-

dal shift from road to this mode. It is foreseen to invest 

about €6.1 billion to develop PP23. Works have already 

started on most of the sections. Some subsections in all 

four Member States are already completed and others 

foreseen to be completed until 2016. 

The rail projects of this Priority Project are included in 

the respective national development plans of the Czech 

Republic, Poland and Slovakia. The development of at-

tractive rail services from the Baltic sea along a new 

north-south route constitutes a unique opportunity for 

providing an alternative to the existing saturated north-

south route from the North sea to southeast Europe, the 

Adriatic and the Balkans. The project also contributes to 

a wider strategy of attracting new economic activities 

along the Priority Project and promote modal shift on 

long-distance traffic while serving the mobility needs of 

regional passengers. Furthermore, PP23 complements 

two other Priority Projects of the TEN-Т (see PP25 and 

PP27).

1.1. Definition

The legal basis of TEN-T policy is Decision No 884/2004/

EC of the European Parliament and the Council of 29 

April 2004 on the “Community guidelines for the devel-

Priority Project 23
Railway axis Gdańsk-Warsaw-Brno/Bratislava-Vienna
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sion making process and 12 Priority Projects were added 

as set out in the aforementioned Decision No 884/2004/

EC. 

1.3. EU co-financing 

The funding system of the European Union offers two 

opportunities for co-financing TEN-T Priority Projects: 

1. TEN-T Annual and Multi-Annual Programmes with €8 

billion for 2007-2013 including €500 million for the 

Loan Guarantee Instrument of the European Invest-

ment Bank (EIB) which aims at facilitating a larger 

participation of the private sector in the financing of 

TEN-T infrastructure, or the

2. Cohesion Fund (CF) and Regional Development 

Fund (ERDF), with €37.5 billion allocated for the pe-

riod 2007-2013 for TEN-T projects (mainly for Priority 

Projects). 

1.3.1. TEN-T financing

In order to give financial support to the implementa-

tion of the TEN-T guidelines, the Parliament and Council 

adopted Regulation No 680/2007/EC specifying general 

rules for the granting of Community aid in the field of 

trans-European networks1. TEN-T Priority Projects gener-

ally can be co-financed from the TEN-T budget (€8 billion 

for 2007-2013); approximately €5 billion of it have been 

distributed for Multi-Annual projects and €3 billion will 

be distributed within the Annual Programmes and differ-

ent horizontal programmes. The TEN-T contributions are 

distributed on the basis of proposals submitted by the 

Member States within the Multi-Annual or Annual Pro-

grammes. These proposals are evaluated and selected 

for funding by both external experts and the Commis-

sion. 

So far about €24.5 million of the TEN-T budget were al-

located to nine projects along PP23: 

• 2006-PL-92608-S: Preparation of modernisation and 

extension of Warsaw railway junction (EU contribu-

tion €4.9 million, 50%)

• 2007-CZ-23020-S: Study for the upgrading of the rail-

way line on the section Blažovice-Nezamyslice. The 

project was cancelled.

• 2007-CZ-90501-S: Study for the reconstruction of the 

railway station Přerov (EU contribution €1.9 million, 

50%)

• 2008-PL-92001-S: Preliminary feasibility study for the 

task of modernisation and expansion of the Katowice 

railway junction (EU contribution €0.5 million, 50%)

• 2008-SK-92307-S: Study for the modernisation of 

the corridor, state border Czech Republic-Slovakia-

Čadca-Krásno nad Kysucou (outside) railway track 

(EU contribution €0.5 million, 49.8%)

• 2005-SK-92804-S: Study for the upgrading railway 

Púchov-Žilina to 160 km/h (EU contribution €3.2 mil-

lion, 50%)

• 2009-PL-60151-P: Project and development of ETCS 

level 1 system at the section of the E65, CMK, railway 

line Grodzisk Mazowiecki-Zawiercie” (EU contribu-

tion €8.8 million, 50%) 

• 2006-CZ-92109-S: Studies concerning the optimisa-

tion of the railway section betwenn Mosty u Jablunk-

ova at the Slovakian border and Bystřice nad Olsi (EU 

contribution €2.4 million, 49.71%)

• 2006-CZ-92101-S: Studies concerning the moderni-

sation of the railway track line Blažovice-Nezamyslice: 

preliminary design, EIA, geotechnical documentation 

(EU contribution €2.3 million, 49.30%)

1.3.2. Structural funding

Strengthening infrastructure is one of the main objec-

tives of the Regional Policy. The assistance of Cohen-

sion Funds is given to projects on the trans-European 

transport network (in particular to Priority Projects). Ad-

ditionally, environment projects can benefit from Cohe-

sion Funds if these projects meet the objectives of the 

EU environmental protection policy which is defined in 

the Policy and Action Programme on the Environment 

(which includes also transport projects outside of the 

TEN-T Network)2. The ERDF contributes, among other 

objectives, towards the financing of investment in infra-

structure that could be TEN-T projects.

The Structural Funds budget and the rules for its use are 

decided by the Council and the European Parliament 

on the basis of a proposal from the European Commis-

sion. Each Member State prepares a National Strategic 

Reference Framework (NSRF), coherent with the strate-

gic guidelines which defines the strategy chosen by the 

Member State and proposes a list of operational pro-

grammes (OP). The OP Transport (OP-T) contains the aim 

and purpose, the expected impacts of the investments, 

1 Regulation (EC) No 807/2004 of the European Parliament and of the Council of 21 April 2004 amending Council Regulation (EC) No 2236/95 laying 
down general rules for the granting of Community financial aid in the field of trans-European networks
2 Council Regulation (EC) No 1084/2006 of 11 July 2006 establishing a Cohesion Fund and repealing Regulation (EC) No 1164/94
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PP23 is interconnecting Poland with the Czech Republic 

and with Slovakia. Its alignment connects with impor-

tant international transport corridors including the inter-

connection to the Trans-Siberian Railway and the “New 

Silk Route”. 

Along PP23 in Sławków, the construction of the Interna-

tional Logistic Centre (ILC) Euroterminal was supported 

by the Operational Programme Transport 2004-2006. It is 

located at the end of the “Broad Gauge Metallurgy Line” 

allowing a direct connection with PP23 and regional rail 

lines with the intercontinental Trans-Siberian Railway 

and the so-called New Silk Route running from China 

via Kazakhstan for container transportation and reduc-

ing journey time by a half. At only 8 km distance, there is 

also connection with PP25 (road). 

The main problem with the implementation of PP23 in 

Poland is the wide range of the quality of infrastructure 

which leads to numerous speed restrictions. Mining 

damages in the region of the Upper Silesia, lead to in-

creasing investment cost. Furthermore, natural barriers 

such as mountains set limits to high speeds.

2.2. Czech Republic

The Czech Republic plays an important role in the Euro-

pean transport system due to its geographic position in 

the centre of Europe. The operational length of the rail-

way system is 9,612 km, of which 31% are electrified. The 

Operational Programme for Transport does not primarily 

focus on construction of new lines but on the moderni-

sation of existing lines. The Czech Republic will pay spe-

cial attention to the national lines originally forming part 

of the Transportation Infrastructure Needs Assessment 

for Applicant Countries (TINA) European network which 

now comprises a part of the TEN-T network (PP22, PP23). 

PP23 connects the Czech Republic with Poland on the 

one side and with Austria on the other. Its alignment 

overlaps mainly two Czech tansit railway corridors: 

• Corridor I: Germany-Austria via Brno and Břeclav 

• Corridor II: Austria-Poland via Břeclav-Přerov-Ostrava 

The Czech Republic, like most of the new Member States, 

receives the main part of the EU contributions for trans-

port from the Cohesion Fund (CF) and from the Euro-

pean Regional Development Fund (ERDF); however the 

latter has not been used for railway projects. The major 

part of CF money is spent for the TEN-T Priority Projects. 

According to the Operational Programme-Transport (OP-

and the transport priorities of the country. 

Since three of four Member States concerned are new 

members of the European Union the structural funding 

plays a prominent role in the financing of PP23. 

1.4. Efforts for extending Priority Project 23

In October 2006, representatives from national min-

istries of Poland, Czech Republic, Slovakia, Austria and 

Italy signed a “Letter of Intent” on the development of 

a “Baltic-Adriatic Transport Corridor” suggesting a pro-

longation of PP23 and PP25 to northern Italy. The Bal-

tic-Adriatic Transport Corridor should connect Gdańsk 

via Warsaw with Bologna, including branches via  

Ostrava/Brno or Žilina/Bratislava to Vienna and touching 

upon Graz, Klagenfurt, Villach and Udine with another 

branch to Trieste. The focus of the project is on the de-

velopment of the rail connections along the axis espe-

cially the Vienna Main Station (node TEN PP17, PP22 and 

PP23), the Semmering Base-Tunnel and Koralm railway 

Graz-Klagenfurt in Austria and port infrastructure in 

northern Italy. In October 2009, regional representatives 

from five Polish, two Czech, four Austrian and three Ital-

ian regional governments committed themselves to the 

Baltic-Adriatic Corridor (BAC) from Gdańsk/Gdynia via 

Katowice, Ostrava and Vienna to Bologna/Ravenna with 

a branch Katowice-Žilina-Bratislava-Vienna.

2. Member States on PP23

2.1. Poland

Poland is one of the largest EU Member States with re-

gard to population and area. It plays an important role 

in the European transport system, due to its geographic 

position at the intersection of the main east-west and 

north-south transport routes. The railway network in  

Poland is 22,314 km long, of which half is electrified. 

Most of the tracks have standard gauge; 399 km are in 

“Broad Gauge Metallurgy Line” from Ukraine and end 

up in Sławków near Katowice. The majority of the tracks 

need to be renovated or/and upgraded. About 9,000 km 

of rail tracks allow a maximum speed of 60 km/h. About 

5,224 km are part of the TEN-T. The main aims of the re-

gional development is the improvement of standards 

and creation of coherent international, national and 

regional transportation system and also stimulation of 

spatial development and to enhance the competitive-

ness of the regions affected.
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T), the total estimated costs of upgrading and develop-

ing the TEN-T Railway Network are €2.57 billion, of which 

€2.19 billion will come from ERDF and CF in the period 

2007-2013. Until the end of 2009, about €1 billion wa s 

invested, €3.6 million from TEN-T funding, €305 million 

from CF and ERDF, €122 million from EIB loans and about 

€67 million from other sources.

2.3. Slovakia

The Slovak Republic is located in the middle of Europe, 

which is a geographical advantageous position for inter-

national transport flows. Important international railway 

tracks are directly connected to national railway tracks. 

The total length of the rail network is about 3,660 km, 

less then half electrified (1,588 km) and less then one 

third double track (1,011 km). Most tracks have standard 

gauge. In eastern Slovakia (Košice) 100 km of the “Broad 

Gauge Metallurgy Line” from Ukraine exists for freight 

transport.

The Slovak railway transport infrastructure can be de-

scribed as a high density network with obsolete tech-

nology, where the technical basis of the railway infra-

structure is not ready for the changing conditions of 

the transport market. This situation is caused primarily 

by the low quality of the technical basis of rail transport 

and by neglected maintenance and insufficient refur-

bishment. Investments were made to develop a network 

equipped with ERTMS. The most important sources of 

funding are in most of the new Member States the Cohe-

sion Fund (CF) and the European Regional Development 

Fund (ERDF). 

According to the Operational Programme - Trans-

port 2007-2013, a total budget (national and EU) of  

€3.8 billion is foreseen to be spent for transport projects 

in Slovakia, €3.2 billion of ERDF and CF money and €638 

million from the national budget. About €921 million (EU 

and Slovakia) shall be spent on railway infrastructure. 

Until the end of 2009, about €65 million where invested, 

€685,000 from TEN-T funding and €47 million from CF 

and ERDF.

Most activities planned for developing railway infra-

structure and intermodality are covered by the Ministry 

of Transport, Posts and Telecommunications through 

Railways of the Slovakian Republic and the Slovak Rail-

way Company as implementing bodies. These organisa-

tions are both investors and the beneficiaries of funds.

2.4. Austria

For transport, Austria is a transit country in the middle of 

Europe. There are six Priority Projects on its territory. Ad-

ditionally, it is an alpine country, so that the geographi-

cal conditions define the organisation of traffic and 

transport. The overall length of the rail network is 6,342 

km of which 3,984 km are electrified.

PP23 is Austria’s connection to the Baltic sea via Poland, 

therefore it might play a prominent role for future freight 

transport. The railway section of PP23 in Austria is al-

ready in service for speeds of 120 km/h. It was reported 

that first planning steps were taken to upgrade the track.

3. State of implementation of the cross-border 
sections

3.1. Katowice-Czech-Slovak border

In Poland, the upgrading of the section Katowice- 

Zebrzydowice/Marklovice (Czech Republic) and Kato-

wice to Zwardoń/Mýto (Slovakia) is planned to be real-

ised after 2013. In Slovakia, the cross-border section to 

Mýto/Zwardoń (Poland) is planned to be finished until 

2013. Works on the territory of the Czech Republic are 

already completed between Přerov and the border at 

Český Těšín/Cieszyn (Poland). 

3.2. Břeclav-Vienna

The track Brno-Břeclav-Vienna can be used at speeds 

of 200 km/h but it is run at 160 km/h for safety reasons. 

The Czech Republic is willing to upgrade the signalling 

system for 200 km/h if Austria also upgraded its section 

from 120 km/h to 200 km/h. This would allow a direct 

high speed connection between Berlin and Vienna. The 

Břeclav node is being reconstructed and beyond Břeclav 

till the Czech-Austrian border work on the European 

Train Control System (ETCS) is ongoing and will be im-

plemented by December 2012. On the Austrian side it is 

a continuously two-track, electrified railway line; it is the 

most important link between both countries, followed 

by the connection between Ceske Budejovice and Linz. 

It is part of PP23 and PP22. It has existed since 1838 and 

was originally a link between Vienna and Kraków. The 

railway section of PP23 in Austria is already in service for 

120 km/h. It was reported that first planning steps were 

taken to upgrade the track.
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4. Other sections

4.1. Poland

In Poland, the implementation of PP23 will cost €2.939 

billion and should be mainly done in the period 2007-

2013. The section Gdynia-Grodzisk Mazowiecki will 

cost €2.2 billion and by the end of 2009 €417.2 million 

have already been spent. Works for the project include 

straightening the alignment, replacing the power sup-

ply as well as installing new signaling and communica-

tion systems along the lines E65/C-E65. The plans also 

include the construction of an access link to the port 

of Gdańsk, because a new container and ferry terminal 

(with an expected annual capacity of one million 20-foot 

equivalent units (TEUs) and 1.5 million passengers) will 

be added to the port. The works on this access link have 

already started.

The section Gdańsk-Warsaw is currently under construc-

tion and works are progressing well. Poland intends to 

proceed with the modernisation of the remaining 200 

km of track and to upgrade power supply stations and 

the traffic control system (including ERTMS on the whole 

section Warsaw-Gdynia). This should permit a speeds of 

up to 200 km/h for the passenger service (160 km/h on 

average commercial service) and 120 km/h for freight 

transport. The travel time shall be reduced between 

Gdynia and Warsaw from 5 hours to 2h50m. 

The passage through Warsaw is going to be completed 

in 2015. The Central Railway Trunk Line (CMK) section 

Zawiercie-Grodzisk Mazowiecki with a length of 228 km 

is already upgraded for a speed of 160 km/h. However, 

further improvement works on for instance catenar-

ies and bridges are continuing. The section Grodzisk  

Mazowiecki-Katowice is already in service at a speed up 

to 160 km/h. It is reported to be the most efficient railway 

line in the country. Further investments are nonetheless 

planned to increase speeds to 250 km/h at a later stage. 

The first works for installing ERTMS are ongoing: the 

adoption procedure of an ETCS project on the Grodzisk 

Mazowiecki-Zawiercie section (TEN-T 2009 ERTMS call) is 

expected to be finalised in due course. The installation 

shall be ready in 2012 and shall be fully operational in 

2013. EU co-funding will be about €8 million.

Preparatory works for the modernisation of the sections 

Grodzisk Mazowiecki-Zebrzydowice (Polish-Czech bor-

der) and Grodzisk Mazowiecki-Zwardoń (Polish-Slovak 

border) are ongoing. The selection of options will be 

determined in a feasibility study, with the possible im-

plementation of the investment taking place in the next 

financial perspective (2014-2020). The modernisation 

of the Central Trunk Line (CMK) and the reconstruction 

works Zawiercie-Katowice will be paid from the state 

budget.

The section in the Silesia region is under preparation 

for upgrading from 160 km/h to 250 km/h. Due to coal 

mine damages it is one of the most expensive sections 

to modernise. The upgrading of the section Katowice-

Zebrzydowice/Marklovice (Czech) and Katowice to 

Zwardoń/Mýto (Slovakia) is planned to be upgraded 

(now 80 km/h) after 2013.

4.2. Czech Republic

The development of PP23 in the Czech Republic will cost 

about €1.48 billion financed by the state budget (€836 

million), ERDF, CF, EIB loans (€168 million) and TEN-

T funding (€10 million). The mayor investments were 

made until 2007 but there are still works ongoing. It is 

expected that all works on PP23 in the Czech Republic 

are finalised in 2025. 

In the Czech Republic, the works from the Polish border 

at Český Těšín/Cieszyn (Poland) until Přerov are already 

finished. On the section Přerov-Brno the works to up-

grade the line to 160 km/h are due to commence around 

2013 and are expected to be completed in 2020. The 

works to upgrade from 160 km/h to 200 km/h between 

Brno and Bernhardsthal at the Austrian border are ongo-
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Subsection Length 
(km)

Status

Gdynia/Gdańsk-Warsaw 340 works ongoing

Warsaw-Grodzisk  
Mazowiecki

27 existing 160 km/h

Grodzisk Mazowiecki- 
Zawiercie

228 existing 160 km/h

Zawiercie-Katowice 41 existing 160 km/h

Katowice-CZ border 78 upgrade 2014-2020

Wisła-Most-SK border 69 upgrade 2014-2020

Subsection Length 
(km)

Status

PL/CZ border-Přerov 100 completed

Přerov-Brno 90 upgrade 2013-2020

Brno-Břeclav 60 completed

Břeclav-Bernhardsthal 
(AT)

12 upgrade to 200 km/h 
ongoing
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ing. The works on the nodes Břeclav and Přerov are ongo-

ing, at Brno node due to commence in 2010, at Ostrava 

main station in 2014. The connection of the international 

airport in Ostrava-Mošnov to PP23 is under preparation. 

4.3. Slovakia

The development of PP23 in Slovakia will cost about 

€1.113 billion and will be financed by the state budget 

(€422 million), ERDF, CF and TEN-T funding (€718,612). 

Major investments will be made during the current fund-

ing period 2007-2013. It is expected that all works on 

PP23 in Slovakia will be finalised in 2016. 

In the Slovak Republic, PP23 is divided into two sections: 

Bratislava-Nové Mesto nad Váhom (89 km) and Nové 

Mesto nad Váhom-Zwardon (Poland) (154 km). The sec-

tion Bratislava-Nové Mesto nad Váhom is already com-

pleted (2009) and the European Train Control System 

(ETCS L1) was implemented. The section Nové Mesto 

nad Váhom-Polish border lacks funding at this stage. It 

was planned to be mostly realised within the OP-T 2007-

2013 which is now uncertain. The section should permit 

speeds of 160 km/h for passenger trains and 120 km/h 

for freight transport. 

In Bratislava, several measure are planned under the cur-

rent OP Transport (“Rail infrastructure for ITS Bratislava”) 

to connect PP23 with urban transport, especially with 

regard to the new Filiálka Station. Further connections 

are planned to link PP23 via Bratislava Nove Mesto to the 

airport and to PP17 via the envisaged Danube Tunnel. 

5. Conclusions

Works have already started on most sections. Some sub-

sections in all four Member States are already completed 

others foreseen to be completed until 2016. The sec-

tion Gdańsk-Warsaw-Katowice is ahead of the schedule 

set by the “Community guidelines for the development 

of the trans-European transport network” (COM (2009) 

391) which set 2015 as the target. The section Katowice-

Žilina-Nové Mesto nad Váhom is behind schedule, it is 

foreseen to be finished at the beginning of 2014 instead 

of 2010. 

The airports of Warsaw, Ostrava and Bratislava are go-

ing to be connected to PP23 in the future. In Warsaw, 

the works for an airport line are expected to start in due 

course and shall be finished in 2012.

After the finalisation of PP23, the Austrian section will be 

the slowest section along PP23. It was reported that first 

planning steps were taken to upgrade the track which 

would guarantee a competitive and high quality service 

from the Baltic to Vienna.
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Subsection Length 
(km)

Status

Krasno nad Kysucou-Zilina 19 works ongoing

Puchov-Belusa 20.5 next periode

Belusa-Trencianska Tepla 20.4 works ongoing

Trencianska Tepla-Zlatovce 11 planning ongoing

Zlatovce-Nove Mesto nad 
Vahom

22 works ongoing
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Summary

Priority Project 24 is one of the major north-south trans-

alpine railway axes in Europe. It connects the North Sea 

ports of Rotterdam and Antwerp to the Mediterranean 

basin in Genoa, and provides connections with several 

east-west freight and passenger rail axis. Notably, it con-

nects in Duisburg with the Aachen-Warsaw freight corri-

dor, in Frankfurt/Main with Priority Project 4 High speed 

railway axis East, in Karlsruhe with Priority Project 17 

Paris-Strasbourg-Stuttgart-Vienna-Bratislava and in Mi-

lano with Priority Project 6 Lyon-Trieste-Divača/Koper-

Divača-Ljubljana-Budapest-Ukrainian border. 

Important progress hs been achieved since 2004, among 

which at first rank the entry into service of the Betuwe 

line in June 2007 and that of the Lötschberg base tun-

nel in December 2007. In addition, the eastern branch 

of the new Rhine-Rhône high speed line is planned to 

go into commercial operation in December 2011 and 

will provide, in a first phase, 360km/h services between 

Dijon and Mulhouse. On the longer run, the completion 

of the Gotthard and of the Monte Ceneri base tunnels is 

expected respectively in 2017 and 2019. 

However, further steps need to be taken to complete 

the project. In order to secure its core component, i.e. 

the Rotterdam-Basel-Milan-Genoa axis, priority atten-

tion needs to be paid to the completion of the German 

section and, at first rank, to the cross-border sections  

Zevenaar/Emmerich-Oberhausen on the one hand and 

to Karlsruhe-Basel on the other hand. 

Furthermore, the improvement of rail accesses to the 

Port of Antwerp through the removal of bottlenecks 

on the Montzen route on the medium term and, on the 

longer run, through the revival of the Iron Rhine, as well 

as the improvement of the Apennine crossing at the 

north of Genoa will certainly emphasize the main objec-

tive of the Priority Project 24, which is to connect North 

sea to Mediterranean ports. However, this objective can-

not be properly fulfilled without securing at the same 

time enough capacity at major nodes, such as Milan and 

Novara, or, with respect to intermodality, Duisburg and 

Basel. Whereas Duisburg and Basel raise no major con-

cern in this concern, Milan and Novara have not yet been 

sufficiently addressed. 

At last, a major part of Priority Project 24 is mixed and 

includes some of the most congested rail sections in 

Europe. Hence, taking into account the reported delays 

for completing several sections along the axis, develop-

ing an appropriate capacity coordination together with 

shared work planning will be a priority for the very next 

years. 

1. Project overview

PP24 is a freight and passenger railway axis including, for 

the passenger part, conventional and high speed traffic. 

It involves five Member States (The Netherlands, Bel-

gium, Germany, France and Italy) and transits through 

Switzerland. 

Its EU network amounts 1,829 km and is split as follows: 

• 220 km in The Netherlands (12%) 

• 72 km in Belgium (3.9%)

• 794 km in Germany (43.4%)

• 356 km in France (19.4%)

• 384 km in Italy (21%)

In Switzerland, the length of the Lötschberg branch is of 

304 km and that of the Gotthard branch of 411 km.

PP24 includes several individual projects with major po-

litical meaning at national level. These are in particular:

• The Betuwe freight line (PP5) connecting the port of 

Rotterdam to the German border in Zevenaar/Em-

merich

• The Iron Rhine freight line linking the port of  

Antwerp to Möndchengladbach historically

• The construction of a third track between Emmerich 

and Oberhausen, the new high speed line (HSL) be-

tween Frankfurt and Mannheim and the construction 

of two additional tracks between Offenburg and the 

German-Swiss border

Priority Project 24
Railway axis Lyon/Genoa-Basel-Duisburg-Rotterdam/Antwerp
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• The new high speed line Rhine-Rhône connecting 

Mulhouse to Dijon and to Lyon

• The Lötschberg, Gotthard and Monte Ceneri base 

tunnels through the Alps

• The Novara and the Milan nodes and the Terzo Valico 

tunnel through the Appenines

Furthermore, a major component of PP24 is ERTMS Rail 

freight corridor A Rotterdam-Genoa, designed in 2006 

by the European Commission and the Community of  

European Railways (CER) as part of a network involving 

five other such corridors on which ERTMS will be de-

ployed in priority1. 

2. General data on PP24

2.1. Technical parameters

The eastern Branch of the Rhine-Rhône high speed line 

is designed for a maximum speed of 360 km/h. Commer-

cial speed will be 320 km/h. The future southern branch 

is expected to be designed for a maximal commercial 

speed of 270 km/h between Dole and Bourg-en-Bresse 

and of 220 km between Bourg-en-Bresse and the out-

skirts of Lyon. 

On the Cologne-Frankfurt high speed line, commercial 

speed reaches 300 km/h, a standard equally retained for 

the future Frankfurt-Mannheim high speed line. High 

speed passenger services in Germany are otherwise 

operated at around 220 km/h, and around 200 km/h in 

Switzerland. The Lötschberg base tunnel is however de-

signed for a maximum speed of 250 km/h as well as will 

be the Gotthard and the Monte Ceneri base tunnels. 

Conventional passenger traffic meets usual speed pa-

rameters, ranging from 120 to 160 km/h depending on 

the profile of the line.

Freight (Rotterdam-Genoa axis)2

Corridor A Rotterdam-Genoa represents the freight 

component of PP24. It was developed on an intergov-

ernmental basis two years after the entry into force of 

the TEN-T Guidelines. Hence, slight differences may be 

noticed between the map of PP24 and that of Corridor 

A, especially in Italy. In a view of staying coherent with 

ongoing efforts - with support of the EU - we will report 

here on facts and data covering the full Corridor A, in-

cluding those sections that are not included in PP24 

1 See Commission Decision of 22 July 2007 amending Decision 2006/679/EC as regards the implementation of the technical specification for inter-
operability relating to the control-command and signalling subsystem of the trans-European conventional rail system.
2 Source: Corridor A Annual Activity report
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Train 
length (m)

Operational 
speed (km/h) 

Train weight 
(t)

Electrification (kV) CCS (now)

NL Maasklavte-Kijfhoek 750 90 2,400 (up to 
5,600 for spe-
cial trains)

25 (Except: Zevenaar-DE/NL 
border: 1.5)

ETCS , ATB

Kijfhoek-Emmerich 120

BE Iron Rhine open (target 
standard: 
750)

open (target 
standard: 100 )

open (target 
standard: 
2,000)

open (target standard…) open (lateral 
signalling on op-
erated sections)

DE Emmerich-Basel 750 100 2,735 (up to 
3,250 for spe-
cial trains)

15 PZB/LZB

CH Basel-Bellinzona- 
Chiasso

750 100 (up to 120 
btw Basel and 
Bern)

2,000 (up to 
3,250 for spe-
cial trains)

15 ZUB Signum (ex-
cept Lötschberg: 
ETCS) 

Bellinzona-Luino 600

Basel-Bern-Domo-
dossola 

750

IT Novara-Ovada-
Genova

355 90 (up to 100 
btw Domodos-
sola and Rho)

1600 3 SCMT

Domodossola-
Novara

575

Luino-Rho 575

Chiasso-Milano 575
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(Bellinzona-Luino-Rho, Domodossola-Rho and Luino-

Novara).

Train length

The 750 m standard applies on the Dutch and the Ger-

man sections of PP24, as well as, in Switzerland, on the 

Basel-Bellinzona-Chiasso and Basel-Bern-Domodossola 

sections. The Bellinzona-Luino route admits 600 m long 

trains. In Italy, a various set of standards applies and 

ranges from 355 m on the Novara-Ovada-Genoa section 

to 575 m on the Domodossola-Novara, the Luino-Rho 

and the Chiasso-Milano sections.

Train weight

The target of 3,000 tonnes for regular traffic has not 

yet been reached along the Priority Project as a regular 

standard. Maximum train weights along the Rotterdam-

Genoa axis ranges from 1,600 tonnes in Italy to 2,735 

tonnes in Germany for regular traffic3. However, special 

traffic may be submitted to higher maximum weight 

standard, such as clay trains between Koblenz and Do-

modossola (3,250 tonnes), 550 m coal trains between 

Rotterdam and the Ruhr area (4,800 tonnes) and ore 

trains between Rotterdam and Dillingen (5,600 tonnes).

Train speed

A large part of the Rotterdam-Genoa axis can be run 

at an average 100 km/h speed, i.e. between Zevenaar, 

at the Dutch-German border, and Rho, North of Milan. 

The Betuweroute bears a 120 km/h speed as well as the  

Basel-Bern-Domodossola section in Switzerland. The 

lowest maximum speeds are registered in Italy (90 km/h), 

however with the exception of the 120 km long section 

between Domodossola and Rho (100 km/h), and on 

the Rotterdam Harbour line between Maasvklakte and  

Kijfhoek (80km/h).

3 Maximum train weights reaches 2,400t in The Netherlands and 2,000 tonnes in Switzerland
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Operational Speed (km/h) Electrification (kV) As from

HSL Conventional 
line

FR (HSL RR) Eastern Branch 300 25 December 2011-2017 

Southern Branch 220-270 120* Approximately 2025

FR/DE Mulhouse-Mühleim 40-90** 40-70*** 25kV (FR); 15kV (DE) As from end 2012

DE Emmerich-Cologne 120-160 15 2 tracks already in use/3rd 
track expected 2015 

Cologne-Frankfurt 300 120-160 2002

Frankfurt-Mannheim 200-300 120-160 Open

Mannheim - Basel 220 120-160 Mannheim-Rastatt and 
Rastatt Süd- Offenburg: 4 
tracks already in use;  Offen-
burg-Basel: 2 additionnal 
tracks planned    

CH Basel-Domodossola via 
Lötschberg

200 (BT: 200) 120-160 15 2007

Basel-Chiasso via 
Gotthard / Monte 
Ceneri

200 (BT: 200) 120-160 15 2019

IT Chiasso-Genoa 100-160 3 DC Open

Luino-Genova

Domodossola-Genoa

      
* The Southern Branch of the HSL Rhine-Rhône is expected to be mixed. Hence, the operational speeds in the present table refer to 

two types of traffic along the same line. 

** The Mulhouse-Mülheim section is currently operated at 40 km/h. The 70 km/h target concerns the French section.

*** The 90 km/h target concerns the French section. It’s financing is though not yet settled. An entry into service by the end of 2012 

would require achieving a financing agreement in 2010.  
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2.2 Electrification

The state of electrification on PP24 is well harmonised 

for high speed passenger transport. As from the end of 

2011, dual-current locomotives or train sets equipped 

with 15 kV and 25 kV will be able to run the German (15 

kV) and the French HSL (25 kV). 

The situation is however much more scattered for freight 

transport, with four different voltages still in operation 

along the project: 25 kV on the Betuwe Line - including, 

since autumn 2009, on the Harbour line in Rotterdam, 

15 kV in Germany and Switzerland, 3 kV DC in Italy, and 

1,5 kV from Antwerp Nord to Herentals (Belgium) and 

from Zevenaar to Emmerich (approximately 15 km, from 

which approximately 12 km in Germany). The equipment 

with 25 kV of that last section will however be completed 

in 2013. 

Furthermore, it is worth mentioning that approximate-

ly 100 km from Herentals to Möndchengladbach (Iron 

Rhine) are not yet electrified, excepting from Weert to 

Roermond.

2.3 Control-Command and Signalling Systems (CSS)

Six CCS are currently in use on PP24. ERTMS Corridor A, 

as part of the European Deployment Plan entered into 

force on 1st September 2009, is due to be equipped with 

ETCS as from the end of 2015 at the latest. The ministers 

of transport concerned renewed their commitment to 

hold this timeline in the Genoa Declaration on Corridor 

A signed on 26 May 2009. 

Yet, Corridor A faces a weakened investment context 

as regards signalling. Before summer 2009, the German 

federal Ministry of Tranport announced within the frame 

of the national recovery plan the intention to push for-

ward ETCS implementation along Corridor A through a 

specific fund allocation. Since then, the negotiations be-

tween Deutsche Bahn AG and the German Federal Min-

istry of Transport did not achieve the expected result. By 

30 September 2010, no positive outcome was expected 

in any foreseeable future, with the notable exception of 

a €123 million agreement to be spent on the installation 

of electronic interlockings necessary to the deployment 

of ETCS Level 2.

For the time being, ETCS is operational on the Betuwe 

Line between Rotterdam and Barendrecht and between 

Kijfhoek and Zevenaar, as well as, in Switzerland, in the 

Lötschberg Basis Tunnel4. 

Otherwise, ATB is used on the non ETCS sections in The 

Netherlands, LZB/PZB in Germany, ZUB Signum in Swit-

zerland and SCMT in Italy. The Iron Rhine is equipped 

with lateral signalling in Belgium and in Germany. 

 

3. From Rotterdam to Duisburg - The Betuwe 
Line

The Betuwe Line (PP5) was put into service in June 2007. 

It is a two track section solely dedicated to freight traffic 

from the Rotterdam harbour to the German border. As 

such, it is one of the three freight routes currently link-

ing Rotterdam to the German border, and is expected to 

become the main route to there, while the Venlo route, 

4 SRS 2.3.0d is used on the Rotterdam Havenspoor-Barendrecht whereas SRS 2.2.2+ remains on the Kijfhoek-Zevenaar section. In Switzerland, BLS 
Infra is likely to wait for version 3 to be available by the end of 2012. The sections Barendrecht-Kijfhoek and Zevenaar to the German Border are 
expected to be equipped by the end of 2013
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which falls out PP24’s scope, would be an alternative 

route along Corridor A. The third route, linking Rotter-

dam via Amsterdam to Bad Bentheim concerns neither 

PP24 nor Corridor A. 

In 2010, an average of 55 southbound international 

freight trains is expected to be using the Betuwe Line be-

tween Kijfhoek and Emmerich daily, against 41 in 2008. 

Despite this increase, the Betuwe Line remains currently 

underused. At the border point Emmerich, i.e. at the out-

point of the Betuwe Line, a joint calculation by ProRail 

and DB Netze forecasts an increase of demand for train 

paths by 50% to 120 paths daily in 2010 and by 80% to 

144 paths daily in 2015. 

4. From Antwerp to Duisburg – The Iron Rhine

Elements of context

The Iron Rhine, a 162 km5 long partly one track and non 

electrified rail freight section, dates back to the Treaty of 

London signed between The Netherlands and Belgium 

in 1839. Together with setting the Independence of Bel-

gium, it enabled it to construct and finance a freight 

link through the Dutch province of Limburg to the then  

Prussian border. The line was inaugurated in 1879. 

Today, it is operational and in use except for the sec-

tion linking Roermond to the Dutch-German border 

town of Dalheim (approximately 15 km), which has not 

been used since 1991. In Belgium, the section from Lier 

to Neerpelt/Hamont is used by passenger and freight 

trains. Some freight trains still cross the Belgian-Dutch 

border towards the Budel Zinc factory. The section 

Weert-Roermond is part of the Dutch intercity network 

(approximately 24 km). The German section between 

Dalheim and the Rheydt freight station is used for lo-

cal passenger and freight traffic and the German part of 

the border line Dalheim-border D/NL (800 m) can still be 

used, but no train have run there since 1991. 

In 1998, Belgium asked The Netherlands to re-open the 

link with a deadline then set for 20156.  

In 2003, the case of re-opening the Iron Rhine was 

brought by Belgium and The Netherlands before the 

Arbitrational tribunal of the Permanent Court of Arbitra-

tion. Its decision was delivered on 24 May 2005, to which 

an interpretative decision was added on 20 September 

2005. They set rules to calculate the share between both 

countries to finance the modernisation of the Dutch sec-

tion, but no concrete agreement between both coun-

tries has been achieved yet. 

In-depth studies (traffic forecasts, technical studies, so-

cial cost/benefit analysis) were undertaken from 2007 

to 2009. These studies were validated by a commission 

of independent experts, which delivered its advice on 

budgetary burden sharing in spring 2009. Since then, 

both countries have pursued the goal of signing a Mem-

orandum of Understanding defining the main elements 

of the project (design, budget sharing, planning, etc.). 

On the longer run, Belgian interest lies in enlarging the 

output of the Port of Antwerp towards the Rhine valley 

beyond the now only operated Montzen route. The Iron 

Rhine would indeed provide an alternative, approxi-

mately 60 km shorter route than the Montzen line, for 

trains heading to the Ruhr area. 

For this reason, Belgian authorities promote the Iron 

Rhine as the main route for eastbound traffic, connect-

ing in Duisburg to what would then be an Antwerp to 

Poland axis. The Montzen route would then be devoted 

in priority to southbound traffic, connecting to the Rot-

terdam-Genoa axis in Cologne through Aachen. Each 

route would also serve as alternative route for the other. 

Increasing capacity towards the East will imply on the 

longer run to increase capacity for in/outbound rail 

freight in the port of Antwerp, soon to face under-capac-

ity. The port of Antwerp can currently be reached by one 

double track access. In 2006, rail represented 12% of the 

goods leaving the port of Antwerp, compared to 45% 

for inland waterways and 43% for roads. Furthermore,  

5 Of which 96 km are located in Belgium, 48 km in The Netherlands and 18 km in Germany
6 The 2004 TEN-T Guidelines foresee the completion of the Iron Rhine section in 2010
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Belgian authorities plan that rail traffic to and from the 

port of Antwerp will double until 2030. 

The second access to the port of Antwerp has not yet 

been planned. Efforts have been focused so far on im-

proving the existing line that connects the western end 

of the Montzen route, in Mortsel, to the right bank of the 

Scheldt river in the port area. Works are planned from 

2011 to 2013 to construct two additional tracks at the 

entrance of the port in Ekeren, and to improve line cross-

ings at the beginning of the line in Mortsel. These invest-

ments amount in total €196.8 million.

On the Dutch side, the Iron Rhine is not a priority. Several 

reasons compete to explain it. At first, the line is of no in-

terest for The Netherlands in terms of capacity improve-

ment as it is expected that 100% of the traffic circulating 

on the Dutch section of the Iron Rhine will be transiting 

between Belgium and Germany. 

Further, local initiatives on both sides of the German-

Dutch border raise environmental issues such as the 

perspective of noise pollution in densely inhabited ar-

eas, as well as the existence of a natural reserve between  

Roermond and the Dutch-German border. 

The “A52 option”

The noise reduction goal led the then Transport Minis-

ter of the German Land of Nordrhine-Westphaly, Oliver 

Wittke, to suggest in 2007 an alternative stretch that 

would follow the A52 highway between Viersen and 

Elmpt. 

On the German side, a study carried in 2007 and fi-

nanced by the Land Nordrhine-Westphalia, enclosed 

evaluations of costs for the different options. According 

to this study, reviving the German section of the historic 

stretch would cost around €150 million and would cover 

the construction of a second track and the electrification 

of the line. This option is favoured by the Federal State 

and by Deutsche Bahn. 

The A52 option is submitted to a controversial cost dis-

cussion. The study evaluates the costs of the German 

section at €480 million whereas Deutsche Bahn esti-

mates them to reach €900 million, and refers to risks it 

considers as underestimated such as noise mitigation 

installations, fauna and flora protection, construction of 

fly-overs, installation of high voltage alimentation, and 

risks related to the realisation of works. 

Traffic forecast and cost-benefit analyses on the Iron 

Rhine

According to the TMO/TNL social cost benefit analysis, 

carried out on behalf of the Belgian, the Dutch and the 

German governments, and published in July 2009, the 

Iron Rhine would bring 1.2 to 2.9 extra million tonnes/

year around 2030, whereas approximately 8.1 to 9.8 mil-

lion tonnes/year would result from traffic diverted from 

the Montzen Route. Depending on the scenarios based 

upon various growth factors, and more or less pro-active 

policy measures - liberalisation, internalisation of exter-

nal costs - the Iron Rhine is expected to carry from 9.3 

million tonnes/year to 12.7 millions tonnes/year. In the 

same time, traffic on the Montzen route is expected to 

drop by more than a half in case of revitalisation of the 

Iron Rhine, from 14.3 million tonnes/year in 2030, with-

out the Iron Rhine, to a traffic volume evaluated to reach 

4.5 to 6.2 million tonnes/year.

Most of the traffic growth should depend upon econom-

ic growth and the expansion of the Antwerp harbour, 

whereas the increase of infrastructure capacity should 

play a minor role.

On that basis, and in a context of economic downturn, 

negotiations were temporarily put on hold. The Belgian 

part expressed the willingness to resume discussions be-

fore 2010, with the aim of achieving a Memorandum of 

Understanding by the end of the year to frame upcom-

ing financial negotiations. As it stands now, investment 

planning from the Belgian and the Dutch Ministries 

foresees the completion of the Iron Rhine by the end of 

2019, at the earliest.

Additional elements of context likely to impact on 

the Iron Rhine project

In the balance of issues in discussion between Belgium 

and The Netherlands, the initiative that was put on the 

table in May 2009 by the Dutch Minister for Transport, Mr 

Camiel Eurlings, and confirmed in the Rotterdam Decla-

ration of 14 June 2010, to better connect ERTMS corridor 

C Antwerp-Basel/Lyon, corridor A Rotterdam-Genoa and 

corridor F Aachen-Warsaw-PL/BY border shows a willing-

ness of the Dutch side to address the competitiveness of 

the Benelux ports (Zeebrugge, Antwerp and Rotterdam) 

in a larger view. The initiative is supported by the Belgian 

government. 

In that context, it appears that the Iron Rhine could be 

considered not to be solely a branch of an individual Pri-

ority Project, but much more a future component of an 

227



TEN-T Priority Projects 2010 – Detailed Analysis

Priority Project 24
Railway axis Lyon/Genoa-Basel-Duisburg-Rotterdam/Antwerp

intermodal sea-to-rail triangle linking the Benelux ports 

to the Rhine valley, thereby shifting the focus from the 

infrastructure to its function. Hence, as long as the Iron 

Rhine is not completed, it could certainly make sense to 

consider the Montzen route as providing the connection 

from the port of Antwerp to Duisburg. Traffic optimisa-

tion in the area could then be reassessed in due time, 

after the modernised Iron Rhine will have entered into 

service. 

Foreseen investments to modernise and electrify the 

historic track of the Iron Rhine in the three countries are 

split as follows (in million Euro, price level 2007):

The removal of bottlenecks on the Montzen Route to the 

Dutch-German border, which, until completion of the 

Iron Rhine, remains the main east-west rail connection 

to the Rhine valley, is estimated to amount to €89 million 

and concerns the construction of a fly-over in Aarschot. 

5. From Emmerich to Basel - The German section 
of PP24

The PP 24 stretch in Germany is mostly mixed, either 

between freight and regional/suburban passenger 

transport or together with high speed passenger traffic. 

In 2002, a high speed line section was put into service 

between Cologne and Frankfurt, thereby segregating 

freight and regional/suburban traffic running the clas-

sical line, from ICE traffic that will be transferred to the 

new line. 

Emmerich-Oberhausen (72 km)

• The electrification of two remaining slots in The 

Netherlands, of which one links Zevenaar (eastern 

endpoint of the Betuwe Line) to Emmerich aims at 

replacing the last sections electrified with a 1.5 kV 

system to a 25 kV system. The project has faced im-

portant delays due to the need of agreeing on a com-

mon technical solution between The Netherlands 

and Germany. An ad hoc expert group issued a pro-

posal in January 2010 that has been endorsed since 

then by ProRail and DB Netz. 

 It foresees the migration from 1.5 kV to 25 kV of a 

cross-border section starting east of Zevenaar and 

ending about 5 km south of the Dutch German bor-

der, to which the Betuwe route also connects, and 

will enable conventional locomotives equipped with 

a dual power system (15 kV and 25 kV) operating on 

the Betuwe Line to cross the border by means of a 

single switch. 

• The first subsection of the third track between the 

Dutch-German border and Oberhausen is expected 

to enter into service by the end of 2013. The full third 

track will be completed in 2015 at the earliest. Both 

governments signed on 22 January 2007 a Memo-

randum of Understanding in that sense. It is worth 

mentioning that, on the Dutch side, preliminary stud-

ies on the section Zevenaar-Emmerich have not been 

assigned yet. 

 On the German side the section is divided into twelve 

subsections of which each has to undergo an inde-

pendent planning procedure. By 30 September 2010 

five approval requests had been transmitted. Works 

are expected to start by mid 2012. However, updated 

traffic forecasts delivered in September 2010 by the 

German Ministry of Transport show significant traf-

fic increase by 2025 according to which the exist-

ing project planning may have to be at least partly 

adapted.

• The removal of 55 level crossings was submitted 

to negotiations with the concerned municipalities 

which induced delays. By 30 September 2010 an 

agreement on 15 level crossings was still pending. 

To facilitate consensus a consultative project com-

mission was set up in October 2009 with the aim of 

reaching consensus. The commission is composed of 

representatives of the federal and regional ministries 

of transport and the national railway authority (EBA). 

In addition the transport ministry of Nordrhine-West-

phalia and the municipalities negotiate local burden 

sharing in order to limit the financial impact of the 

investments on local budgets7.

Oberhausen-Frankfurt (260 km)

The main achievement along this section is the entry 

7 National law on railway crossings (Eisenbahnkreuzungsgesetz EKrG) splits investment costs in third the federal state, the infrastructure manager 
(DB Netz) and the municipalities
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into service of the high speed line between Cologne and 

Frankfurt in August 2002, following a two year delay. This 

180 km long two track line, following the A3/E35 high-

way, is the first line in Germany to segregate high speed 

passenger service from conventional rail. 

This new high speed line includes three new stations, 

Siegburg/Bonn, Montabaur and Limburg-Süd, the latter 

being the first one in Germany to be solely served by HS 

trains. This new infrastructure includes at its north end 

a 15 km loop linking the line Cologne central station-

Siegen to the Cologne/Bonn airport. At its south end, 

between Frankfurt Airport and Frankfurt Central Station, 

the ICE uses the conventional network. 

Conventional rail, among which rail freight, runs on the 

four track line, which is located on the left and on the 

right banks of the Rhine. 

Frankfurt-Karlsruhe (126 km) 

The main concern on this section is related to the con-

struction of a new approximately 85 km long two track 

high speed line between the Frankfurt airport junction 

and Mannheim central station. It represents the last 

missing link between Cologne and Stuttgart, to enable 

ICE 3 to run the distance at 200 km/h to 250 km/h, and 

up to 300 km/h between the exit of Siegburg/Bonn and 

the entrance of Frankfurt/Main airport station. 

Though covered by three parallel mixed sections (Mainz-

Mannheim, of which the capacity was upgraded in 2003, 

Frankfurt/Mainz-Mannheim through Darmstadt und 

Frankfurt/Mainz-Mannheim through Worms und Lud-

wigshafen), capacity remains insufficient. The main issue 

of the high speed line is to increase the operational ICE 

speed. Moreover, it will give additional capacity to the 

other lines in this area, to be used by regional and freight 

trains.

The Frankfurt-Mannheim high speed line project faces 

two major bypass problems preventing final decision-

making on where the line should run: that of Darmstadt 

and that of Mannheim. 

As regards the Darmstadt bypass, the different positions 

in conflict could be described as follows:

• DB originally favoured a “full” bypass, splitting ICE 

and rail freight services, which would run west from 

town, from DB Regio and S-Bahn traffic, which would 

serve the central station. The S-Bahn connection to 

Frankfurt airport would be improved, as well as the 

connections to Frankfurt central station (approxi-

mately 35 km)

• The Municipality and the Land Hessen however strug-

gled to gain from DB a direct access to the Darmstadt 

downtown area of at least part of the trains. However, 

planning changes pointed out that such a direct ac-

cess would lead to cross a protected forest area south 

of town, thereby leading to revive discussions on the 

opportunity of a bypass and to create regional divi-

sions

• Discussions are now concentrated on the mapping of 

these north and south accesses, preventing DB to go 

any further into the planning process

The current plans foresee an access line running east 

from the A5 highway, through densely inhabited areas, 

and partly underground. Several citizen initiatives have 

requested a tunnel to solve noise pollution, at a sooner 

point between the high speed line and the central sta-

tion, than that proposed by DB. An alternative would be 

to let the access line run west from the A5 highway, in-

stead of east, i.e. closer to the most densely inhabited 

areas. DB has so far opposed both options because of 

too high costs. 

The opportunity of a south access to Darmstadt is not 

being less debated, both for noise and environmental is-

sues, which are partly estimated as too far reaching for 

a traffic density forecasted to reach about one train per 

hour in both directions. 

The Mannheim bypass is submitted to similar consid-

erations. The municipality of Mannheim and the Land 

Baden-Wurttemberg plead for the downtown stop of 

all trains, whereas DB favours a direct bypass starting at 

the level of the “Viernheim triangle”, north of town and 

running down east. An access would be realised to/from 

Mannheim central station for certain trains.

8 More precisely, it says that the connection of passenger transport can only occur through Mannheim downtown station
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The various flexibility of local decision makers in Darm-

stadt and Mannheim as regards the opportunity and 

feasibility of a bypass is strongly related to the word-

ing of the Federal transport rail network planning law 

(Bundesschienenwegeausbaugesetz) from 14 September 

2004. Indeed, the law introduces different constraints 

for the connection of both cities to the high speed line 

Frankfurt-Mannheim. It says that a connection to down-

town Darmstadt station must be “secured” and explicitly 

stresses that no bypass can be envisaged in Mannheim8. 

From a legal point of view, this means that the Federal 

State cannot finance a direct bypass of Mannheim.

Considering that context, there is no timeline available 

for the realisation of that section. 

It is worth noticing that the review of Federal invest-

ment needs for infrastructure (Bedarfsplanüberprüfung) 

published in November 2010, confirmed the economic 

viability of the project. The evaluation of costs was how-

ever increased from  €1.3 billion to €2.183 billion 

The review furthermore confirms the Federal rail net-

work planning law as it includes in the estimation of 

costs a one track connection to Darmstadt central sta-

tion and no bypass of Mannheim. 

Karlsruhe-Basel (270 km)

This section is common to PP24 and PP17 between Ap-

penweier and Karlsruhe (approximately 140 km). It is cru-

cial as regards TEN-T policy implementation, as it is one 

of the most used sections on the German rail network. 

The realisation of that section mixes the upgrade of 

existing lines and the construction of new lines, in-

cluding tunnels, such as those of Rastatt and of the  

Katzenberg. 

Passenger and rail freight traffic are still mixed on most of 

the line. However, one major aim of infrastructure invest-

ments along that section is to build up enough capacity 

so as to improve traffic coordination and, in some cases, 

to split it. The aim of the Federal State is to have the full 

section finished by the time when the axis Gotthard-

Monte Ceneri section will be completed, in 2019. 

Capacity upgrade between Karlsruhe and Basel

Since 2004, four tracks are in service between Rastatt Süd 

and Offenburg. The enlargement from two to four tracks 

is further planned between Dummersheim and Rastatt 

Süd (approximately 10 km), from Offenburg to Kenzin-

gen and from Buggingen to Basel Bad station (approxi-

mately 40 km each), parallel to the two already existing 

tracks.A two track bypass of Freiburg is foreseen for the 

transport of goods between Kenzingen and Buggingen 

(approximately 50 km). Traffic split is also foreseen fur-

ther south between Bad Bellingen and Efringen Kirchen 

(approximately 12 km), after the Katzenberg tunnel will 

have entered into service, expectedly in December 2012. 

Freight will use the already existing two track stretch 

along the Rhine, while high speed and regional traffic 

will run through the tunnel. The travel time between 

Freiburg and Basel for passengers will then be cut by 

around 50%, from 35 to 20 minutes. It is not excluded 

that  the Katzenberg tunnel will be used for freight as 

well, in order to solve occasional capacity needs. Traffic 

would then remain mixed from Efringen-Kirchen to Ba-

sel.

The review of Federal investment needs for infrastruc-

ture estimates the overall cost of the measures still to be 

implemented between Karlsruhe and Basel to amount 

€3,138 million. These costs cover the above mention 

measures as well as the upgrade of the Karlsruhe-

Dummersheim and the Freiburg-Buggingen sections to 

respectively maximum speeds of 250 and 160 km/h. It 

does not include completion costs for the Katzenberg 

tunnel.

The completion timeline for the section Karslruhe - Ba-

sel is undetermined. Local initiatives, raising the issue of 

noise pollution, have put alternatives on the table, in-

cluding displacing the two additional tracks further west 

along the highway, i.e. along less densely inhabited ar-

eas, as well as the construction of a tunnel in Offenburg 

and in Weil- am-Rhein, between Haltingen and Basel. 

These alternatives are evaluated to raise additional costs 

amounting around €1 billion. 

In order to work for an overall agreement on the sec-

tion Offenburg-Basel, a consultative project commission 

was set up in October 2009 and has met every month 

since then. It is composed of representatives from local 

authorities, from the Land Baden-Württemberg, from 

DB and from the Federal State. No timeline can be set 

though for the achievement of a settlement. Further-

more, some voices question the binding value of the 

conclusions that could come out of that consultative 

commission, as it relies on no legal basis. 
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The Rastatt tunnel and the Appenweier curve

Furthermore, two subsections have remained so far un-

solved: the Rastatt tunnel and the Appenweier curve. 

The construction of the Rastatt tunnel has long been 

suspended to the achievement of a financial agreement 

between the Federal authorities and DB. All preliminary 

studies have been completed and construction authori-

sation was given in 1998. Recent developments at the 

level of the Ministry of Transport tend to show that it will 

not be constructed. 

The Kehl-Appenweier section, a 14 km two track section, 

belongs to PP17 and is not part of PP24. It aims at im-

proving the interconnection between the east-French 

TGV network to the south-German network. 

As such, it may then impact capacity levels on the Karl-

sruhe axis and thus cannot be considered as being unre-

lated to PP24. Furthermore, the state of planning of the 

Mulhouse-Mülheim section on the German side makes 

an efficient development of the Strasburg-Kehl cross-

border section all the more important. 

The foreseen investment aims at upgrading the 

line so as to enable a 120 to 160 km/h passen-

ger service. Whereas the Kehl-Appenweier project 

section was not yet pushed as far as planning, 

the Kehl bridge as such entered into service in  

December 2010. 

The Appenweier curve has been discussed for long. Two 

solutions have been at stake: 

• Connecting the Kehl-Appenweier with no fly-over: 

this solution is privileged by DB because of its low-

er costs but has the disadvantage of crossing the 

southbound Karlsruhe-Basel traffic and of imposing 

a tighter traffic coordination

• Connecting the Kehl-Appenweier with a fly-over: this 

solution would enable trains coming from France 

and going to Karlsruhe to join the right track with-

out crossing southbound traffic. That solution has 

been supported by the Ministry and contested by DB 

arguing too light a traffic to justify the investment. 

However, a political agreement has been reached in 

spring 2010 that favours it

6. The Mulhouse-Mülheim section - Connecting 
the HSL Rhine-Rhône to the German network 

This 25 km single track section is currently used for regu-

lar rail freight traffic as well as for regional cross-border 

traffic. Within the frame of PP24, it aims at connecting 

high speed passenger trains circulating on the Rhine-

Rhône high speed line to the German network. This con-

nection though requires an upgrade of the line. How-

ever, France and Germany have set diverging priorities 

on the section. 

On the French side, upgrades are ongoing within the 

seven-year State-Region financing frame contract (Con-

Work phase Work operator Financing authority € million %

Infrastructure RFF

State 751 32.5%

RFF 642 27.8%

Regions and local 
authorities

Regions  (Alsace, Bourgogne, Franche-Comté) 362.4 15.7%

Département s  (Bas Rhin, Haut-Rhin, Doubs, 
Territoire de Belfort, Haute-Saône, Côte d’Or) 

176 7.6%

Urban communities and municipalities (CU 
Lyon, CA Mulhouse Sud Alsace, Colmar, CU 
Strasbourg, CA Grand Besançon, CA Pays de 
Montbéliard, CA Belfortaine, CA grand Dijon)

98.3 4.3%

Switzerland 66 2.9%

EU 200 8.7%

Sub-total infrastructure 2,312 100%

Fix rail  
installations

SNCF 

State 34 18%

SNCF 94.2 49%

Regions and local 
authorities

Region Rhône-Alpes 20 10%

Rhône Department 13 7%

Urban Community of Lyon 33 17%

Sub-total fix rail installations 194.2 100%

TOTAL 1st 
Phase

2,506.2
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three branches out of which two are included in PP24. 

These are the eastern and the southern branch. The east-

ern branch - a 190 km long two track section - is by far 

the most advanced. Its first phase (see below) will be 

completed in December 2011. The southern branch re-

mains at the stage of preliminary studies and mapping. 

The Eastern branch (Dijon-Mulhouse)

The realisation of the eastern branch is split in two phas-

es. 

Eastern branch - 1st phase (2006-2011)

The first phase consists of a 140 km long double track 

section linking Villers-les-Pots southeast of Dijon to  

Petit-Croix in the Belfort territory. It is designed to host 

high speed services up to 350 km/h. At first, it will be op-

erated at 320 km/h. It will enter into service in Septem-

ber 2011 and will be opened for passenger operations 

on 11 December 2011.

The works of this first phase are carried out by RFF for the 

infrastructures and the non-passenger related parts of 

the two new railway stations, Besançon Franche-Comté 

TGV and Belfort-Montbéliard TGV. The French railways, 

SNCF, are in charge of passenger areas of railway stations 

and of the upgrade of the Lyon-Guillotière train mainte-

nance platform. 

The total investment amounts to €2.5 billion, among 

which €2.313 billion are for infrastructure and non pas-

senger related equipments. These costs might however 

be reviewed at a later stage, as cost overruns might oc-

cur. Financers are the French and the Swiss States, the 

EU, RFF, SNCF, the regions of Alsace, Franche-Comté, 

Burgundy and Rhône-Alpes as well as the seven depart-

ments and eight urban communities.

The entry into service of the 1st phase will significantly 

cut travel times. At a national level, travelling from Stras-

bourg to Lyon will take 65 minutes less, from 4h45 to 

3h40, and from Frankfurt to Lyon about 75minutes less 

than now. Strasbourg will take 75 minutes less, and will 

lay 5h30 away from Marseille instead of around 6h45 

currently. Although being a national stretch without 

international interconnections, that time gain may posi-

tively impact high speed passenger travel times from 

the Frankfurt, Freiburg and Basel areas down to Lyon 

and further, on a more seasonal basis, to the Mediterra-

nean coast. However, harmonising timetables between 

Germany and France, in order to open new paths, is cur-

trat de projet Etat-région) with the aim of re-opening the 

line to regular regional passenger and rail freight traffic 

as from the end of 2012. Investment costs amount €22 

million. For rail freight, investments cover works such as 

the modernisation of the Bantzenheim station and the 

renewal of track parts. 

Upgrades in view of enabling high speed train traffic are 

not yet financed. They would aim at increasing the op-

erational speed up to 90 km/h and would cover minor 

works such as changes in the signalling layout and re-

newal of ballast and of railroad ties on part of the sec-

tion. Investment costs are estimated at €5.9 million. The 

financial participation agreements between the Alsace 

region, the french ministry of transport, the Réseau Ferré 

de France and the European Commission (under TEN-T) 

will be concluded in 2011.

On the German side, the section has not yet been includ-

ed into any investment planning. Both the German gov-

ernment and DB Netze would rather privilege a connec-

tion of the HSL Rhine-Rhône to their network through 

the new Rhine bridge near Kehl. 

That solution is however not supported by major rail 

operators on both sides, (SNCF and DB Fernverkehr) 

as both cross-border sections do not connect with the 

same areas. The Mulhouse-Mülheim section opens to 

the Freiburg urban area, which counts approximately 

600,000 inhabitants, whereas the new Rhine bridge 

opens north to Karlsruhe and continues then south to 

Munich. 

In addition, the Strasbourg-Mulhouse line which links 

the Rhine bridge to the high speed line Rhine-Rhône is 

devoted in priority to regional and freight traffic, and has 

an already high utilisation rate despite the recent entry 

into service of two additional tracks between Strasbourg 

and Sélestat. In a first stage, around four high speed 

trains a day are planned to circulate between France and 

Germany using the HSL Rhine-Rhône. On the longer run, 

the new Rhine bridge and the Alsatian line will unlikely 

constitute a long term alternative to the Karlsruhe-Basel 

section for French high speed trains going to Freiburg 

or for German high speed trains going to Mulhouse, and 

further to Lyon and the Mediterranean basin.

7. From Mulhouse to Lyon - The HSL Rhine-Rhône

The full high speed line Rhine-Rhône project encloses 
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rently confronted with some difficulties, related to the 

saturated Mannheim and Lyon hubs.

In the first two years, fifty-five trains a day are expected 

to run on the line, after which its utilisation will be gov-

erned by market rules. The line can be run by one train 

every four minutes in each direction. 

The Perrigny interconnection 

This interconnection is localised south of the Dijon area 

and aims to providing a bypass link to the Paris-Lyon-

Méditerranée (PLM) line both from the eastern branch 

of the HSL and from the Nancy-Dijon freight axis to the 

PLM line. 

Works for this 2.5 km long line located in a dense urban 

area started in 2007 and are due to be completed by the 

end of 2011, together with the start of passenger opera-

tions on the eastern branch of the HSL. The construction 

of the line will cost €110 million.

Eastern branch - 2nd phase (2012-2017)

The second phase covers the western and eastern end sec-

tions of the eastern branch, between Genlis and Villers-

les-Pots in the west (15 km) and between Petite Croix and  

Lutterbach in the east (35 km). Its completion will enable 

to gain 17 minutes of travel time between Strasbourg 

and Lyon.

Currently, RFF is carrying out the remaining preliminary 

studies, archaeological check researches, forest clear-

ings and the acquisition of the necessary lots before the 

declaration of public need (Déclaration d’utilité publique) 

for the entire eastern branch, delivered in 2002 with a 

ten year validity, expires in January 2012. These activi-

ties, aiming at securing the timeline, are led in the frame 

of two financial conventions covering budgetary needs 

respectively for 2010 and 2011.

First costs estimation for that second phase amount to 

€900 million. The French Ministry of Transport will assess 

them in detail after the socio-economic studies will have 

been completed during the first three months of 2011.

According to RFF, works for the second phase could start 

in 2012 with a view of an entry into service in 2017. How-

ever, this requires financing issues to be solved within 

the next five years. 

The short shunt of Mulhouse and the tram-train con-

nection Mulhouse-Lütterbach

The short shunting of Mulhouse is a 700 m single track 

section that would enable direct connections from the 

north (Alsace) to the west (Franche-Comté) without hav-

ing to stop at Mulhouse station. That short shunt will 

also represent a 10 minute time gain between Stras-

bourg and Belfort. However, its high cost - €50 million 

- has raised local opposition for several years. Further-

more, the shunt has been presented by opponents as 

redundant after the second phase of the eastern branch 

will have been completed. Despite the argument, works 

have started and the section is expected to be com-

pleted in 2012. After entry into service of the full eastern 

HSL, the short shunting will foremost be used for bypass-

ing freight traffic. 

Furthermore, the Mulhouse municipality defends the 

project of a tram-train connection from the HSL to the 

city centre. The project would require installing a tram 

station along the line in an area where technical building 

issues, partly related to the presence of a nearby road in-

terchange, might significantly increase investment costs. 

The project has been the subject of political discussions 

and might not be implemented. 

The Southern Branch (Dole-Lyon; 2006 - tentatively 

2025)

Unlike the eastern branch, the southern branch is ex-

pected to be a mixed traffic line. It connects north to 

the eastern branch of the HSL Rhine-Rhône at the north 

of Dole, and stops south in Leyment, which is located 

north-east of the Lyon urban area. 

The southern branch belongs to the 2,000 km of new 

high speed lines for which works were designated in the 

Grenelle de l’environnement - a nation-wide debate on 

sustainable development that took place in 2008 - as to 

be launched by 2020. 

The specifications for designing the southern branch 

include further requirements, such as enabling to link 

Strasbourg to Lyon in approximately 2h10, stopping 

at Bourg-en-Bresse at the existing railway station and 

providing an interconnection, in the east, to the Haut-

Bugey line towards Geneva, stopping at a new station in 

the area of Lons-le-Saunier/Louhans, providing an inter-

connection in the West, to the Paris-Lyon-Méditerranée 

(PLM) line in the Mâcon area, and serving both Lyon 

downtown station and its airport intermodal station. 

Preliminary studies launched in February 2006 led in 

2008 to the conclusion of privileging a stretch that would 

follow the A39, the A40 and the A42 highways from the 

north of Dole down to Lons-le-Saunier, Saint-Amour and 

Bourg-en-Bresse. 

This approximately 170 km long stretch recommended 
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by RFF has the advantage of using an already existing in-

frastructure corridor along highways, whereas both oth-

ers (the west and central stretches - not represented on 

the map above) would lead to open a new corridor, and 

could potentially conflict with environmental protection 

issues, the presence of industrial installations submit-

ted to specific risk prevention measures (Solvay plant in 

Dole and north of Bourg-en-Bresse) and the presence of 

densely inhabited areas. 

Unlike other new HSL in France, the eastern stretch priv-

ileged by RFF is designed to be operated at 270 km/h 

north of Bourg-en-Bresse and 220 km/h south of it, in-

stead of 320 km/h. However, speed does not appear as a 

major discriminating factor when compared to the cen-

tre and to the western alternatives. On both latter sec-

tions, in fact, a 320 km/h speed could only have been 

reached on distances as long as 44 km (centre stretch) or 

78 km (western stretch). 

The southern branch shall include two new railway sta-

tions: a Dijon-Dole-Besançon interconnection station 

in the Dole area and a mid-stretch station between 

Louhans and Lons-le-Saunier. The existing station in  

Bourg-en-Bresse is aimed at becoming a major multimo-

dal station. For the time being, no new station is planned 

there. 

This stretch should enable to link Strasbourg to Lyon air-

port in 2h14 and to the city centre in 2h18. 

The main debated issue remains that of having a mixed 

traffic along the whole or part of the branch. The area Di-

jon-Dole-Bourg-en-Bresse-Lyon is currently run through 

by two lines: the Bresse line in the east and the PLM line in 

the west, both being major north-south freight axis. On 

the longer run, the PLM line is due to host more regional 

passenger traffic, whereas the Bresse line is planned to 

be in priority devoted to freight. Within the €7 billion na-

tional action plan for freight, launched in October 2009, 

€100 million are allocated to increasing on that line the 

daily number of freight train paths from 110 to 290. This 

target will require investments such as improvement of 

sub-stations, noise and vibration reduction works as well 

as the removal of level crossings. Studies are currently 

underway. 

RFF explores two options for the southern branch: that 

of constructing a full mixed line and that of construct-

ing a HSL north of Bourg-en-Bresse and a mixed line be-

tween Bourg-en-Bresse and Lyon. 

According to RFF, mixed traffic is necessary south of 

Bourg-en-Bresse. The opportunity of developing new 

capacity with the southern branch is considered by RFF 

as necessary at least south of Bourg-en-Bresse, to absorb 

the traffic increase forecast in the Lyon area, as well as 

that related to the entry into service of the Lyon-Turin 

base tunnel. 

In the hypothesis of a full mixed line, the additional ca-

pacity planned to be made available by the southern 

branch depends on the number of high speed trains ex-

pected to run the line. In the hypothesis of thirty high 

speed trains a day in each direction, corresponding to 

the work hypothesis of RFF, sixty freight trains could 

run on the line, especially between 22h00 and 6h00, i.e. 

outside passenger traffic timetables, but within main-

tenance timetables. The optimal operational speed pa-

rameter for freight trains taken in this hypothesis is 120 

km/h. This hypothesis would also require 1,800m long 

sidings every 25th kilometre. 

Preliminary studies evaluate additional investment costs 

related to having a mixed line at an amount of 10% of 

the total costs. A non mixed HSL would hence cost €2.9 

billion instead of €3.2 billion. 

However, operational and maintenance additional costs 

have not yet been assessed but might reach as much as 

20 to 30% of these same costs in case of a non mixed 

HSL. It is yet unclear, to what extent these costs might be 

borne by rail operators through track access fees signifi-

cantly higher than those applying on the already exist-

ing PLM and Bresse lines. 

In the current stand of discussions, track access charges 

to be applied on the southern branch would reach a 

level 3 out of 6, i.e. stay in an average range, in order to 

compensate the increase of fees collected on the PLM 

high speed line. However, these levels would remain sig-

nificantly higher to those collected on freight lines.

For this reason mainly, SNCF expressed serious doubts 

on the necessity of having a mixed HSL, where two ex-

isting lines, providing cheaper capacity, start north at 

points located around 40 km away from one another and 

arrive south in the same area. 

The project of the eastern stretch, with the different traf-

fic options, has been opened to public consultation in 

the second half of 2009. A synthesis of the 400 answers 

received will be available as from end of April 2010, to-

gether with the complementary socio-economic studies. 
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The southern branch is not expected to enter into 

service before 2025. However, RFF is considering the  

Bourg-en-Bresse bypass as a possible first step to be un-

dertaken in order to ease north-south freight traffic.

The Lyon urban area bypass (CFAL - Contournement fer-

roviaire de l’agglomération lyonnaise)

Though not a component of PP24, the CFAL project im-

pacts its integration into the wider TEN-T network as it 

will ease the interconnection with PP6 Lyon-Budapest 

as well as with the ERTMS freight corridors C Antwerp-

Basel/Lyon and D Valencia-Lyon-Budapest. 

The project dates back to the end of 2001 and was of-

ficially launched by ministerial decision on 16 May 2003. 

From a general point of view, it aims at easing the bypass 

of Lyon for freight trains, by optimising the use of exist-

ing lines, by constructing a new line linking Leyment, 

where the southern HSL branch and the Bresse line will 

arrive, to Sibelin, located south of Vénissieux. The city 

centre of Lyon will therefore be bypassed on its eastern 

side. 

It should contribute to relieve capacity on inner city lines 

for passenger traffic and to smooth north-south freight 

traffic going further south to the Mediterranean basin 

and east to Italy through the Lyon-Turin axis, to which 

the CFAL will provide a connection. 

The CFAL project includes as well a train connection to 

the Lyon St Exupéry airport, hence improving its acces-

sibility by rail from other cities in the Rhône-Alpes region 

as well as from Geneva and later from the regions situ-

ated along the southern HSL branch. 

The new line is split in two parts: the CFAL north starts 

in Leyment and ends at Saint-Pierre de Chandieu where 

the connection to the Lyon-Turin axis will occur. This 

phase further includes works in the railway station of 

Ambérieu-en-Bugey to improve the interconnection of 

lines. The CFAL south then continues to Sibelin. The com-

plete new line will be 80 km long and run on two tracks. 

For the CFAL north, RFF currently carries out second 

stage studies to determine precisely the 60 km long line 

that will follow a stretch parallel to the A42 and A432 

highways. After that, a decision on its public utility will 

be required to go further with the preparation of the 

work phase. A Ministerial Decision of 23 December 2009 

requests the procedure to start before the end of 2010. 

The CFAL south project is at an earlier stage of develop-

ment. In December 2009, the Secretary of State for Trans-

port decided upon a stretch among seven that had been 

studied by RFF. This stretch, so-called Plaine d’Heyrieux 

– Sibelin nord, is 21 km long and consists in tunnels for 

about 60% of its length, due to geographical constraints 

and gradients that would be otherwise too steep for 

freight trains. It runs north of all the stretches that were 

taken into account, rather close to the Lyon urban area. 

As regards costs, the full CFAL project is estimated to 

amount to €3.1 billion, out of which €1.5 billion are 

planned for the CFAL north. The costs of the CFAL south 

will be more precisely assessed during the second-stage 

study which is about to start. 

8. The north-south Alpine transversal: From Basel to 

Domodossola/Chiasso

The Swiss section of PP24 divides in two branches start-

ing both in Basel. The Lötschberg branch joins Bern 

through Olten and continues through Thun and Spiez to 

the two Lötschberg routes: the mountain route running 

through the 14.6 km long historic tunnel and the base 

route running through the 34.5 km long base tunnel. 

The Lötschberg branch then continues to the 19.8 km 

long Simplon tunnel. It goes through the Swiss-Italian 

border located in the tunnel and ends in Iselle, between 

Brig and Domodossola. The Lötschberg branch is 304 km 

long. 

Between Basel and Arth-Goldau, the Gotthard branch 

has three possible stretches: through Zürich (approxi-

mately 120 km), through Lucerne (approximately 90 km) 

and through Brugg and Rotkreuz, this last stretch being 

the reference route for rail freight Corridor A. From Arth-

Goldau southward, it continues through the Gotthard 

Tunnel (15 km) to the Swiss-Italian border in Chiasso 

(approximately 150 km). The Gotthard branch is 411 km 

long. 

With the exception of the Luino-CH-IT stretch, which is 

a single track section, PP24 lines on Swiss territory are 

double tracked. All lines are mixed for rail freight and 

passenger traffic. 

The new rail link through the Alps (NRLA)

The realisation of the NRLA represents the core issue of 

9 Traffic forecast scenarios are available under: http://www.are.admin.ch/themen/verkehr/00256/00511/index.html?lang=en
10 The three other policy frames are 1) “Rail 2000”, focused on creating regional and local rail hubs, through the improvement of infrastructure ca-
pacity and quality, and optimised timetables enabling reduced connection times, 2) Connection to the European HS network and 3) Tackling noise 
pollution occurred by rail
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Zimmerberg II and the Hirzel - initially planned to be built 

between Zürich and Arth-Goldau, whereas the Gotthard 

and the Monte Ceneri base tunnels and accesses were 

given a priority. 

The updated NLFA budgetary needs amount to CHF19.1 

billion (€17.8 billion), among which CHF11.9 billion 

(€11.1 billion) for the Gotthard and CHF4.2 billion (€3.9 

billion) for the Lötschberg branch. 

The financing of the NRLA through the FTP fund is based 

upon three tax sources: two-thirds come from the per-

formance related heavy vehicle fee, one fourth from the 

tax on mineral oils used as fuel and the rest from the real-

location of a fraction of VAT revenues. 

The Lötschberg, the Gotthard and the Monte Ceneri 

base tunnels will enable the modal shift from road to rail 

which is prescripted in the Swiss Constitution. In 2020, 

the Swiss transit corridors Lötschberg and Gotthard will 

offer an overall capacity of 370 paths per day for freight 

trains.

The Basel knot

The Basel area, where densely inhabited areas in France, 

Germany and Switzerland converge, is a major passen-

ger and freight intermodal node for the upper Rhine re-

gion, constituted of:

• the Euro-airport Mulhouse-Bâle-Fribourg through 

which 4.26 million passengers and 101,111 tonnes of 

freight transited in 200812

• the three Rhine inland ports of Kleinhüningen (North 

of Basel), Birsfelden and Müttenz Au (south-east of 

Basel, in the Country-Basel county) through which 

17% of imports in Switzerland and around one third 

of mineral oils transited in 200913

• the Weil-am-Rhein and Muttenz rail transhipment  

areas

• the Basel rail passenger stations, a major hub for 

regional traffic, intercity trains and for high speed 

trains, on the Swiss part of which 86,500 passengers 

a year commute, 70.4% of which from Swiss longer 

distance connections  

the Swiss section of PP24. At a national level, it also rep-

resents the most important project of Swiss infrastruc-

ture policy. It relies on a strong political choice made by 

Switzerland in favour of rail for Alpine transit. 

This choice is supported by traffic prognosis which 

forecast an increase of the distance travelled in Swit-

zerland of 20 to 48% by 2020 depending on the under-

lying assumptions such as, at first rank, demographic 

and economic growth and transport policy scenarios. 

Rail transport for passengers is expected to increase, 

in passenger-km, from 30 to 132% (16 to 31% for indi-

vidual motorised transport) and for goods, in tonnes – 

km, from 48 to 96% (36 to 87% for road). Subsequently, 

modal shift is expected to evolve in favour of rail, from 

15 to 26% of the traffic volume between 1997 and 2020, 

while the traffic volume on road would contract from 85 

to 74% on the same period9.

In this context, the NRLA is one of four major policy 

frames10 aimed at developing rail both for regional and 

long distance passenger traffic, and for the transport of 

goods. All four projects are financed through the Pub-

lic Transport Fund (FTP Fund). The NRLA covers seven 

projects, among which the Gotthard and the Lötschberg 

axes. On these axes, passenger traffic is expected to in-

crease by up to 75% and freight traffic by up to 70% until 

203011. 

In 2004, it appeared clearly that the FTP fund, to which 

an allocation of CHF30.5 billion (approximately €28.5 bil-

lion) - 1995 price levels - had been estimated necessary 

when it was created in 1998, would not be sufficient to 

implement all four programs. In that context, the Fed-

eral Parliament asked the Federal Office for Transport to 

undertake a priority review, submitted to it in October 

2007. 

Within the FTP, the budget estimated as necessary to 

implement the NLFA was evaluated in 1998 at CHF14.2 

billion (approximately €13.5 billion) - 1995 price levels. 

This evaluation was updated to CHF19.8 billion (approxi-

mately €18.2 billion) in 2007 - 1998 price levels. 

To compensate the cost increase, it was agreed to 

renounce to the projects of two basis tunnels, the  

11 See http://www.uvek.admin.ch/dokumentation/00474/00492/index.html?lang=fr&msg-id=23825
12 The economic downturn led to sharp traffic decreases in 2009 both for passengers (-10% to 3,8 millions passengers) and for freight (-15,9% to 85 
022 tons). However, these figures do not reflect in our view the longer upwards trend of the airport, hence our choice to refer to 2008 figures. See 
http://www.euroairport.com/FR/euroairport.php?PAGEID=86&lang=FR
13 http://port-of-switzerland.ch/site/index.php?option=com_content&view=article&id=1078&Itemid=98
14 See http://www.uvek.admin.ch/dokumentation/00474/00492/index.html?lang=fr&msg-id=23825
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As regard rail, Germany, Switzerland and France estab-

lished in 2003 a long term (25 years) tri-national plan-

ning committee on the Basel knot. The outcome of the 

study, published in December 200814, was that no ca-

pacity problem would occur in the Basel area when the 

Gotthard basis tunnel will be put into service, provided 

all planned infrastructure projects are implemented. 

This however includes such capacity improvements as 

the construction of the two planned additional tracks 

between Offenburg and Basel. 

In France, investments taken into account in the study, 

as already planned or implemented, and contributing to 

release capacity are the third track constructed between 

the south of Strasbourg and Sélestat (approximately 40 

km), which was put in operation in 2009, as well as the 

second phase of the east European high speed line, be-

tween Baudrecourt and Strasbourg-Vendenheim (106 

km), which is planned to enter into service in 2015. 

However, the study recommends furthering analyses 

of the possibilities to improve capacity on the Colmar-

Mulhouse-Basel section. Such analyses are expected to 

be carried out by 2013. 

On the Swiss side, the deployment of the Basel suburban 

train network, the Regio S-Bahn, depends on the number 

of paths per hour that will be dedicated to it. Currently 

this issue and the impact on the overall capacity (main-

ine and freight) are treated in the project Rail 2030 in or-

der to ensure enough capacity for all train types.

The Lötschberg-Simplon section 

On that specific branch, transit freight volume alone 

was multiplied by 2 between 1999 and 2007, from 4 to 

10 million net tonnes15. A major step was taken on that 

section with the entry into service of the first single track 

tube of the Lötschberg base tunnel in June 2007 and its 

first commercial drive six months later. 

The Lötscherg base tunnel admits 140 train paths a day. 

Its utilisation rate had reached 77% of its capacity by June 

2009. Currently, approximately 40 intercity trains and 12  

international passenger trains use the Lötschberg base 

tunnel daily, as well as around 57% of the freight trains 

crossing the Lötschberg, the other 43% being diverted 

to the double track mountain tunnel. The latter is also 

used by 70 to 180 car transport trains and approximately 

35 regional trains16.

The perspective of increased capacity after opening of 

the Gotthard tunnel was studied in the project Rail 2030, 

on both the Lötschberg and the Gotthard corridors. The 

completion of the Lötschberg base tunnel would permit 

30’ frequency for passenger trains and at least 4 freight 

trains per hour and direction. Additionally, reserve for 

some extra trains will exist and the travel time of freight 

trains can be optimised.

The second tunnel is already partly bored - seven kilo-

metres would remain to be dug and the rail installation 

would also need to be made. 

The Gotthard-Monte Ceneri section 

The Gotthard and the Monte Ceneri base tunnels are ex-

pected to be put into service by 2017 and 2019 respec-

tively. 

At the beginning of September, 22% of the Monte Cen-

eri Base tunnel had been excavated and the final break-

through of the Gotthard base tunnel took place in the 

east tube on 15 October. 

The Gotthard base tunnel will be 57 km and the Monte 

Ceneri base tunnel 16 km long. Both will have two sin-

gle track tunnels. In comparison to the current moun-

tain tunnel, the distance between Altdorf and Biasca 

(Gotthard base tunnel) will be reduced of approximately 

40 km. However, a major achievement will be that of the 

maximum speed, as both base tunnels will be designed, 

as the Lötschberg BT, for 250 km/h operations. 

The Gotthard Base tunnel is being dug from five different 

points, starting from the extremities as well as from three 

intermediate points, in Amsteg, Sedrun and in Faido. Af-

ter a year of delay along the Erstfeld-Amstfeld  section 

(north access) of the Gotthard tunnel, works run now on 

schedule. The main uncertainty regarded the presum-

ably difficult geological structure north of Faido. It was 

overcome at the end of 2008, with the drive through the 

so-called Piora syncline. Unlike previously thought, the 

rock appeared to be dry and no water infiltrations have 

yet been noticed. However, profile deformation due to 

the specifically high pressured environment has made 

adaptation works necessary, especially in the east tube. 

The profile of the tubes is now considered as stabilised. 

Operational targets for the Gotthard base tunnel are 

around two-thirds higher than that of the Lötschberg 

Base Tunnel. The Gotthard base tunnel should accept 6 

paths per hour in each direction (260 paths a day) where-

as the Lötschberg should stay approximately at the same 

level than now with 3 paths per hour in each direction 

15 See http://www.bls.ch/e/infrastruktur/kennzahlen-gueterverkehr.php
16 See http://www.bls.ch/e/infrastruktur/neat-verkehrsangebot.php
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In that sense, the Italian section of PP24 needs to be 

considered complementary to the Karlsruhe-Basel sec-

tion as both represent the accesses to the Swiss Alpine 

transversal. 

On the Italian side, PP24 related projects consist in up-

grading the capacity of existing lines and of constructing 

a new line from Milano to Genoa, including a new cross-

ing of the Apennines, the Terzo valico dei Giovi. 

From the Alps to Milan and Novara

Capacity improvements on this part of PP24 rely on 

seven projects, one of which was completed in 2009 and 

another is expected to be finished in 2011.  

The Luino transit section project aimed at shortening 

travel times from the Swiss-Italian border to Novara and 

Milan, as well as to ease connections with the Malpensa 

airport. The project was finished in 2009 for a cost of €21 

million. It enclosed the extension of track sections in 

several stations along the line, the further deployment 

of the control command and signalling system ETCS  

Level 1 with radio infill, overlaying the current Italian sys-

tem SCMT, the upgrade of power supply in Domo II and 

the interconnection in Busto Arsizio of the RFI operated 

Domodossola-Milan line and the FNM operated Saron-

no-Malpensa line. 

The Gozzano bypass, located on the Novara-Simplon 

axis, is planned to enter into service in 2011 and consists 

in constructing a 2.7 km long new line west of Gozzano, 

to facilitate the transport of goods as well as to improve 

passenger accessibility to the downtown station. The 

project further encloses the removal of six level cross-

ings. 

The four remaining capacity upgrade projects situated 

on PP24 are all at preliminary stages and their financing 

is not yet settled. 

Between Rho and Gallarate, a second track will be con-

structed from Rho to Parabiago (approximately 10 km  

northwest of Rho) and a third track from Parabiago to 

Gallarate (approximately 24.5 km northwest from Rho). 

This project further includes an interconnection be-

tween the RFI Rho-Gallarate line and the FNM Saronno-

Malpensa line, south of Busto Arsizio. Aim of the inter-

connection is to connect the central station of Milan to 

Malpensa airport. The project is financed in the 2009 

update of the 2007-2011 framework contract up to €392 

million, with a planned completion date by 2015. 

(110 paths a day). 

Similarly to the Lötschberg branch, both base tunnels 

on the Gotthard branch will be dedicated to high speed 

passenger trains and heavy freight trains. They will be 

equipped with ETCS, and therefore likely to be favoured 

by transit traffic. Regional traffic will run through the 

mountain tunnel. 

9. From the Alps to the Mediterranean: From  
Domodossola and Chiasso to Genoa

The Italian section of PP24 connects the Swiss Alpine 

transversal to the Milan and Novara areas, and further 

to the port of Genoa. It is composed of two major north-

south axis subdividing each into two sub-axis respec-

tively between the south of Domodossola and Vignale 

(north of Novara) and the north of Milan. Both north-

south axis join south in Arquata Scrivia before crossing 

the Apennines to Genoa. 

The Domodossola-Novara axis continues the Lötschberg 

branch. The sub-sections of the Milano axis start west in 

Luino and east in Chiasso. The Luino axis connects to the 

Gotthard branch in Bellinzona, whereas the Chiasso axis 

connects to the Monte Ceneri base tunnel through Luga-

no and continues south through Como and Seregno to 

Milan. 

The Luino axis joins the eastern sub section of the  

Domodossola-Novara axis in Sesto Calende, wherefrom 

a connection is planned to start towards the airport of 

Malpensa. 

Furthermore, the Luino axis subdivides into three sec-

tions joining southeast of Sesto Calende, in Gallarate, 

out of which two starts south of Laveno and the third 

one is partly new. The latter aims at linking the airport of 

Malpensa to Arcisate and Stabio, in Switzerland, located 

on the Chiasso axis. The new line concerns the Arcisate-

Stabio stretch.

All lines are mixed for passenger and freight traffic

From a general point of view, the major issue concerning 

the Italian section of PP24 is that of improving capacity 

both for freight and for passenger axis, in an area where 

traffic along the Rotterdam-Genoa freight corridor col-

lides with daily regional cross-border traffic between 

Lombardia and Tessino as well as with long distance traf-

fic between Milan, Zürich and Geneva. 
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The Chiasso-Monza section is planned to be quadrupled. 

This 37 km long project includes the bypass of Como, 

the interconnection, in Seregno, to the new east-west 

line linking Seregno to Bergamo and adaptation works 

in station of Seregno. This project has not yet been ap-

proved by the government’s infrastructure planning 

committee (CIPE) and is mentioned in the 2009 update 

of the 2007-2011 framework contract as complementary 

planned work, for which solely the design is financed. Its 

cost is estimated to amount to €1,412 million.  

Finally, the doubling of the Laveno-Luino and its con-

nection to the Swiss Gotthard branch are envisaged as 

a complementary planned work for an estimated invest-

ment cost amounting to approximately €1,270 million. 

Between Luino and Switzerland, two alternative stretch-

es are being considered, one joining the border at Cade-

nazzo and the other further south in Vezia. A third alter-

native is considered between Laveno and Vezia, and runs 

south of Luino. 

On the Domodossola-Novara axis, the doubling of the 35 

km long track between Arona and Vignale, is envisaged 

for an investment cost amounting to €535 million, which 

is not yet financed. Although the preliminary design was 

already presented to the Ministry of Infrastructure in 

2004, it has not yet received any approval from the gov-

ernment’s infrastructure planning committee. Within the 

2009 update of the 2007-2011 framework contract, it is 

considered as complementary planned work. 

The Novara node

The capacity upgrade project in the Novara area aims 

first at facilitating freight transit to provide additional 

backup capacity for rail freight transiting now west of 

the Milan area via Mortara and in future also through the 

south belt of Milan. The project shall smooth the inter-

connection of PP24 and PP6 Lyon-Turin-Trieste-Ljublja-

na-Budapest. 

In its current state, the project foresees the construc-

tion of a new double tracked line dedicated to freight 

between Vignale, situated approximately 5 km north of 

Novara, and the south of Novara. The new line would first 

follow the existing tracks and run east in parallel to the 

Torino-Milan highway, before turning south following in 

a tunnel the FNM Novara-Milan line through Boschetto 

and finally join the historic RFI Mortara line. A major part 

of this new bypass is planned to run in tunnels. 

A feasibility study has already been released in 2005 and 

activities preliminary to works are currently in prepara-

tion. In the 2009 update of the 2007-2011 frame con-

tract, the cost of the project is evaluated at €471 million 

from which approximately €50 million are to be financed 

by the state. 

From Milan and Novara to Genoa - The Terzo Valico 

project

The southern Italian section of PP24 is dominated by the 

issue of crossing the Apennines and of smoothing sea-

to-rail freight conditions in and out of the port of Genoa. 

Furthermore, the section is relevant not only for north-

south freight traffic coming from Switzerland, but also 

for east-west freight traffic from France towards Central 

Europe through the Po valley. As such, it should be ad-

dressed in relation with the implementation of Priority 

Project 6. 

The major project on the southern Italian PP24 section is 

the so-called Terzo valico dei Giovi the third pass, which 

aims at creating additional rail capacity towards the port 

of Genoa, both for freight and for high speed passenger 

traffic. The full section is 54 km long, out of which 39 

km consist of tunnels, most of which composed of two 

single track tubes. The project further includes 15 km of 

interconnection lines. The Terzo Valico is expected to be 

designed for a maximal speed of 250 km/h and approxi-

mately 220 trains per day.

The new line will be connected north to the Genoa-Turin 

line at the level of Novi Ligure, and with the Alessandria-

Piacenza line at Tortona and south to the port of Genoa 

and to the Voltri docks, located in the western part of the 

harbour.  

The project dates back to the end of the 1980s. The first 

practical steps were taken in 1992, when the first envi-

ronmental impact assessments were conducted. Its final 

design was  approved by the government’s infrastruc-

ture planning committee (CIPE) in March 2006, which 

had already classified it in 2001 as strategic infrastruc-

ture of national interest. In its approval decision of 2006, 

the CIPE sets a spending ceiling at €4,962 million. 

The full financing of the Terzo Valico is still pending. 

In November 2009, the CIPE decided to allocate €500  

million for the first construction lot. Further lots are in 

planning phase and are not yet financed. 

10. Conclusions and recommendations

Important steps have already been taken

Since 2004 and the adoption of the TEN-T Guidelines, 
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Priority Project 24 has achieved undeniably important 

progress with the entry into service of the Betuwe Line 

(Priority Project 5) in June 2007 and that of the Lötsch-

berg tunnel in December 2007. 

Furthermore, the timely progress of the Gotthard and 

the Monte Ceneri base tunnels are likely to provide the 

internal Market, before 2020, with the first Alpine rail 

transversal equipped with ERTMS. 

Another success of Priority Project 24 concerns the in-

stallation of a constructive governance organisation for 

ERTMS Corridor A Rotterdam-Genoa led by The Nether-

lands at political level, with the support of a programme 

management office settled in Frankfurt.  

Between Rotterdam and Genoa, improving trans-Alpine 

capacity and implementing ERTMS appear as very first 

priorities.

Securing enough access capacity north and south of the 

Swiss tunnels should be set as a first general priority, as 

the European added value of Priority Project 24 – linking 

the north to the Mediterranean sea, depends upon the 

reliability of trans-Alpine infrastructure. 

Fulfilling this priority relies on achieving a full four-track 

section between Karlsruhe and Basel on the one hand, 

and on implementing the pending capacity improve-

ment projects between Domodossola and Novara, Luino 

/Chiasso and Milano on the other hand. 

The organisation of freight traffic appears a second 

clear priority as it is the major unifying aspect of Prior-

ity Project 24 linking together two major economic areas 

(Rotterdam-Amsterdam/Duisburg/Antwerp and Milan) 

and four port basins (Rotterdam, Antwerp-Zeebrugge, 

Duisport and Genoa-La Spezia).

At first, a horizontal goal consists in the timely deploy-

ment of ERTMS by 2015, as set through the European 

Deployment Plan.

More specifically, a geographical priority should then 

be put on the triangle Rotterdam-Duisburg-Antwerp, 

to ensure that infrastructure capacity will evolve in fu-

ture in coherence with traffic forecast. This requirement 

could however be considered beyond rail solely and be 

enlarged to other transport modes, at first rank to sea 

ports, currently excluded of PP24, inland ports such as 

Duisport and to inland waterways. Hence, in view of a fu-

ture TEN-T network consisting of a “core network” rather 

than of individual Priority Projects, it could make sense 

to consider the Rotterdam-Antwerp-Duisport area as 

a major intermodal node involving PP24, PP18 (Rhine 

-Meuse-Main-Danube inland waterway axis), PP30 

(Seine-Scheldt inland waterway axis) and parts of PP21 

(Motorways of the Sea).

At last, the Novara-Milan area should also be given spe-

cific attention, as it represents a major connection point 

between north-south and east-west freight traffic in an 

area facing a significant lack of capacity. 

The coherence of PP24 could be enhanced

Beyond these aspects, Priority Project 24 is confronted to 

a major issue which is that of its heterogeneity. 

Since project definition, the Rotterdam-Genoa axis has 

undoubtedly represented its backbone.

During the last year, the connection of the port of Ant-

werp to the Rhine valley has gained a bigger politi-

cal reach through the EU Regulation proposal on a rail 

freight oriented network which frames rail interconnec-

tions between the ports of Rotterdam and of Antwerp/

Zeebrugge with the inland port of Duisburg. Hence, the 

Belgian branch of PP24 is better integrated now into the 

project than it was the case few years ago. 

However, there are few links to be expected between the 

Rhine-Rhône high speed and freight line and the rest of 

Priority Project 24, apart from two daily passenger con-

nections planned after December 2011 between France 

and the Freiburg area in Germany. Connections to Frank-

furt, Stuttgart and Munich will further occur through 

Saarbrücken and Strasbourg. As for freight, a major part 

of the traffic expected on the future mixed Dole-Lyon 

section will come from a North Sea-Luxemburg-Metz 

axis. 

The Rhine-Rhône high speed and freight project does 

have a European relevance. It should however be con-

sidered differently for the better coherence of Priority 

Project 24 on the one hand, and for the better integra-

tion of the Rhine-Rhône project within the TEN-T net-

work on the other hand. 

For passenger traffic, the western branch - which cur-

rently falls out of the scope of Priority Projects - and the 

eastern branch represent an axis that links Paris to the 

upper German Rhine valley. It is complementary to the 

high speed priority axis Paris-Strasbourg-Munich- Bratis-

lava-Budapest (PP17) and Paris-Luxembourg/ Mannheim 

(PP4), and build up with them an east-west high speed 
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network with three interconnection points between 

France and different parts of Germany. From a more gen-

eral point of view, it further extends through a southern 

route the high speed network that irrigates an economic 

basin starting north in London, west in Paris, and pro-

gressing east towards Brussels, Rotterdam/Amsterdam, 

Cologne and Frankfurt, before continuing south to Basel, 

Stuttgart and Munich. 

For freight traffic, the Rhine-Rhône project - and most 

specifically its future southern branch - appears to be 

rather a component of the north-south rail freight cor-

ridor linking Antwerp to Luxembourg, Basel or Lyon. 

In this respect, the southern branch can hardly be con-

sidered alone, but rather together with the Paris-Lyon-

Marseille (PLM) and the Bresse lines, as well as together 

with the CFAL project, where the three Dijon/Dole-Lyon 

freight axis connect to the Valencia-Budapest freight 

corridor on the one hand, and to the Lyon-Turin axis on 

the other hand. 

From a general point of view, it should be considered 

to reallocate the southern branch of the Rhine-Rhône 

project, the PLM and the Bresse lines as well as the CFAL 

to a predominantly north-south rail freight network to 

be included in a future TEN-T core network. 

To conclude, it can be said that, in view of a future core 

network, Priority Project 24 would require some changes 

in its perimeter. This should help to better frame priority 

deliveries expected on its core axis and that are crucial 

for TEN-T. Looking at its current definition, some of its 

components could be integrated in the emerging West-

ern European high speed network. Some others, such 

as the “two sea freight axis”, could gain further density 

through improving rail interoperability and better inter-

modality between rail and waterborne transport modes. 
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Czech Republic

The route from the Polish border to south of Brno near 

Pohořelice is already completed. 

Austria

The southern part of the A5 motorway (Vienna-Schrick) 

was completed in January 2010. The northern part of 

the A5 motorway section Schrick-Drasenhofen (Czech 

Republic) is in the planning stage. The start of works is 

envisaged for 2011. Due to the recent revision of the 

implentation program in Austria it is foreseen to imple-

ment in steps, starting with bypasses and only one lane 

per direction but with the option to upgrade at a later 

stage.

Slovakia

Nearly 75% of the Priority Project on Slovak territory is 

already operational (Bratislava to Žilina).

1. Introduction

Priority Project 25 connects some central and eastern 

Member States through a north-south motorway axis. 

The Priority Project was identified as multimodal axis to 

create a complex multimodal transport system for goods 

and passengers including the port of Gdańsk, rail and 

roads. It runs through four Member States: Poland, the 

Czech Republic, Austria and Slovakia. Its western branch 

passes through Brno, the second largest city of the Czech 

Republic, on its way to Vienna (950 km), while its eastern 

branch passes through Žilina, a city of growing impor-

tance regarding automotive production in Slovakia, to 

the country’s capital Bratislava (890 km). It involves the 

construction of a new motorway or an expressway, with 

two lanes in both directions in most of the sections. On 

some sections between Katowice and Brno/Žilina, ex-

isting roads will be upgraded. The project also includes 

the construction of an access link to the port of Gdańsk, 

where a new container and ferry terminal are planned.  

The motorway projects are included in the respective 

national development plans of the four Member States. 

Works have already started in most sections with some 

sub-sections in all four Member States are already com-

pleted. The route is of particular European interest since 

it already carries a high share of international transport. 

Poland has had one of the least developed motorway 

networks of the new Member States. The existing road 

infrastructure still has limitations for lorries with Europe-

Summary

This Priority Project is an extension of the former pan-Eu-

ropean transport corridor VI (Gdańsk-Žilina/Brno) identi-

fied at the Crete (1994) and Helsinki (1997) conferences. 

PP25 crosses four Member States: Poland, the Czech  

Republic, Austria and Slovakia. Its western branch pass-

es through Brno, the second largest city of the Czech  

Republic, on its way to Vienna (950 km), while its east-

ern branch passes through Žilina to Bratislava (890 km). 

It includes the construction of a new motorway with 

two lanes in both directions. On some sections between 

Katowice and Brno/Zilina existing roads will be upgrad-

ed. The project also includes the construction of an ac-

cess link to the port of Gdańsk. The motorway projects 

are included in the respective national development 

plans of the four Member States. The target date for the 

whole Priority Project set by the Community guidelines 

was 2009/2010. At the end of 2009, about 40% of the axis 

was operational. The entire project is now expected to 

be finished by 2016. Outstanding issues for implement-

ing PP25 are the border sections between Poland and 

Slovakia and between Austria and the Czech Republic.

Cross-border sections and bottlenecks

In Poland the cross-border connection to the Czech  

Republic is finished. The the cross-border section to Slo-

vakia (Bielsko-Biała-Žilina via Zwardoń/Myto) is under 

construction: about 40 km of 59 km are already finished 

including one tunnel in Laliki. In the Czech Republic the 

cross-border section from Bielsko-Biała (PL) to Belotin 

(CZ) via Cieszyn/Český Těšín (border) is already finished. 

The cross-border section from Pohořelice  to the Austrian 

border (Mikulov/Drasenhofen) is situated in an environ-

mentally sensitive area (NATURA 2000) and the appropri-

ate alignment is still under consideration. It was planned 

to be realised by 2014 but the environmental sensitiv-

ity of the area might delay completion. In Slovakia, the 

works on the cross-border section Žilina-Zwardon (Po-

land) were stopped. 

Other sections

Poland

In Poland, the completion of most of the section along 

the A1 motorway (Gdańsk-Katowice) is envisaged for the 

summer of 2012, apart from the 180 km section Stryków-

Pyrzowice (south of Łódź) which is foreseen for 2013/14. 

Priority Project 25
Motorway axis Gdańsk-Brno/Bratislava-Vienna
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an standard weights and dimensions. This motorway will 

allow the improvement of road safety, reduce conges-

tion and thereby facilitates trade. Moreover, this project 

contributes to a wider strategy to attract new economic 

activities along the north-south route, which will also be 

assisted by the parallel railway project (PP23). A com-

mon declaration was signed on 3 December 2009 by 

representatives from regional administrations in Poland, 

the Czech Republic and Austria and from members of 

the European Parliament highlighting the European and 

common regional importance of PP25. They emphasised 

the importance of the axis and called for overcoming the 

obstacles on the cross-border section between Vienna 

and Brno to secure a timely completion.

1.1. Definition

The legal basis of TEN-T policy is Decision 884/2004/EC 

of the European Parliament and of the Council of 29 April 

2004 titled “Community guidelines for the development 

of the trans-European transport network”. This decision 

defines 30 Priority Projects in its Annex III. PP25 is de-

fined as Motorway axis Gdańsk-Brno/Bratislava-Wien.

• Gdańsk-Katowice motorway (2010)

• Katowice-Brno/Žilina motorway (2010), cross-border 

section

• Brno-Vienna motorway (2009), cross-border section

The stretches from Gdańsk to Vienna and Žilina (Slova-

kia) were defined as priority sections. The defined sub-

sections should have been finished by 2009 or 2010.

1.2. Pan-European Corridor VI

In 1994, after the political change in eastern Europe, 

the EU took the decision to identify transport corridors 

- so called pan-European Corridors - to and within the 

Central and Eastern European Countries which were ap-

plying for EU membership at that time. In different pan-

European Transport Conferences in Crete (1994) and 

Helsinki (1997), representatives of the governments and 

parliaments, the European Union and of intergovern-

mental organisations identified ten pan-European trans-

port corridors. These corridors are meant to contribute 

to enhanced territorial cohesion and the development 

of the Single Market by increasing sustainable mobil-

ity for goods and persons. The pan-European transport 

corridor VI was identified as a multimodal (shipping, rail, 

and road) axis from north to south connecting Gdańsk 

via Katowice with Žilina (Slovakia) and with a western 

branch via Ostrava to Brno (Czech Republic). Corridor 

VI is connected to Corridor I (Berlin- Nizhny Novgorod) 

at Warsaw, Corridor III (Brussels-Kiev) at Katowice, Cor-

ridor IV (Dresden/Nuremberg-Istanbul) and VII (Danube 

River) at Bratislava and to Corridor V (Turin-Budapest-

Kiev), branch A (Bratislava-Uzhgorod) in Žilina. Corridor 

VI was further developed in 2003 by a high level group 

on the trans-European transport network chaired by 

Karel van Miert together with the Member States and 

the candidate countries. The high level group identified 

eighteen Priority Projects to be operational until 2020 in-

cluding the Mixed railway line Gdańsk-Warszawa- Brno/

Zilina (PP8) and Motorway Gdańsk-Katowice-Brno-Wien 

(PP18). These 18 projects were again modified during 

the political decision making process. Today, there are 30 

Priority Projects defined in the aforementioned Decision 

884/2004/EC. 

1.3. EU co-financing

The funding system of the European Union offers two 

opportunities for co-financing TEN-T Priority Projects: 

1. TEN-T Annual and Multi-Annual Programmes with €8 

billion for 2007-2013 including €500 million for the 

Loan Guarantee Instrument of European Investment 

Bank (EIB) which aims at facilitating a larger partici-

pation of the private sector in the financing of TEN-T 

infrastructure or 

2. Cohesion Fund (CF) and Regional Development Fund 

(ERDF), with €37.5 billion allocated between 2007 and 

2013 for TEN-T projects (mainly for Priority Projects). 

1.3.1. TEN-T financing

In order to give financial support to the implementa-

tion of the TEN-T guidelines, the European Parliament 

and Council adopted Regulation 680/2007/EC specify-

ing general rules for the granting of EU aid in the field of 

trans-European networks1. TEN-T Priority Projects gener-

ally can be co-financed from the TEN-T budget; €5 bil-

lion have been distributed for Multi-Annual projects, €3 

billion are or will be distributed within the Annual Pro-

grammes and different horizontal programmes. The TEN-

T contributions are distributed on the basis of proposals 

submitted by the Member States within the Multi-Annu-

al or Annual Programmes. These proposals are evaluated 

and selected for funding by both external experts and 

the Commission. 

Along PP25 €21.3 million were allocated up to now for 

1 Regulation (EC) No 807/2004 of the European Parliament and of the Council of 21 April 2004 amending Council Regulation (EC) No 2236/95 laying 
down general rules for the granting of Community financial aid in the field of trans-European networks
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tal protection policy which is defined in the Policy and 

Action Programme on the Environment (which includes 

also transport projects outside of the TEN-T Network)2. 

The ERDF contributes, among other objectives, towards 

the financing of investment in infrastructure that could 

be TEN-T projects. The Structural Funds budget and the 

rules for its use are decided by the Council and the Eu-

ropean Parliament on the basis of a proposal from the 

European Commission. Each Member State prepares a 

National Strategic Reference Framework (NSRF), coher-

ent with the strategic guidelines which defines the strat-

egy chosen by the Member State and proposes a list of 

operational programmes (OP). The OP-Transport (OP-T) 

contains the aim and purpose, the expected impacts of 

the investments, and the transport priorities of the coun-

try. Since three of the four Member States concerned are 

new members of the European Union structural funding 

plays a prominent role in the financing of PP25.

1.4. Efforts for extending Priority Project 25

In October 2006, representatives from the national min-

istries of Poland, Czech Republic, Slovakia, Austria and 

Italy signed a letter of intent on the development of the 

Baltic-Adriatic transport corridor, suggesting a prolon-

gation of the axis of PP23 and 25 to Northern Italy. The 

Baltic-Adriatic transport corridor should connect Gdańsk 

via Warsaw with Bologna. It should include branches via 

Ostrava/Brno or Žilina/Bratislava to Vienna and passing 

through Graz, Klagenfurt, Villach and Udine with another 

branch to Trieste. The focus is on developing rail connec-

tions because of a greater need for action in infrastruc-

ture development along the axis. Road is not excluded, 

however. 

2. Member States along PP25

2.1. Poland

Poland is one of the larger EU Member States with re-

gard to population and area. It plays an important role 

in the European transport system, due to its geographic 

position at the intersection of the main east-west and 

north-south transport routes. The total length of the 

road network is 258,911 km, of which 4,891 km are part 

of the TEN-T-network. About 50% of this network is in 

bad or unsatisfactory state. The road network needs to 

be improved to allow for an axle load of 11.5 tonnes in 

nine projects funded by the TEN-T budget: 

• 2004-PL-92610-S: Feasibility study and geological 

documentation for a stretch of a toll motorway A1 

Stryków-Częstochowa-Pyrzowice, including traffic 

analysis . (EU contribution €1 million, 50%)

• 2004-SK-92804-S: Pre-Investment study for the mo-

torway D3 Svrcinovec-Skalité (EU contribution €3.8 

million, 49.16%)

• 2005-PL-92602-S: Design study for construction and 

tender documents for motorway A1 - section Pyrzo-

wice-Maciejów, including environmental preparation 

material and geological documentation (EU contri-

bution €2.8 million, 50%) 

• 2005-PL-92603-S: Feasibility study for S-1 expressway 

section from Kosztowy II interchange in Mysłowice to 

Suchy Potok interchange in Bielsko-Biała (EU contri-

bution €72,600, 50%) 

• 2005-SK-92803-S: Pre-investment studies for motor-

way D3 Cadca-Svrcinovec. The project was cancelled

• 2005-PL-92604-S: Design study for construction and 

tender documents for motorway A1 - section Toruń-

Stryków (EU contribution €11 million, 50%)

• 2006-PL-92605-S: Technical documentation for the 

construction of S-69 expressway Bielsko Biała-Żywiec-

Zwardoń, section Przybędza-Milówka (Węgierska 

Górka bypass) (EU contribution €2.4 million, 48.9%)

• 2009-PL-92004-S: Elaboration of the techical docu-

mentation for S1 Expressway construction on the 

sections from Koszlowy II Interchange in Myslowice 

to Suchy Potok Interchange in Bielsko-Biala (EU con-

tribution € 0.7 million, 50%)

• 2009-PL-92005-S: Elaboration of the project docu-

mentation for reconstruction of the national road n1 

to an expressway on the section Podwarpie-Drab-

rowa Gómicza (EU contribution €0.3 million, 50%)

1.3.2. Structural Funding

Strengthening infrastructure is one of the main objec-

tives of the Regional policy. The assistance of Cohesion 

Funds is given to projects on the trans-European trans-

port network (in particular to Priority Projects). Addition-

ally, environment projects can benefit from Cohesion 

funds if they meet the objectives of the EU’s environmen-

2 Council Regulation (EC) No 1084/2006 of 11 July 2006 establishing a Cohesion Fund and repealing Regulation (EC) No 1164/94
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accordance with  the accession treaty. The main aims for 

regional development is the improvement of standards 

and the creation of a coherent international, national 

and regional transportation system and also the stimu-

lation of spatial development and the enhancement of 

the competitiveness of the regions affected. Poland is 

going to invest €25 billion in transport infrastructure in 

the current funding period. Around 60% goes into road 

infrastructure (motorways, national and local roads). 

Currently, the works on the implementation of an elec-

tronic toll collection system (ETC) on certain sections 

in Poland are carried out. As of 1 July 2011, electronic 

toll collection will be introduced in Poland for vehicles 

over 3.5 tonnes and buses. The electronic toll collection 

system should replace the current vignette system for 

more efficient transport. Manual toll collection systems 

will remain for passenger vehicles.  PP25 is interconnect-

ing Poland with the Czech Republic and with Slovakia. 

Its alignment is also intersecting with important interna-

tional transport corridors including the interconnection 

to the trans-Siberian railway and the “New Silk Route” at 

Sławków (8 km). 

2.2. Czech Republic

The Czech Republic plays an important role in the Euro-

pean transport system, due to its geographic position at 

the centre of Europe. The operational length of roads is 

128,000 km of which 882 km are motorways and 6,191 

km expressways. About 68% of the roads in the Czech 

Republic are reported in 2009 in good, very good or ex-

cellent status, 10% to be in bad or very bad status. EU 

Funds contribute greatly to the financing of works. In 

the current funding period 2007-2013, a contribution 

of about €5.774 billion is foreseen in the OP-T. In many 

cases they represent up to 85% of the total cost of con-

struction. The beneficiary of this support is the Road and 

Motorway Directorate of the Czech Republic. Allocation 

of financial support will contribute to assure the qual-

ity of national road connections, which will have a posi-

tive impact on the economic and social environment of 

particularly affected regions and on diminishing nega-

tive consequences of transport on the environment. An 

overview of all road modernization projects is available 

here: http://www.rsd.cz/en. PP25 connects the Czech  

Republic with Poland and Austria and stretches over 265 

km, more than half of it is operational.

2.3 Slovakia

The Slovakia is located in the middle of Europe, giving it 

a geographically advantageous position with regard to 

international transport flows. It has 17,786 km of roads 

including 377 km of motorways and 225 km of express-

ways. The scope of the motorway and expressway net-

work of Slovakia is defined by the motorways D1, D2, D3 

and D4 with a total length of 659 km and the scope of 

the expressway network by the routes R1, R2, R3, R4, R5, 

R6 and by the planned R7 with total length of 1,181 km. 

The main national strategic objectives for the upcoming 

programming period are set by:

• The “New Transport Policy of the Slovak Republic 

until 2015”, approved by the government on 8 June 

2005 and 

• The “Strategy for Transport Development in the Slo-

vak Republic until 2020” approved on 3 March 2010

According to the Slovak OP-T, a total budget (national 

and EU) of €3.8 billion is foreseen for the period 2007-

2013 for transport projects, of which  €3.2 billion come 

from the ERDF and the CF, and €638 million from the 

national budget. About €1.2 billion (EU and Slovakia) 

shall be spent on the development of TEN-T road infra-

structure, additionally €871 million on other road infra-

structure. Most activities planned for developing road 

infrastructure are covered by the Ministry of Transport, 

Posts and Telecommunications through the National 

Motorway Company (NDS). PP25 connects Slovakia with 

Poland, stretches over 250 km and follows the motor-

ways D1 (Bratislava-Žilina-Košice) and D3 (Žilina-Čadca-

Skalité). 264 km of PP25 run through the territory of Slo-

vakia.

2.4. Austria

Austria is a transit country in the middle of Europe. Six 

Priority Projects cross its territory. Additionally, it is an Al-

pine country, so that the geographical conditions define 

the way of traffic and transport organisation. The over-

all length of the road network is 110,206 km including 

2,145 km of expressways. PP25 is for Austria the connec-

tion to the Baltic sea via the Czech Republic and Poland. 

Therefore it can play a prominent role for future freight 

transport. 

3. State of implementation of the cross-border 
sections

3.1. Bielsko-Biała (PL)-Belotin (CZ)/Žilina (SK)

In Poland the cross-border connection from Bielsko-Biała 

to the Czech Republic is already finished. The section to 

Slovakia (Bielsko-Biała-Žilina via Zwardoń/Myto) is under 
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construction: about 40 km of 59 km are already finished 

including one tunnel in Laliki. In the Czech Republic the 

cross-border section to Belotin (CZ) via Cieszyn/Český 

Těšín (border) is already finished.  This cross-border sec-

tion between Slovakia and Poland was defined as part of 

a priority section within PP25. The S69 road from Żywiec 

to Zwardoń in Poland will be built as a single carriage 

way and shall be finished in 2012. The works on the Slo-

vakian side were included in the OP-T of Slovakia. Due 

to an insufficient cost-benefit-analysis, works on a 10 km 

section between Skalité und Svrčinovec (including a tun-

nel section) were stopped. The cross-border part is now 

a bottleneck for passenger and freight transport along 

PP25 as a whole. 

3.2. Pohořelice-Mikulov

The cross-border section from Pohořelice to the Austrian 

border (Mikulov/Drasenhofen) is situated in an environ-

mentally sensitive area (Natura 2000) and the appropri-

ate alignment is still under consideration. It was planned 

to be operational by 2014 but the environmental sensi-

tivity of the area might delay completion. 

4. Other sections

4.1. Poland

It is estimated that PP25 will cost about €2.6 billion in  

Poland and should be mainly implemented by the start 

of the European football championship in 2012. About 

€1.7 billion will be spent for the subsections Pyrzowice-

Bielsko-Biała and Bielsko-Biała-Żywiec. Until end of 2009 

about €1.2 billion were invested. Along the A1 motor-

way (Gdańsk-Katowice) most sections along the 535 km 

stretch shall be ready by 2012 apart from a 180 km sec-

tion from Stryków to Pyrzowice (south of Łódź) which is 

foreseen for 2013/2014. Starting from Katowice, PP25 

follows the S1 towards the Czech border and the S1/S69 

expressway towards the Slovak border. Between Kato-

wice and Bielsko-Biała, a new road link to S1 is planned 

for after 2010. Regarding the S69 expressway, the section 

Bielsko-Biała-Zwardoń/Myto (Poland-Slovakia, 59 km) is 

under construction; about 40 km are already finished 

including one tunnel in Laliki. Various sections of the 

A1 are planned to be built with PPP schemes: Gdańsk-

Świecie and Łódź-Katowice. The tendering for design 

and building works is running. 

4.2. Czech Republic

The implementation of PP25 will cost about €5.5 billion 

and is expected to be finished in 2014. Until end of 2009, 

about €2.6 billion where invested, €486 million from CF 

and ERDF, €147 million from EIB loans, the rest by the 

national government. About €2.3 billion are expected 

to be invested between 2010 and 2013. The section 

Český Těšín-Frydek-Mistek (30 km) at the Polish bor-

der is already finished. The works on the 50 km stretch 

Frýdek-Místek-Belotín are partly ongoing (Rychaltice-

Frýdek-Místek) or due to start in 2011. The subsection 

Bělotin-Pohořelice (150 km) is mostly finished despite 

the 10km stretch Rajhrad-Brno which will be under con-

struction until end of 2010. The remaining sections to 

Mikulov (about 23 km) are planned to be realised until 

2014 as dual carriageway and not as a motorway. It is 

partly in an environmentally sensitive area (Natura 2000) 

and the appropriate alignment is still under considera-

tion. This might delay its finalisation. 
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Subsection Length 
(km)

Status (year of 
finalising)

Gdańsk-Grudziądz 90 Open (2008)

Grudziadz-Toruń 62.4 Open (2009)

Toruń-Stryków 114.1 Tendering (2012)

Stryków-Pyrzowice 180 Preparatory works 
(2013)

Pyrzowice-Podwarpie I 9.5 Preparatory works

Pyrzowice-Podwarpie II 11 Open

Podwarpie-Dąbrowa G. 7 Preparatory works

Dąbrowa G.-Tychy 33.8 Open

Kosztowy-Bielsko Biała 40 Open

Bielsko Biała-Cieszyn (CZ 
border)

35.5 Open

Bielsko Biala-Zywiec I 9.2 Construction (2011)

Bielsko Biala-Zywiec II 15.6 Tendering (2012)

Żywiec-Przybedza 7.7 Open

Przybędza-Milówka 8 Preparatory works 
(2012)

Milówka-Zwardoń (SK 
border)

12 Construction (2012)

Subsection Length 
(km)

Status (year of 
finalising)

Český Těšín/Cieszyn (PL)-
Brno-Pohořelice

214 Open

Pohořelice-Mikulov/Drasen-
hofen (AT)

25 Preparatory works 
(2014)



TEN-T Priority Projects 2010 – Detailed Analysis

PP 25

4.3. Slovakia

The development of PP25 in Slovakia will cost about  

€2.9 billion financed by the state budget (€1.6 billion), 

ERDF/CF (€1.1 billion), TEN-T funding (€11 million) and 

from PPP schemes (€58.1 million). Until end of 2009, 

about €1.4 billion where invested, €11 million from TEN-

T funding and €235.1 million from CF and ERDF. It is ex-

pected to finalise all works on PP25 in Slovakia in 2015. 

Nearly 75% of the whole axis on Slovak territory is already 

operational. By finishing the subsection Sverepec-Vrtižer 

since May 2010 the complete stretch from Bratislava to 

Žilina is in service. The implementation of the section 

between Žilina and the Polish border (59 km) is unclear 

because of lack of financing by the OP-T 2007-2013. 

4.4. Austria

The total development costs of PP25 in Austria will add 

up to €2.5 billion. Austria already spent about €489 mil-

lion, including an EIB loan (€171 million).

The southern part of the A5 motorway (Vienna-Schrick) 

was completed in January 2010. The northern part of 

the A5 motorway section Schrick-Drasenhofen (Czech 

Republic) is in the planning stage. The start of works is 

envisaged for 2011 and completion is planned for 2018. 

It is reported that the construction as motorway is put 

into question because of the reduction in size in the 

Czech Republic and of economic constraints. The south-

ern part of the A5 motorway (Vienna-Schrick) has been 

implemented as a PPP project. The cross-border section 

between Vienna and Bratislava (not part of PP25) was 

finished in November 2007 when Austria completed a 22 

km section (A6 motorway) connecting the A4 motorway 

(Vienna-Budapest) with the Slovak D4 motorway.

5. Conclusions

Works have already started on most of the sections. 

Some sub-sections in all four Member States are already 

completed, others foreseen to be completed by 2016. 

The target date for the whole axis set by the communi-

ty guidelines was 2009/2010. At the end of 2009 about 

40% of the axis was operational. Outstanding issues for 

implementing PP25 as a whole remain the border sec-

tion in northern Slovakia, as well as the Austrian-Czech 

border section because the date of the beginning of the 

works at these sub-sections is still unclear. In the Czech 

Republic, the D1 motorway from Lipnik via Ostrava to 

Katowice (Poland) is going to be developed parallel to 

the R48 expressway on PP25. During the ongoing revi-

sion of the TEN-T network the appropriate alignment of 

PP25 will be discussed. 

In Slovakia, the stop of the works between Skalité and 

Svrčinovec has caused a real bottleneck for passenger 

and freight transport along PP25 as a whole. The distance 

between Bielsko-Biała (Poland) and Bratislava could be 

reduced by 20% from 352 km to 294 km via Skalite (Slo-

vakia). The shorter distance not only reduces travelling 

time and emissions but also avoids one additional bor-

der crossing. With regard to the European dimension of 

the infrastructure development along PP25 a solution 

for the 12 km stretch must be found. In the Czech Re-

public and in Austria, the appropriate alignment of the 

cross-border section is still under consideration because 

of environmental impact in an environmentally sensitive 

area (Natura 2000). The initiative for the Baltic-Adriatic 

transport corridor will be discussed during the ongoing 

revision of TEN-T Guidelines in 2010 and 2011.
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Subsection Length 
(km)

Status (year of  
finalising)

Skalité-Svrčinovec 12.3 Construction stopped

Svrčinovec-Čadca 
Bukov

5.8 Preparatory works 
(2015)

Oščadnica-Bukov 3.4 Open

Oščadnica-Kysucke 
Nové Mesto

10.7 Preparatory works 
(2013)

Kysucke Nové Mesto-
Žilina Brodno

10.1 Preparatory works 
(2014)

Žilina Brodno-Zielina 
Strážov

4.3 Preparatory works 
(2013)

Žilina-Bratislava 202 Construction (2010)

Subsection Length 
(km)

Status (year of 
finalising)

Drasenhofen-Schrick 32.5 Preparatory works 
(2014)

Schrick-Eibesbrunn 22.7 Open (2010)
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1.1. England

The following table gives a breakdown of the different 

elements that make up the road axis in England. Future 

schemes are likely to include a managed motorway solu-

tion. This will add capacity by allowing vehicles to run on 

the hard shoulder either permanently or at busy times. 

Lane availability and speed limits will be displayed on 

overhead signs. The success of the M42 Junction 3A to 

Junction 7 pilot scheme near Birmingham has shown 

that allowing vehicles to run on the hard shoulder can 

provide a large proportion of the benefits of motorway 

widening at a significantly lower cost.

1.2. Northern Ireland

The following table gives a breakdown of the different 

elements that make up the road axis in Northern Ireland. 

It is the same as PP13:

Summary

This axis builds on improvements to the main north-

south rail line in Ireland (PP9) and to the Ireland-United 

Kingdom-Benelux road links (PP13). Both have helped 

to considerably reduce passenger and freight journey 

times between Ireland, the United Kingdom and the Eu-

ropean mainland. 

Further improvements in capacity in both rail and road 

are now required to cope with the development in traf-

fic, and to improve links with the rest of the EU further. 

This project focuses on rail infrastructure in the Repub-

lic of Ireland and it will include both rail and road in the 

United Kingdom.

Investment is needed to complete the upgrading of 

the major inter-urban motorways north and south from 

Dublin, linking the three principal cities on the island, 

and to set up a driver information system to improve 

traffic management.

In the United Kingdom, the major projects relate to mod-

ernising the Felixstowe-Nuneaton and Crewe-Holyhead 

railway lines. These links to two major ports will almost 

triple the current capacity of west-east freight move-

ments across the United Kingdom. These two lines in-

tersect the United Kingdom’s main north-south line, the 

west coast main line (PP14).

The electrification and upgrade of the trans-Pennine rail 

route from Hull to Liverpool will increase capacity, im-

prove journey times and reduce pollution.

1. Road in the United Kingdom

In the UK work on the road axis is being taken forward 

between now and 2015 to remove key bottlenecks on 

the M62 and M60 which are the main transit route across 

Northern England.

Priority Project 26
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Road Length 
in km

Status Demand 
(1,000 vehi-
cles per day)

Bottleneck

M62: from A63 junction to junction 18 121.4 Predominantly 3-lane dual 82.5 Junction with M621

M62: from junction 12 to Wavertree 31.1 Predominantly 3-lane dual 99.4

M60: from junction 18 to junction 12 11.4 Predominantly 3 or 4-lane dual 134.4 Junction with M66

M57: from junction with M62 to junction 
with A59/A5306

15.4 Predominantly 3-lane dual 50

A5036: from junction with M57/A59 to 
Seaforth

5.2 Predominantly 2-lane dual 43

Rail Length 
in km

Status Demand 
& capacity

Bottleneck

NI from 
Larne to 
Newry

127 Single Not an issue Platform 
lengths

Route Map of the Trans-Pennine section of PP26
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2. Road in the Republic of Ireland

In the Republic of Ireland, no road projects are con-

cerned by this Priority Project.

3. Rail in the United Kingdom

In the UK significant improvements on the Felixstowe 

to Nuneaton rail line have already been achieved on the 

spur via London during the first phase on the project 

(which has received financial assistance from the TEN-T 

budget). Work on the new railway station at Newry in 

Northern Ireland were completed in 2009. Further works 

being considered from 2009 in England include a cost 

effective solution to the bottleneck at Stafford, the pos-

sible remodelling/resignalling around Crewe and works 

at Hull Docks. Further improvements are also being car-

ried out in the Felixstowe to Nuneaton rail route and the 

Peterborough Station. In Northern Ireland significant in-

vestments are planned for track at Lisburn and between 

Ballymena to Coleraine.

3.1. England

The following table gives a breakdown of the different 

elements that make up this part of the axis.

3.2. Hull-Liverpool

This rail route covers significant urban areas in northern 

England and is located on each side of the East Coast 

Main Line and West Coast Main Line (WCML). It is par-

ticularly focused on the lines into Leeds, Liverpool Lime 

Street, Manchester and Yorkshire & Humber regions. It is 

a mixed-use railway, covering passenger traffic in east 

Yorkshire, Greater Manchester and lines into Liverpool 

and freight flows and from Immingham, but also serving 

Manchester Trafford Park, Ditton and Liverpool Docks. 

Freight and passenger use is predicted to increase by 

over 10% to 2014. Works are ongoing to improve capac-

ity and allow for growth.

Along the Liverpool-Manchester-Leeds corridor particu-

larly, there are motorway and major road alternatives to 

all rail routes, but these can be heavily congested in the 

peak hours.

The development of an intermodal platform at Port Sal-

ford (Manchester), will redistribute container traffic; such 

developments as at Port Salford can help move freight 

from road to rail to reduce congestion.

December 2008 saw the completion of the co-funded 

work to provide a third platform at Manchester Airport 

station. This greatly increased operational flexibility 

at the station and significantly reduced the number of 

times that late running services had to be terminated 

at Manchester Piccadilly. In addition a number of lines 

have seen significant track renewals, with increased line 

speeds provided on the routes via Wilmslow and Mac-

clesfield. This, together with the route being free of de-

lay induced speed restrictions has greatly improved per-

formance.

Future work will include the electrification of the trans-

Pennine route along with station improvements in Man-

chester and line speed and capacity improvements from 

Leeds via Manchester to Liverpool. 

3.3. Felixstowe-Nuneaton

This route serves East Anglia, one of the fastest growing 

regions in the country. 

Since the Freight Route Utilisation Strategy was pub-

lished in March 2007, the demand forecasts have been 

revisited and further refined and agreed by the industry. 

Freight demand, especially in intermodal deep sea con-

tainers from the port of Felixstowe is growing year on 

year by 4-5%. This demand will be further increased by 

the impending port developments at Felixstowe south 

(work commenced in 2008), and Bathside Bay, Harwich 

(approved March 2006). These revised forecasts show 

that Felixstowe could generate around 26 additional 

trains per day (over and above the 2004/2005 base year).

This will make providing additional capacity on the cross 

country route to the East Coast Mainline and WCML via 

Peterborough and Nuneaton a high priority if capacity 
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Rail Length 
in km

Status Demand Capacity Bottlenecks

From Hull to Liverpool 190 Multiple tracks and 
dual use

High Medium Stations in Leeds and Liverpool need 
capacity improvements; line-speed and 
gauge enhancements are needed to en-
able passenger and freight growth.

From 
Felixstowe to Nuneaton

265 Mainly dual track and 
dual use

High Medium Nuneaton North Chord. Felixstowe harbour 
- single line.
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is not to be compromised on the congested Great East-

ern route via London. The cross country route becomes 

a core freight route under the auspices of the strategic 

freight network.

The Felixstowe-Nuneaton route work project received a 

TEN-T grant of €9.7 million under the 2009 EERP call for 

funding; this will deliver track gauge enhancements that 

will enable larger freight containers to be moved on the 

network, thus increasing capacity.

Other projects which will enable the route to oper-

ate more efficiently include the North Chord project at 

Nuneaton which enables intermodal traffic from Felix-

stowe to destinations in the North West and Scotland 

to cross over TEN-T Priority Axis 14 at Nuneaton under 

grade separated conditions; this will greatly reduce dis-

ruption to traffic flows on both axes and safeguards the 

capacity forecast for intermodal growth to 2013.

3.4. Wales

The following table gives a breakdown of the different 

elements that make up this part of the axis.

Where constraints exist in north Wales, they tend to re-

strict flexibility when planning the overall timetable, or 

restrict perturbation management, rather than prevent 

the desired level of traffic. Examples of current con-

straints are:

• The restricted layout at Chester East junction, which 

creates an interaction between North Wales-Crewe 

traffic and Manchester-Northwich-Chester traffic

• A lack of regulating points Crewe/Chester to Holy-

head

Travel patterns in north Wales are heavily influenced 

by the proximity of the major north west region cities 

of Manchester and Liverpool. In addition, the airports at 

Manchester and at Liverpool (John Lennon international 

airport, accessed from the recently expanded Liverpool 

South Parkway station) influence demand on the north 

Wales coast line, which has no through services from  

Liverpool.

The strategic development of the railway between Liv-

erpool and Chester through enhancement of the Halton 

Curve, near Frodsham, would enable a new regional link 

to operate and which would create better connectivity 

between Liverpool and the north Wales coast as well as 

with Wrexham. Although there is ample main line capac-

ity west of Chester currently, Taith (the north Wales re-

gional transport consortium) recognises the likely need 

for investment to enhance the route if more stations 

were built and an intensified suburban-style service op-

erated between Liverpool, Chester and Rhyl as the ob-

vious western terminus for such additional movements.

3.5. Scotland

The following table gives a breakdown of the different 

elements that make up this part of the axis.

The Stranraer public transport interchange study took 

place between 2005 and 2009. This looked at options for 

better integration of the station with public transport. 

The study will lead to a project to relocate the station 

so that it better meets future demands. Stena Line has 

recently announced a firm proposal to relocate from 

their current facility in the port of Stranraer to Port Ryan 

which will have an impact on usage and the location of 

the station.

3.6. Northern Ireland

The following table gives a breakdown of the different 

elements that make up this part of the axis.

The rail track has been improved. The next stage in de-

velopment will be to increase modal shift by bringing 

into service longer trains. This will require increases to 

platform size and the construction of new maintenance 

facilities.
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Rail Length 
in km

Status Demand & 
capacity

Bottleneck

From 
Crewe to 
Holyhead

180 Dual 
track, 
mixed 
use

Medium Chester junc-
tion; regulat-
ing points 
Crew/Chester

Rail Length 
in km

Status Demand & 
capacity

Bottleneck

Intermodal 
port-rail 
link

1 Single 
track

Not an issue The current 
pier head 
location of 
Stranraer 
station is not 
convenient 
for  
passengers/
rail freight 
traffic.
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4. Rail in the Republic of Ireland

These projects follow on from improvements in the 

main north–south rail line in Ireland under PP9 and in 

the Ireland-UK-Benelux road links under PP13. The Irish 

authorities pointed out the Cork-Dublin-Belfast rail cor-

ridor, part of the PP26, as the main priority in Ireland. 

This was announced in the Government’s 10 year fund-

ing programme for transport, “Transport 21”. The rail line 

links the three main urban centres of the island. It is es-

sentially the backbone of the Iarnrod Eireann network 

of services and caters for a number of different markets, 

such as:

• The prime Cork-Dublin InterCity service along with 

connections from other major population centres in-

cluding Waterford, Limerick and Galway

• A growing outer commuter belt to the south-west in-

corporating Kilkenny, Laois, Westmeath and Kildare 

• A growing outer commuter belt to the north incorpo-

rating Louth and north Dublin along with the DART 

which serves the inner belt

• The cross border rail services linking the greater Dub-

lin area with Northern Ireland

Significant investments are undertaken along this rail 

corridor covering track, signalling, electrification, station 

developments and rolling stock. The upgrading is based 

on the following projects (1) Kildare route project; (2) 

DART Underground; (3) Dublin-Belfast re-signalling and; 

(4) Dublin-Belfast GSM radio systems.

(1) Kildare Route Project (see DART Underground map 

below)

The current double track route feeding into Heuston 

Station from the south and west is not capable of ac-

commodating the medium to long term required mix 

of commuter, outer suburban and InterCity services op-

erating to/from the station. The project will provide for 

faster journey times for intercity services as they will not 

be held up by commuter services as is currently the case. 

The project is regarded as phase 1 of the development 

of higher capacity services from this corridor to/through 

the City Centre. An application for Phase 2 of the Project 

has just been submitted to the National Transport Au-

thority. Ultimately the intention is to feed these services 

into the DART Underground tunnel (described below). 

This will provide superior rail access to the city cen-
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Year Project name Purpose Cause Length 
of track 
improved

Cost  
million

1994 Whitehead to Larne relay track deterio-
ration

Relaying deteriorat-
ing track

Capital infrastructure 3 miles £16

2004 23 New CAF trains  Modal shift Capital infrastructure £84

2005 Train cleaning facility Modal shift Capital infrastructure £11.4

2009 Running shed extension Maintenance and 
reliability  improve-
ment

Capital infrastructure £3

2009 Newry railway station Modal shift Capital infrastructure £13.4

2009 Disability Discrimination Act – Improve-
ments to bring all stations up new 
legislative requirement

Legislative Capital infrastructure £10.9

2009 New rail vision Modal shift Capital infrastructure £7

2008 Additional train capacity Modal shift Rolling stock refurbishment £2.5

2011 Class 450 overhaul Modal shift £3

2009 CCTV at level crossings at Jordanstown, 
Moira, Trooperslane & Trummery

Increasing safety 
at crossings on the 
track

Safety £7

2010 Sea defences Restoration work Safety £2.6

2007 Train protection warning system TPWS Safety £3.4
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tre and easier interchange with other public transport 

modes. There will be improved linkages between Dublin 

and a number of important regional centres as well as a 

strategic development zone just to the west of the city. 

Construction was completed at the end of 2009.

(2) DART Underground (formerly the Dublin  

Interconnector)

The Dublin commuter rail network is severely con-

strained by a number of key bottlenecks in the central 

area, most notably the capacity of the inner loop line 

through and south of Connolly and the remoteness of 

Heuston station. Because of the limited track options 

and station capacities, it is not possible to operate the 

required level of services into and through the popular 

city centre stations. This also limits Intercity operations 

along the Cork and Belfast routes.

The solution proposed - DART Underground - involves 

the construction of a rail tunnel between Inchicore (west 

of Heuston Station) and Docklands in the east to allow 

for the through running of services between the south 

west and northern suburbs, (between the Cork and Bel-

fast lines). It will be necessary to electrify a significant el-

ement of the network to cater for tunnel operations and 

the proposed twinning of services. 

The submission of a railway order (which is the equiv-

alent of planning permission) for the project has been 

done during 2010. The detailed design, including the 

work planning programme was completed at the end 

of 2009. €10 million from the TEN-T budget under the 

multiannual programme has been earmarked for this 

purpose. It is expected that services will commence 

through the tunnel in late 2018.

(3) Dublin-Belfast re-signalling/electrification

The proposed project involves the upgrading of signal-

ling over this critical section of line in order to increase 

the number of available train paths for both the com-

muter and Intercity trains. The project also involves the 

provision of enhanced train turn back facilities in north 

Dublin to cater for the increased traffic throughout. It 

also involves electrifying the line beyond Malahide to 

Balbriggan initially and then to Drogheda, this will ex-

tend the current DART line significantly and allow for in-

creased services on the line.

This project will take place over a number of phases; 

work has already started on the city centre re-signalling 

and will be followed by work on the Northern line and 

electrification. The project will be completed in advance 

of the DART Underground tunnel and will be timed in 

tandem with development of the tunnel (2009 to 2018). 

(4) Global System Mobile for Railways (GSM-R)

The existing communication systems in use by Ireland 

and Northern Ireland are incompatible. Both rail compa-

nies are currently considering renewing their radio sys-

tems. If Ireland implements GSM-R, Northern Ireland has 

indicated that it will do likewise, based on interoperabil-

ity grounds. Considering the core infrastructure costs, 

there is potential to implement a shared GSM-R switch-

ing centre system located in Dublin. This would repre-

sent the most cost effective solution for both companies.

It is anticipated that GSM-R will be implemented in par-

allel with existing systems initially prioritising the Dublin 

suburban area, where the highest safety return will be 

obtained, and extending in stages to the rest of the net-

work. The total cost of the system is approximately €33 

million, where the cost of implementing the system over 

the Cork-Dublin-Belfast high speed axis only is of the or-

der of €20 million. The timing of the project should be 

2010 to beyond 2013.

Iarnrod Eireann intends replacing its on-board cab sig-

nalling equipment with equipment which, while per-

forming the same function as at present, is capable of 

being configured as part of an ERTMS-compatible sys-

tem in the future.

5. Cross-border

Road

The cross-border section from N1 Dundalk to the border 

with Northern Ireland received TEN-T grants in the 2001-

2006 programming period and it is now complete.

The project was related to the completion of the con-

struction of 19 km of dual carriageway from Dundalk 

to Newry (4.6 km lie on UK territory/14.5 km are south 

of the border), which replaced an existing inadequate 

trans-frontier link on the Dublin-Belfast corridor.
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Summary

Priority Project 28 comprises 397 km of high speed and 

conventional lines between Belgium, Luxembourg and 

France. It is intended to improve connections between 

the North sea and southern countries via Belgium, Lux-

embourg, eastern France and Switzerland. The Euroc-

aprail project also aims to connect the three capitals of 

the European Union (Brussels, Luxembourg and Stras-

bourg) through a high performance rail link.

The project includes the upgrading of the existing line 

Brussels-Luxembourg border section, in order to reach 

160 km/h between Ottignies and Luxembourg and the 

modernisation and conversion of Eurocaprail line in Lux-

embourg.

The Baudrecourt-Strasbourg section coincides with the 

second phase of LGV Est européenne in France and com-

prises a new high speed line (in construction) and in 

the Baudrecourt-Luxembourg border section the works 

were completed and the section became operational in 

2007 at the same time as the Paris-Baudrecourt line.

The Belgian authorities chose the scenario including a 

reference speed of 160 km/h with a double electrifica-

tion system (direct current of 3 kV and alternating cur-

rent of 25 kV) and ERTMS signalling system level 1. The 

total cost under the improved basic scenario amounts to 

€566 million (2005 prices).

The ongoing modernisation and upgrading works on 

the Eurocaprail section in Belgium and Luxembourg are 

due to be completed by 2018.

1. Introduction

Priority Project 28 (Eurocaprail) is a project comprising 

397 km of high speed lines between Belgium, Luxem-

bourg and France. On a European scale, the Eurocaprail 

axis complements Priority Projects 4 and 17, the Magis-

trale for Europe which is to link Paris and Bratislava, and 

Priority Project 24 which is to link three major ports of 

the European Union.

By reducing travel times and by improving the accessi-

bility of the regions involved, the Eurocaprail axis offers 

new opportunities in terms of passenger mobility and 

the economic development of the regions connected by 

the axis.

The Eurocaprail axis comprises:

• 190 km of line to be upgraded/adapted between 

Brussels and Luxembourg

• 40 km of line to be upgraded/adapted in Luxem-

bourg

• 80 km of line to be upgraded/adapted between Lux-

embourg, Metz and Baudrecourt (section of PP4)

• 107 km of new high speed line between Baudrecourt 

(Moselle) and Strasbourg (section of PP17 and of the 

French LGV Est)

2. Socio-economic impact of the project

The Eurocaprail network involves countries (France, Bel-

gium and Luxembourg) whose per capita gross national 

income (GNI) is above 90% of the EU average. Therefore, 

the Structural Funds and the Cohesion Fund do not 

come into consideration in the framework of the Conver-

gence objective. In this context, the funds for the TEN-T 

remain the most important source for co-financing of 

TEN-T projects in these regions.

The Eurocaprail axis is a key factor in the development 

policies pursued by socio-economic players and lo-

cal authorities. Being incorporated in regional projects 

along the line, the Eurocaprail axis accompanies and 

promotes the dynamic development of territories and 

regions which have undergone significant economic 

changes resulting from deindustrialisation and a rather 

negative brand image.

The Eurocaprail project will be a mixed line (passengers 

and freight), bringing about substantial reductions in 

Priority Project 28
“Eurocaprail” on the Brussels-Luxembourg-Strasbourg railway axis

260

Length of 
lines in use 
(km)

Of which 
electrified

High speed rail 
network (km)

EU27 215,439 107,373 (49.8%) 5,427

BE 3,544 2,977 (84.0%) 320

FR 29,286 14,765 (50.4%) 1,893

LU 275 262 (95.3%) 0

Area 1,000 
Km2

Population 
(Million)

GDP per capita

EU27 4,323 495.57 100

BE 30.5 (0.70%) 10.58 (2.13%) 120

FR 544 (12.58%) 61.54 (12.42%) 111

LU 2.6 (0.06%) 0.484 (0.097%) 266

EU3 577.1 (13.34%) 72.604 (14.64%)
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travel times between the three countries and regions 

concerned and attracting passengers away from the 

roads.

3. Infrastructure development by country

The development and state of implementation of the Eu-

rocaprail Priority Project is as follows:

Eurocaprail Length (in km)

Brussels-Luxembourg border 170 (line to be upgraded)

Luxembourg 40 (line to be upgraded)

Baudrecourt-Luxembourg 
border 

80 (line upgraded)

Baudrecourt-Strasbourg 107 (new line)

Belgium:

The competent authorities have examined three sce-

narios for the section of the Eurocaprail axis on Belgian 

territory: 

Basic scenario 1 of the SNCB project envisages upgrad-

ing of the existing line to reach 160 km/h between Ot-

tignies and Namur, passing through Gembloux station 

at 140 km/h compared to 80 km/h currently, increasing 

the speed to 160 km/h between Namur and Ciney (130 

km/h in Assesse) and sections at 140, 150 and 160 km/h 

between Libramont and Luxembourg. The cost of the 

works for implementing scenario 1 is €366 million.

Scenario 2, in addition to the upgrading under the ba-

sic scenario, envisages a new high speed line between 

Ciney and Libramont with the cost of the works estimat-

ed at €1,030 million.

Scenario 3 envisages 200 km/h between Ottignies and 

Namur, 160 to 200 km/h between Namur and Ciney, a 

new line at 300 km/h between Ciney and Libramont and 

160 to 200 km/h between Libramont and Luxembourg, 

with the cost of works estimated at €1,794 million.

The SNCB has reviewed the three scenarios. After these 

reviews and taking into account the costs and advan-

tages of the various options, it chose the solution of im-

proving the current infrastructure without constructing 

a high speed line. The Walloon region is involved in the 

works by means of pre-financing.

In fact, the ongoing modernisation and upgrading work 

on the Eurocaprail section in Belgium to allow trains to 

run at a speed of 160 km/h is to be completed by 2018. 

Total costs for the improved basic scenario amount to 

€566 million (2005 prices).

Luxembourg:

Modernisation and upgrading work on the Luxembourg 

section of Eurocaprail to allow trains to run at a speed of 

160 km/h is due to be completed by 2018. 

A ten-minute saving could be achieved in Luxembourg, 

in particular, as the Luxembourg main station (180° turn) 

is no longer served but international trains stop at the 

new train station at Cessange.

France:

Baudrecourt-Luxembourg border section

The works on this section were completed and it be-

came operational in 2007 at the same time as the Paris-

Baudrecourt line.

Baudrecourt-Strasbourg section

This 107 km section coincides with the second phase 

of LGV Est européenne in France and will be a new high 

speed line.

An initial agreement for €94 million was signed in 2007 

in order to finance the preparatory works for the con-

struction of the second phase. The agreement financed 

the necessary land acquisitions, network displacement 

and archaeological excavations.

The financing agreement for the works of the second 

phase was signed in 2009. The costs of the project are 

estimated at €2.01 billion and it is expected to become 

operational in March 2016. The density of engineering 

structures will be roughly equivalent to that of the first 

phase: in addition to the Saverne tunnel, 91 highway 

bridges are to be built, 4 crossings of railways, 2 cross-

ings of rivers and 4 flying/burrowing junctions.
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4. Financial aspects

The European Union supports the implementation of the 

TEN-T projects through several EU financial instruments 

as well as loans from the European Investment Bank. 

The subsidies, in particular under the TEN-T budget line, 

the Cohesion Fund and European Structural Funds for 

development, play an important role both in the prepa-

ration of TEN-T projects and at the launching stage. Sub-

sidies are allocated to studies (of feasibility, complete 

technical or environmental, and costly geological explo-

rations), helping to overcome difficulties of the project 

during the first stage and the works phase.

Priority Project 28 involves regions which do not ben-

efit from support from the Structural Funds. Therefore, 

significant co-financing of the project is ensured by the 

TEN-T budget. A key issue is to rationalise EU subsidies 

by allocating them to projects with high European add-

ed value. The TEN-T budget is used to co-finance some of 

the works under this project.

5. Technical and operational aspects

Operating speed

The 300 km of new line (Baudrecourt to Strasbourg) for 

the Eurocaprail axis will be built for a nominal (poten-

tial) speed of 350 km/h. Commercial services will at first 

be operated by TGV trains at a maximum speed of 320 

km/h. 

For the other sections a speed of 160 km/h is possible.

Interoperability

Interoperability is a system of standards (supported by 

infrastructures and rolling stock) that aims to allow any 

type of train meeting these standards to run on an inter-

operable infrastructure.

The line will be fitted with high frequency track circuits 

and track-train communication. Moreover, it will be 

equipped with ETCS and GSM-R, components of the Eu-

ropean rail traffic management system (ERTMS).

For conformity reasons, the line will also be equipped 

with the conventional signalling system which allows 

conventional stock not equipped with the ERTMS system 

to operate on the line.

Operability

Four options are to be considered for this line:

• The use of conventional rolling stock suitable for  

operating at 160 km/h

• The extension of the TGV Est européen Strasbourg-

Luxembourg to Brussels

• The extension of Swiss IC trains at a speed of 200 

km/h from Basel to Strasbourg, Luxembourg and at a 

speed of 160 km/h from Luxembourg to Brussels

• The extension of tilting trains of the SBB fleet to Bel-

gium via Strasbourg, Luxembourg and Brussels

At the same time, the SNCB has initiated meetings with 

potential partners (CFL, SNCF and SBB) to explore their 

interest in participating in the technical and economic 

studies on the subject. The technical studies are to en-

able evaluation of the performance of various types of 

rolling stock, mainly the speeds that are possible with 

the infrastructure and the resulting travel time. After 

these studies, it should be possible to evaluate the fea-

sibility of the various alternatives, including that relating 

to tilting trains. With the planned upgradings and invest-

ments, the first three options would be possible. Regard-

ing the use of tilting trains, the potentially necessary ad-

aptations will be reviewed in a joint working group of 

SNCB and Infrabel.

6. Conclusions

• The overall investment envisaged in the 2001-2012 

multi-annual investment plan of the SNCB on the 

Brussels-Luxembourg axis is €366 million

• Scenario 2, which includes the investment in Luxem-

bourg, the SNCB basic project (scenario 1) and the 

new line between Ciney and Libramont, would allow 

for travel time to be cut by approximately 43 minutes 

by using TGV rolling stock at 300 km/h, resulting in 
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a commercial journey between Brussels and Luxem-

bourg and Luxembourg-Cessange of 1 hour and 30 

minutes

• The internal profitability rate (railway company + rail-

way infrastructure manager), including external costs 

and based on a doubling of the market share of rail 

transport between 2010 and 2015 (reduced journey 

times, improved quality of service, progressive satu-

ration of the railway infrastructure) is 7.7%

• Scenario 2 has the best cost/quality relationship, 

but requires additional funding to the tune of €664 

million from the Belgian side. This scenario involves 

investment of €215 million on Luxembourg territory 

and an investment of €1,030 million on Belgian terri-

tory, making a total of €1,245 million

In fact, the Belgian authorities chose the basic scenario 

including a reference speed of 160 km/h with a double 

electrification system (direct current of 3 kV and alter-

nating current of 25 kV) and ERTMS signalling system 

level 1. The total cost under the improved basic scenario 

amounts to €566 million (2005 prices).

The ongoing modernisation and upgrading works on 

the Eurocaprail section in Belgium and Luxembourg are 

due to be completed by 2018.
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1. Introduction

The Priority Project will significantly increase the capac-

ity of the rail network to efficiently accommodate intra-

EU and international transport flows towards central Eu-

ropean markets which are currently served by road and 

long-distance maritime transport. Improved intermodal 

operation along the Adriatic-Ionian corridor will create 

significant time and cost savings for cargo transit and 

will encourage the use of sustainable modes of trans-

port.

The first rail line, which will connect with existing infra-

structure, will create a high quality and environmentally 

friendly land bridge between the port of Igoumenitsa 

(on the Adriatic Sea) and Thessaloniki, Volos, Alexan-

droupoli and Piraeus (the major hub of the Eastern Medi-

terranean). The second line will connect the four Greek 

ports of the Adriatic-Ionian corridor (Patras, Igoumen-

itsa, Kalamata and Astakos).

2. Socio-economic context

The Priority Project runs through a country whose Gross 

National Income (GNI) per inhabitant is less than 90% of 

the EU average. The Structural and Cohesion Funds aim 

to reduce their economic and social shortfall, as well as 

to stabilise their economy. They support action in the 

framework of the convergence objective. In this context, 

both the Cohesion Fund and the Structural Funds will 

remain a major source of funding for TEN-T projects in 

regions with weaker economic performance.

Journey times will be drastically cut by the construction 

of the axis. It will directly benefit most of the population 

living in the cities along the Priority Project, accelerating 

economic and regional development. And for freight on 

longer distance journeys, the new axis will improve links 

to central Europe and the rest of the EU, providing more 

reliable transport for the whole region.

Considerable efforts have been made at design stage to 

minimise the environmental impacts of construction.

3. Infrastructure development

The status and the developments along PP29 are de-

scribed as follows:

Summary

These new rail links are founded on Greece’s geographi-

cal position at the crossroads between Europe, Africa 

and Asia. The two interlinked routes will increase the 

capacity for intermodal links between sea and rail trans-

port by connecting the major ports in Greece with each 

other, and with the main rail routes to the rest of Europe. 

Connections between the rail networks of southeastern 

Europe (Greece, the Former Yugoslav Republic of Mace-

donia, Bulgaria and Turkey) will become easier and more 

efficient.

The new line for the Kalampaka-Ioannina-Igoumenitsa 

section is single line of normal gauge (1,435 mm). The 

speed is roughly 160 km/h and the maximum longitu-

dinal gradient is 20‰. The line will be electrified and 

equipped with bi-directional signalling, ΕTCS-level I, 

telecommanding and GSM-R. The beginning of works is 

envisaged for 2014.

For the Ioannina-Antirrio section, the new line to be con-

structed starts at the eastern part of Antirrio and finishes 

at Ioannina connecting with the planned railway line Ig-

oumenitsa-Kalampaka, and has a speed of 100 km/h. The 

time of design phase completion is estimated for 2015, 

while the beginning of works is envisaged for 2016.

For the Patras-Pyrgos-Kalamata section, the project in-

cludes the upgrading and the standardisation of the 

existing metric gauge railway line. The time of design 

phase completion is estimated for 2015, while the be-

ginning of works is envisaged for 2016.

General appreciation

Priority Project 29 takes place in regions which benefit 

from Structural Funds. Consequently, Structural Funds 

and the Cohesion Fund will ensure significant co-financ-

ing of this project. However, the Operational Programme 

“Improving Accessibility” produced within the frame-

work of the National Reference Strategic Framework for 

Greece (2007-2013) does not foresee financial support 

for this TEN-T project. Therefore, the financing of this 

project is considered to be difficult. The TEN-T budget 

2007-2013 co-finances some of the studies relating to 

this project.

Priority Project 29
Railway axis of the Ionian/Adriatic intermodal corridor
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3.1. Section Kalampaka-Ioannina-Igoumenitsa

This section begins at Kalampaka with the connection 

to the existing railway line of Volos-Palaiofarsalos-Ka-

lampaka. Sections A and B run on the same track from 

Kalampaka to Chani Mourgani (technical station) where 

they separate. The line ends at Igoumenitsa after pass-

ing trough very difficult morphology (many tunnels and 

bridges). At Igoumenitsa two stations are constructed, 

the terminal on the inside the port of Igoumenitsa and 

the mixed terminal (passenger and freight) a few kilom-

eters outside the port.

3.2. Section Kalampaka-Siatista-Kozani

As mentioned above this line begins after the technical 

station of Chani Mourgani; the line heads to Kozani to 

connect to the existing Kozani-Thessaloniki line (a freight 

station is planned outside Kozani) with the further pos-

sibility of travelling to Athens, Volos or Alexandroupolis.

Study status for sections 3.1 and 3.2

The technical studies have been separated to A phase 

studies and B phase studies. The A phase studies consist 

of the alignment, hydraulic, rural surveyor, environmen-

tal, geological and geotechnical works and studies (un-

til final study). The B phase studies consist of the struc-

tural, geological, geotechnical and electromechanical (if 

needed) studies for the technical works.

For Section 3.1, the A phase studies are almost complet-

ed while the B phase studies are half way to completion. 

Completion is estimated for 2012 (2012 for Kalampaka-

Ioannina and 2011 for Ioannina-Igoumenitsa). The be-

ginning of works is envisaged for 2014.

For Section 3.2, the A phase studies are halfway com-

pleted while the B phase studies are completed at 30%. 

Completion is estimated for 2013 (2012 for Kalampaka-

Dimitra, 2012 for Dimitra-Siatista and 2013 for Siatista-

Kozani). The beginning of works is envisaged for 2014.

Characteristics

All the lines are single lines of normal gauge (1,435 mm). 

The speed is 160 km/h or higher and the maximum lon-

gitudinal gradient is 20‰. The line will be electrified and 

equipped with bi-directional signaling, ΕTCS-level I, tel-

ecommanding and GSM-R.

3.3. Section Ioannina-Antirrio 

The new line to be constructed starts at the eastern part 

of Antirrio and terminates at Ioannina connecting with 

the planned railway line Igoumenitsa-Kalampaka. The 

design speed will be 100 km/h. Phase A of the studies 

of the individual geographical sections into which the 

overall line Ioannina-Antirrio will be divided, will be ten-

dered in 2010. The time of design phase completion is 

estimated a 2015. The beginning of works is envisaged 

for 2016.

3.4. Section Patras-Pyrgos-Kalamata

The project includes the upgrading and the standardisa-

tion of the existing metric-gauge railway line in the sec-

tions Patras-Pyrgos-Alfios-Olympia and Alfios-Kiparissia-

Kalamata, including local alignment improvements. For 

the elimination of level crossings in selected locations, 

the road network will be restored along the railway line, 

including the side road network where necessary and 

the intersecting road network, with grade-separated 

and locked level crossings. The new railway line will be 

single-track, standard gauge and will allow speeds of 

160 km/h; its overall length is approximately 284 km. 

Study status

The design is planned to be performed in two phases for 

each section. Concerning the first section Patras-Pyrgos-

Alfios-Olympia, phase A of design is currently performed 

and is planned to be finished at the beginning of 2011. 

Concerning the second section Alfios-Kiparissia-Kalama-

ta, design phase A is planned to be tendered in 2010. The 

time of design phase completion is estimated for 2015. 

The beginning of works is envisaged for 2016.

4. Financial aspects

The European Union supports the TEN-T implementa-

tion with several EU financial instruments and with loans 

from the European Investment Bank.

Grants, in particular under the TEN-T budget line and 

the Cohesion and European Development Funds, play 
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Sections Length 
(Km)

Construction 
costs  
(€ million)

A. Kalampaka-
Igoumenitsa

157.8 New line 2,360

B. Kalampaka-
Kozani

95.7 New line 1,060

C. Ioannina-
Antirio

214.5 New line 970

D. Rio-Kalamata 284.0 Rehabilita-
tion of exist-
ing line

579

Total 752.0 4,969
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a major role in project preparation and implementation 

phases. Grants are allocated to the works phase and to 

studies (from feasibility studies to comprehensive tech-

nical or environmental studies and costly geological 

explorations), helping to overcome early stage project 

difficulties. A key issue for the future in relation to the 

implementation of the TEN-T policy is to rationalise the 

allocation of grants and to link it to the European added 

value of the project so as to ensure the best value for EU 

money.

5. Western railway axis characteristics

6. General appreciation

Priority Project 29 is taken forward in regions which ben-

efit from Structural Funds. Consequently the Structural 

Funds and the Cohesion Fund can ensure significant co-

financing of this project. However the Operational Pro-

gramme “Improving Accessibility” produced within the 

framework of the National Reference Strategic Frame-

work for Greece (2007-2013) does not foresee financial 

support for this TEN-T project. Therefore the financing 

of this project is considered difficult. The TEN-T budget 

2007-2013 co-finances some of the studies relating to 

this project.

European Cohesion Policy 2007-2013 (in € million)
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Transport Infrastructure EU Contribution National Contribution Total Public Contribution

EL 3,700 1,276 4,976

Railway line Single line, normal gauge (1,435 m)

Max speed (>) = 160 km/h

Longitudinal max gradient 20‰

 Electrification

 Telecomanding

 Bi- directional signaling
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