Our ref.: A=15-23 / 2011
Lisbon, “2” June 2011

DEAR COLLEAGUE,

We are pleased to send you attached a copy of the coordinated audit report prepared by the SAls
of Italy, Slovenia and Hungary, in the area of the utilisation of European Union funds allocated for
the realisation of investment projects focusing on the Trans-European Transport Network (TEN-T).

The basis for performing the audit was resolution CC-R-2008-4 of the Contact Committee of the
Heads of the Supreme Audit Institutions (SAls) of the European Union. According to the common
audit plan developed by the participating SAls, the scope of the audit covered the following
questions:

1. whether the respective transport policies in the countries of participating SAls are in line with
the principles of the community transport policy and whether they define a demand for the
modernisation of railway transport in relation to TEN-T Priority Project 6 and corridor 5;

2. whether the development of railway lines financed by European Union funds — taking into
account the principles of the respective national and community transport policy — is effectively
and efficiently implemented on the line of the TEN-T priority project 6 and Trans-European
transport corridor 5;

3. whether the system set up for preparation and realisation of the selected projects effectively
ensures the implementation of the railway network and related infrastructure developments

concerning corridor 5 in the participating countries;

4. whether the selected project has achieved/ will achieve its objectives defined in the community
and national strategies.

The on-site audits were carried out between autumn 2009 and spring 2010.



Following several experts’ meetings, the enclosed common report was adopted by the Heads

of the participating SAls. The document consists of a synthesis of common findings of the

coordinated audit activity, as well as the summaries of each SAl’s national report. We are

convinced that the findings presented, the exchange of audit know-how and experience will

contribute to the technical cooperation amongst Supreme Audit Institutions.

The report will be presented to the 2011 Meeting of the Contact Committee of the Heads of the
SAls of the European Union in Luxembourg; as well as forwarded for information to the Heads

and other executives of concerned European Institutions and national authorities.

Yours sincerely,

Luigi Giampaolino
President
Court of Accounts
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SYNTHESIS OF COMMON FINDINGS OF
THE COORDINATED AUDIT ACTIVITY

INTRODUCTION

In Paragraph 2/B of its CC-R-2008-4 resolution, the Contact Committee of the Heads of the
Supreme Audit Institutions (SAls) of the European Union endorsed the execution of a co-ordinated
performance audit activity — of a cross-border nature, involving several Member States — related to
the utilisation of European Union funds allocated for the realization of investment projects focusing
on the Trans-European Transport Network (TEN-T).

Considering TEN-T priority axes and investment projects, it was an audit subject in which many
countries and, therefore, many SAls were interested. The Hungarian SAIl suggested auditing the
railway development in the path of European priority project 6 co-financed by the European
Union (the TEN-T railway network’s Pan-European corridor 5). The audit started with the involvement
of the SAls of the countries bordering the line in question (France, Italy, Slovenia, Hungary). However,
in the course of the audit activity, the SAI of France faced such unforeseen obstacles, that resulted
in their withdrawal from the cooperation. Therefore the present synthesis is based on the experiences
made by the SAls of Italy, Slovenia and Hungary.
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The estimated value of the entire TEN-T Priority Project 6 is 60.8 billion Euros and is the largest of
the thirty TEN-T Priority Projects according to its value.

Table 1: The overview of the planned investment values and the implementation dynamics of TEN-T Priority Project 6 until 2023 (in million Euros)

. Investments between
Value Invested until 2007 2007 and 2013 Investments after 2013

The entire route in the length

of 1688 kilometres 60,742 7.821 10,428 49 487

Source: Implementation of the Priority Projects Progress Report, European Commission, May 2008.

The audit objective was to evaluate:

1. whether the respective transport policies in the countries of participating SAls are in line
with the principles of the community transport policy and whether they define a demand for the
modernisation of railway transport in relation to TEN-T Priority Project 6 and corridor 5;

2. whether the development of railway lines financed by European Union funds — taking into
account the principles of the respective national and community transport policy — is effectively and
efficiently implemented on the line of the TEN-T priority project 6 and Trans-European transport
corridor 5;

3. whether the system set up for preparation and realisation of the selected projects effectively
ensures the implementation of the railway network and related infrastructure developments
concerning corridor 5 in the participating countries;

4. whether the selected project has achieved/ will achieve its objectives defined in the community
and national strategies.

The audit focused on two already completed and two still running railway section investments
that are/were financed by European Union funds. Within the framework of the audit, each SAl
audited its own railway section. The selection of the railway section, or within this railway section,
the selection of a project or projects laid with the respective SAls.

To ensure a coherent approach, all SAls followed the approved audit plan as close as possible,
particularly with regard to the following main question: did the preparation process and the
realisation of the TEN-T project selected to be audited efficiently serve the time-proportional
implementation of the European Union’s and national transport policy, as well as the utilisation
of available resources? The audit focused on the period 2000 —2010.




SUMMARY OF FINDINGS

1. In general, the national transport policies are in line with the Community Transport Policy.

The Community Transport Policy particularly considers the development of railway transportation
and the gradual liberalization of railway activities as priority areas. The main objective of the common
European transport policy is to promote the use of environmentally sound railway transport against
the currently dominating road transport.

= |n participating SAIls’ countries the strategy of the railway transport development has
different main focus — from the enhancement of the infrastructure’s reliability, to the density
of high-speed lines, to the elimination and prevention of limitations of capacity and to the
achievement of a better performance — in compliance with the European Union directives
on development policy.

= The main projects of the national railway policy are related to the construction of TEN-T
priority axes. The railway developments are divided into three parts: modernisation of the
existing lines, extending the existing lines and constructing high-speed lines.

2. The development of the priority railway network co-financed by the European Union was partly
successful in the audited projects.

According to the audits, the development goals of the adopted transport policy have been partly
realized.

= All audited railway projects, in the relevant period, were granted financial support
from the funds of the European Union. In some cases the national budget funds were
also supplemented with loans and other subsidies. Rescheduling and overrunning the
expenses was typical.

» The planned and implemented railway investment expenditures show, in the period audited,
a tendency for increase, while the realisation was often slower than planned in all years
concerned.

= Resources for the appropriate financing of the developments were not always available in
due time, they were not of the right structure or amount, which is also the reason why the
projects funded by the European Union ran out of deadlines.

= Since the axes cross the borders, the synchronisation of national projects is a major concern,
in order to avoid that a new line built on one side continues on the other side with an
obsolete line.




3. The national institutional systems did not always ensure the successful implementation of the
audited projects.

The system, set up for the preparation and implementation of the railway development projects
chosen by the national audit offices, only partly ensured the successful implementation of the
Priority Project 6 railway network connected to the Pan-European Corridor 5. Although the
institutional system related to transport has become unified in some of the audited countries,
the present national systems of railway development are not entirely efficient, because the
organisational management does not fully ensure the transparent and concentrated utilisation of
development sources. Difficulties are typical in all audited projects, but they are especially significant
in the case of cross-border sections, where more united efforts are needed at national level.

= In Italy, the audited project is the quadruplication of the 24.5 km long Padua—Mestre section,
alongside the existing conventional line. The overall implementation cost of the audited
project was 467 million Euros of which 449.7 million Euros were funded from domestic
resources. The remaining part of the costs (3.7%, 17.3 million Euros) was financed from TEN-T
funds of the European Union. The new Padua—Mestre line was completed by the scheduled
deadlines, and has been operating since 2007.

= In Slovenia the public railway infrastructure development programme should pay more
attention to the cost and benefit analysis. For the audited Divaca—Koper section, project
documentation for new single-track line was prepared in 2010. The project is estimated to
costs 661 million Euros. The construction works are now envisaged to start at the beginning
of 2011. During the project planning, the authorities adopted decisions that were not in
full supported by all necessary analyses at the time. Preparation of the investment, technical
and other documentation was not carried out in the appropriate order resulting in lack of
transparency and it may affect the quality of project implementation or prolonging the
construction time. Better alignment of supporting documents has to be aspired.

= The State Audit Office of Hungary has audited the implementation of the rehabilitation
works of the almost 80-km-long Zalalév6—Zalaegerszeg—Boba railway section. Acquiring
territories, planning and other preparation and professional works were completed only
from Hungarian resources. The estimated total cost of completing the project has increased
to 199 million Euros (+17.5%). The growth of the costs is generated by the uncalculated
inflation effects, the changing of the technological content and the rescheduling caused by
the delays in public procurements and technological needs. The development of the railway
sections financed by the European Union and the connecting infrastructure was not in
accordance with the principles of value for money.




4. The audit found that there is wide difference in the extent to which the selected projects have
reached the objectives defined in the development strategies.

The projects reached the objectives defined in the community and national railway development
strategies, but at different levels.

= According to the plans, the Italian Padova—Mestre project has improved capacity (500 trains/
day, 220 km/h), minimising the environmental impact. This project has eliminated the major
bottleneck, making the transport of passengers and freight throughout the network
more functional, efficient and fast. The development results are to eliminate and prevent
limitations of capacity, and to improve other technical and safety parameters of the line.

= The new Divaca—Koper line was in audited period in the planning phase. The project
objectives and the technical characteristics of the line have been determined in accordance
with national and community transport policy. The delays during project planning also
originate in subsequently combined planning with new Divaca—Trieste line and because
the required capacity of the line was unclear. The beginning of drawing the Cohesion Policy
funds of programme period 2007-2013 was delayed for two years. Once completed, the
new Divaca—Koper line is expected to eliminate and prevent limitations of capacity and
improve technical and safety parameters of the line.

* In Hungary, the medium-term transit cargo transportation can be dominant on the audited
railway section, so the technical parameters of the line are mainly aimed to meet those needs.
Beside the technical specifications and authority regulations, environmental protection
was also considered when planning and realizing the project. The reconstructed rail line is
going to improve Hungary’s accessibility and economic competitiveness, and together
with supporting the society’s cohesion growth it will result a better, safer and environment
friendlier transport system. The rail lines meeting AGC-AGTC' requirements and the
configuration of the European rail traffic management system (ERTMS), which is used
in TEN-T rail networks, increase the safety of transportation and also contribute to the
interoperable passenger and freight transport.

1 European Agreement on Main International Railway Lines — European Agreement on Important International Combined Transport
Lines and Related Installations




CONCLUSIONS

The coordinated audit experiences related to the utilisation of the European Union allocations
given for the TEN-T Corridor 5 railway network investment project implementation are the
following:

= The cooperation of the SAls participating in the audits was successful. The audit has
presented the utilisation of available resources, the time proportionate completion of the
European Union and national transport policy objectives, and also pointed out deficiencies;

= The audit has pointed out that synchronising the construction works between the states on
the two sides of the border is essential in any priority line. At the same time building new
lines is not the only way to improve the situation: more efficient interoperability constitutes
a new chapter in the construction of a European rail network.

= The planning of the projects underestimates too often the expenses and the time needed
for the implementation.

= The strict rules on time limits concerning the utilisation of European Union funds accelerate
the implementation of projects, however risks for the efficient, effective and economically
sound implementation also increase accordingly.

= Shifting transportation from road to rail remains a major goal, ecologically and economically.
Today, the scheduled passenger journey time from Budapest to Ljubljana is 9 hours by train,
by car it takes less than 5 hours. Further efforts will have to be made for rail transport to
become a competitive alternative against road transportation.

RECOMMENDATIONS

Having utilised the findings of the on-site audit, we recommend for consideration the following:

» The modernisation of national railway connections that are highly in the European Union
interest is often difficult to justify only on the basis of national needs and benefits. For quality
and accurate planning of national railway development, particularly the scope of investments,
a more active role of the European Union in elaborating the benefits for European Union
and forming more detailed and advance financial positions would be welcome.

= In order to unfold the Trans-European values of TEN-T, European Union organisations
responsible for implementing coordination should give more priority to finance the
designated TEN-T railway project developments.

= In determining the optimum scope of railway investments, the EU and national decisions
should be substantiated by taking into consideration the transport service demand and
the effects due to railway modernisation.




= In order to avoid delays and growth of costs, the national institutions participating in the
preparation should focus more on the examination of the completed impact studies and on
the revision of the submitted plans, studies, expertises and requested subsidies; especially
the decision to realise projects should not be taken before costs, benefits and time need of
implementation are thoroughly estimated;

= Institutions of the participating countries responsible for transport development should take
adequate measures in order to efficiently develop the railway axes being priority projects
supported by the European Union.

This report has been adopted by the Heads of SAls of Italy, Slovenia and Hungary in March 2011
and it is to be presented to the forthcoming meeting of the Contact Committee of the Heads of
Supreme Audit Institutions of the European Union to be held in Luxembourg in October 2011.
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Controllo sul quadruplicamento
della linea “Padova-Mestre”

Audit on the quadruplication of
Padua—Mestre railway line
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della linea
“Padova-Mestre”
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1. Premessa

1. La necessita di assicurare un costante e
coordinato sviluppo del mercato interno ha
indotto il Consiglio della Comunita europea
agli inizi degli anni ‘90 a ritenere essenziale
una maggiore integrazione del settore
comunitario dei trasporti, nel cui ambito

le ferrovie rappresentano un segmento

di vitale rilevanza!.

Il miglioramento dell’efficienza della rete
ferroviaria, secondo il Consiglio, doveva
passare attraverso modalita organizzative
basate sulla distinzione (anche contabile) fra
attivita di “esercizio dei servizi di trasporto”
e attivita di “gestione dell’infrastruttura”.

I1 Consiglio reputava altresa conveniente
che gli Stati membri mantenessero

la responsabilita generale dello sviluppo della
infrastruttura ferroviaria, con l’obiettivo di
garantire il miglior servizio agli utenti.

2. La definizione del tracciato
dell’infrastruttura ferroviaria europea TEN-T
(Trans-European Network — Transport) e, nel

1 Cfr. Direttiva del Consiglio n. 91/440/CE del 29 luglio
1991, relativa allo sviluppo delle ferrovie comunitarie,
modificata da: direttiva 2001/12/EC del Parlamento
europeo e del Consiglio del 26 febbraio 2001; direttiva
2004/51/EC del Parlamento europeo e del Consiglio del
29 aprile 2004; direttiva 2006/103/EC del Consiglio del
20 novembre 2006; direttiva 2007/58/CE del Parlamento
europeo e del Consiglio del 23 ottobre 2007.

1. Introduction

1. In view of the need to guarantee the
constant and coordinated development of
the internal market, at the beginning of the
1990s the Council of the European Union
ruled that it was essential to more closely
integrate the Community transport sector,
of which the railways constitute a crucially
important segment’.

Improving the efficiency of the network,
according to the Council, entailed adopting
organisational arrangements drawing

a distinction (also in accounting terms)
between “the provision of transport services”
and “infrastructure management”.

The Council also considered it appropriate
for the member states to retain overall
responsibility for developing the rail
infrastructure to guarantee the best service
to rail users.

2. The Essen European Council (1994)
defined the routing of the TEN-T
(Trans-European Network — Transport)

1 Cf. Council directive No. 91/440/EC of 29 July 1991 on the
development of the Community's Railways, amended by:
directive 2001/12/EC of the European Parliament and of the
Council of 26 February 2001; directive 2004/51/EC of the
European Parliament and of the Council of 29 April 2004;
directive 2006/103/EC of the Council of 20 November 2006;
directive 2007/58/EC of the European Parliament and the
Council of 23 October 2007.

12



suo ambito, dei cosiddetti Progetti Prioritari,

¢ stata poi operata dal Consiglio europeo

di Essen (1994) e riconfermata dal Consiglio
di Cardiff (1998). Decisioni che costituiscono
la base del Libro Bianco sulla politica dei
trasporti pubblicato nel 2001 della
Commissione.

3. In particolare, 1'Italia ¢ attraversata dalle
infrastrutture ferroviarie, identificate come
Progetti Prioritari (PP): TEN-T PP1 (Berlino-
Verona-Milano-Bologna-Napoli- Messina—
Palermo); TEN-T PP6 (Lione-Torino-Milano-
Venezia-Trieste-Lubiana-Budapest-confine
ucraino); TEN-T PP5 (Lione-Genova);

TEN-T PP24 (Rotterdam-Genova).

11 Progetto Padova—Mestre, oggetto della
presente analisi valutativa, ¢ parte del
Progetto Prioritario 6.

European railway infrastructure,

and within it, the so-called Priority Projects;

this was confirmed by the Cardiff

Council (1998). These decisions formed the

basis of the Commission’s European
Transport Policy White Paper published
in 2001.

3. Italy’s rail infrastructure identified as
Priority Projects (PP) are: TEN-T PP |
(Berlin—Verona—Milan—Bologna—Naples—
Messina—Palermo); TEN-T PP6
(Lyon—Turin—Milan—Venice—Trieste—
Ljubljana—Budapest—Ukrainian Border);
TEN-T PP5 (Lyon—Genoa);

and TEN-T PP24 (Rotterdam—Genoa).

The Padua—Mestre (Venice) Project,
examined here, forms part of
Priority Project 6.
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2. La “Padova—-Mestre”
nell’ambito del Progetto
Prioritario 6 (PP6)

1. Nell’ambito della politica europea di
potenziamento, omogeneizzazione e
coordinamento della rete infrastrutturale
ferroviaria il cosiddetto Corridoio 5 assume
notevole rilevanza nell’ottica di sviluppo dei
collegamenti terrestri fra I'Unione europea,
I’'Europa centrale e 1’Asia.

Il corridoio, in effetti, si propone di collegare
il Portogallo all’'Ungheria ed all’'Ucraina
passando attraverso Spagna, Francia, [talia

e Slovenia, lungo una direttrice
dell’infrastruttura ferroviaria che interessera
i nodi di Lisbona, Valladolid, Madrid,
Saragozza, Barcellona, Montpellier, Lione,
Torino, Milano, Verona, Venezia, Trieste,
Lubiana, Budapest, Leopoli, Kiev (Fig 1).

Figura 1.

2. The “Padua—Mestre”
line under Priority Project 6
(PP6)

1. Under European policy for the
upgrading, standardisation and
coordination of the railway infrastructure
network, Corridor 5 is particularly
important in relation to the development
of overland links between the European
Union, Central Europe and Asia.

This Corridor is designed to link
Portugal to Hungary and Ukraine,
passing through Spain, France,

Italy and Slovenia, on a network
comprising the Lisbon, Valladolid,
Madrid, Saragossa, Barcelona,
Montpellier, Lyon, Turin, Milan,
Verona, Venice, Trieste, Ljubljana,
Budapest, Lviv and Kiev hubs (Fig 1).

Figure 1.
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Nel complesso la rete ferroviaria del Corridoio
S coprira una distanza di circa 4.000 Km con
'obiettivo di ridurre i tempi di percorrenza,
aumentare i livelli di sicurezza, favorire il
trasferimento del trasporto mezzi dalla strada
alla ferrovia (“trasferimento modale”),
diminuire le emissioni inquinanti e aumentare
la qualita del servizio per i passeggeri.

2. All'interno del Corridoio 5, I’asse ferroviario
Lione-Budapest (Progetto Prioritario 6-PP6)
interessa 1'Italia settentrionale tra il confine
francese (Bardonecchia) e quello sloveno
(Trieste) ed incrocia le linee ad alta velocita
Nord-Sud: Verona-Napoli, Milano- Bologna,
e Milano-Genova.

In Italia, quindi, 1'asse attraversa da Ovest

a Est, a Sud delle Alpi, un territorio sensibile
sotto il profilo ambientale, densamente
popolato, con un’alta concentrazione di
attivita industriali ed agricole ed elevati livelli
di traffico merci su strada. L’attesa e che,

a conclusione degli interventi previsti dal
progetto, possano conseguirsi vantaggi non
solo prettamente economici, ma anche
vantaggi ambientali attraverso un sostanziale
riequilibrio “modale” del traffico merci dalla
strada verso la ferrovia e la realizzazione

di un effettivo servizio di “autostrada
viaggiante” tra Lione e Trieste (Fig 2).

Taken as a whole, the Corridor 5 railway
network will cover a distance of about

4.000 km, with the aim of reducing travelling
times, increasing safety, encouraging road
haulage vehicles to use the railways

(“modal transfer”), reducing pollution
emissions and improving the quality of
services to passengers.

2. Within Corridor 5, the Lyon—Budapest
line (Priority Project 6-PP6) runs across
Northern Italy between the French border
(Bardonecchia) and the Slovenian border
(Trieste), crossing with the North—South
High-Speed lines: Verona—Naples,
Milan—Bologna, and Milan—Genoa.

In Italy the line therefore runs West to East,
south of the Alps, in an environmentally
sensitive, and densely populated area with
a heavy concentration of industrial and
agricultural activities, and high levels of
goods traffic by road. It is therefore
expected that once the project has been
completed, benefits will accrue not only

in purely economic terms alone, but also to
the environment, through a substantial
“modal” rebalancing of freight traffic from
road to rail, and the creation of an effective
“travelling motorway” service between
Lyon and Trieste (Fig 2).

15



Berna

Basilea Zurigo

Gottardo

Domodossola

Torino

La Spezia

Figura 2.

3. L'infrastruttura ferroviaria interessata dal
PP6 in Italia ha una lunghezza di circa

650 km e prevede progetti d’investimento
per circa 40,3 miliardi di euro, dei quali
finora reperiti 11,8 (9,9 provvisti dallo Stato
Italiano, 0,9 da fonte privata, 0,3 dalla

BEI e 0,7 dall’UE, a valere sui finanziamenti
approntati dal bilancio comunitario per il
progetto TEN “1986-2006" e “2007-2013").
Restano quindi da reperire ancora

28,5 miliardi di euro per l'attuazione dei
progetti.

Nella tabella che segue sono indicati per
i principali progetti di investimento i costi
complessivi e le coperture finanziarie.

Bologna

Brennero

Bol —
0280 Tarvisio

Trento

Padova

Villa Opinica
@

Venezia

Figure 2.

3. The rail infrastructure forming part of PP6
in Italy is about 650 km in length with
investment projects worth some 40.3 billion
euro, of which 11.8 billion (9.9 bn provided
by the Italian government and 0.9 bn by
private sources, 0.3 bn by the EIB and 0.7 bn
by the EU appropriated in the Community
budget for allocation to the “1986-2006"
and “2007-2013" TEN project), has so far
been found.

This leaves a further 28.5 billion euro

to be found to implement the projects.
The following table 1 shows the aggregate
costs and financial coverage for the main
investment projects.

16



Tabella 1. Corridoio V - progetti di investimento: finanziamenti e costi

(milioni di euro)

Table 1. Corridor 5 - Priority project 6 (PPB) in ltaly. Investment projects:
cost and financial coverage (billion euro)

Legge
Obiettivo
Progetto Objective cvI Nazionale |  Fonte BEI FESR FESR FESR TEN TEN | Da reperire
Project Law Planned | Government| Privata BEI ERDF ERDF ERDF | 1986-2006 | 2007-2013 | To e found
(setting costs Private 1994-1999 | 2000-2006 | 2007-2013
funding
procedures)
Adeguamento [inga Storica Torino-Lione 103 10 ~ ~ ~ ~ ~ ~ ~
Adjustment of existing line Turin-Lyon
ALPETUNNEL GEIE - Nouva linga Torino-Lione i 7 ~ _ ~ ~ ~ i ~
ALPSTUNNEL - New line Turin-Lyon
Tunnel du Mont-Cenis i
MontCenis Tunnel yes 3.866 30 - N N - . 8 ol 83
Bussoleno-Torino i
Bussoleno-Turin yes 175 o - - N - N 8 - 8.0
Passante Pta Susa Lingotto e collegamento
Pta Susa bivio Pta Nuova 103 103 - - - - - - -
Underground tunnel Pta Susa - Lingotto station
Nodo di Torino: passante lingotto - Porta Susa-Stura
T b Wi - - - - - B -
Torino-Novara
Turin-Novara
- 1705 6.409 986 280 - - - 30 -
Novara-Milano
Novara-Milan
ﬂuadrluplipanil;lglnln l;llmh[a}e ~Treviglio e interventi ;
tecnologici Milano-Vengzia si ~ ~ ~ ~ ~ ~
(uadruplication Lambrate - Treviglio and technological yes o 963 &
works Milan-Venice
Linga Milano-Venezia (Progettazione) 50 50 ~ ~ ~ ~ ~ ~ ~
Milan-Verona Line (Design
Treviglio-Brestia
Treviglio-Brescia 2000 1 - - - - . - - 1823
Brescia-Vierona
Brestia-Verona 2400 B2 - - - - - - - 1738
ﬂ}nidni_ﬂ Europeo n” ﬁﬂcullegamsemi | ;
bienziamento tratta Bergamo-Seregno si _ _ ~ _ ~ _ ~
Furopean Corridor n” 5 yes 1000 B el
(Enhancement of the Bergamo-Seregno line)
Potenziamento Infrastrutturale e Tecnologico
del Nodod di Verona B 5l _ ~ ~ ~ ~ I ~
Infrastructural and Technological enhancement
of Verona hub
Nodo di Verona
Verona hub 70 U - - - - - - - B3
\ierona-Padova AV/AC si
Vierona-Padova HS/HC line yes 513 168 - - - - - J - 325
(uadruplicamento Padova-Mestre
(uadruplication of Padua-Mestre line 1 60 - - - - - ! - -
Nodo di Mestre
Mestre hub 107 5 - - - - - L - -
AV/AC Venezia-Trieste tratta Venezia Mestre-Ronchi
HHC Verice-Roncli A0 b - - - - - 5 L
AV/AC Venezia-Trieste tratta Ronchi-Trieste Si
HS/HC Venice-Ronchi-Trieste yes 198 &3 - - - - - ] n 147
Nouva Linga TS-VE Lubiana (Valico orientale) /
Trieste Divaca (Progettazione) § 4 - - - - - | -
New line Lubjana-Trieste Divaca (Design)
Trieste-Divaca (solo quota IT)
Trigste-Divaca (Italian share) " 0 - - - - - - 0
ERMTS Corridoio D (Valencia-Budapest) 1 B ~ _ ~ _ ~ _ 1
ERMTS Corridor D (Valencia-Budapest)
TOTAU (MID€)
TOTALS (Bl €| 40.344 9683 986 280 0 0 0 Pl 487 28411
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3.1 La Figura che segue, concernente

le tratte in cui viene suddivisa l'infrastrut-
tura ferroviaria del PP6 in territorio italiano,
evidenzia lo stato di attuazione dei principali
interventi pianificati di potenziamento ed
ammodernamento della linea ferroviaria.

Figura 3. Corridoio V: situazione degli investimenti

3.1. The following Figure 3,

showing the lines comprising the

PP6 rail infrastructure inside Italy, underlines
the progress made with implementing

the main line upgrading and modernisation
projects.

Figure 3. Corridor V: PPG in ltaly. Main line implementation

Milano-Treviglio Brennero
in esercizio dal 2007

Gottardo

2009
Milano-Novara
Sempione

Torino-Novara
in esercizio dal 2009

/Voghera

Tortona
Novi Ligure ®

Torino

Genova

4. La tratta Padova-Mestre, come si evince
dai grafici in precedenza riportati, ¢ stata
interessata da un progetto di
quadruplicamento della linea ferroviaria
per complessivi 24,5 chilometri.

Le caratteristiche di tale progetto e le
tasi di attuazione vengono esaminate nel
successivo paragrafo S.

Milano ~

Padova-Venezia Mestre

in esercizio dal 2007

Lubiana
o Trieste
Venezia
Verona A0
Padova Bologna-Verona
in progettazione / under design
. = in construzione / under consruction
Bologna
Ravenna s esercizio / in operation

4. The Padua—Mestre line is subject
to a project to quadruple the railway line
over a total of 24.5 km.

The characteristics of the project and
the implementation phases are examined
below on paragraph 5.
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3. The allocation/
breakdown of
responsibilities

3. L’attribuzione /
ripartizione delle
competenze

1. L'attribuzione delle competenze tra 1. The allocation of responsibilities between

i soggetti istituzionali coinvolti nella the institutional parties involved in planning,
pianificazione, progettazione e realizzazione designing and implementing projects for
dei progetti di sviluppo ed ammodernamento the development and modernisation of
delle infrastrutture ferroviarie italiane, Italy’s rail infrastructure projects entails
realizza la ripartizione tra competenze a separation between policy-making and
politiche e competenze tecniche attuative. technical/implementation responsibilities.

= ]l Ministero delle infrastrutture e dei = The Ministry for Infrastructure and

trasporti ¢ il soggetto “politico” che,
cura i rapporti relativi sia alle intese ed
accordi internazionali sia alle direttive
europee. In ambito nazionale, il
Ministero cura la programmazione degli
interventi e dei connessi finanziamenti,
svolge 1'azione di coordinamento e di
propulsione necessaria all’attuazione
tecnica dei citati interventi e la
correlata azione di monitoraggio.

Il Ministero dell’Economia e delle
Finanze provvede ai finanziamenti
annuali per l'attuazione degli interventi.
“Ferrovie dello Stato S.p.A.” cura
l'attivita realizzativa dei vari progetti
di sviluppo e ammodernamento della
rete ferroviaria.

“Ferrovie dello Stato S.p.A.” € una
societa per azioni di diritto privato,
con capitale interamente sottoscritto
dal Ministero dell’economia e delle
finanze, che assicura il servizio collettivo
di trasporto ferroviario a livello nazionale.

Transport is the “political” party
responsible for relations under
international agreements and
European directives. At the national
level, the ministry is responsible
for planning and financing the
operations, and coordinating and
fostering the necessary technical
implementation and monitoring of
these operations.

» The Ministry of the Economy and
Finance provides annual funding for
implementing the measures.

= “Ferrovie dello Stato S.p.A.” is
responsible for implementing railway
development and modernisation
projects.

“Ferrovie dello Stato S.p.A.” is a joint
stock company incorporated under
private law, wholly-owned by the
Ministry of the Economy and Finance,
and provides public rail transport
services nationwide.
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“Ferrovie dello Stato” € capogruppo
(“Holding”) di un insieme di societa
operative di cui detiene 'intero
pacchetto azionario. Tra queste, due
societa per azioni hanno rilevanza:

= “ITALFERR S.p.A.” cura l'attivita
progettuale dallo Studio di Fattibilita
al Progetto Esecutivo e la Direzione dei
Lavori quale responsabile dei servizi
di ingegneria preposto al presidio
dell’area tecnologica ed ingegneristica
nonché dell’area di gestione e controllo
dell’esecuzione degli interventi.

= “Rete Ferroviaria italiana — RFI S.p.A:”
cura, come committente, la
realizzazione dei progetti ed ¢ il
gestore dell'infrastruttura ferroviaria
nazionale. E’ quindi la societa
specificamente preposta all’esecuzione
dell’insieme di attivita di
progettazione, costruzione, messa in
esercizio, gestione e manutenzione
sia della citata infrastruttura sia dei
sistemi di controllo e di sicurezza
approntati a garanzia della circolazione
dei treni.

2. In particolare a “RFI S.p.A.” ¢ stata
affidata nel 2001 la realizzazione del
progetto “Padova-Mestre” oggetto della
presente indagine valutativa a conclusione
di un iter autorizzativo e progettuale
avviato nel 1991.

Itis the holding company of a series
of operating companies which it
wholly owns. Two of these joint stock
companies are of relevance here:

= “ITALFERR S.p.A.” which is
responsible for the design, from the
feasibility study to the final working
drawings, and works supervision,
as well as for oversight of engineering
services and the supervision of
the technological and engineering area
and managing and overseeing the
implementation of all the projects.

= “Rete Ferroviaria Italiana — RFI S.p.A*;
as the contractor, which is responsible
for implementing the projects and
managing the national railway
infrastructure network. It is therefore
this company which has the specific
responsibility for implementing all the
design, construction, commissioning,
management and maintenance work,
in relation to both the infrastructure
and the control and security systems
put in place to guarantee the
circulation of the trains.

2.In 2001, “RFI S.p.A” was entrusted with
the responsibility of implementing the
“Padua—Mestre” project, which is the subject
matter of this present evaluation, at the end
of the authorisation and design procedure
that began in 1991.
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4. Quadruplicamento
linea Padova—Mestre: iter
autorizzativo progettuale

La nuova linea muove i primi passi in epoca
relativamente recente, anche se il tempo
trascorso — misurato con la necessita di
rispondere efficacemente e rapidamente alle
esigenze di sviluppo economico e di qualita
della vita - ¢ difficile considerarlo breve.

Questi sono stati i passaggi procedimentali

propedeutici all’avvio dei lavori:

- 15 ottobre 1991: ¢ stata stipulata
la convenzione tra la TAV (Gruppo E.S.)
e il consorzio IRICAV.2 per la concessione
di prestazioni integrate della progettazione
e della realizzazione della nuova linea
ferroviaria AV Verona-Venezia;

- 20 ottobre 1997: il gruppo tecnico istituito
congiuntamente dal Ministero dei Trasporti
e della Navigazione e dal Ministero
dell’Ambiente per la verifica governativa
del progetto AV (ex Legge 23 dicembre
1996 n. 662), nel confermare 1'unitarieta
del progetto della tratta Verona-Mestre,
riconosce il quadruplicamento della tratta
funzionale Padova-Mestre come prioritario
ed urgente, potendosi rinviare
la realizzazione della linea AV tra Verona
e Padova ad una fase successiva, dopo il
completamento degli approfondimenti sui
tracciati, prescritti dalla verifica governativa;

— 30 luglio 1998: si apre la Conferenza di
Servizi della tratta funzionale AV/AC
Padova-Mestre, che si chiude il 21 dicembre

4. The quadruplication of the
Padua—Mestre line: Design
authorisation procedure

Work began on this new line comparatively
recently, even though it is difficult to consider
the time that has elapsed so far as brief,

in terms of the need to respond effectively
and rapidly to the demands of economic
development and the quality of life.

These were the main preparatory procedures

before work could begin:

— 15 October 1991: the contract was
concluded between TAV (FS Group) and
the IRICAV.2 consortium, awarding the
license to provide integrated services for
the design and construction of the new
Verona—Venice High-Speed line;

— 20 October 1997: the technical group set
up jointly by the Ministry of Transport and
Shipping, and the Ministry for the
Environment to enable the government to
verify the High-Speed project (under law
No. 662 of 23 December 1996), confirmed
the unitary character of the project for
the Verona—Mestre line and acknowledged
that the quadruplication of the
Padua—Mestre functional section was an
urgent priority, and that the High-Speed
line between Verona and Padua could
be postponed to a later date following
the completion of the studies on the route
for the line, as prescribed during the
government inspection;

— 30 July 1998: the Services Conference for
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1998 con parere favorevole, anche del the Padua—Mestre High-Speed / High-

Ministero dell’Ambiente; Capacity functional line was convened,

— 31 marzo 2000: la TAV, in accordo con and concluded on 21 December 1998 with
le Ferrovie dello Stato, risolve il contratto a favourable opinion issued by the
di affidamento delle prestazioni integrate Ministry for the Environment;
al consorzio IRICAV.2; — 31 March 2000: the TAV, by agreement

— 10 maggio 2001: ’Amministratore delegato with Ferrovie dello Stato, decided to cancel
di F.S. autorizza la pubblicizzazione del the contract previously concluded with the
progetto dell’opera ai sensi della Legge IRICAV.2 consortium;
865/71, che viene effettuata il 25 maggio — 10 May 2001: the managing director of FS
2001; authorised the publication of the project

- 15 maggio 2001: il Consiglio di design which was done on 25 May 2001;
Amministrazione di F.S. approva l'Atto — 15 May 2001: the F.S. Board of Directors
Modificativo alla convenzione con TAV del approved the document amending the
1991 prevedendo 1'esclusione, tra l'altro, 1991 agreement with TAV, excluding,
della tratta funzionale AV/AC among other things, High-Speed / High-
Padova-Mestre e l'affidamento a RFI della Capacity Padua—Mestre functional section,
realizzazione dell’opera in qualita di and entrusting to RFI the construction
committente; work as contractor;

- 28 dicembre 2001: viene dichiarata — 28 December 2001: the project was declared
la pubblica utilita dell’opera; to be a “public utility project”;

— 25 febbraio e 11 marzo 2002: sono emessi — 25 February and 11 March 2002: the DOTs
i D.O.T. della provincia di Venezia e della were issued by the Venice and Padua
Provincia di Padova. Provincial authorities.
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5. I1“Progetto”:
Quadruplicamento

Alta velocita (AV) / Alta
capacita (AC) della linea
Padova-Mestre

5.1. Descrizione

La nuova linea Padova-Mestre ¢ il tratto
terminale della futura linea AV/AC
Milano-Venezia e costituisce un segmento
del Corridoio V che colleghera Lisbona

a Kiev attraverso la pianura padana.

11 progetto prevede sulla tratta di 24,5
chilometri che unisce Padova e Mestre le
seguenti realizzazioni:

quadruplicamento della tratta, in
affiancamento alla linea storica
(esistente);

costruzione della galleria artificiale di
Maerne, per consentire il sovrappasso,
senza interferenze, della Linea
ferroviaria Mestre-Bassano sulle Linee
Padova-Mestre;

nuovo Apparato di Sicurezza nella
stazione di Dolo;

adeguamento degli Apparati di
Sicurezza nelle stazioni di Mestre

e Padova;

potenziamento del sistema di
distanziamento automatico dei treni;
attivita di integrazione con gli altri
interventi pianificati nella stessa area;
compatibilita tecnico/gestionale degli
impianti a servizio della nuova linea
AV/AC e di quella esistente.

5. The“Project”:
quadruplication of the
Padua—Mestre High-Speed /
High-Capacity line

5.1. Description

The new Padua—Mestre line is the final
section of the future Milan—-Venice High-
Speed/High-Capacity line, and is a segment
of Corridor 5 linking Lisbon to Kiev through
the Po Valley.

The project comprises the following
works along a 24.5 km section linking Padua
and Mestre:

» The quadruplication of the section,
alongside the “existing” conventional
line;

» The construction of an artificial tunnel
at Maerne, to enable the Mestre—
Bassano line to cross over the
Padua—Mestre lines without
interference;

= New safety apparatus at Dolo
station;

= Upgrading the safety apparatus at
Mestre and Padua stations;

» Upgrading the Automatic Train
Spacing system;

= Integrating with the other operations
planned in the same area;

» Ensuring the technical/managerial
compatibility of the technical facilities
serving the new High-Speed/High-
Capacity line and the existing line.
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5.2. Motivi

I1 “Progetto” aveva l'obiettivo di eliminare la
strozzatura della rete ferroviaria che si
riscontrava nella linea “storica” a doppio
binario Padova-Mestre in quanto nelle due
stazioni terminali (Padova e Mestre)
convergevano due importanti direttrici di
traffico, anch’esse a doppio binario:

= ]a trasversale Milano -Trieste
(che collega con la Slovenia)

= la longitudinale Bologna-Udine
(che collega con I’Austria)

Una volta eliminata la strozzatura citata
il progetto prevede una capacita di traffico
sulla tratta Padova—Mestre di 500 treni al

giorno, nettamente superiore a quella della

Figura 4. Traffico ferroviario / potenzialita delle linee

Innsbruck

5.2. Rationale

The “Project” was designed to remove the
bottleneck in the “conventional” dual track
line between Padua and Mestre, because
there were two major traffic routes, also dual
track, converging on the two terminal
stations (Padua and Mestre):

= The Milan—Trieste West—East line
(linking with Slovenia)

= The South—North Bologna—Udine line
(linking with Austria).

Once the bottleneck has been eliminated,
the project is scheduled to have a capacity of
500 trains a day on the Padua—Mestre line
which is substantially higher than the traffic
on the conventional line by about 200 trains

Figure 4. Railway traffic / railway lines potential
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linea storica di circa 200 treni/giorno.

La velocita massima prevista del progetto ¢
di 220 km/h, mentre sulla linea “storica”
la velocita massima ¢ di 180 km/h (Fig. 4).

5.3. Caratteristiche del progetto

Le caratteristiche prestazionali del progetto
sono coerenti con quelle previste per la Rete
TEN-T con ’eccezione della Tensione di
alimentazione (3 kw cc anziché 25 kw ca)

e del sistema di segnalamento (BAcc 3/3 a

S codici anziché ERMTS livello 2) conseguenti
all’affiancamento stretto tra nuova linea
AV/AC e linea storica.

La nuova linea si affianca a quella “storica”
(mantenendo di norma un interbinario di
7,6 metri) e questa scelta progettuale ha di
fatto ridotto al minimo l'impatto ambientale
connesso con l'inserimento paesaggistico
della nuova infrastruttura.

Figura 5. Schema funzionale delle linee Padova-Mestre
AV/AC storica

Direzione

Castelfranco Veneto
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a day. The maximum project speed is
planned to be 220 km/hour compared with
the maximum speed of 180 km/hour on
the conventional line (Fig 4).

5.3. Project specifications

The project’s typical performance
specifications are all consistent with those
provided for the TEN-T Network except for
the voltage (3 Kw DC instead of 25 Kw AC)
and the signalling system (BAcc 3/3 with

5 codes instead of ERMTS level 2) because of
the close proximity of the new High-Speed /
High-Capacity line to the conventional line.

The new line runs alongside the conventional
line (normally maintaining a 7.6 m space
between the lines — figure 5), and this
design decision reduced to the minimum the
environmental impact of incorporating the
new infrastructure into the landscape.

Figure 5. Functional framework of the railway Padua-Mestre HS/HC line
and existing Railway line
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Sul paesaggio ha pero inciso la necessita di
realizzare circa 30 chilometri di barriere
antirumore per mitigare il rumore prodotto
dal passaggio, peraltro incrementato, dei
treni (Foto 1).

But the landscape has been affected by the
need to build 30 km of noise-abatement
barriers to reduce the noise caused by the
passing of the trains, which have increased
in number (Picture 1).

Foto 1. Barriere antirumore

La realizzazione del progetto ha reso
necessari interventi sia sulla sede sia sulla
impiantistica della linea “storica” ed ha
inoltre comportato significativi interventi
complementari sulle opere di viabilita
ordinaria, mediante una riqualificazione
dell’assetto viario dell’area interessata dal
tracciato della nuova linea.

La sicurezza nella circolazione dei treni

¢ stata potenziata su entrambe le linee ed
¢ regolata dall’'impianto di distanziamento
realizzato, con il “Blocco Automatico
Banalizzato a correnti codificate” (BABcc),
e dal Sistema di controllo della marcia dei
treni — SCMT (European Train Control

System — ETCS), in linea con quanto previsto

dagli accordi internazionali e dalle direttive
comunitarie.

Picture 1. Noise-abatement barriers

The implementation of the project

has also made it necessary to work on
the plant on the conventional line,
entailing significant complementary work
on the road system which has had to

be upgraded in the area affected by

the route of the new line.

Train safety has also been enhanced

on both lines, governed by the “Coded
Current Automatic Block (BABcc)” spacing
system and the ETCS (European Train
Control System) consistently with the
provisions of international agreements
and Community directives.




5.4. Quadro economico

L'importo globale dei vari interventi necessari
per la realizzazione del progetto ¢ pari a 467
milioni di euro, di cui 284 milioni relativi ad
appalti di opere ed i restanti 183 milioni
assorbiti da spese per espropri, progettazione,
direzione lavori, materiali vari in fornitura,
imprevisti ed oneri diversi.

Nel seguente prospetto viene presentato
il quadro economico del progetto.

Tabella 2: Progetto Padova-Mestre. Quadro economico (milioni euro)

5.4. The financial framework

The overall value of the various measures
needed to implement the project is 467 million
euro, of which 284 million for contracting
out the work, and the remaining 183 million
for the costs of land expropriation and the design
and works management, miscellaneous materials
supplies, contingencies and sundry charges.

The following table 2 shows the project’s
financial package.

Table 2: Padova-Mestre project. Financial package (million euro)

A) Appalti di lavori Importo
Works tendered Amount
1. Bonifica di ordigni bellici 37
Clearing of World War Il ordnance '
2. Demolizione di fabbricati 08
Buildings demolitions ’
3. S.S.E. di Vigonza, Padova e Spinea 15.3
Vigonza, Padua and Spinea electric plants '
4. Opere civili principali da Km 232+270 (79+072) a Km 254+992 (101+834) 1340
Main civil engineering works '
5. Opere multidisciplinari da eseguire per fasi tra i Km 230 + 518 e 233+089 116
Multidisciplinary works ’
6. Impianto di BAB cc. Tipo SBA15 3/3 linea "storica" e linea AV/AC 370
Coded current automatic block ’
7. Impianti di armamento, TE e LFM da Km 230+518 (77+338) a Km 256+450 7]
Track works '
8. ACC della stazione Mestre (quota parte intervento a carico del Progetto) 15.2
Mestre station central computerized system ’
9. ACC della stazione di Padova (quota parte intervento a carico del Progetto) 58
Padua station central computerized system '
10. ACC della stazione di Dolo 02
Dolo station central computerized system ’
11. Barriere antirumore (Fasi 1, 2 e 3) 113
Noise-abatement barriers ’
12. Risoluzione interferenze (accordi diretti con Enti Gestori) 71
Technical agreement ’
TOTALE A)
TOTALA) it
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Tabella 2: Progetto Padova-Mestre. Quadro economico (milioni euro)

Table 2: Padova-Mestre project. Financial package (million euro)

PROJECT COST

B) Altri capitoli di spesa Importo
Other expenses Amount

13 Espropri 331
Expropriations i

14. Servizi di ingegneria (progettazione, direzione lavori) 549
Engineering services (design, supervision of works) ’

15. Materiali (pietrisco, armamento e TE) 159
Materials -

16. Accordi Procedimentali in Conferenza dei Servizi 2.1
Public agreements '

17. Imprevisti 14
Unexpected events ’

18. Oneri diversi (Oneri TAV, collaudi, Capitalizzazioni, spese generali) 129
Other costs ’
TOTALE B)

TOTAL B) 1829
C.V.l. (Costo a Vita Intera) del PROGETTO 4670

5.5 Finanziamento

Il finanziamento del progetto ¢ stato
assicurato per la quasi totalita attraverso fonti
nazionali (449 milioni di euro). La quota di
finanziamento UE e stata di soli 17,3 milioni
di euro (3,7% circa) imputati sui fondi TEN-T
della programmazione 2000-2006.

5.5.1 In ambito nazionale, il progetto ¢ stato
di fatto finanziato a carico del bilancio dello
Stato, anche se 1'erogatore finale delle somme
risulta essere RFI S.p.A., nella sua qualita di
committente delle opere progettuali.

In effetti, per lo sviluppo della infrastruttura
ferroviaria italiana le relazioni tra 'autorita
decisionale politica (il Ministero delle
infrastrutture e dei trasporti) e l'autorita
concessionaria dell’esecuzione dei lavori
(Ferrovie dello Stato S.p.A.) sono regolate da

5.5. Funding

Virtually all the funding needed for the
project comes from domestic sources
(449.7 million Euro). The EU’s share of the
financing is only 17.3 million euro (about
3.7%) charged to the TEN-T funds for

the 2000-2006 programme.

5.5.1. At the domestic level, the project has
been financed from central government
budget even though the final paying
authority is RFI S.p.A. in its capacity as the
awardee of the design work.

For the development of Italy’s railway
infrastructure, relations between the policy-
making authority (the Ministry of
Infrastructure and Transport) and the
contractor (Ferrovie dello Stato S.p.A.)

are governed by “Programme Contracts”.

28




“Contratti di Programma”. In particolare,

il progetto Padova—Mestre rientra tra

i progetti previsti dai contratti di programma
1994-2000, 2001-200S (poi prorogato

al 2006) e 2007-20102.

11 fabbisogno finanziario per 'attuazione del
progetto in esame ¢ stato assicurato dai
primi due contratti di programma, attraverso
due differenti modalita:

= il contratto 1994-2000, prevedeva
uno stanziamento di risorse pubbliche
per l'esecuzione degli investimenti
programmati; nell’ambito di questo
stanziamento globale, sono stati
reperiti 103,3 milioni destinati al
quadruplicamento della linea
Padova-Mestre;

= il contratto 2000-2006 prevedeva,
invece, che gli obblighi di finanziamento
assunti dallo Stato trovassero copertura
nelle annuali leggi finanziarie sotto
forma di aumento del capitale di
“Ferrovie dello Stato S.p.A.” sottoscritto
dall’azionista unico Ministero
dell’economia e delle finanze. A sua volta
poi, “Ferrovie dello Stato S.p.A.” ogni
anno trasferisce i finanziamenti ricevuti
alla controllata “Rete Ferroviaria
Italiana”, anche in tal caso sotto forma
di aumento di capitale. Con questa
modalita sono stati trasferiti a RFI
S.p.A. 363,7 milioni di euro, i cui 335,7
inseriti nelle leggi finanziarie del 2001
e 2002 e 28,00 in quella del 2005.

2 [ “contratti di programma” in argomento sono stati
sottoscritti dal Ministro e dall’Amministratore delegato
di “Ferrovie dello Stato S.p.A.” rispettivamente in data:
25 marzo 1996 (1994-2000), 2 maggio 2001 (2000-2006).
11 terzo “contratto di programma” relativo al 2007-2010
¢ stato sottoscritto quando i lavori della tratta Padova-
Mestre erano praticamente conclusi.

In particular, the Padua—Mestre project is
one of the projects falling under the
programme contracts 1994-2000, 2001-2005
(subsequently extended to 2006) and
2007-20102.

The financial requirements for the
implementation of this project was guaranteed
under the first two programme contracts in
two different ways:

= The 1994-2000 contract provided
for public funding to implement
the scheduled investments; within
this global funding allocation, 103.3
million euro were found for the
quadruplication of the Padua—
Mestre line;

= conversely, the 2000—2006 contract
provided that the financing obligations
undertaken by central government
should be covered in the annual
Budget Laws by a share capital increase
in “Ferrovie dello Stato S.p.A.” by the
sole shareholder, the Ministry of
the Economy and Finance. Every year,
“Ferrovie dello Stato S.p.A.” transfers
the funding received to its subsidiary
company “Rete Ferroviaria Italiana”,
once again by raising its share capital.
With this procedure 363.7 million
euro were transferred to RFI S.p.A.,
of which 335.7 euro were allocated
under the Budget Laws for 2001
and 2002, and 28.00 million euro in
the 2005 Budget Law.

2 The “programme contracts” referred to here were
signed by the Ministry and the Managing Director of
“Ferrovie dello Stato S.p.A.” on 25 March 1996 (1994—
2000) and 22 May 2001 (2000—2006), respectively.
The third “programme contract” relating to 2007-2010
was signed when work on the Padua—Mestre line was
practically completed.
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5.5.2 Per quanto concerne il finanziamento
UE di 17.3 milioni di euro, esso costituisce
parte dei finanziamenti (140 milioni di
euro) ottenuti dall’Italia (Ministero delle
infrastrutture) per il Progetto Prioritario 6
(PP6) a valere sulla programmazione
comunitaria 2000-2006.

5.6. L’appalto delle opere del progetto

Le opere previste dal progetto sono

state appaltate da “RFI S.p.A.” a diverse
imprese esecutrici tra il novembre 2001
(pubblicazione dell’ “avviso di gara” per
I’appalto delle opere civili principali) e

il settembre 2004 (appalto dell’armamento

e della trazione elettrica). Nel complesso
sono stati affidati otto appalti principali e
cinque appalti minori® (oltre a due appalti in
precedenza gia assegnati per la realizzazione
degli apparati centrali computerizzati delle
stazioni di Padova e Mestre). Le imprese che
hanno ottenuto gli appalti (societa singole
0 associazioni temporanee d’impresa)

sono tutte italiane.

Le attivita di cantiere sono iniziate il

30 settembre 2002 con la bonifica di ordigni
bellici delle aree interessate al progetto.

I lavori sono stati ultimati dalle imprese
appaltatrici il 21 febbraio 2008, ad
esclusione degli Appalti di completamento

e del pagamento della rata finale degli
espropri, nei tempi previsti dai singoli
contratti d’appalto.

3 L'affidamento dei lavori relativi alla tratta Padova—
Mestre ¢ stato effettuato applicando le norme contenute
nella legge 11 febbraio 1994, n.109 (cosiddetta “Legge
Merloni”), come disposto dall’art.131 della legge 23
dicembre 2000, n. 388 (legge finanziaria 2001).

5.5.2 The EU 17.3 million euro
financial contribution forms part of
the 140 million euro funding obtained
by Italy (Ministry of Infrastructure)
for Priority Project 6 (PP6) from

the 2000-2006 Community
programming.

5.6. The tendering of the project works

The work under the project was awarded by
“RFI S.p.A.” to several operating companies
between November 2001 (publication of
the “invitation to tender” for the supply of
the main civil engineering works) and
September 2004 (the tender for the track
equipment and electric traction). Altogether,
eight major tenders and five minor tenders
were awarded? (in addition to 2 tenders
previously awarded for the construction

of the computerised control centres in Padua
and Mestre stations). The companies
awarded the tenders (individual companies
or temporary consortia) are all Italian
companies.

Work began on the sites on 30 September
2002 with the clearing of World War 2
ordnance from the project area. This work
was completed by the awardees on 21
February 2008, (except for the completion
tenders and the payment of the final
expropriation instalment), within the
deadlines provided in the individual
tender contracts.

3 The work on the Padua—Mestre section was
awarded by applying Law No. 109 of 11 February
1994 (the “Merloni Law”, as provided by article
131 of Law No. 388 of 23 December 2000
(The 2001 Budget Law).
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11 prospetto che segue evidenzia gli appalti
in argomento ed alcune informazioni ad essi
correlate (Appalto, Importo, Appaltatore,
data di Aggiudicazione).

Tabella 3: “Quadruplicamento AV/AC tratta Padova-Mestre” appalti delle
opere in progetto (migliaio di euro)

The following table 3 shows the
contracts referred to here, and related
information (tender, value, tenderer,
date of adjudication).

Table 3: Project: “Quadruplication Padova-Mestre HS/HC line” tenders for
the work (million euro)

Elenco Appalti Importo Appaltatore Aggiudicazione Appalto
Tenders Amount Tenderer Date of adjudication
Bonifica di ordigni bellici 5677 ABC Mol 17/09/2002
Clearing of World War Il ordnance : el /09
Demolizione di fabbricati .
Buildings demolitions 0.870 Demolscavi 26/09,/2002
S.S.E. diVigonza, Padova e Spinea 15126 ATl Boncian 28/10/2002
Vigonza, Padova and Spinea electric plants : emmeo - oncian! 0/
Opere civili principali da Km 232+270 (79+072) a Km 254+9392 (101+834) 19,565 ATI Baldassini Tognozzi 29/11/2002
Main civil engineering works : Pontello-Matarrese Al
0 ltidisciplinari d i fasi tra i Km 230 + 518 e 233+089
i e el ¢ 11.742 ATI Mattioli-CoracFer 16/06/2004
Multidisciplinary works
Impianto di BAB cc. Tipo SBA15 3/3 linea "storica" e linea AV/AC 37,066 A 22/03/2004
Coded current automatic block : stom AL
Impianti di armamento, TE e LFM da Km 230+518 (77+338) a Km 256+450 19172 el ) 200
Tracks works : Salce 9/05/200
ACC della stazione Mest ta parte intervent ico del Progett
ella stazione Mestre (quo a parte intervento a carico del Proge 0) 15995 ATI Ansaldo-Sirti-Site 16/06/2004
Mestre station central computerized system
ACC della stazione di Padova (quota parte intervento a carico del Progetto)
: . 5.876 Alstom 12/09/2001
Padova station central computerized system
ACC della stazione di Dolo 0193 A 06/10/2004
Dolo station central computerized system : stom /10/
Barriere antirumore (Fasi 1,2 e 3) ATI Energiambiente spa-
Noise-abatement barriers 11.030 GeoCostruzioni Srl 22/06/2007
Risoluzione interferenze (accordi diretti con Enti Gestori)
) 7105
Technical agreement
TOTALE appalti di lavori 284,647
TOTAL tendered works A
Altri capitoli di spesa (Espropri, Progettazione, Direzione Lavori, Accordi
Procedimentali,Oneri Diversi, Spese Generali)
. : - 182.353
Other expenses (expropriations, design, supervision of works, procedure
agreements, charges, overheads)
TOTALE Costo a Vita Intera
TOTAL 467.000
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5.7. I principali appalti e la realizzazione
delle opere

La realizzazione di una infrastruttura
ferroviaria € un intervento normalmente
complesso che a lato dell’armamento dei
binari e degli impianti tecnologici
(alimentazione elettrica, segnalamento,
telecomunicazione, trasmissione dati, ecc.)

sovente comporta la realizzazione di ulteriori

opere per un efficiente ed efficace
insediamento dell’infrastruttura sul territorio.

Il progetto “Padova-Mestre” costituisce
esempio paradigmatico della citata complessita.
La realizzazione di soli 24,5 chilometri di
linea ferroviaria in un contesto territoriale
essenzialmente pianeggiante ha comunque
comportato la costruzione di due gallerie

artificiali e di un ponte, nonché interventi di

riqualificazione della viabilita ordinaria

esistente interessata dal tracciato della nuova

linea e sostanziali modifiche delle stazioni di
Padova e Mestre.

L’appalto economicamente pit rilevante
(134,5 milioni di euro) ¢ stato proprio quello
che ha avuto ad oggetto le “opere civili”,
cioe le due gallerie ed il ponte.

In particolare:

= la galleria artificiale per il passaggio
della nuova linea sotto l'autostrada
Padova-Brescia (lunga 47,50 metri,
larga 11,70 e alta 8,20) ¢ stata iniziata
nel 2003 e ultimata nel 2004, con una
modalita di realizzazione innovativa
che ha consentito di completare la
posa della soletta di ciascun impalcato
sotto la carreggiata in 36 ore con
minime soggezioni alla circolazione
autostradale e ferroviaria;

5.7. The main contracts and the
construction work

Railway infrastructure construction is
normally complex and, in relation to the
construction of the track and the
technological plant (electric power supply,
signalling, telecommunications, data
transmission etc) often entails additional
construction work to efficiently and
effectively incorporate the infrastructure
into the local area.

The “Padua—Mestre” project is a prime
example of this complexity. The
construction of only 24.5 km of railway line
in what is essentially a plainland
environment nevertheless required the
construction of two artificial tunnels and
one bridge, together with operations to
develop the roads in the area affected by
the route of the new railway line, and
substantial modifications to the Padua
and Mestre stations.

The most costly contract (134.5 million)
was for the “civil works” tender, referring
to the two tunnels and the bridge.

More specifically:

= Work on the artificial tunnel to enable
the line to pass underneath the
Padua—Brescia motorway (47.50 m
long, 11.70 in wide and 8.20 m high)
began in 2003 and was completed in
2004, using an innovative procedure
which made it possible to complete
laying the slabs for each support
structure in 36 hours, with minimum
interruption to the motorway and
rail traffic;
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= la galleria artificiale nota come “scavalco
di Maerne” (lunghezza di 80 metri
larghezza di 30 metri) ¢ stata iniziata
nel 2005 e ultimata nel 2006 Tale
galleria ¢ al servizio della linea
Mestre-Trento e consente di “scavalcare”
ambedue le linee (quella storica e quella
nuova) della Padova-Mestre;

= il ponte sul fiume Brenta ha una
lunghezza di 109 metri: la sua
costruzione ¢ iniziata nel 2004 e
ultimata nel 2006 (Foto 2).

= Work on the artificial tunnel known
as the “Maerne flyover” (80 m long,
30 m wide) began in 2005 and was
completed in 2006. This tunnel serves
the Mestre—Trent line and makes it
possible to pass over both Padua—
Mestre lines (the conventional line
and the new one);

= The bridge over the River Brenta is
109 m long: work began on its
construction in 2004 and was
completed in 2006 (picture 2).

Foto 2. Il ponte sul fiume Brenta

Per quanto concerne le altre “opere civili”,
come in precedenza osservato, sono state
potenziate le stazioni di Padova e di Mestre
attraverso il totale ridisegno dell’assetto dei
binari e il rinnovo degli impianti tecnologici
di regolazione della circolazione dei treni.
Tali lavori hanno comportato, in particolare,
I'interessamento di buona parte della radice
Est della stazione di Padova e la profonda
riorganizzazione di tutto l'assetto dell’ingresso
a Mestre da Padova per la necessita di
inserire 8 binari in luogo dei 3 esistenti.

Picture 2. The bridge over the river Brenta

With regard to the other “civil works”,

as already indicated, the Padua and Mestre
stations have been upgraded by completely
redesigning the layout of the tracks and
renewing the technological devices
regulating train circulation. This work
entailed much of the eastern section of
Padua Station and the radical reorganisation
of the whole of the entry to Mestre

from Padua because of the need to
incorporate eight lines in place of the

three existing ones.
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Al riguardo, la struttura operativa di RFI -
Direzione Infrastrutture del compartimento
di Venezia — che ha curato l'esecuzione dei
lavori lungo la linea Padova-Mestre sottolinea
che i lavori in argomento hanno comportato
un “impegno estremamente intenso e
prolungato, senza che si siano verificati
inconvenienti di particolare rilievo”
nonostante che i lavori fossero stati eseguiti
in prevalenza in orario notturno nel corso

di circa 700 interruzioni programmate

della circolazione dei treni.

Tra gli interventi tecnologici, occorre
evidenziare l'attivazione nel novembre 2005 di
un nuovo Apparato Centrale Computerizzato
(ACC) nella stazione di Padova che puo
gestire un volume di traffico di 500 treni

al giorno, di gran lunga superiore all’attuale
(giugno 2010) traffico giornaliero di 350 treni.

In this connection, RFI’s operational arm —
Venice Department Infrastructure Directorate —
which was responsible for implementing
the work on the Padua—Mestre line

has emphasised that these works entailed
“an extremely intense and lengthy
commitment, without any particularly
important incidents or drawbacks”, despite
the fact that the work had mainly been
implemented during the night, in

the course of about 700 scheduled track
possessions.

One of the noteworthy technological
operations was the activation of a new
ACC (“Central Computerised System”)
in 2005 in Padua Station which has

the capacity to manage 500 trains a day,
a considerable increase in the present
350 trains (June 2010).

L’ACC ¢ frutto della ricerca e dello sviluppo compiuti dai tecnici di RFI S.p.A. con il supporto di “Italferr S.p.A:”,
societa di ingegneria del gruppo “Ferrovie dello Stato S.p.A.”. La sua particolarita consiste nella possibilita di poter
gestire i segnali e gli scambi attraverso un “nucleo di sicurezza” costituito da diversi elaboratori che, a mezzo di una serie
di controlli incrociati, consente all’operatore di ricevere, attraverso il monitor di controllo, tutte le informazioni

necessarie all’esecuzione dei comandi per la regolazione della circolazione.

The ACC is the product of R&D performed by RFI's engineers with the support of Italferr S.p.A., two engineering companies
belonging to the “Ferrovie dello Stato S.p.A.” group. What is special about it is that it makes it possible to manage signalling
and switching via a “security core” made up of several linked computers through a series of cross-checked operations which

enable the operator to see all the information needed to operate the commands to govern train traffic on the control monitor.
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5.8 I collaudi finali

I collaudi finali amministrativi delle opere
appaltate sono tuttora in corso in attesa
della ultimazione di alcuni lavori di
completamento, lavori comunque marginali
e ininfluenti per la completa operativita
dell’infrastruttura.

In effetti, tutte le opere connesse con tale
operativita sono state collaudate sotto
i profili tecnico-funzionali e della sicurezza.

Sulla definitiva chiusura dei collaudi
tecnico-amministrativi incidono anche
controversie in materia amministrativa
essenzialmente relative ad interpretazione
di clausole contrattuali o a incompletezza
della documentazione.

5.8. Sign-off

Work is still in progress on the final
administrative sign-off of the tendered works
while awaiting the completion of a number
of operations of marginal importance with
no impact on the full operation of the
infrastructure.

All the work of relevance to the full operational
effectiveness of the project has already
successfully passed all the technical/ functional
and safety inspections and checks.

The final completion of the technical and
administrative sign-off operations is also subject
to the settlement of administrative disputes
regarding the interpretation of the contractual
clauses and to incomplete documentation.
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6. Finanziamento 6. Community

comunitario financial aid

6.1. La regolamentazione comunitaria 6.1.The EU Regulations

Il finanziamento comunitario a favore del Community funding for the “Padua—
progetto “Padova-Mestre” (circa 17,3 milioni Mestre” project (approximately 17.3 million
di euro) ¢ stato erogato nel quadro della euro) was granted on the basis of the
regolamentazione che dispone la concessione Regulation providing Community financial
di un contributo finanziario della Comunita aid for trans-European networks.*

nel settore delle reti transeuropee®.

In particolare, per quanto in questa sede interessa, il regolamento fissa/prevede:

= Dotazione finanziaria: 4875 milioni di euro nel periodo 2000-2006

= Forma di contributo: studi relativi a progetti; agevolazioni in conto interessi sui prestiti concessi dalla Banca
europea per gli investimenti; contributi alle Commissioni a garanzia; sovvenzioni dirette agli investimenti;
partecipazioni al capitale di rischio;

= Condizioni: I'importo totale del contributo non puo superare il 10% del costo totale dell’investimento
(salvo eccezioni previste), ed, in tale ambito, gli studi possono essere finanziati fino al 50% del loro costo

= Beneficiari: progetti d’'interesse comune e/o gruppi coerenti di progetti d’interesse comune
= Domande di contributo, presentate dallo Stato membro (salvo eccezioni)

= Pagamenti effettuati in forma di anticipi/prefinanziamenti (al massimo 50% della prima quota annua),
versamenti intermedi e versamento finale

= Programmazione, sulla base di un “programma indicativo pluriennale comunitario” elaborato dalla
Commissione in relazione alle domande presentate. Il “programma” serve da riferimento per le decisioni
annuali dell’Autorita di bilancio comunitario che assegnano contributi comunitari ai progetti entro i limiti
degli stanziamenti di bilancio annuali

4 Cfr. regolamento (CE) n. 2236/1995 (Consiglio) del 18 4 Cf. Council Regulation No 2236/1995/EC of 18 September
settembre 1995 che stabilisce i “principi generali per la 1995 laying down “general rules for the granting of
concessione di un contributo finanziario della Comunita Community financial aid in the field of trans-European
nel settore delle reti transeuropee”; modificato dai networks”, amended by Regulations No 1655/1999
regolamenti n. 1655/1999 (19 luglio 1999), n. 788/04 (19 July 1999), No. 788/04 (21 April 2004), No 807/204
(21 aprile 2004), n. 807/2004 (21 aprile 2004) e n. (21 April 2004) and No 1159/2005 (6 July 2005).

1159/2005 (6 luglio 2005).

36



In particular: as far as we are concerned here, the Regulation makes the following provisions:

intermediate payments and final payment

allocation limits.

= Total funding: 4875 million euro in the period 2000-2006

= Form of aid: project studies and surveys; interest aid on loans granted by the European Investment Bank; aid for

guarantee commission; direct subsidies for investments; participation in risk capital;

= Conditions: the total amount of the aid may not exceed 10% of the total investment cost (with some specific
exceptions), and the studies may be financed up to 50% of their total cost

m  Recipients: common interest projects and/or coherent groups of common interest projects
= Aid applications, submitted by the member State (with some exceptions)

= Payments in the form of advances/pre-financing (up to a maximum of 50% of the first annual instalment),

= Programming, on the basis of a “Community indicative multiannual programme” drawn up by the Commission
in respect of the applications submitted. The “programme” is the benchmark for the annual decisions taken by
the Community budget authority allocating Community financial aid for projects within the annual budgetary

6.2. 11 “Programma indicativo pluriennale
2001-2006"

I1 “Programma indicativo pluriennale per il
periodo 2001-2006", elaborato dalla
Commissione in attuazione delle ricordata
normativa comunitaria, ha poi definito le
assegnazioni di contributi concessi allo Stato
Italiano. “Ferrovie dello Stato s.p.a” per
I'attuazione del Progetto Prioritario 6 (PP6):
nel complesso 374 milioni di euro, di cui
17,3 milioni destinati al finanziamento del
progetto “Padova-Mestre”, come evidenziato
nel prospetto seguente:

5 Nel periodo 2000-2006, la Commissione ha adottato una
“decisione quadro” di programma indicativo pluriennale
n. C/2001/2654 del 19 febbraio 2001 successivamente
modificata con decisioni n. C/2004/3242 del 26 agosto
2004, n. C/2005/213 del 3 febbraio 2005 e n.
C/2006/3010 del 4 luglio 2006. 11 finanziamento totale
a favore dell'Italia previsto nella decisione quadro era
309 milioni di euro (di cui 5 milioni per il progetto
“Padova-Mestre”), poi aumentato a 374 milioni, di cui
17,3 per il progetto in esame.

6.2. The Community indicative multiannual
programme for the period 2001-2006

The “Community indicative multiannual
programme for the period 2001-2006"
produced by the Commission in
implementation of the aforementioned
Community regulation established the
amounts of aid granted to the Italian State —
“Ferrovie dello Stato S.p.A.” — to implement
Priority Project 6 (PP6): a total of 374 million
euro, of which 17.3 millions to finance

the “Padua—Mestre” project, as indicated in
the following table 4°.

5 In the period 2000-2006 the Commission adopted the
indicative multiannual programme (C/2001/2654 of
19 February 2001 “framework decision”), subsequently
modified by decisions C/2004/3242 of 26 August 2004,
C/2005/213 of 3 February 2005, and C/2006/3010 of
4 July 2006. The total financial aid for Italy according to
this framework decision was 309 million euro (of which
5 millions for the “Padua-Mestre” project) which was
subsequently raised to 374 millions, of which 17.3 was

for this particular project.
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Tabella 4: Quadro riepilogativo assegnazione fondi TEN-T al Gruppo F.S. -

Anni 2001-2006 (milioni di euro)

Table 4: Summed up situation of TEN-T funds allocated to “Ferrovie dello
Stato” Holding - Years 2001-2006 (million euro)

Programma multiannuale 2001-2006
2001-2006 Community multiannual programme - Map

TOTAL (million euro)

Finanzimento
iniziale S
Progett (Decisione Decisione | Decisione | Decisione | Decisione | Decisione | Decisione Fn;ia"nazll:n;:ntn
qu.e tu quadro 2001) | Decision | Decision | Decision | Decision | Decision | Decision oy ’
Tojec Iniial fonding | 2001 | 2002 | 2003 | 2004 | 2005 | 2006 | (oo
(2001 framewaork g map
Decision)
Tunnel B | ta T
unnel base Brennero [solo quota 1) 225 4| 00| 11| 15| me| 5| 333
Brennero tunnel (Italian share)
Tratta internazionale Lione-Tori | ta [T
ratta internazionale Lione-Torino (solo quota IT) 50.0 50 237 180 80 20 100 887
International line Lyon-Turin (Italian share)
Nodo di Torino: Susa-Dora 90 00 00 00 00 00 00 00
Turin HUB: Susa-Dora ’ : : : : : : ’
Torino-Modane e cintura merci di Torino
Turin-Modane and good's belt around Turin 200 00 20 40 00 20 00 8.0
Potenziamento tratte Pioltello-Treviglio e Rovato-Padova
Upgrading Pioltello-Treviglio and Rovato-Padova lines el 00 07 80 50 40 90 L
Nodo di Venezia Mestre e quadruplicamento 50 0 00 03 20 70 50 173
Venezia Mestre HUB and line quadruplication ’ : : : : : : ’
Nodo di Firenze
Florence HUB 175 3.0 3.0 36 50 2.0 1.5 18.1
Nuova linea AV/AC Bologna-Firenze
HS/HE new line Balagna-Florence 85.0 15.0 200 | 200 12.0 18.0 6.7 91.7
Nodo di Milano 185 03| 00| 08| 10| 25| 70| 16
Milan HUB : : : : : : ‘ :
Nodo di Roma
Rome HUB 20.0 3.0 2.5 50 45 50 0.0 20.0
TOTALE 270.5 28.7 519 | 60.8 | 400 | 763 57.7 3154
TOTAL X 5 : ! L : . !
Programma annuale extra MIP
Annual programme extra MAP
TOTALE
A ione fondi EXTRA MIP
AN EoNEEssIone fondl 2000 | 2001 | 2002 | 2003 | 2004 | 2005 | 2006
Year of fund grant Extra total
MIP
| t
TIpOIA CONEESSO 386 20| 00| 50| 30| 40| 60| 586
Granted amount
TOTALE fondi TEN-T concessi al gruppo FS dal 2000 al 2006 (Importi in millioni di Euro) 3740
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Tenuto conto delle indicazioni del Bearing in mind the multiannual

programma pluriennale, la Commissione programme indications, the Commission
con cinque decisioni “ad hoc” ha, quindi, issued five “ad hoc” decisions, for several
annualmente disposto il finanziamento di successive phases in the Padua—Mestre
differenti successive fasi del progetto project®.

“Padova-Mestre”®.

Le fasi progettuali finanziate dalle decisioni “ad hoc” sono qui di seguito sintetizzate:

Decisione 2001: progettazione definitiva dell’adeguamento del nodo di Venezia/Mestre — finanziamento
1 milione di euro - inizio progetto 2001, conclusione giugno 2002

Decisione 2003: studi per sistemazione nodo di Venezia/Mestre in vista attivazione nuova linea Padova-
Mestre e futura connessione alta velocita Mestre-Trieste — finanziamento 0,335 milioni di euro — inizio
1 gennaio 2003, conclusione 31 dicembre 2004

Decisione 2004: posa di due nuovi binari e realizzazione connesse opere civili — finanziamento 3 milioni
di euro - inizio 1 gennaio 2004, conclusione 31 dicembre 2005

Decisione 2005: lavori di armamento, trazione elettrica e sistemazione opere civili, espropri, gallerie
artificiali — finanziamento 7 milioni di euro - inizio 1 gennaio 2005, conclusione 31 dicembre 2007

Decisione 2006: prosecuzione lavori potenziamento nodo di Venezia/Mestre e quadruplicamento
Padova-Mestre — finanziamento 6 milioni di euro - inizio 1 gennaio 2006, conclusione 31 dicembre 2007

Le decisioni citate indicano come beneficiario dell’aiuto comunitario la Repubblica Italiana — Ministero delle
infrastrutture e trasporti e come attuatore del progetto “Rete Ferroviaria Italiana s.p.a.”.

I finanziamenti concessi dalla Commissione sono stati pari al 50 per cento dei costi per studi e al 10 per
cento dei costi ammissibili per le attivita.

The project phases financed under these ad hoc decisions were the following:

Decision 2001: final design to upgrade the Venice/Mestre hub — 1 million euro — project start date 2001,
completion date June 2002.

Decision 2003: study for the development of the Venice/Mestre hub to prepare for the implementation of the new
Padua-Mestre line and future Mestre-Trieste high-speed link — 0.335 million — start date 1 January 2003, completion
date 31 December 2004.

Decision 2004: new track laying work and construction of the allied civil engineering works — 3 million — start date
1 January 2004, completion date 31 December 2005.

Decision 2005: track development, electric traction and civil engineering works, expropriations, artificial tunnels —
7 million — start date 1 January 2006, completion date 31 December 2007.

Decision 2006: continuation of work to upgrade the Venice/Mestre hub and on the quadruplication of the Padua—
Mestre line — 6 million — start date 1 January 2006, completion date 31 December 2007.

The aforementioned decisions indicate the recipient of the Community financial aid as the Italian Republic-Ministry
of Infrastructure and Transport, and as the project implementing partner, “Rete Ferroviaria Italiana S.p.A.”.

The financial aid granted by the Commission was equivalent to 50% of the costs of the studies and 10% of the
eligible costs for the operations.

6 Cfr. decisione Commissione n. C/2001/2654 (a valere su 6 Cf. Commission decision No.C/2001/2654 (against the
bilancio 2001); n. C/2003/5376 (bilancio 2003); 2001 budget), C/2003/5376 (2003 budget); C/2004/5820
n. C/2004/5820 (bilancio 2004); n. C/2005/3350 (2005); (2004 budget); C/2005/3350 (2005 budget); C/2006/5394
n. C/2006/5394 (2006). (2006 budget).
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6.3. Il versamento dei contributi
comunitari

I lavori — condotti sotto la responsabilita di
Rete Ferroviaria Italiana quale ente incaricato
dell’attuazione del progetto e destinatario
degli aiuti comunitari — sono stati eseguiti
nei tempi programmati (31 dicembre 2007)
sicche la Commissione ha liquidato entro
tale data le domande di pagamento a saldo
presentate dall’Italia’, come risulta dal
seguente prospetto:

Tabella 5: Versamenti dei contributi comunitari al progetto Padova-
Mestre effettuati dalla commissione (importi in milioni di euro)

6.3. The payment of the Community
financial aid

The work was implemented under the
responsibility of Rete Ferroviaria Italiana

as the party responsible for project
implementation and the recipient of the
Community financial aid, and was completed
to schedule (31 December 2007) so that

the Commission effected the final payments
requested by Italy by that date,” as the
following table 5 shows:

Table 5: Community aid to Padua-Mestre project paid by the Commission
(amounts expressed in million euro)

Versamenti
Payments
Decisioni Commissione Contributo concesso (importo) Acconto / Prefinanziamento Saldo
Commission Decisions Granted aid (amount) Advance Balance
Importo Data Importo Data
Amount Date Amount Date
2001 1.000 0.500 15-01-2002 0.500 04-11-2004
2003 0.335 0.167 28-10-2004 0.168 10-12-2004
2004 3.000 1.200 04-01-2005 1.800 02-05-2006
2005 7.000 2.800 22-09-2005 4.200 11-06-2007
2006 6.000 2.400 19-12-2006 3.600 27-12-2007
Total 17.335 1.067 10.268

7 La domanda di pagamento a saldo deve essere presentata
entro dodici mesi dalla conclusione del progetto e deve
essere accompagnata (cfr. “condizioni particolari”
allegate alle decisioni di finanziamento “ad hoc”):

a) dalla relazione finale di esecuzione tecnica e
finanziaria, che comprende una sintesi tecnica della
realizzazione finale del progetto ed il rendiconto
delle spese;

b) da un attestato che certifichi che le spese sostenute
e i pagamenti effettuati sono effettivi e conformi allo
studio o ai lavori, attestato presentato dallo Stato
membro, se beneficiario del contributo;

¢) dalla scheda di valutazione del progetto, compilata
dallo Stato membro, se beneficiario.

7 The final payment application was to be submitted within
12 months of project completion and be accompanied by
(cf. “Particular Conditions” annexed to the ad hoc funding
Decisions):

a) the final technical and financial implementation report
comprising a technical summary of the completion of the
project and the expenditure report;

b) a certificate certifying that the actual expenses incurred
and payments effected were true and consistent with
the study or the works, to be submitted by the member
State in the event that the State is the beneficiary of the
financial aid;

) the project evaluation report compiled by the member
State, if the beneficiary.
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6.4. L’attestazione di effettivita
e conformita

Ai fini del pagamento del saldo, le decisioni
di concessione dell’aiuto dispongono che lo
Stato membro (o 1’ente pubblico beneficiario)
rilasci un’attestazione che certifichi la
effettivita e la conformita al progetto delle
spese sostenute e dei pagamenti effettuati®.

Questa attestazione (rilasciata dal Ministero
delle infrastrutture e dei trasporti) si basa
anche sulle risultanze emerse da apposite
verifiche documentali effettuate in Italia da
funzionari di “Ferrovie dello Stato s.p.a”,
quale organismo di controllo’.

L'esame del rapporto di verifica “2006”,
che da conto del risultato delle indagini
pianificate per acquisire una ragionevole
certezza circa la sussistenza delle condizioni
per il versamento del saldo finale del

8 In Italia questa attestazione ¢ rilasciata dal Ministero
delle infrastrutture e dei trasporti e si basa, in conformita
a quanto richiesto dalle decisioni di concessione del
contributo comunitario:

a) sulla rendicontazione contabile elaborato da RFI
s.p.a. e, al suo interno, dal “referente di progetto”;

b) sul “rapporto di verifica” presentato da Ferrovie
dello Stato s.p.a. (v. piu avanti sul testo);

) si basa sull’autocertificazione sottoscritta dal
“referente di progetto”.

9 Le funzioni di controllo sulle societa partecipate (tale
¢ RFI, attuatore del progetto, beneficiario del contributo
comunitario e obbligato a produrre la rendicontazione
contabile) rientrano di norma tra i compiti istituzionali
delle societa capofila (Ia “holding” “Ferrovie dello Stato
s.p.a.”). Nel caso in esame tali compiti sono stati
assegnati alla “Unita organizzativa finanza agevolata”
della “Direzione finanza”, una struttura di controllo
“esterna” al soggetto attuatore che, secondo il Ministero,
unisce alla autorevolezza ed indipendenza “la necessaria
esperienza e conoscenza dei progetti co-finanziati, nonché
delle relative procedure contabili, tale da garantire un
buon grado di affidabilita ed efficacia all’attivita di
verifica” (Cfr. nota Ministero dei trasporti-Gabinetto
n. 42 del 31 ottobre 2007, “modulo parte E”)

6.4. The certification of effectiveness
and compliance

For the purposes of paying the balance, the
decisions granting the aid require a member
State (or the beneficiary public agency)

to issue certification attesting to the fact that
the expenditure was actually incurred and
the payments were actually made in
compliance with the project.®

This certification (issued by the Ministry for
Infrastructure and Transport) is also based
on the documentary evidence acquired in
Italy by officials of Ferrovie dello Stato S.p.A.,
in its capacity as the audit body.’

It transpired, among other things, from

the “2006” verification report on the results
of the scheduled investigations to acquire
reasonable certainty that the prescribed
conditions had been met for the final balance

8 In Italy, this certificate is issued by the Ministry for
Infrastructure and Transport, and is based, consistently
with the requirements of the decisions granting the
Community aid, on:

a) accounts submitted by RFI S.p.A. and, within the
company, by the "project reference person”;

b) the “verification report” submitted by Ferrovie dello
Stato s.p.a. (see below);

c) the self certification issued by the “project reference
person”.

9 The auditing functions over the subsidiary company (RFI as
the project executing body, the recipient of the Community
contribution, with the obligation to submit the project
accounts) normally fall within the institutional duties
entrusted to the parent or holding company (“Ferrovie dello
Stato s.p.a.”). In this particular case these tasks were
assigned to the “subsidised finance organisational unit”
at the “Finance directorate” as an “external” auditing body
to the executing body which, according to the ministry,
combined its authority and independence with “ the
necessary experience and familiarity with cofinanced projects
and the related accounting procedures, to be able to
guarantee a high level of reliability and effectiveness in its
auditing work” (Cf. Cabinet office, Ministry of Transport
note, no. 42 of 31 October 2007, “form part E”)
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contributo 2006, preso come campione,
evidenzia tra l'altro!®:

= J'ammissibilita dei costi rendicontati

= il rispetto della normativa nazionale

e comunitaria in materia di appalti,
sottolineando che l'atfidamento diretto
delle attivita di progettazione e
direzione dei lavori alla societa
“ITALFERR s.p.a.” € consentito, poiche
tra detta societa e la committente

RFI esiste un rapporto di collegamento
infra-gruppo

il rispetto della normativa nazionale

e comunitaria in materia di ambiente
l’'adempimento dell’obbligo di
pubblicizzare il sostegno comunitario
la regolarita dei versamenti dei
contributi previdenziali e assistenziali
e delle ritenute fiscali.

10 Cfr. Ferrovie dello Stato, “Rapporto di verifica”
30 ottobre 2007.

of the 2006 contribution to be paid, taken
as a sample, that:"°

= the costs as reported were

admissible

public tenders had been complied
with, and that the direct commissioning
of the design and work supervision

to Italferr S.p.A. without a public tender
was lawful, because an infra-Group
relationship existed between

that company and the principal, RFI
domestic and Community
environmental law had been

complied with

the requirement to publicise
Community support had been met

all the Social Security and pension
contributions, and tax withholdings,
had been regularly paid.

10 Cf. Ferrovie dello Stato, “Rapporto di verifica” (“Financial
audit report”) 30 October 2007
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7. Considerazioni
conclusive

La nuova linea Padova-Mestre ¢ stata
realizzata entro i tempi programmati —
circostanza questa di non comune riscontro
nella realizzazione di opere infrastrutturali —
ed ¢ in pieno esercizio dal 2007. E' quindi
possibile trarre delle prime valutazioni

sul perseguimento degli obiettivi propri

del progetto.

= Le diverse direttrici di traffico che
confluivano nella stazione di Mestre
sono state separate e rese indipendenti
facendo cosi fronte a possibili
congestioni.

= La separazione di flussi di treni
a lunga distanza (passeggeri/merci)

e di treni regionali/metropolitani,
attuata attraverso la realizzazione dei
due nuovi binari veloci (una velocita
massima di 220 Km/h) ha aumentato
le potenzialita della linea portandola
dai 240 treni/giorno preesistenti

agli attuali (giugno 2010) 350 treni/
giorno, con una previsione di poter
gestire sulla linea 500 treni/giorno.

» Di scarsa rilevanza — comunque in
linea con le attese “ex ante” — risulta
invece la riduzione dei tempi di
percorrenza, essenzialmente da
correlare alla breve sezione (meno di
25 chilometri) della linea ferroviaria
interessata dal progetto.

7. Concluding
considerations

The new Padua—Mestre line was
completed by the scheduled deadlines —
which is not a common event when imple-
menting large-scale infrastructure projects —
and has been working at full development
since 2007. It is now possible to make

the first assessments in terms of the specific
objectives of the project.

» The various traffic routes
meeting at Mestre station have
been separated and rendered
independent in order to avoid
possible congestion.

= The separation of long haul trains
(passenger/freight) and regional /
metropolitan trains effected by
building two new high-speed lines
(a maximum speed of 220 km/h)
has increased the prior potential
of the line of 240 trains/day to the
present 350 trains per day
(June 2010) which is forecast to
eventually reach 500 trains per
day on that line.

= Conversely, the reduction in travelling
times has been slight — but at all
events consistent with the ex ante
expectations — mainly because of
the short length of the section (under
25 km) of the line forming the subject
matter of the project.
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Sotto il profilo della solidita della
configurazione finanziaria, il progetto,
finanziato essenzialmente a carico del
bilancio statale, non ha presentato
problematiche.

L’acquisizione dei finanziamenti
pubblici e stata conforme alle necessita
del progetto, sotto 'aspetto sia
temporale sia quantitativo.

Lo Stato italiano e la societa che ha
attuato il progetto hanno eseguito in
maniera puntuale, tempestiva ed
efficiente gli adempimenti previsti
dalla normativa comunitaria.
L’acquisizione e la rendicontazione dei
finanziamenti concessi dalla
Commissione nell’ambito del
“programma indicativo pluriennale”
non hanno sollevato problemi né
contestazioni.

Le verifiche in loco hanno preso atto
dell’esecuzione dei lavori programmati,
nei limiti delle competenze tecniche
dell’auditor.

E’, infine, di netta evidenza che non

¢ possibile isolare e valutare
singolarmente l'apporto, il valore
aggiunto della realizzazione del progetto
“Padova—-Mestre” in relazione all'intera
infrastruttura ferroviaria Lione-Kiev.
Certo ¢ che il progetto in esame ha
eliminato una “strozzatura” che creava
gravi problemi alla funzionalita del
trasporto ferroviario nel Nord dell’Italia
rendendo quindi, nel complesso, piu
funzionale, efficiente e veloce il trasporto
merci/persone sull’intera rete europea.
E questo costituisce 'obiettivo
essenziale di quella maggiore
integrazione del settore comunitario di
trasporti auspicata dal Consiglio
europeo sin dall’inizio degli anni '90.

From the point of view of the solidity
of its financial configuration, the
project, mainly financed from the
Italian central government budget,
created no problems.

The acquisition of public funding

was consistent with the project
requirements in terms of both timing
and quantity.

The Italian government and the
company implementing the project
complied in a punctual, timely and
efficient manner with Community
regulations.

The acquisition of and the

accounts on the financial aid from

the Commission under the “indicative
multiannual programme” raised

no problems or objections.

On the spot inspections took

note that the work as scheduled

had been implemented, within the
scope of the technical skills of

the auditor.

Lastly, it is quite clear that the
contribution and added-value of the
Padua—Mestre project cannot be isolated
and evaluated separately from the
whole Lyon—Kiev railway network
infrastructure. This project has certainly
eliminated the major bottleneck that
caused serious problems to the
operation of the Northern Italian rail
network and has therefore made the
transport of passengers and freight
throughout the whole of the European
network more functional, efficient and
fast. And that was precisely the main
objective of the increased integration
of transport within the Community
advocated by the European Council
since the beginning of the 1990s.
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Sotto questo profilo, il progetto “Padova-
Mestre” va considerato come una tessera
essenziale, una tessera d’oro, di quel lungo
mosaico infrastrutturale programmato per
unire efficientemente ed efficacemente
I’Ovest e I'Est dell’Europa.

"

From this point of view the “Padua—Mestre
project must be considered as an essential
tessera part, a key tessera in that huge
infrastructure mosaic intended to link
Western and Eastern Europe effectively
and efficiently.
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1. Uvod

Na podlagi dogovora med vrhovnimi
revizijskimi inStitucijami Francije, Italije,
MadZzarske in Slovenije, da izvedemo
skupno revizijo smotrnosti poslovanja pri

nacrtovanju in izvedbi projektov na trasi 6.
prednostnega projekta TEN-T in izhodiscih,

postavljenih s skupnim revizijskim
nacrtom! smo revidirali kako Ministrstvo
za promet nacrtuje razvoj javne ZeleznisSke
infrastrukture v Republiki Sloveniji in
kako Direkcija Republike Slovenije za
vodenje investicij v javno Zeleznisko infra-
strukturo, organ v sestavi Ministrstva za
promet, vodi postopke priprave nove
proge Divaca-Koper.

To porocilo, ki obravnava stanje v Republiki

Sloveniji, je pripravljen na podlagi
samostojnega revizijskega porocila
Racunskega Sodis¢a Republike Slovenije?.

Obdobije, na katerega se nanaSa nacionalno

porocilo, je 1. 5. 2004 do 31. S. 2009.

1 Audit plan for the coordinated (performance) audit work
relevant to the Lyon-Triest-Koper-Ljubljana-Budapest
railway development projects; 7. 7. 2009.

2 Revizijsko porocilo: Razvoj javne ZelezniSke infrastrukture,
$t.1208-2/2009.

1. The Introduction

Based on the agreement between the supreme
audit institutions of France, Italy, Hungary and
Slovenia to perform a joint performance audit
in planning and implementing the projects on
the route of TEN-T Priority Project 6 and the
framework set in the joint audit plan', an audit
was conducted on how the Ministry of
Transport is planning the development of the
public railway infrastructure in the Republic

of Slovenia and how the Agency of the Republic
of Slovenia for the Management of Public
Railway Infrastructure Investment, the body
affiliated to the Ministry of Transport, is
managing the preparation procedures of the
new Divaca—Koper line.

This Report which considers the situation

in Slovenia was prepared based on an
independent audit report by the Court of
Audit of the Republic of Slovenia?. The period
to which the national report refers is from

1 May 2004 to 31 May 2009.

1 Audit plan for the coordinated (performance) audit work
relevant to the Lyon—Trieste—Koper— Ljubljana— Budapest
railway development projects; 7 July 2009.

2 Revizijsko porocilo: Razvoj javne Zelezniske infrastrukture,
St. 1208-2/2009/48, Racunsko sodis¢e Republike Slovenije,
Ljubljana, November 2010.
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2. Ureditev podrocja
in stanje javne ZeleznisSke
infrastrukture

Nacionalna zakonodaja® definira javno
ZelezniSko infrastrukturo kot objekte in
naprave, potrebne za nemoteno odvijanje
javnega ZelezniSkega prometa, ter
pripadajoca zemlji$ca, ki funkcionalno
sluzijo njihovi namenski rabi

(v nadaljevanju: JZI). JZI je grajeno javno
dobro v lasti Republike Slovenije.
Investicija v JZI je vsaka graditev nove in

Slika 1: Omrezje prog JZI po stanju leta 2009
Figure 1:The PRI line network in 2009

Vir: spletna stran druzbe Slovenske Zeleznice d. o. o.
Source: Slovenske Zeleznice d. o. 0. website
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2. Regulation of the field and
the condition of the public
railway infrastructure

According to the national legislation?, public
railway infrastructure (hereinafter, PRI) is defined
as buildings and facilities required for smooth
functioning of public railway transport and
the accompanying land, which, according to
its functionality, serves its intended use.

The PRI is constructed public assets owned by
the Republic of Slovenia. Investments in the
PRI mean every construction of new PRI and
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nadgradnja obstojece JZI, s katero se
izboljsa prometno-tehnic¢ne in varnostne
lastnosti JZI.

Propustnost in izkori$¢enost obstojecih
prog na trasi 6. prednostnega projekta
TEN-T v Sloveniji sta predstavljeni v
Programu omreZja Republike Slovenije
2009 kot kaZe Tabela 1.

Tabela 1: Propustnost in izkori$¢enost odsekov na relaciji od Kopra in
drzavne meje z ltalijo do drzavne meje z Madzarsko (Hodo$) po stanju
na dan 30. 6. 2009

upgrading the existing PRI, which improves the
transport-technical and safety characteristics
of the PRI.

The capacity and utilisation of the existing
lines along the TEN-T Priority Project 6 route
in Slovenia are presented in the Network
Statement of the Republic of Slovenia 2009
as shown in Table 1.

Table 1: The capacity and utilisation of the sections on the line from
Koper and the state border with Italy to the state border with
Hungary (Hodos$) on 30 June 2009

Odsek proge Stevilo tirov Propustnost (mozno Stevilo vlakov na dan) | IzkoriS€enost (v odstotkih)
Line section Number of tracks | Capacity (possible number of trains per day) Utilisation (in per-cent)

Koper-Divata 1 66 88
Sezana-Divata-Ljubljana 2 135 62
Ljubljana-Zidani Most 2 300 51
Zidani Most-Pragersko-Maribor 2 185 65
Pragersko-0rmoz-Sredisce 1 55 89
Ormoz-Hodo$ 1 34 88

Vir: Program omreZja Republike Slovenije 2009; verzija 3, ki je veljavna od 30. 6. 2009, Slovenske Zeleznice d. o. o.
Source: The Network Statement of the Republic of Slovenia 2009; version 3 valid from 30 June 2009, Slovenske Zeleznice d. o. o.

V letu 2009 so bile dovoljene maksimalne
hitrosti vlakov na pododsekih trase 6.
prednostnega projekta TEN-T od 40 km/h
do 160 km/h. Odseki Divaca-Koper in
Pragersko-OrmozZ-Ljutomer-Hodo$ pa so
bili ocenjeni kot stalna ozka grla, na
katerih prevladuje dolgoro¢no zagotovljen
tovorni oziroma potniski promet.

V reviziji smo podrobneje obravnavali
ZelezniSko povezavo Divaca-Koper,

kjer obstojeca enotirna proga predstavlja
ozko grlo z vidika kapacitete, saj naj bi
narascajoci tovorni promet iz Luke
Koper v naslednjih letih presegel
kapaciteto proge.

In 2009, the maximum allowed speed of
trains on subsections of the TEN-T Priority
Project 6 route were between 40 km/h and
160 km/h. The sections of Divaca—Koper

and Pragersko— OrmoZ—Ljutomer—Hodos were
assessed to be permanent bottlenecks,

at which the long-term freight or passenger
transport is pre-dominant.

In the audit, the Divaca—Koper railway
connection was considered in detail where the
existing single-track line represents the
bottleneck from the viewpoint of capacity,
because the increasing freight transport from
Luka Koper is expected to exceed the line’s
capacity in the following years.
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Investicije povezane z ZelezniSko povezavo
med Divaco in Koprom, ki so v fazi
nacrtovanja ali v zacetni fazi izvajanja,

so naslednje:

= modernizacija obstojece enotirne
proge Divaca-Koper (v letu 2009
je bil izbran izvajalec del za prvo fazo
gradbenih del),

= gradnja nove proge Divaca-Koper
(v letu 2009 je bilo objavljeno javno
narocilo za pripravo projektne
doku-mentacije za pridobitev
gradbenega dovoljenja) in

» gradnja nove proge Divaca-Trst
(v letu 2008 je medvladna komisija
Republike Slovenije in Republike
Italija potrdila Studijo, ki opredeli
potek optimizirane variante, ki
delno poteka po trasi nove proge
Divaca-Koper).

The investments associated with the railway
connection between Divaca and Koper, which
are in the planning phase or in the initial
implementation phase, are the following:

= modernisation of the existing single-
track line Divaca—Koper (the first phase
construction works contractor was
selected in 2009),

= construction of the new Divaca—Koper
line (the public contract for the
preparation of project documentation
for acquiring the building permit was
published in 2009) and

= construction of the new Divaca—Trieste
line (in 2008, the Intergovernmental
Commission of the Republic of Slovenia
and the Republic of Italy confirmed
the study that defines the course of the
optimised variant that partly runs on
the route of the new Divaca—Koper line).
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3. Organizacijska
struktura

Razvoj JZI sodi v pristojnost Ministrstva za
promet, ki opravlja naloge na podrocjih
ZelezniSkega, zra¢nega in pomorskega
prometa, prometa po celinskih vodah in
cestnega prometa, razen nadzora varnosti
cestnega prometa, ter naloge na podrocju
prometne infrastrukture in Zi¢niskih
naprav. Operativne naloge izvajajo organi
v sestavi ministrstva, kontrolne pa
in3pekcijske sluZzbe. Direkcija Republike
Slovenije za vodenje investicij v javno
ZelezniSko infrastrukturo od 1. 8. 2007
pripravlja, organizira in vodi investicije

v javno ZelezniSko infrastrukturo v vseh
fazah investicijskega procesa ter organizira
in izvaja nadzor nad pripravo projektne
dokumentacije.

3. Organisational
structure

The Ministry of Transport is responsible for the
development of the PRI which performs tasks in
the fields of railway, air and maritime transport,
inland waterway transport and road traffic
safety, and the tasks in the field of transport
infrastructure and cableway installations.

The operational tasks are implemented by the
bodies affiliated to the Ministry, while the
control tasks are performed by the inspection
services. Since 1 August 2007, the Agency

of the Republic of Slovenia for the Management
of Public Railway Infrastructure Investment

has been preparing, organising and managing
the investments into the public railway
infrastructure at all phases of the investment
process and supervising the preparation of
project documentation.
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Slika 2: Organizacijska struktura pri ravnanju z JZI*

Vir: Racunsko sodisce Republike Slovenije na podlagi Zakona o vladi, Zakona o drzavni
upravi, Zakona o Zelezniskem prometu in Zakona o varnosti v Zelezniskem prometu.

Figure 2: Organisational structure in handling the PRI*

Source: The Court of Audit of the Republic of Slovenia based on the Government of the
Republic of Slovenia Act, the Public Administration Act, the Railway Transport Act and
the Safety of Railway Transport Act.

Vlada Republike Slovenije / Government of the Republic of Slovenia

Ministrstvo za promet / Ministry of Transport

Direkcija RS za vodenje investicij v javno Zeleznisko
infrastrukturo
(organ v sestavi ministrstva)
The Agency of the Republic of Slovenia for the
Management of Public Railway Infrastructure Investment
(the body affiliated to the Ministry)

= Priprava in organizacija ter vodenie investicij v JZI /
preparation, organisation and management of investments
in the PRI

= Priprava letnega natrta vzdrievanja in nacrta investicij v JZI /
preparation of annual maintenance plan and investment plan
in the PRI

= (Organizacija in izvajanje revizij projektne dokumentacije /
organisation and implementation of project documentation
audits

= Sklepanie in nadziranje izvajanja pogodb gospodarske javne
sluzbe vzdrievanja JZI, gospodarjenja JZI in vodenje
ZelezniSkega prometa / conclusion and implementation
supervision of contracts of PRI maintenance utility service,
the PRI management and railway transport management

Y

Javna agencija za Zelezniski promet RS
(pravna oseba javnega prava, ustanovitelj: Vlada RS)
Public Agency for Rail Transport of the RS
(Ilegal person under public law, founder: the Slovenian Government)

= Jodeljevanje licenc / issuing of licences

= Dodeljevanje voznih poti / allocation of transport routes

= /aratunavanje uporabnine / charging of fees

= Vamostni organ / safety authority

= (dgovornost za nacionalne varnostne predpise / responsibility for
national safety regulations

(&

4 Stanje po uveljavitvi sprememb Zakona o Zelezniskem
prometu v letu 2007 (Uradni list RS, $t. 15/07).

= [zvajanje politike na podrocju prometa in Zeleznic, priprava
podlag ter opravljanje nalog na podrotju zelezniSkega
prometa in na podrotjih prometne infrastrukture: /
implementation of the policy in the field of transport and
railway, preparation and implementation of tasks in the field
of railway transport and transport infrastructure

Priprava nacionalnega programa razvoja JZI / preparation of
the national PRI development programme

Priprava predpisov in mednarodnih sporazumov / preparation
of regulations and international agreements

Regulatorni organ / regulatory authority

Preiskovalni organ / investigating authority

Pridobivanje sredstev EU / acquisition of EU funds

Nadzor nad poslovanjem Javne agencije za Zelezniski promet /
supervision of operation of the Public Agency for Rail Transport

Y

Slovenske Zeleznice, d.o.o.
(gospodarska druzba, ustanovitelj Vlada RS,
100 % lastnik drzava RS)

Slovenske Zeleznice, d.o.o.

(company established by the Slovenian Government,
Slovenia is 100% owner)

Opravljanje gospodarske javne sluzbe vzdrevanja JZI (redna vzdrie-
valna dela, vzdrzevalna dela v javno korist in investicijska vzdrZeval-
na dela) in vodenja Zelezniskega prometa / implementation of the
PRI maintenance utility service (regular maintenance works, mainte-
nance works in the public interest and extraordinary maintenance
works) and railway transport management

Upravljanje z JZI (priprava predloga letnega natrta vzdrievanja in
letnega natrta investicij v JZI ter priprava strokovnih podlag za
razvajne projekte JZI) / PRI management (preparation of annual
maintenance plan and investment plan in the PRI and preparation
of expert groundwork for the PRI development projects)

= Nadzor nad investicijskimi deli zaradi zagotavljanja varnosti in
izdajanje soglasij za posege / supervision of investment works in
order to provide safety and issuing of consent for works
Evidentiranje JZI v bilanci stanja kot sredstva v upravljanju /
recording of the PRI in the balance sheet as funds in trust

4 Situation after the entry into force of the amendments to the
Railway Transport Act in 2007 (Official Gazette of RS, No. 15/07).
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4. Dolgoro¢no nacrtovanje
razvoja javne Zelezniske
infrastrukture

Nacionalni program razvoja Slovenske
ZelezniSke infrastrukture je leta 1995 sprejel
DrZavni zbor Republike Slovenije.
Nacionalni program je opredelil razvoj JZI
v obdobju od leta 1996 do 2005 in potrebna
finan¢na sredstvas. Razvoj JZI je v programu
predstavljen v treh sklopih: obnova
obstojecih prog, dograditev obstojecih
prog in gradnja prog za visoke hitrosti.

Kot osrednja os nacionalnega ZelezniSkega
omreZja je navedena trasa, ki poteka po V.
vse-evropskem prometnem koridorju, ki je
tudi trasa 6. prioritetnega projekta TEN-T.
V programu je navedeno, da morajo biti
nacrtovane posodobitve skladne s standardi,
opredeljenimi v veljavnih evropskih
dokumentih in predpisih Mednarodne
ZelezniSke zveze. Navedeno je, da je hitrost
160 km/h tehnic¢na karakteristika, ki jo
mora Republika Slovenija upoStevati pri
vedjih rekonstrukcijah in novogradnjah
glavnih ZelezniSkih prog. Porocilo

0 obsegu realizacije programa ni bilo
pripravljeno.

Novejsi dokument dolgoro¢nega razvojnega
nacrtovanja je Resolucija o nacionalnih
razvojnih projektih 2007-2023, ki ga je Vlada

5 Vrednost investicij v obdobju od 1994 do 2005 je
bila ocenjena na 213.018 milijonov tolarjev po cenah
30. 9. 1993.

4. The long-term planning
of public railway
infrastructure development

The National Programme of the Slovenian
Railway Infrastructure Development was adopted
by the National Assembly of the Republic of
Slovenia in 1995. The National Programme
defined the PRI development in the period
between 1996 and 2005 as well as the required
financial resources®. The PRI development was
presented in three parts in the Programme:
reconstruction of the existing lines, extending
the existing lines and constructing high-speed
lines. As the main axis of the national railway
network, the route running along the Pan-
European Transport Corridor V, which is also

the TEN-T Priority Project 6 route, was stated.
The Programme indicates that the planned
modernisations must be in compliance with the
standards defined in the valid European
documents and the regulations of the
International Union of Railways (UIC). It is
stated that the speed of 160 km/h is a technical
characteristic that Slovenia must observe in large
reconstructions and new constructions of main
railway lines. The report on the extent of the
Programme implementation was not prepared.

The more recent long-term development
planning document is the Resolution on the
National Development Projects for the Period

5 The value of investments in the period between 1994 and
2005 was estimated to 213,018 million tolars according to
the estimates on 30 September 1993.
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Republike Slovenije potrdila leta 2006.
Resolucija je predvidevala, da bo Slovenija
v obdobju od leta 2007 do leta 2023 za
investicije v JZI namenila 8,9 milijarde
evrov. Navedena ocena vlaganj je bila
podana na izhodiscu, da bo letna
gospodarska rast v Republiki Sloveniji

v obdobju 2009-2013 znaSsala 5,3
odstotkov. Resolucija je predvidevala, da
bo polovica sredstev zagotovljena iz javnih
virov, polovica pa iz zasebnih.

Vrednost celotnega 6. prednostnega
projekta TEN-T je 60,8 milijarde evrov®

in je po vrednosti najvecji med tridesetimi
prednostnimi projekti TEN-T. Slovenski del
je ocenjen na 6,8 milijarde evrov’, kar je
11 odstotkov celotne vrednoti.

Tabela 2: Pregled natrtovanih vrednosti investicij in dinamike
izvajanja 6. prednostnega projekta TEN-T do leta 2023
(v milijonih evrov)

2007-2023 adopted by the Slovenian
Government in 2006. The Resolution envisaged
that Slovenia devote 8.9 billion euros for the
PRI investments in the period between 2007
and 2023. The mentioned investment estimate
was based on the premise that the annual
economic growth in Slovenia in the period of
2009-2013 would amount to 5.3 percent.

The Resolution envisaged that half of the funds
would be provided from the public and half
from the private resources.

The value of the entire TEN-T Priority Project 6
is 60.8 billion euros® and is the largest of the
thirty TEN-T Priority Projects according to

its value. The Slovenian part was estimated to
6.8 billion euros’, which is 11 percent of the
total amount.

Table 2: The overview of the planned investment values and the
implementation dynamics of TEN-T Priority Project 6 until 2023
(in million euros)

Vrednost | Investirano do leta 2007 Investicije od leta 2007 do 2013 Investicije po letu 2013
Value Invested until 2007 Investments between 2007 and 2013 | Investments after 2013
Celotna trasa v dolZini 1688 km
The entire route in the length 60.742 1827 10.428 41.487
of 1688 kilometres
Slovenski del v dolZini
priblizno 350 km
The Slovenian part in the length e L 48 s
of around 350 kilometres

Vir: Implementation of the Priority Projects Progress Report, European Commission, maj 2008, in podatki Ministrstva za promet (Poroéilo implementacija PP, 11. 5. 2009).
Source: Implementation of the Priority Projects Progress Report, European Commission, May 2008, and the data of the Ministry of Transport (PP6 Implementation Report, 11 May 2009).

Iz tabele 2 je razvidno, da naj bi v Sloveniji
investicije v vrednosti 983 milijona evrov
na trasi V. vse-evropskega prometnega
koridorja izvedli v obdobju od leta 2007

6 Trans-European transport network, Report May 2008,
European Commission.

7 Podatki ministrstva, ki jih je pripravilo za Evropsko
komisijo (Porocilo implemetacija PP6 11. 5. 2009).

Table 2 shows that the investments, amounting
to 983 million euros, for the route of the Pan-
European Transport Corridor V in Slovenia
should be implemented in the period between

6 Trans-European Transport Network, Report May 2008,
European Commission.

7 The data of the Ministry prepared for the European
Commission (PP6 Implementation Report, 11 May 2009).
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do 2013. Izvedba preostalih nacrtovanih
investiicij v vrednosti 5.735 milijona evrov
pa je predvidena po letu 2013.

Drzavni zbor Republike Slovenije je spomladi
leta 2010 sprejel zakon o zagotavljanju
namenskih javnih sredstev za investicije

v JZI1 in vzdrZevanje JZI. S tem naj bi
postalo zagotavljanje sredstev bolj
predvidljivo. Ministrstvo za promet je
pojasnilo, da je v pripravi tudi predlog
novega Nacionalnega programa razvoja
JZ1 za obdobje 2010-2023.

2007 and 2013. The implementation of the
other planned investments, amounting to
5,735 million euros, is planned after 2013.

In the spring of 2010, the National assembly
of the Repubilic of Slovenia adopted the act on
providing earmarked public funds for PRI
investments and maintenance. Thus, the
provision of funds should become more
foreseeable. The Ministry of Transport
explained that the proposal of a new National
Programme for PRI Development for the
period 2010-2023 was being prepared.
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S. Investicijski projekti

Pogoj za izvajanje javnih investicij je, da
so uvrsc¢ene v letni drZavni proracun in so
zanje zagotovljena financna sredstva.
Postopek uvrstitve investicij v drZzavni
proracun je urejen z Zakonom o javnih
financah?, ki doloca, da se pri pripravi
predloga nacrta razvojnih programov, ki
je sestavni del drZzavnega proracuna,
uposteva naslednje:

= posamezen program ali projekt
mora biti usklajen z dokumenti
dolgoro¢nega razvojnega nacrtovanja,

= posamezen program ali investicijski
projekt mora biti pripravljen v skladu
s predpisano metodologijo za izdelavo
investicijske dokumentacije in

= za izbiro med konkurenc¢nimi
programi ali projekti morajo biti
doloc¢ena merila in nacin njihove
uporabe.

V tabeli 3 prikazujemo pregled nacrtovanih
in porabljenih proracunskih sredstev po
letih za investicijske dejavnosti na JZI

v Republiki Sloveniji. Proracunska sredstva
predstavljenih letnih proracunov Republike
Slovenije vkljucujejo tudi sredstva
evropske kohezijske politike.

8 Uradni list RS, §t. 79/99, 124/00, 79/01, 30/02, 109/08 in
49/09.

5. Investment projects

The condition for implementing public
investments is that they be classified in the
annual state budget and that financial resources
be provided for them. The procedure of classifying
investment in the state budget is regulated by
the Public Finance Act®, which determines that
the following be observed in preparing the
proposal of the development programme plan,
which is an integral part of the state budget:

= a particular programme or project must
be in compliance with the long-term
development planning documents;

= a particular programme or investment
project must be prepared in accordance
with the prescribed methodology for
preparing the investment documentation;

= the criteria and the method of application
for selecting among the competitive
programmes or projects must be
determined.

Table 3 shows the overview of the planned
and utilised budgetary funds by years for
investment activities in the PRI in Slovenia.
The budgetary funds of the presented annual
budgets of Slovenia also include the
European Cohesion Policy funds.

8 Official Gazette of RS, No. 79/99, 124/00, 79/01, 30/02,
109/08 and 49/09.
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Tabela 3: Investicijske dejavnosti na javni Zelezniski infrastrukturi
v proracunih in zakljuénih racunih Republike Slovenije med leti 2004 in
2009 (v evrih)

Table 3: The investment activities in the public railway infrastructure
in the budgets and financial statements of Slovenia between 2004 and
2009 (in euros)

Leto Prvi sprejeti proracun Zadnji rebalans proracuna Realizirani proracun
Year The first adopted budget The final supplementary budget The realised budget
2004 /" 16.871.749 1.036.405
2005 28.610.491 11.566.370 9.453.722
2006 16.857.566 16.857.566 1.698.610
2007 3.619.840 94.434.931 52.478.432
2008 109.758.469 178.436.789 128.664.373
2009 146.537.965 109.566.463 100.114.725
2010 275.545.545
2011 314.156.217

*\/ prvem sprejetem proracunu za leto 2004 obravnavane postavke ni bilo.

*The relevant item was not included in the first adopted budget for 2004.

Vir: proracuni in zakljuéni racuni proracunov Republike Slovenije.

Source: The budgets and final statements of Slovenia.

Iz tabele 3 je razviden trend povecevanja
odhodkov za investicije v JZI v revidiranem
obdobju. Realizacija pa je v vseh
obravnavanih letih niZja od nacrtovane,
kar pomeni, da so se projekti na letni ravni
izvajali pocasneje kot je bilo nacrtovano.

Vsi vedji Zeleznidki projekti v obravnavanem
obdobiju so bili podprti s finan¢nimi sred-
stvi iz skladov Evropske unije. Slovenija je
v letih pred vstopom v EU c¢rpala sredstva
iz programa predpristopne pomoci ISPA®

iz katerega ji je Evropska komisija od leta
2000 do 2004 odobrila sofinanciranje $tirih
Zelezniskih projektov na V. vse-evropskem
prometnem Kkoridorju s skupno ocenjeno
vrednostjo 91 milijonov evrov (znesek
odobrenih sredstev ISPA je znasal 37,9
milijona evrov). V obdobju od leta 2004

9 Instrument EU za predpristopno pomoc¢ pri strukturnih
politikah, angl. Instrument for Structural Policies for
Pre-Accession

Table 3 shows the trend of increasing
expenditures for PRI investments in the revised
period. The realisation was lower than planned
in all considered years, which means that

the projects were implemented slower than
planned at an annual level.

All major railway projects in the relevant period
were supported with financial resources from
European Union funds. In the years prior to
joining the EU, Slovenia utilised the funds from
the ISPA pre-accession aid programme?, from
which the European Commission approved
the co-financing of four railway projects
between 2000 and 2004 on the Pan-European
Transport Corridor V in the total estimated
amount of 91 million euros (the amount of
approved ISPA funds was 37.9 million euros).
In the period between 2004 and 2006, two

9 Instrument for Structural Policies for Pre-Accession
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do 2006 sta bila v okviru Kohezijskega
sklada potrjena dva ZelezniSka projekta

v vrednosti 55,7 milijona evrov (znesek
odobrenih sredstev Kohezijske sklada je
zna$al 38,0 milijonov evrov), prav tako na
trasi V. vse-evropskega prometnega koridorja
oziroma trasi 6. prioritetnega projekta TEN-T.
Od skupaj Sestih projektov so bila do pom-
ladi 2010 gradbena dela zakljucena pri $tir-
ih, dva projekta pa sta bila Se v izvajanju.

V obdobju od leta 2007 do 2013 je
nacrtovano sofinanciranje petih Zelezni$kih
projektov s sredstvi Kohezijskega sklada in
Evropskega sklada za regionalni razvoj. Vsi
Zelezniski projekti se nanasajo na traso 6.
prednostnega projekta TEN-T, so navedeni
v Operativnem programu razvoja okoljske
in prometne infrastrukture za obdobje
2007-2013, ki ga je Evropska komisija
potrdila dne 27. 8. 2007.

Tabela 4: Prioritetni Zelezniski projekti Operativnega programa razvoja
okoljske in prometne infrastrukture za obdobje 2007-2013

railway projects within the framework of the
Cohesion Fund amounting to 55.7 million
euros (the amount of approved Cohesion

Fund assets was 38.0 million euros) were
confirmed, as well on the route of the Pan-
European Transport Corridor V or TEN-T Priority
Project 6. Out of six projects, construction of
four projects was completed, while
construction of two projects is still being
carried out in 2010.

In the period between 2007 and 2013,
co-financing of five railway projects with the
assets from the Cohesion Fund and the
European Regional Development Fund is
planned. All railway projects relating to the
route of TEN-T Priority Project 6 are listed in
the Operational Programme 'Development of
Environment and Transport Infrastructure’ for
the 2007-2013 period confirmed by the
European Commission on 27 August 2007.

Table 4: Priority railway projects of the Operational Programme
"Development of Environment and Transport Infrastructure’ for 2007-2013

Projekt Vrednost (v milijonih evrov)
Project Value (in million euros)
Modernizacija obstojece ZelezniSke proge Divaca-Koper 10564
Modernisation of the existing railway line Divata-Koper '
Rekonstrukcija, elektrifikacija in nadgradnja proge Pragersko-Hodos za 160 km/h 173,42
Reconstruction, electrification and upgrading of the Pragersko-Hodos line to accommodate 160 km/h '
Modernizacija nivojskih prehodov in izvedba podhodov na postajah 240,69
Modernisation of level transitions and execution of underpasses at stations '
Uvedba sistema GSM-R na slovenskem Zelezniskem omrezju 7238
Introduction of the GSM-R system to the Slovenian railway network '
Gradnja nove Zelezniske povezave Divaca-Koper* 79943
Construction of a new Divaca-Koper railway line* '

* Predviden zakljucek po letu 2013.
* Completion estimated after the year 2013.

Vir: Operativni program razvoja okoljske in prometne infrastrukture za obdobje 2007-2013.
Source: The Operational Programme ‘Development of Environment and Transport Infrastructure’ for 2007-2013.




Za projekte navedene v tabeli 4 je predvidenih
450 milijonov evrov evropskih sredstev
kohezijske politike. Projekt Modernizacija
obstojece ZelezniSke proge Divaca-Koper je
v fazi gradnje in je bil v septembru 2010
potrjen z odlo¢bo Evropske komisije

o sofinanciranju. Projekt Modernizacija
obstojece ZelezniSke proge Divaca-Koper
je v fazi gradnje. Priprava projektov ne
poteka v skladu s prvotno nacrtovanimi
casovnicami. Vlada Republike Slovenije
nacrtuje s spremembo predpisov uvesti
poenostavitve na podroc¢ju prostorskega
umescanja vecjih infrastrukturnih
projektov v prostor, kar naj bi pospesilo
tudi pripravo Zelezniskih projektov.

Evropska komisija je od leta 2004 do konca
prve polovice leta 2009 izdala tudi odloc¢be
o sofinanciranju priprave Zelezniskih pro-
jektov iz TEN-T politike v skupnem znesku
43,3 milijona evrov. Odlocbe se nana$ajo
na sofinanciranje priprave investicijske,
projektne dokumentacije in drugih Studjij
ter izgradnjo sistema ERTMS v Republiki
Sloveniji. Tudi v teh primerih so bili roki
¢rpanja sredstev na pro$njo Republike
Slovenije podaljSani.

For the projects listed in the above table,
450 million euros from the European
Cohesion Policy funds were envisaged.
Project Modernisation of the existing railway
line Divaca—Koper is in construction phase
and co-financing was confirmed with

a European Commission decision in
September 2010. The preparation of the
projects is not carried out in accordance
with the originally planned schedule.

The Slovenian Government plans to
implement simplifications in the field of
placing facilities in physical space by
changing the regulations, which should
also accelerate the preparation of the
railway projects.

Between 2004 and the first half of 2009, the
European Commission also issued the decisions
on co-financing the preparation of the TEN-T
policy railway projects in the total amount of
43.3 million euros. The decisions refer to the
co-financing of the preparation of investment
and project documentation and other studies
as well as the construction of the ERTMS
system in Slovenia. In these cases, too, the
time limits of utilising the funds were extended
on request of Slovenia.
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6. Nacrtovanje nove proge
Divaca-Koper

Na obmoc¢ju med Divaco, Koprom in
drzavno mejo z Italijo so nacrtovani trije
investicijskih projekti JZI. Podrobneje
smo obravnavali nacrtovanje nove proge
Divaca-Koper.

Slika3: Prikaz nacrtovane nove proge Divata-Koper*

Vir: Strategija razvoja Slovenskega Zelezniskega omreZja V. in X. Pan-Evropskega
koridorja, vmesno porotila, februar 2004, Ministrstvo za promet.
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6. Planning of the new
Divaca—Koper line

Three PRI investment projects are planned
in the area between Divaca, Koper and the
state border with Italy. The planning of
the new Divaca—Koper line was considered
in detail.

Figure 3: Presentation of the new Divata-Koper line*

Source: The development Strategy of the Slovenian Railway Network of the Pan-European
Corridors V and X, interim report, February 2004, Ministry of Transport.
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* 7 modro barvo je oznacen potek nove proge Divaca-Koper, s ¢rno barvo pa potek obstojete proge Divata-Koper.
* The course of the new Divata-Koper line is marked with blue and the course of the existing Divata-Koper line with black.




Evropska komisija je 29. 12. 2004 izdala
Odloc¢bo o dodelitvi finan¢ne pomoci
TEN-T sklada v znesku 5,47 milijona evrov
projektu skupnega interesa ,Tehnicne
Studije za graditev drugega tira ZelezniSke
proge Divaca-Koper”. Prvotni rok za izdelavo
tehnic¢nih $tudij je bil 30. 9. 20085.

Na prosnjo Republike Slovenije je bil rok
¢rpanja sredstev veckrat podaljSan, vendar
Studije do konca leta 2009 3e niso bile
zakljucene.

Za novo progo Divaca-Koper je bil v letu
2005 izdelan in potrjen investicijski
dokument: Dokument identifikacije
investicijskega projekta za Il. tir Divaca-Koper.
Investicija v novo enotirno progo je bila
ocenjena na 661,13 milijona evrov. 1z
dokumenta je razvidno, da je namen
investicije povecati zmogljivost in
zanesljivost ZelezniSkih povezav med
Koprom in Divaco zaradi pricakovanega
povecanega obsega pretovora v Luki Koper.

V letu 200S je bil sprejet drzavni lokacijski
nacrt za novo enotirno progo s katerim je
bila proga umescena v prostor. Tehni¢ne

karakteristike proge so prikazane v tabeli 5.

Tabela 5: Karakteristike nacrtovane nove proge Divata-Koper

On 29 December 2004, the European
Commission issued a Decision on allocating
the TEN-T fund financial assistance in the amount
of 5.47 million euros for the project of common
interest “Technical Studies for Constructing the
Second Rail of the Divaca— Koper Railway Line”.
The initial time limit for preparing the technical
studies was 30 September 2005. On request
by Slovenia, the time limit for utilising the funds
was extended several times, however, the studies
were not yet completed by the end of 2009.

In 2005, the investment document for the new
Divaca—Koper line was prepared and confirmed:
Investment Project Identification Document for
the 2nd Divaca—Koper Line. The investment
in the new single-track line was estimated to
be 661.13 million euros. From the document it
is evident that the purpose of the investment
is to increase the capacity and reliability of the
railway connections between Koper and
Divaca due to the expected increased volume
of transhipment at Luka Koper.

The national spatial plan for the new single-track
line, which placed the line in physical space, was
adopted in 2005. The technical characteristics
of the line are presented in Table 5.

Table 5: The characteristics of the planned new Divaca-Koper line

Karakteristika Vrednost
Characteristic Value
DolZina trase / The route length 27,224 km
DolZina trase v predorih / The route length in the tunnels 20,320 km
Dele predorov / The share of tunnels 74,64 odstotkov / percent

Najvecji gradbeni vzpon / The highest construc-tion rise

17 promilov / per mil

Maksimalna hitrost / Maximum speed

160 km/h

Vir: Dokument identifikacije investicijskega projekta za novo dvotirmo progo Divaca-Koper.

Source: Investment Project Identification Document for the new double-track Divaca-Koper Line.
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Projekt izgradnje nove proge
Divaca-Koper je kot prednostni naveden
tudi v Operativnhem programu razvoja
okoljske in prometne infrastrukture za
obdobje 2007-2013. Predvideno je
sofinanciranje iz kohezijskih sredstev

v vrednosti 248 milijonov evrov.

Prijava Evropski komisiji $e ni bila
posredovana.

V letu 2008 je Ministrstvo za promet
pricelo z aktivnostmi nacrtovanja nove
dvotirne proge namesto do takrat
nacrtovane nove enotirne proge. Izdelan
in potrjen je bil investicijski dokument:
Dokument identifikacije investicijskega
projekta za novo dvotirno progo Divaca-
Koper. Investicija v novo dvotirno progo je
bila ocenjena na 1.204,0 milijona evrov.

V marcu leta 2009 je bila izdelana Studija

z naslovom: Izdelava prometne tehnologije
za proge med Divaco, Koprom in Trstom,
v kateri so bile ocenjene zmogljivosti
povezav med Divaco in Koprom kakor
prikazuje tabela 6.

Tabela 6: Obstojece in nacrtovane zmogljivosti na povezavi Divata-Koper

The project of constructing the new Divaca—
Koper line is also listed as a priority in the
Operational Programme 'Development

of Environment and Transport Infrastructure’
for the 2007-2013 period. Co-financing from
the Cohesion Funds is envisaged in the amount
of 248 million euros. The application to the
European Commission has not been yet
submitted.

In 2008, the Ministry of Transport began
planning the new double-track line instead of
the single-track line that had been in the plans
until then. The following investment document
was prepared and confirmed: Investment
Project Identification Document for the new
double-track Divaca—Koper Line. The investment
in the new double-track line was estimated

to be 1,204.0 million euros.

In March 2009, a study titled: Preparation
of transport technology for the line between
Divaca, Koper and Trieste was prepared,

in which the capacities of the connections
between Divaca and Koper as shown in
Table 6 were estimated.

Table 6: The existing and planned capacities of the Divaca-Koper connection

Proge Propustnost ($t. vlakov na dan) Zmogljivost (v milijonih ton letno)
Lines Capacity (no. of trains per day) Capacity (in million tons annually)
Obstojeca proga / The existing line 72 92
Modernizirana obstojeca proga / Modernised existing ling 82 14,3
Nova enotirna proga / New single-track ling 95* 14.4*
Nova dvotirna proga / New double-track line 197* 33,1

* podatek se nanasa na pododsek med Crnim Kalom in Koprom.
* The data refers to the subsection between Crni Kal and Koper.

Vir: lzdelava prometne tehnologije za proge med Divaco, Koprom in Trstom, Prometni institut Ljubljana d. o. 0., marec 2009.
Source: Preparation of transport technology for the line between Divata, Koper and Trieste, Prometni indtitut Ljubljana d. o. 0., March 2009.




Ministrstvo za promet je aprila 2009
podalo predlog, da se izgradi nova
enotirna proga Divaca-Koper. Temu je
sledila priprava dokumentacije za
pridobitev gradbenega dovoljenja za novo
enotirno progo Divaca-Koper na odseku
Crni Kal-Koper, ki do konca leta 2009

Se ni bila izdelana.

Pri nacrtovanju projekta je prihajalo do
zastojev tudi zaradi nejasnosti o potrebni
zmogljivosti proge in preucevanju prikljucka
nove proga Divaca-Trst. Ocena potrebne
zmogljivosti je klju¢na za odlocitev o
Stevilu tirov nove proge Divaca-Koper.
Odlocitev o umestitvi priklju¢ka nove proge
Divaca-Trst pa je potrebna za dobro in
smotrno nacrtovanje celotne prometne
reSitve na obmocju. Zamude pri nacrtovanju
so vplivale tudi na ¢asovni potek ¢rpanja
sredstev kohezijske politike. Nacrtovan
zacCetek ¢rpanja sredstev se je zamaknil

za dve leti in obdobje ¢rpanja podaljsalo

iz treh na S$tiri leta (tabela 7).

Tabela 7: Naértovana dinamika ¢rpanja sredstev kohezijske politike
programskega obdobja 2007-2013 za projekt nove proge Divata-Koper

In April 2009, the Ministry of Transport
submitted a proposal that a new single-track
Divaca—Koper line be constructed.

The preparation of documentation for acquiring
a building permit for the new single-track
Divaca—Koper line on the Crni Kal-Koper
section followed, which had not yet been
completed at the end of 2009.

There were delays during project planning due
to studies of the junction with the new Divaca—
Trieste line and because the required capacity
of the line was unclear. The assessment of the
required capacity is of key importance for the
decision on the number of tracks of the new
Divaca—Koper line. A decision on placing the
junction with the new Divaca—Trieste line is
required for good and efficient planning of the
entire transport solution in the area. The delays
during planning also affected the timeline of
utilising the Cohesion Policy funds. The planned
beginning of utilising the funds was delayed
for two years and the utilisation period was
extended from three to four years (Table 7).

Table 7: The planned dynamics of utilising the Cohesion Policy funds for the
Programming Period 2007-2013 for the new Divaca-Koper line project

Leto Nacrtovano v letu 2007 Nagrtovano v letu 2009
Year Planned in 2007 Planned in 2009
2008 0 /
2009 0 0
2010 9.180.000 0
201 59.130.000 0
2012 179.710.000 46.162.700
2013 0 46.162.700
2014 0 46.162.700
2015 / 46.162.700
Sﬁ;‘;’j 248,020,000 184.650.797
Vir: podatki Ministrstva za promet na podlagi zadnjih rebalansov prorauna za leti 2007 in 2009.
Source: The data of the Ministry of Transport based on the last supplementary budget for the years 2007 and 2009.
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Iz investicijske dokumentacije je razvidno,
da bodo z izgradnjo nove enotirne proge
povecane kapaciteta, zanesljivost in
varnost povezave ter skrajSan prevozni cas.
V tabeli 8 prikazujemo razliko med karak-
teristikami obstojece proge in nacrtovane
nove enotirne proge.

Tabela 8: Primerjava obstojece in nacrtovane nove proge Divaca-Koper
(razcep tovorna/potniska)

It is evident from the investment documentation
that with the construction of the new single-
track line, the capacity, reliability and safety
will be increased and the transport time will
be shortened. Table 8 shows the difference
between the characteristics of the existing line
and the planned new single-track line.

Table 8: The comparison of the existing and the planned new
Divaca-Koper line (freight/passenger division)

Karakteristika Obstojeca proga Nova proga
Characteristic The existing line The new line
DolZina trase / The route length 45,5 km 217,224 km
Maksimalna hitrost / Maximum speed 60-90 km/h 160 km/h
Osna obremenitev / Axle load D3 D4
Vir: Dokument identifikacije investicijskega projekta za novo dvotimo progo Divaca-Koper.
Source: Investment Project Identification Document for the new double-track Divaca-Koper Line.
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7. Ugotovitve 7. Conclusions

Strategija razvoja JZI v Sloveniji: The PRI development strategy in Slovenia:

=V Republiki Sloveniji je dolgoro¢ni = In Slovenia, PRI long-term development

razvoj JZI od leta 1996 do leta 2005
celovito obravnaval Nacionalni
program razvoja JZI. Od leta 2005
naprej so bili sprejeti posamezni
programi, ki posredno ali parcialno
obravnavajo razvoj JZI. Zdaj je

v pripravi nov program razvoja JZI za
obdobje od leta 2010 do 2023.
Obstojeci programi in Studije
predvidevajo modernizacijo JZI

v Sloveniji skladno z usmeritvami
evropske prometne politike, vendar
pa financna sredstva niso bila

v celoti zagotovljena. DrZavni zbor
Republike Slovenije je spomladi leta
2010 potrdil zakon o zagotavljanju
namenskih javnih sredstev za
investicije v JZI in vzdrZevanje JZI.
Izpolnjevanje mednarodnih zavez je
pogosto navedeno kot pomemben
razlog za modernizacijo JZI. Pri
utemeljitvi razvoja JZI v Sloveniji bi

bilo potrebno poleg teh ve¢ pozornosti

nameniti tudi nacionalnim in
regionalnim analizam povpraSevanja
po transportnih storitvah ter analizi

ucinkov, ki jih modernizacija JZI prinese.

Razvoj JZI v Sloveniji je prednostno
usmerjen na razvoj tistih prog, ki so

between 1996 and 2005 was fully
considered by the National PRI
Development Programme. From 2005
onwards, particular programmes were
adopted that indirectly or partially
consider PRI development. At present,
a new PRI development programme for
the period between 2010 and 2023 is
being prepared.

= The existing programmes and studies
foresee modernisation of PRI in Slovenia
in accordance with European transport
policy guidelines; however, the financial
resources have not been assured in full.
In the spring of 2010, the National
Assembly of the Republic of Slovenia
adopted the act on providing earmarked
public funds for PRI investments and
maintenance.

= Fulfilling international commitments is
often stated as an important reason for
modernising the PRI. In substantiating
the PRI development in Slovenia, more
attention should be paid to the national
and regional analyses of transport
service demand and the effects analysis
due to PRI modernisation.

= The priority of PRI development in
Slovenia is to develop the lines that are




del glavnih evropskih prog

(6. prednostni projekt TEN-T in V.
vse-evropski koridor). Zaradi
dolgotrajne priprave projektov in
nezagotovljenih zadostnih finan¢nih
virov bo realizacija poc¢asnejSa od
prvotnih ¢asovnic. Prioritetno se
nacrtujejo in izvajajo projekti, ki so
oziroma bodo sofinancirani s sredstvi
kohezijske politike.

part of the main European lines

(TEN-T Priority Project 6 and the
Pan-European Corridor V). Due to the
longer preparation period of projects
and insufficient financial sources, the
implementation is slower than the
initial schedules suggested. The projects
that are or will be co-financed with
Cohesion Policy funds are being
planned and implemented with priority.

Programi in investicije podprti
s sredstvi EU

The programmes and investments
supported with EU funds

= V programskem obdobju od leta = In the programming period between

2000 do 2006 so bili sofinancirani

s sredstvi ISPA Stirje in s sredstvi
kohezijske politike dva projekta JZI.
Vseh Sest projektov se nanasSa na
traso V. vse-evropskega prometnega
koridorja in 6. prednostnega projekta
TEN-T. Pri izvajanju projektov je
prihajalo do zamud, vendar bodo

vsi projekti zakljuceni.

V programskem obdobju od leta 2007
do 2013 je 11 odstotkov vseh sredstev
kohezijske politike do katerih je
upravi¢ena Republika Slovenija,
namenjeno investicijam v JZI.

Za sofinanciranje je predvidenih pet
projektov, ki se vsi nanasajo na traso 6.
prednostnega projekta TEN-T.

Pri nac¢rtovanju investicij prihaja do
zastojev in posledi¢no do zamikov
rokov izvedb. Nacrtovano obdobje
¢rpanja sredstev kohezijske politike
je zaenkrat znotraj upravicenih
rokov za ¢rpanje.

Pravila izvrSevanja Evropske
kohezijske politike, predvsem
finan¢nega upravljanja s sredstvi

2000 and 2006, four PRI projects were
co-financed with the ISPA funds and two
PRI projects with the Cohesion Policy
funds. All six projects refer to the route
of the Pan-European Transport Corridor
V and TEN-T Priority Project 6. There
were delays in implementing the
projects; however, all projects will be
completed.

In the programming period between
2007 and 2013, 11 percent of all
Cohesion Policy funds to which
Slovenia is entitled is intended for

PRI investments. Five projects referring
to the TEN-T Priority Project 6 route are
envisaged for Cohesion Policy
co-financing. There are delays in
investment planning and,
consequently, in implementation.

The planned utilisation period of the
Cohesion Policy funds is, for now,
within the eligible utilisation

time limits.

The implementation rules of European
Cohesion Policy, particularly the financial
management of Cohesion Policy funds
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kohezijske politike in stroga pravila
o Casovnih mejah upravicenosti do
¢rpanja teh sredstev pospesujejo
izvajanje projektov, vendar se ob tem
povecujejo tudi tveganja za smotrno
izvedbo projektov.

Nacrtovanje nove proge Divaca-Koper

= Projekt je v fazi nacrtovanja, zacetek
gradbenih del je predviden za leto
2011. Cilji projekta in tehni¢ne
karakteristike proge so usklajene

z nacionalnimi in evropskimi
strategijami. Glavni cilj projekta

je odprava oziroma preprecitev
nastanka omejitev v kapacitetah in
izboljSanje ostalih tehni¢no
varnostnih karakteristik povezave.
V fazi nacrtovanja je bila dilema
odlocitev o tem ali je potrebna
eno ali dvotirna proga. Sedaj se
nacrtuje enotirna progo

z mozZnostjo kasnejSe nadgradnje

v dvotirno progo.

Stroski projekta so bili ocenjeni v
investicijski dokumentaciji, ki jo je
potrdilo Ministrstvo za promet.
Finan¢ni viri so doloceni (drZzavni
proracun in kohezijska sredstva),
vendar ne Se zagotovljeni. Financ¢na
in ekonomska analiza sta bili
izvedeni le delno, saj klju¢ni
investicijski program projekta Se ni
izdelan. Kljub temu je v teku
pridobivanje dokumentacije

za izdajo gradbenega dovoljenja.

and the strict rules on time limits of
eligibility for utilising these funds
accelerate the implementation of projects;
however, the risks for efficient, effective
and economically sound implementation
of projects increase accordingly.

Planning of the new Divac¢a—Koper line

= The project is in the planning phase

and the beginning of the construction
works is envisaged for 2011. The project
objectives and the technical characteristics
of the line have been harmonised with
the national and European strategies.
The main objective of the project is to
eliminate or prevent limitations of
capacity and to improve the other
technical and safety characteristics of
the connection. In the planning phase,
the dilemma was whether a single-track
or double-track line was required.

Now, a single-track line is being planned
with the option of subsequent
upgrading to a double-track line.

The project costs were estimated in the
investment documentation approved by
the Ministry of Transport. The financial
sources have been determined

(the state budget and the cohesion
funds), but are still not ensured.

The financial and economic analyses
were performed only partially, because
the key investment programme of the
project has not yet been prepared.
Regardless, the document acquisition for
issuing a building permit is in progress.
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= Pri nac¢rtovanju projekta nove proge = In planning the project of the new

Divaca-Koper smo zaznali predvsem Divaca—Koper line, particularly the
naslednje slabosti: following weaknesses were identified:

» priprava investicijske, tehni¢ne in » preparation of the investment, technical

druge dokumentacije je neusklajena
oziroma ne poteka v ustreznem
vrstnem redu, kar prinasa
nepreglednost in lahko vpliva na
kvaliteto izvedbe projekta,

pristojni so pri nac¢rtovanju projekta
sprejeli tudi odlocitve, ki v ¢asu
odlocitve Se niso bile v popolnosti
preverjene z ustreznimi analizami.

and other documentation was not
harmonised or was not carried out in
the appropriate order resulting in lack
of transparency and it may affect the
quality of project implementation;
during planning of the project, the
competent authorities also adopted
decisions that were not fully verified
with appropriate analyses at the time.
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8. Priporocila

Ministrstvu za promet in Direkciji:

= Pri doloc¢anju optimalnega obsega
investicij v JZI naj bodo odlocitve
utemeljene z upoStevanjem celotne
trase V. vse-evropskega koridorja
v Sloveniji, povprasevanjem po
transportnih storitvah in ucinki,
ki jih modernizacija JZI prinese.

= Predlog novega nacionalnega
program razvoja JZI naj vsebuje jasne
ucinke programa, ciljne tehni¢ne
parametre za glavne evropske proge
v Sloveniji in realne financ¢ne vire.

Pristojni organi naj oblikujejo postopke
in/ali navodila za pripravo investicijske
dokumentacije, ki bodo zagotavljali
¢asovno in vsebinsko usklajenost potrebnih
aktivnosti v procesu pridobivanja
potrebnih dokumentov, vklju¢no z
morebitnimi poenostavitvami postopkov
(investicijska dokumentacija, prostorska
dokumentacija, gradbena dokumentacija
in prijava projekta Evropski komisiji).

V teh navodilih naj bodo predvideni tudi
postopki in nacini naroc¢anja in vrednotenja
analiz oziroma Studij.

8. Recommendations

To the Ministry of Transport and the Agency:

= In determining the optimum scope of PRI
investments, the decisions should be
substantiated by taking into consideration
the entire Pan-European Corridor V in
Slovenia, the transport service demand
and the effects due to PRI modernisation.

= The proposal of the new national PRI
development programme should contain
clear effects of the programme foreseen,
target technical parameters for the main
European lines in Slovenia and real
financial sources.

The competent authorities should create
procedures and/or instructions for preparing
the investment documentation that will provide
for the harmonisation of activities in relation to
time and content in the process of acquiring
the necessary documents, including any
simplifications of the procedures (investment
documentation, spatial documentation,
construction documentation and the application
of the project to the European Commission).
These instructions should also include the
procedures and methods of commissioning
and evaluating the analyses or studies.
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Evropski komisiji:

Modernizacijo in/ali gradnjo Zelezniskih
povezav, Ki so izrazito v skupnem
evropskem interesu, je pogosto tezko
upraviciti zgolj na podlagi nacionalnih
potreb in koristi. Evropska unija bi morala
za ¢asovno usklajeno ter kakovostno
uresnicevanje TEN-T politike pravocasno
zagotoviti informacijo o delezu
sofinanciranja posameznih odsekov glede
na koristi, ki jih modernizacija prinasa
tudi za Evropsko unijo. Za kvalitetno
nacrtovanje nacionalnega razvoja JZI,
predvsem obsega investicij, bi bila zato
smiselna bolj aktivna vloga Evropske komisije
pri oblikovanju finan¢nih izhodis¢ za
podrobnejSe nac¢rtovanje modernizacije
nacionalnih Zelezni3kih koridorjev.

To the European Commission:

The modernisation and/or construction of
railway connections that are highly in the
common European interest is often difficult to
justify only on the basis of national needs and
benefits. For timely, harmonised and quality
implementation of TEN-T policy, the European
Union should provide in due time information
on the TEN-T policy co-financing share of
particular sections with regard to the benefits
of the modernisation for the European Union.
Therefore, for quality planning of national

PRI development, particularly the scope of
investments, a more active role of the
European Union in forming the financial
positions for detailed planning of
modernising the national railway corridors
would be welcome.
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1. Bevezetés

Az EU Szamvev@székek Kapcsolattarto
Bizottsdaga CC-R-2008-4. sz. hatdrozatanak
2/B pontjaban javasolta a Transzeurdpai
Kozlekedési Hal6zat (TEN-T) V. korridor
vasuthdlozatat érint6 beruhazasi
projektek megvaldsitdsa érdekében kapott
EU-s tdmogatédsok felhaszndldsédra
parhuzamos - tobb tagallamot érintd,
hatdron atnyualo - teljesitmény-ellen6rzés
végrehajtasat. A jelenlegi TEN-T prioritasi
tengelyek és beruhdzdsi projektek
tekintetében szamos orszag, igy tobb
szamvev3szEk érintett a parhuzamos
ellen6rzésben. Magyarorszdg a TEN-T
pdalyahdlézat V. paneurdpai korridor 6. sz.
kiemelt eurdpai projekt vonaldn

EU tdmogatédssal megvalosul6 vasutvonal
fejlesztések ellendrzését javasolta

a palyaszakaszt érint6 orszagok bevondsaval
(Olaszorszag, Szlovénia, Franciaorszag).

Az ellendrzés célja annak értékelése volt,
hogy

= a parhuzamos ellenérzésben részt vevo
tagorszagok sajat kdzlekedési politikaja
illeszkedik-e a kozosségi kozlekedés-
politika elveihez, meghatdroz-e
fejlesztéséhez kapcsolédodan;

= az EU 4ltal tdmogatott vasuti ttvonalak
fejlesztése - a meghatdrozott nemzeti

1. Introduction

In Paragraph 2/B of its CC-R-2008-4 resolution
the Contact Committee of the EU Supreme
Audit Institutions recommended carrying out
a co-ordinated — cross-border, various Member
States involved — performance audit on the
utilisation of the EU funds granted for the
realization of the investment projects related
to the Trans-European Transport Network'’s
(TEN-T) corridor 5 railway network.
Considering the recent TEN-T priority axes
and investment projects, it is an audit subject
where many countries and therefore

many SAls are interested in the coordinated
audit work. Hungary recommended the audit
of the EU co-financed railway development
projects in the path of priority European
project N° 6 (TEN-T railway network’s

5t Pan-European corridor) involving the
countries which are concerned in that line
(Italy, Slovenia, France).

The audit objective was to evaluate:

= whether the respective transport policy
in the participating countries are in line
with the principles of the community
transport policy and whether it defines
a demand for the modernisation of
railway transport in relation to corridor 5;

= whether the development of railway
network financed by EU funds — taking
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és kozosségi kozlekedéspolitika elveinek
tigyelembevételével - célszertien és
eredményesen val6sul-e meg a TEN-T
pdlyahaldzat V. paneurdpai korridor
6. sz. kiemelt eurdpai projekt vonaldn
(V. korridor);
= a kivalasztott projektek el6készitésére
és megvalositasdra létrehozott rendszer
eredményesen biztositja-e az V. korridort
érintd vasuti pdlyahdlézat és a kapcso-
16d6 infrastrukturdlis fejlesztések meg-
val6sitasat a részt vevs orszdgokban;
= a kivalasztott projekt elérte-e, illetve
varhatdan el fogja-e érni a kdzosségi
és nemzeti stratégidban meghatdrozott
célokat.
Az ellenérzés targya olyan folyamatban 1évs/
befejezett vasuti vonalszakasz beruhdzas,
amely unids tdmogatdssal valosul(t) meg.
Az ellen6rzés keretében egy-egy orszag
a sajat vonalszakaszat vizsgalta. Az ellenSrzott
vonalszakasz, illetve azon beliili projekt(ek)
kivélasztédsa a részt vevs orszagok onallo
hataskorébe tartozott.

A konzisztens megkozelités érdekében
minden szdmvevGszEék — amennyire csak
lehetett - kovette az elfogadott ellenGrzési
programot, kiilonosen tekintettel arra a {6
kérdésre, hogy az ellen6rzés ala vont TEN-T
projekt el6készitési folyamata és meg-
valdsitdsa eredményesen szolgdlta-e az unids
és nemzeti kozlekedéspolitikai célok id6-
aranyos teljesitését és a rendelkezésre 4116
forrasok hasznosuldsat. Az ellenSrzés

a 2000-2010. évekre iranyult.

Az ellenérzés jogszabalyi alapjat az Allami
Szamvev6székrol szol6 1989. évi XXXVIIL.
torvény 2. § (5)-(6) bekezdésében foglaltak
képezték.

into account the principles of the
respective national and community
transport policy — is effectively and
efficiently implemented on the line of
the priority project 6 of the trans-
European transport corridor 5;

= whether the system set up for preparation
and realisation of the selected projects
effectively ensures the implementation
of the railway network and related
infrastructure developments concerning
corridor 5 in the participating countries;

= whether the selected project has
achieved/will achieve its objectives
defined in the community and national
strateqgy.

The audit focuses on an already completed or
still running railway section investment that is
(was) financed by EU funds. Within the
confines of the audit each SAl audited its own
railway section. The selection of the respective
railway section, or within this railway section
the selection of a respective project or projects
lay with the respective SAls.

To ensure a coherent approach, all SAls
followed the audit plan approved as close as
possible, particularly with regard to the
following main question: did the preparation
process and the realisation of the TEN-T
project selected to be audited efficiently
served the time-proportional implementation
of the EU’s and national transport policy
goals, as well as the utilisation of available
resources? The audit focused on the period
2000-2010.

Items (5)—(6) of § 2 of the Act XXXVIII of 1989
on the State Audit Office serve as legal basis
for the audit activity.
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2. Osszegzé megallapitasok

A Magyar Koztarsasag az Eurépai Unidhoz
tortént csatlakozdsat kovetGen részesévé vdlt
az eurdpai kozos kozlekedéspolitikanak is,
amelynek fontos célkittizése a kornyezet-
kimélg vasuti kozlekedés igénybevételének
Osztonzése a jelenleg domindns kozuti
szallitassal szemben. A kozosségi kozlekedés-
politika kiemelt teriiletként kezeli a vasuti
kozlekedés fejlesztését, illetve a vasuti
tevékenységek fokozatos liberalizdciojat.

A vasutrol sz6l6 1993. évi torvény! 2001-2004.
években tortént modositdsaival, valamint a
részletes szabdlyokat megdllapité miniszteri
rendeletek megalkotdsaval a kozosségi jog
elsé vasuti csomagjat képezd kozlekedés-
fejlesztési iranyelvek hazai jogszabélyokba
valo atultetése dont6en? megvaloésult.

A kozlekedéssel Osszefliggd intézmény-
rendszer kiépitése a 2004. évig csak részben
tortént meg, az intézményrendszer a vasuti
kozlekedésrdl sz6lo 2005. évi torvény
megalkotdsaval valt egységessé. A vasuti
korszertsitést az Orszaggytilés hatdrozataval
2004-ben elfogadott altalanos kozlekedés-
politikai elveken és fejlesztési irdnyokon

1 A vasutrol sz616 1993. évi XCV. torvényt 2006. janudr 1.
napjaval a vasuti kozlekedésrol sz616, 2005. évi CLXXXIII.
torvény 86. § (1) bekezdése hatdlyon kiviil helyezte.

2 A Magyar Vasuti Hivatal jogszabdlyelemzése alapjan
a kozosségi jog atiiltetése még nem valdsult meg teljes
kortden (pl. palyahasznalati dij).

2. Concluding statements

Having joined the European Union, the
Republic of Hungary has become the member
of the common European transport policy as
well, where urging the use of environmentally
sound railway transport against the currently
dominating road transport is a main objective.
The Community Transport Policy particularly
considers the development of railway
transportation and the gradual liberalization
of railway activities as priority areas.

After several amendments of the 1993
Railway Act' between 2001-2004 and

the issuance of the ministerial decrees which
laid down detailed regulations, the
incorporation of the Acquis Communautaire’s
first transport development directives
(including railways) into the national
legislation was essentially completed?.

The set-up of the transport related
institutional system was only partly successful
until 2004. The institutional system became
homogeneous after enacting the Railway
Transportation Act in 2005. Beyond the
general transport policy principles
approved by a parliamentary decree in 2004

T Act XCV of 1993 on the Railway was overruled by section
1 of article 86 of Act CLXXXIII of 2005 on Railway
transportation as of 1 January 2006.

2 According to the interpretation of law by the Hungarian Rail
Office, the adoption of the Acquis Communautaire has not
yet been realised in full measure (e.g. infrastructure fees).
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tal tobb ,atfogd” fejlesztési koncepcio is
érintette, amelyek kozos jellemz§je az volt,
hogy forrasokkal nem voltak megfeleléen
aldtamasztva. A csokkend koltségvetési
forrasokat a hitelek és az EU-s tdmogatédsok
egészitették ki, amelyek felhaszndaldsat az
atiutemezés és koltségtullépés jellemezte.

A vasuti kozlekedés-fejlesztés rovid tava
(2008-2013) stratégidja az infrastruktdra
megbizhatésdganak fokozdsdra koncentrdlt,
a legfontosabb feladatként az dtlagos EU
teljesitmény elérését jelolte meg, amely
illeszkedik az EU irdnyelvekben
meghatdrozott fejlesztési politikdhoz.

A fejlesztések elsGsorban a TEN-T 22. és

6. szamu kiemelt vasuti tengellyel

(azaz a IV. és V. paneurdpai folyosoval)
kapcsolatos projektekre koncentrdltak.

A vasut mikodésének és fejlesztésének
finanszirozasara bonyolult, sokszereplSs
dontési mechanizmus alakult ki.

A beruhadzasi javaslatokat a megvalosito
szervezetek allitottak Ossze, azok
megvalositdsaval kapcsolatos dontésekben
a kiilonboz6 pénzforrasok gazdai,

a tulajdonosi jogokat gyakorl6 GKM és

a PM, valamint az uni6s timogatasok oda-
itélését elbirdl6 NFU kozvetleniil, vagy
kozvetve vett részt. A fejlesztések finansziro-
zasahoz 2000-200S5 kozott a forrdsok —
megfelel$ Osszegben, 0sszetételben, vagy
id6ben - nem 4lltak rendelkezésre. Nem
finansziroztdk a beruhdzasok el6készitését,
az esetleg el6készitett, de a csuszdsok miatt
részben tulhaladott projektek aktualizaldsat.
A vasutfejlesztés finanszirozasanak jelenlegi
rendszere nem hatékony, mivel a tal-
bonyolitott szervezeti irdnyitds nem
biztositja a fejlesztési forrasok atlathato és
koncentrélt felhaszndlasat. Az els6 EU-s
tdmogatdsok el6készitési rendje és

and development trends, the modernisation
of the railway system was affected by many
‘comprehensive’ development concepts that
equally lacked the necessary resources.

The decreasing budget funds were
complemented with loans and EU supports
where rescheduling and overrunning the
expenses were typical. The short-term
(2008-2013) strategy of the railway
transport development focuses on the
enhancement of the infrastructure’s reliability,
its main task being the achievement of

the EU average performance, in compliance
with the EU directives on development
policy. The developments mainly focused

on projects connected to TEN-T 22 and

6 priority railway axes (4" and 5% Pan-
European corridor).

An intricate and multi-person decision-making
mechanism was set up to finance the
development and the operation of the railways.
Investment recommendations were made by
the implementing organisations. The owners
of the different financial resources, the
Ministry of Economy and Transport (GKM)
and the Ministry of Finance (PM) as the
possessors of the right of ownership, and the
National Development Agency (NFU)
responsible for the EU grant award procedure
made implementation decisions in direct or
indirect ways. Necessary resources for financing
the developments between 2000-2005 were
not available in due time, structure or amount.
The preparation of the investments, just like
the actualisation of the prepared but in the
meantime outdated projects was not financed.
The present system of railway development
financing is inefficient because the
overintricated organisational control does not
ensure the clear and concentrated utilisation
of the development funds. The preparation
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kovetelményei ismeretlenek,’ a kedvezmé-
nyezettek pedig felkésziiletlenek voltak

a tdAmogatdsok igénylésére és azok
fogadésara. Nem 4llt rendelkezésre az EU
kovetelményeinek is megfelel§ fejlesztési
stratégia. A rendelkezésre 4116 pénziigyi
forrdsok behataroltdk a projekteket,

a tervezett rdforditdsok nem tartalmaztak
inflaciokovetést, a 2000-2001. években
csak a MAV Zrt. kerete 4llt rendelkezésre

az el6készitésre, az dllami koltségvetésben
nem szerepelt fedezet az el6készitési munkdk
végrehajtasdra. A tamogatdsok igénybe-
vételét 2000-2005 Kozott nehezitette

a magyar koltségvetés helyzete, ami miatt

a tamogatast €lvez6 EU-s projektek hatdrid6
csuszasa kovetkezett be. A dontéseket
befolydsoltdk a forrdshidnyos kornyezet,

a muszaki allapot, a nemzetkozi elkotelezett-
ségek, a MAV szolgéltatdsi prioritdsai és

a valtozo kozlekedéspolitikai koncepciok.
Az EU-bOl érkezé forrdsok fogadasahoz,
illetve a projektek lebonyolitdsdhoz sziikséges
intézményrendszert Magyarorszdg az EU
el6irdsai alapjan, a hazai jogszabdlyokat is
figyelembe véve alakitotta ki. A sziikséges
atszervezések is késedelemhez vezettek, igy
példaul 2007-ben a MAV beruhézasok
lebonyolitdsdnak dtszervezése a Nemzeti Infra-
struktura Fejleszt6 Zrt.-be tobb honapos kiesést
jelentett a timogatdsok igénybevételénél.

Az ellen6rzott iddszak legfontosabb vasut-
halozat-fejlesztései a kiillonféle unios
tamogatdasokkal (ISPA, Kohézids Alap és
KIOP forrasokbdl, valamint az EIB I/A és 1/B,
valamint IV. hitelek felhaszndldsaval)
megvaldsulé vastti infrastruktirafejlesztések
voltak. Az eleve egy éves késéssel elfogadott

3 Megdllapitotta az ISPA tdmogatasokrol sz616 530. sz.
ASZ jelentés.

process for the first EU grants and the eligibility
criteria thereof are unknown? and the
beneficiaries were unprepared for applying for
and receiving funds. There was no development
strategy available that complied with the EU
requirements. The available financial resources
restricted the projects and the proposed
expenditures did not contain inflation correction.
Only the resources of the Hungarian State
Railways Co. Ltd. (hereinafter: MAV Zrt.) were
available for preparation works in 2000-2001,
there was no reserve in the national budget

to carry out the preparation work. The state

of the Hungarian budget made the drawing
of the funds more difficult in 2000-2005, that
is why the EU-funded projects ran out of
deadlines. The decisions were influenced by
the lack of resources, the technical conditions,
the international commitments, the service
priorities of MAV and the changing transport
policy concepts. Hungary has created the
necessary institutional background for
receiving EU funds and completing projects

in compliance with both EU regulations and
the national legislation. The necessary
re-structuring also led to delays, just like in
2007 in case of the merge of the
implementation of MAV investments into

the National Infrastructure Developing Zrt.
that resulted in a several-month delay in

the utilisation of funds.

The most important railway network
developments in the audited period were
railway infrastructure developments with
different EU supports (ISPA, Cohesion Fund
and KIOP (Environment Protection and
Infrastructure Operational Programme),
using EIB I/A and I/B, and also IV. loans).

3 As stated in the SAO report on the audit of improving
transportation infrastructure implemented in the framework
of ISPA Programmes (0530).
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Magyar Kozlekedéspolitika 2003-2015. évi
fejlesztéseinek legfontosabb célkittizései
csak részben valdsultak meg. Az ISPA csak

a Helsinki folyosok mentén elhelyezked6
vasutvonalak fejlesztéséhez jarult hozza.
Magyarorszag az ISPA programban 2004-ig
243,4 M eur6 tamogatdsra nyujtott be vas-
utfejlesztési projekteket. A 2000-2004 kozotti
programozdsi idészakban rendelkezésre 4llo
kozlekedési célu ISPA forrdsbél tobb mint
200 M eur6 tdmogatast az orszdg nem tudott
id6ben felhaszndlni. A program elsédlegesen
2006-ban, majd a szerz6désmodositdsok
miatt 2010. december 31-én zdrul, de

a finanszirozott fejlesztések teljes egészében
még nem val6sultak meg. A vasuti fejlesztések
363,2 M euro tervezett timogatasi 0sszegébdl
a 2009. december 31-ei zdrasig 346 M euro
kifizetése valosult meg. A vasuti infra-
struktira-fejlesztésre juté EU-s forrdsok
(ISPA maximum 50%, KA maximum 85%)
koltségvetési kiegészitést igényeltek,
amelyekre vonatkozoéan a hazai programok
nem Kkell6 id6ben és mértékben biztositottak
forrasokat. Magyarorszagon a fentiek
figyelembevételével a 2000-2006 években
nem volt eredményes az EU dltal timogatott
kiemelt vasuti itvonalak fejlesztése.

Az V. paneuropai kozlekedési folyoso (6. sz.
kiemelt projekt) részét képezd palya

a Zalalov6-Zalaegerszeg—Boba utirdnyon 4t
kapcsolédik a magyarorszagi vasuti f6vona-
lakhoz. Ez a megkozelitleg 80 km hosszu
vonalszakasz nagyon rossz muszaki
dllapotban volt, 80 km/h tizemi sebességgel,
és a vonalkapacitast dllando sebesség-
korldtozasokkal jelent6sen lecsokkentve
»fogadta” a nemzetkozi személyszallito-

és tehervonatokat. Magyarorszdg tobbek
kozott e vastut-vonalszakasz rehabilitacios
(korszertsités és feltjitas keveréke)

The development goals of the Hungarian
Transport Policy for 2003—-2015 — approved
with a delay of one year — have been only partly
realized. ISPA only contributed to the
development of the lines along the Helsinki
corridor. Until 2004 Hungary applied for
€243.4 M support for railway development
projects under the ISPA programme. In the
2000-2004 programming period more than
€200 M support from the available ISPA
transport funds could not be used in due time.
Primarily the programme was supposed to end
in 2006, then after the modifications of the
contracts it will end on 315t December 2010,
however the financed developments have not
yet been completed. Until 315 December 2009
only €346 M was paid from the railway
development funds instead of the planned
€363.2 M. The EU funds (ISPA maximum
50%, CF maximum 85%) for railway
infrastructure development needed
co-financing from the national budget where
the national programmes did not ensure the
necessary resources in due time and amount.
In light of the above, between 2000—2006

the development of the priority railway
network co-financed by the EU was not
successful in Hungary.

The rail line part of the Pan-European
corridor V (priority project N° 6) is connected
to the Hungarian main railway lines via the
Zalalov6—Zalaegerszeg—Boba course.

This almost 80-km-long line had been in very
bad technical condition, normal running
speed was limited to 80 km/h. International
passenger and freight trains had to face
decreased line capacity due to permanent
speed limitations. Among others in order to
complete this railways-sector’s
rehabilitation works (a combination of
modernization and reconstruction), Hungary




munkdinak elvégzéséhez nyujtott be
tdmogatdsi kérelmet az EU ISPA tdmogatasdnak
megszerzésére. Az EU Bizottsag 2000
decemberében 83,7 M eurd tdmogatast
(50%) itélt meg a projekt kivitelezési
munkdinak finanszirozdsdra a hazai koltség-
vetésbdl torténd tarsfinanszirozds mellett.

A kivitelezési munkak 167,4 M eur6t meg-
halado részét szintén a magyar koltségvetés
biztositotta, illetve biztositja. A vasatvonal
fejlesztése ISPA/KA finanszirozds keretében
valdsul meg, melyre a pénziigyi megallapodast
2000. december 21-€én, a tdmogatasi
szerz6dést 2001. 4prilis 15-én irtak ala.

A Pénziigyi Megallapodas modositasara -

a nem megfelelS el6készités, a kozbeszerzési
folyamatok elhtzédasa és a pénziigyi forrdsok
nem megfelel6 id6ben torténd biztositdsa
miatt - harom alkalommal kertilt sor, igy az
eredeti 2006. december 31-ei befejezési
hatdrid6 2010. december 31-ére médosult.

A tervezési, teruletszerzési és egyéb elGkészitd,
szakértdi tevékenységek tisztdn hazai forrasbol
valdsultak meg. A projekt befejezésének
varhato Osszes koltsége 199 M eurora
(17,5%-kal) emelkedett. A koltségnovekedést
az el6re nem kalkulalt inflaciés hatdsok, a
muszaki sziikségességbdl és a kozbeszerzések
elhtiz6dasabol ad6do atiitemezések, valamint
a muszaki tartalom véltozdsa okozzdk, melynek
véarhato értéke meghaladja a 29,6 M eurdt.
A 2001-ben 4tadott Szlovénia-Magyarorszag
vasuti 0sszekottetését biztositd 19 km hossza,
egyvaganyu vonalszakasz az AGC* elGirdsok
figyelembevételével 160 km/h tervezési
sebességgel késziilt el, de a vastutvonal -
meghatdrozdan az aruszallitas igényeihez
igazodva - tizemeltetési sebességeként

4 Agreement on Main International Railway Lines -
Eurdpai Egyezmény a Nemzetkozi Vastuti F6vonalakrol

handed in an application to achieve EU ISPA
support. In December 2000 the European
Commission granted €83.7 M support
(50%) for financing the implementation of
the project co-financed from the national
budget. The expenses of the implementation
works exceeding the total amount of

€167.4 M have also been financed by the
Hungarian state budget. The development
of the railway line is implemented with
ISPA/CF assistance. The Financing
Memorandum was signed on 21 December
2000, and the subsidy contract was signed on
15 April 2001. The Financing Memorandum
had been amended three times due to

the inadequate preparation, the delay of the
public procurement procedures and the
mistiming of granting the financial resources.
Thus, the original completion deadline of

31 December 2006 was postponed to 31
December 2010.

Acquiring territories, planning and other
preparation and professional works were
completed only from Hungarian resources.
The estimated total cost of completing the
project has increased to €199 M (+17.5%).
The growth of the total cost, that is expected
to exceed €29.6 M, is generated by the
uncalculated inflation effects, the changing of
the technological content and the rescheduling
caused by the delay of public procurements and
the technological necessity. Even if the 19 km
long single track railway line — delivered in 2001
connecting Slovenia and Hungary — was
constructed with a planned speed of 160 km/h
according to the AGC* regulations, MAV
defined an operational speed of 120 km/h in
compliance with the requirements of freight

4 Agreement on Main International Railway Lines
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a MAV 120 km/h-t hatdrozott meg. A Bajén-
senye-Zalalov6 vonalszakasz folytatdsaként,
a Zalalov6-Zalaegerszeg-Boba utirdnyon
beliil, 100-120 km/h tervezési sebességgel
épiilt at a palya. A projekt tervezésénél és
megvalositasandl a muiszaki- és hat6sdgi els-
irdsok mellett a kornyezetvédelmi szem-
pontok is érvényestiltek. Az uniés tdmoga-
tassal megvaldsulo vasuti vonalszakaszok és
a hozza kapcsolédo infrastruktardk fejlesztése
nem volt 6sszhangban az értékaranyos
raforditdsok (value for money) alapelveivel.

A projekt tervezésekor a miszaki és hatosagi
el6irdsok mellett a helyben laké emberek,
az 6ket képviseld telepiilési onkorményzatok
igényeit is figyelembe vették. Az atépités
befejezésekor a nemzetkozi gyorsvonatok
menetideje Boba és az orszdghatar kozott
akar 50 perccel is csokkenhet. Az elkertil6-
és delta vaganyokndl, a nyomvonal korrekcios
szakaszokon a tdjba illesztve épiilt az 1Gj
nyomvonal. Magyarorszdg egyik kiemelt
természetvédelmi teriiletén a dizelvontatast
telvalto villamositott vasutvonal mentén
jelentSsen csokkent a zaj- és rezgésterhelés
és a mozdonyok kdros anyag kibocsatasa.

A vonal mentén €16k korszerd, az esély-
egyenloségi feltételeket is figyelembe vevd
allomadsi és peronburkolaton juthatnak el

a szerelvényekhez. A 2010. februdr havi
indikdtorok 6sszegzése alapjan az 0sszesen
78 km-es vasuti vonalszakasz feldjitdsdnak
muszaki késziiltsége 85,1%-o0s volt.

A rehabilitalt vasuti vonalszakaszon kozép-
tdvon a tranzit druforgalom lehet a
meghatérozo, igy a palya mdszaki paraméterei
is elssorban ezen igények kielégitését
szolgdljdk. A 225 kN tengelyterhelés,

a villamos vontatas, a 120 km/h sebességt
kozlekedés kielégiti a tehervonati kdzlekedés
elvarasait. A kedvezd eljutdsi sebességnek

transportation. Within the direction Zalalov6—
Zalaegerszeg—Boba (as a continuation of the
Bajansenye—Zalalové railway section) the line
was constructed with a planned speed of
100-120 km/h. Besides the technical
specifications and official regulations, the
aspects of environmental protection were
also considered when planning and realizing
the project. The development of the EU
financed railway sections and the connecting
infrastructure was not in accordance with

the principles of value for money.

Besides the technical specifications and official
regulations, requests of local inhabitants and
the local governments were also considered
when planning the project. After completing
the reconstruction, the running time of
international express trains between Boba and
the country border may decrease by 50 minutes.
In case of bypass and delta rails, in trace
correction sections new traces were built in
harmony with the landscape. The diesel
haulage has been changed to electrically
powered railway along one of Hungary’s
prime nature conservation areas, where the
noise and vibration seriously decreased just
like the pollution emitted by engines. Those
living along the line can get to the trains
through modern stations and platforms that
respect the criteria of equal opportunities as
well. Summarizing the indicators of February
2010, the technical readiness of the 78 km long
railway section reconstruction was 85.1%. In
the medium run transit freight transportation
can be dominant on the rehabilitated railway
section, so the technological parameters of the
line mainly tend to meet those requirements.
The 225 kN axle-loads, the electrically powered
haulage and the 120 km/h fast transportation
suffice for the freight trains’ transport
purposes. The favourable access speed




koszonhetSen a helyi és helykozi vasuti
személyszéllitas versenyképes alternativdja
lehet a kozuti kozlekedésnek.

Az AGC-AGTC? elGirasoknak megfelelG
vasuti pdlya, a XXI. szdzad fejlett technikéjat
alkalmazo, szamitogép vezérelt vasuti jelzo-
és biztositoberendezések, utastdjékoztatod

és utasitdsadé hangrendszerek, a korszert,
sorompoval biztositott utkeresztezések mind
a kozlekedés, mind a kozlekeddk biztonsagat
novelik, valamint hozzéjdrulnak az dru-
fuvarozas és a személyszallitas teriiletén

az interoperdbilis kozlekedés feltételeihez.

5 European Agreement on Important International
Combined Transport Lines and Related Installations -
Eurépai Egyezmény a Fontos Nemzetkozi Kombindlt
Fuvarozasi Vonalakrol és ezek Létesitményeir6l

can make the local and interurban passenger
transportation a competitive alternative
against road transportation.

The rail line meeting AGC-AGTC® requirements
is making use of the improved technology of
the 21 century like computer controlled railway
signalling and safety installations, audio
devices for informing passengers and giving
instructions and modern level-crossings guarded
by barriers. These devices increase the safety
of both the transportation and the passengers,
and they also contribute to the interoperable
passenger and freight transport.

5 European Agreement on Important International Combined
Transport Lines and Related Installations
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3. Javaslatok 3. Recommendations

A helyszini ellen6rzés megdllapitdsainak Besides making use of the findings of the

hasznositdsa mellett javasoljuk®: on-site audit we recommend®:

a Kormdanynak The Government

1. intézkedjen a kozlekedés korszertisitésével 1. to take actions in harmonizing the decisions
kapcsolatos dontések 6sszhangjarol, about the modernization of transportation
id6ben biztositsa a sziikséges koltségvetési and to ensure the necessary budgetary
forrdsokat a Magyar Kozlekedéspolitikdban resources in due time in order to achieve
2015-ig meghatdrozott célok megvaldsitasa the goals defined in the Hungarian
érdekében, Transport Policy until 2015,

2. gondoskodjon arr6l, hogy a jelentds hatar- 2. to provide for the smooth preparation,
id6 tallépések elkertilése érdekében, az EU implementation and monitoring of the
altal is finanszirozott projektek el6készitése, projects co-financed by the EU in order to
lebonyolitédsa és a projektek ellendrzése az avoid major running out of deadlines,
el6irt pénziigyi- €s intézményrendszer while ensuring the required financial and
biztositasa mellett zokkenémentes legyen, institutional system,

3. kezdeményezze a vasuti kozlekedésre 3. to initiate the elimination of the
vonatkozo jogszabdlyi kornyezetben még still existing legal discrepancies in
fenndll6 harmonizédlatlansdgok megsziinte- the field of railway transportation in order
tését a kozlekedésfejlesztésekhez rendel- to use the EU funds available for
kezésre all6 EU-s forrdsok hatékonyabb transportation development more
felhaszndaldsa érdekében. efficiently.

6 A parhuzamos ellenérzésben részt vevs szamvevészékekkel 6 In accordance with the SAls participating in the
egyeztetve, a koordindci6 végrehajtasaért felel6s EU coordinated audit, for consideration we recommend
szervezetnek megfontoldsra javasoljuk, hogy biztositson the the EU organisation responsible for implementing
els6bbséget a kijelolt TEN-T projektek - kiilonosen coordination to give priority to the funding of the TEN-T
a hatdrokon dtnyudl6 vonalszakaszok - finanszirozasanak, projects indicated — especially to those of a cross-border
amelyek befejezése sziikséges ahhoz, hogy a TEN-T nature — whose completion is necessary to evolve
transzeuropai értéke kibontakozhasson. the Trans-European value of TEN-T.
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4. Részletes megallapitdasok
az ellen6rzési kérdések
szerint

4.1. A KOZOSSEGI
KOZLEKEDESPOLITIKA ELVEI ES
AZOK HAZAI ATULTETESE

Az Eurépai Unio a - vasutak piaci térveszté-
sében jelentkezé - kedvez6tlen tendencidk
megdllitdsa érdekében meghatdrozta f6
célkittizéseit: a személyszdllitdsban gyors
eljutdsi id§ biztositdsa, nagysebességt
halézat kialakitdsa; a kozuti/vasuti
kombinalt fuvarozds el6nyben részesitése;
a vasuti mdszaki szabvanyok egységesitése
és kompatibilissé tétele; és a hatardlloma-
sokon az adminisztrdcié minimalisra
csokkentése.

A 90-es években kidolgoztdk a kozdsség
vasutpolitikdjat. Az elvek els6sorban a vasuti
szervezetek dtalakitdsdra, a vasuti infra-
struktdra haszndlatdra és a szolgaltatdsok
meghatdrozdsara vonatkoztak. A Tanécs
megdéllapitotta, hogy a vasuti kozlekedés
fejlédését hatrédltatja az egyes vasutak merev
nemezeti jellege, tovabbd a hagyomanyos
dllam-vasut kapcsolat. Ennek megfelel6en
1991. julius 29-én elfogadtdk a kozosségi
vasutak fejlesztésérdl szolé 91/440/EGK
irdnyelvet, amely a vasutak versenyképes-
ségének fokozdsdra alapelveket rogzitett.

Az elvi deklardciok nem hoztdk meg a kivant
eredményt. A kdozosségi vasuti szabélyozas

4. Detailed
findings per audit
questions

4.1. GENERAL PRINCIPLES OF THE
COMMUNITY TRANSPORT POLICY AND
THEIR DOMESTIC ADAPTATION

With the aim of stopping the unfavourable
tendencies manifested in the decreasing
market share of railway, the European Union
defined its main objectives as follows:
ensuring quick access in passenger
transportation, setting up a high-speed
network, supporting the railway/road
combined transport, unifying the railway
technological standards and making them
compatible, decreasing the administration
at borders as much as possible.

The Community’s railway policy was worked
out in the “90s. The principles were mostly
about restructuring the railway organisations,
using railway infrastructures and defining
services. The Council concluded that the
development of railway transport is set back
by the inflexible national structure of certain
railways, and the traditional state—railways
relation. Accordingly, on 29 July 1991 the
Directive 91/440/EEC on the development
of the Community’s railways was accepted
which laid down the principles of enhancing
competitiveness of railway undertakings.

The theoretical declarations did not obtain
the expected results. The so-called first rail
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tertiletén alapvetd jelent6ségi az un. elsd
vasuti csomag. Az Eurépai Parlament

és a Tandcs kozosségi vasutak fejlesztésérol
sz0l6 irdnyelve moédositasdrdl szolo
2001/12/EK (2001. februdr 26.), valamint
2004/51/EK irdnyelvei (2004. aprilis 29.)

(a tovabbiakban egyiitt: vasuttfejlesztési
irdnyelvek) kovetelményként rogzitik

a vdllalkozo vasuti (drufuvarozds és személy-
szallitas) tevékenységet végzl szervezetek
pélyahdalézathoz torténé hozzaférésének
atlathato, megkiillonboztetést5l mentes és
tisztességes biztositdsdt annak érdekében,
hogy a vasuti kozlekedés tertiletén hatékony
verseny alakuljon Kki.

Az els6 vasuti csomag a versenypiaci alapon
mikodd vasuti kozlekedés kereteinek
megteremtése mellett az arufuvarozas
tertiletén - legkés6bb 2007. janudr 1. napjaig
- teljes, mig a nemzetkdzi személyszallitas
esetében korldtozott piacnyitdst irt eld.

A 2004. év sordn fogadtak el az in. mésodik
vasuti csomag részét képezd irdnyelveket,
amelyek els6sorban a vasuti kozlekedés
biztonsdgaval, valamint a kilonbo6z6 tipusu
vasuti pdlyahalézatok kozotti dtjdrhatosag
biztositdsaval kapcsolatosan dllapitanak
meg jogharmonizacios kotelezettséget

a tagdllamok szdmara, az integralt eurdpai
vasuti térségnek az elsd vasuti csomag altal
megteremtett alapokon torténd tovabb-
fejlesztése érdekében. ElGirja tovdbb4,

hogy a vasuti balesetek kivizsgdlasara

a vasuti szervezetektdl fiiggetlen szervezetet

kell 1étrehozni.

A transzeurdpai kozlekedési halézat fejleszté-
sére vonatkoz6 1692/96/EK szdmu hatdrozat
modositasarol szol6 884/2004/EK hatarozat
megjeloli azokat az eurdpai érdekd, kiemelt
fontossdgu projekteket, amelyeken 2010

infrastructure package was of utmost
importance in the field of Community railway
legislation. Directive 2001/12/EC (26 February
2001) amending Council Directive on the
development of the Community’s railways

and Directive 2004/51/EC (29 April 2004) of
the European Parliament and of the Council
(hereinafter referred to as: railway
development directives) laid down as

a requirement that freight terminals should be
open for fair, equal and non-discriminatory
access to all train (both passenger and

freight transport) operators in order to create
efficient competition in the field of rail
transportation.

Besides creating the frameworks for a
competition-based railway transport, the first
rail infrastructure package stipulated limited
market opening in the field of international
passenger transport and full market opening —
until 1 January 2007 — in the field of freight
transport. During 2004 the directives being
part of the so-called second railway package
were accepted. These directives mainly deal
with the safety of rail transport but also
stipulate obligations as regards legal
harmonisation for the Member States in the
field of providing interoperability between
different types of railway network in order to
further develop the integrated European
railway area on the basis of the first rail
infrastructure package. It was also stipulated
that for investigating railway accidents,

an organisation must be set up which is
independent from the railway organisations.

Decision 884/2004/EC amending

Decision 1692/96/EC on the development
of the trans-European transport network
indicates those priority projects in the
interest of Europe where the works must be
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el6tt meg kell kezdeni a munkalatokat.

A hatarozat III. sz. mellékletében szerepel
tobbek kozott a 6. sz. kiemelt projekt, amelynek
szakaszai megfelelnek az V. paneurdpai
folyos6nak. Amennyiben az eurépai érdekd-
nek nyilvéanitott projekt munkalatainak
megkezdése a 2010-es hatarid6hoz képest
jelentGsen késik, ugy az érintett tagdllamnak
legfeljebb 3 hénapon beliil értesitenie kell

a Bizottsdgot a késést okozo problémakrol.

A Magyar Koztérsasdg az Eurépai Unidhoz
tortént csatlakozdsat kovetSen részesévé valt
az eurdpai kozos kozlekedéspolitikanak is.
Ennek megfelel6en az EU kozlekedés-
politikdja kiemelt tertiletként kezeli a vasuti
kozlekedés fejlesztését, illetve a vasuti
tevékenységek fokozatos liberalizaciojat,
amit a Magyar Kozlekedéspolitika 2003-2015.
évekre sz616 koncepcidja is rogzit. A vasutrol
sz0l6 1993. évi XCV. torvény 2001-2004.
években tortént modositdsaval, valamint

a részletes szabalyokat megallapit6 miniszteri
rendeletek megalkotdsaval a kozosségi jog
els6 vasuti csomagjat képez6 irdnyelvek
attiltetésre kertiltek a magyar jogrendszerbe.
A vasuti kozlekedésre is vonatkozoé egyes
korabbi jogszabalyok még nincsenek
Osszhangban az 4j vasuti torvénnyel.

A 91/440/EGK és az azt modosito irdnyelvek
megvalodsitdsa érdekében a kovetkezs f6bb
intézkedések torténtek:

» Infrastruktira és tizemeltetés szétva-
lasztdsa. 1996. januar 1-jén a MAV Rt.-n
beliil az dtalakitds els6 titemeként
létrejott az elkiilonilt palyavasut és
vallalkozovasut. Lezarult a vasuti
reform végrehajtdsa, amely biztositja
a 2001/12/EK irdnyelv szerinti
elkiiloniilést a 1étrejott tizletdgak

started before 2010. Among others the
priority project N° 6 whose sections
correspond to the 5™ Pan-European corridor
can be found in Annex 3 of the Decision.

If the beginning of the works in case of
projects of European interests shows serious
delay according to the original 2010 deadline,
the Member State must inform the
Commission about the reasons of the delay
no later than 3 months.

Having joined the European Union, the
Republic of Hungary has also become the
member of the common European transport
policy. The EU transport policy deals with the
rail transport development and the gradual
railway liberalization activities as priority areas,
which have been also set in the concept of the
Hungarian Transport Policy 2003—2015. With
the amendments of the Act XCV of 1993
between 2001-2004 , and the issuance of
ministerial decrees which laid down detailed
regulations, the incorporation of the directives
of the Acquis Communautaire’s first rail
infrastructure package into the national
legislation was completed. Some former legal
instruments related to rail transport as well
have not yet been harmonized with the new
Railway Act.

In order to realise the Directive 91/440/EEC
and the amendments thereof, the following
actions have been done:

= As of 1 January 1996 railway undertakings
and infrastructure managers have
been separated within MAV Zrt.,
which meant the first step towards
reorganisation. The railway reforms have
been completed, ensuring the separation
of branches in compliance with the
Directive 2001/12/EC (railway, passenger
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(palya-, személyszallitds-,
arufuvarozas-, gépészet) kozott.

= A 200S5. évi CLXXXIIL. torvény (Vtv.)
el6irja harmadik fél hozzdjutdsanak
biztositdsat illetve ennek feltételeit
a vasuti infrastruktirahoz. A torvény
rendelkezik a palyakapacitdsokat
eloszto és palyahasznalati dijat megdl-
lapité Vasuti Pédlyakapacitds-eloszto
Szervezet felallitasarol. Kiadésra kertilt
a 45/2006. (VII. 11.) GKM sz. rendelet
a vasuti tarsasdgok engedélyezésérdl.

= Interoperabilitds (a kdlcsonos dtjar-
hat6sag elvének) lehet6vé tétele.
A 37/2006. (VI. 21.) és a 36/2006.
(VI. 21.) GKM szamu rendelet biztositja
a nagysebességl és hagyomadanyos
vasuti rendszerek dtjdrhatésagdnak
feltételeit. A Vtv. a 2004/49/EK irdny-
elvnek megfelel6en szabdlyozza
a vasuti biztonsdggal kapcsolatos
alapvet6 kotelezettségeket.

A GKM az ugynevezett Fehér Konyv {élidGs
(2007. évi) teltilvizsgélatat kovetGen a
Magyar Kozlekedéspolitika 2003-2015
dokumentum kiegészitésére a 2008-2020
kozotti id6szakra elkészitette az , Egységes
Kozlekedésfejlesztési Stratégia 1. Zold
Konyv” (EKFES) cim@ dokumentumot,
amelyben a vasuti kozlekedés f6bb fejlesztési
irdnyait mutatja be, amelyek az alabbiak:

= A rovid tava (2008-2013) stratégia az
infrastruktdra megbizhatdsaganak
fokozasat hatdrozza meg, a célként az
atlagos EU teljesitmény elérését jeloli
meg. A rovid tavu fejlesztéseket els6-
sorban a TEN-T 22. és 6. vasuti kiemelt
vasuti tengellyel (azaz a IV. és V. pan-
eurdpai folyosoval) kapcsolatos
projektekre fokuszdlja.

carrying, cargo, mechanical
engineering).

= Ensuring access to the railway infrastructure
for a third party and the criteria thereof
is stipulated in the second Railway Act.
The Act disposes of the establishment of
a Rail Capacity Allocation Office that
distributes line capacity and charges the
infrastructure fees. The Decree 45/2006.
(VII.11.) GKM of the Minister of Economic
Affairs and Transport about the licensing
of railway companies was also issued.

= Allowing of interoperability (the principle
of mutual cross-connections). Decrees
37/2006. (VI. 21.) and 36/2006. (VI. 21.)
GKM of the Minister of Economic Affairs
and Transport ensure the conditions of
interoperability between the conventional
and high-speed rail networks. Basic
safety duties are regulated by the
Railway Act in harmony with the
Directive 2004/49/EC.

After the mid-term review of the so-called
White Paper (in 2007) the Ministry of Economic
Affairs and Transport prepared the document
titled “Green Paper on Uniform Transport
Development Strategy I.” (EKFS) for the period
2008-2020, as a complement to the Hungarian
Transport Policy 2003—-2015. The document
shows the main orientations of railway transport
developments which are the following:

= Strengthening the reliability of the
infrastructure is described in the short-
term strategy (2008-2013), aiming to
reach the performances of the EU
average. Short-term developments are
mainly focused on projects related
to the priority axes TEN-T 22 and 6
(that is, the 4" and 5" Pan-European
corridors).

87



= A kozéptava (2014-2020) stratégia
kiterjeszti az infrastruktira meg-
bizhatésdgdnak céljat és egyre inkdbb
az osztalyukban legjobb szolgdltatdsi
szinteket hatdrozza meg. A TEN-T
vasuti folyosok jellemzé tervezett
sebessége szakaszonként eléri
a 160 km/h értéket.

= A hosszua tava (2020-2030) stratégia
a kapacitds fokozasdt, valamint a TEN-T
vasuti hdl6zatndl alkalmazott Gj
technolégidk bevezetését célozza,
mint az egységes vonatbefolyasolo
rendszer (ERTMS).

4.2. A NEMZETKOZI VASUTI
FOLYOSOK FEJLESZTESENEK
FELTETELRENDSZERE

4.2.1. A vasuti kozlekedés fejlesztésének
pénziigyi forrasai

Az Eurdpai Uni6tol érkezé forrdsok az ellen-
Orzott idgszakban folyamatosan névekvé mér-
tékdek. A PHARE el6csatlakozési timogatést
1990 6ta biztositja hazdnk részére, az
El6csatlakozasi Alapokbol (ISPA, SAPARD)
a 2000. évtol részestltiink. Ezek a csatlakozds
évétdl a Strukturalis Alapokbdl és a Kohézios
Alapbdl, valamint egyéb forrdsokbdl érkezé
tdmogatdsokkal (Schengen Alap, EGT és
Norvég Finanszirozdsi Mechanizmus, Svdjci-
Magyar Egyiittmikodési Program) egésziiltek
ki. A 2007-2013 kozotti programozasi id6-
szakban a kordbbi tdmogatési szint jelentdsen
emelkedett. Az ElGcsatlakozési Alapokon ke-
resztiil az Uni6 dltaldban 50%-ban tdmogatta
a megvalositando projekteket. A csatlakozdast
kovetGen 2004-2006. évek kozott a Kohézids

= The medium-term (2014-2020)
strategy extends the aim of infrastructure
reliability and rather describes the
best possible service levels within
the certain categories. The typical
planned speed for TEN-T railway
corridors reaches 160 km/h per
section.

= The long-term strategy (2020-2030) is
aiming at the improvement of capacities
and introducing new technologies used
in TEN-T rail networks, such as the
European Rail Traffic Management
System (ERTMS).

4.2. TERMS OF THE
INTERNATIONAL RAIL CORRIDOR
DEVELOPMENT

4.2.1. The financial resources of developing
rail transportation

The resources coming from the European
Union are continuously increasing in the audited
period. PHARE pre-accession assistance had
been granted to Hungary since 1990, and
Pre-Accession Funds (ISPA, SAPARD) were
available since 2000. As from the year of the
accession these funds have been
supplemented with supports from the
Structural Fund, the Cohesion Fund and other
funds (Schengen Facility, EEA and Norway
Grants, Swiss—Hungarian Cooperation
Programme). In the programming period
2007-2013 the former level of support
increased significantly. Through Pre-
Accession Funds the EU granted in average

a support of 50% of the projects to be
implemented. Following the accession,
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Alap altal biztositott fejlesztési forrasok ese-
tében a tdmogatasok ardnya - projektenként

eltéren - 80-85%-ra n6tt. 2004-t61 ezek

a tdmogatdsok részben vagy egészben meg-
jelennek a Magyar Koztdrsasdg koltségveté-

sében. Az ISPA csak a transzeurdpai halézat
és a helsinki foly6sok mentén elhelyezked6
vasutvonalak fejlesztéséhez jarult hozza.

A pénziigyi forrdsok trendjének 1990-2013

kozotti alakuldsat a 1. sz. dbra mutatja be.

1. abra: EU tdmogatéasok 1990-2013

Forras: NFU (Nemzeti Fejlesztési Ugynokség)

milld EUR / million EUR

between 2004-2006 the grant rate provided
by the Cohesion Fund reached 80-859%,
varying per projects. After 2004 these
supports partly or fully appear in the budget
of the Republic of Hungary. ISPA has only
contributed to the development of rail lines
along the Trans-European Network and

the Helsinki Corridors. The trend of financial
resources between 1990-2013 is shown

in Figure 1.

Figure 1: EU supports 1990-2013
Source: NFU (National Development Agency)
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A projektek kedvezményezettje 2007. junius Until 30 June 2007 the beneficiary of the
30-4ig a MAV Zrt. volt, 2007. jalius 1-jét6] projects was MAV Zrt. As from 1 July 2007
a tdmogatds 0j cimzettje a Nemzeti Infra- the National Infrastructure Developing Co. Ltd.

struktira Fejleszté (NIF) Zrt. lett. A projektek
el6készitésére 2005-ig csak a MAV Zrt. sajét
forrasai dlltak rendelkezésre. A 2000. évi
tdmogatasi kérelem elkildését és EU 4ltali
elfogadasat kovetGen a 2001-2002. évi

(NIF Zrt.) became entitled to the supports.
Until 2005 only the own resources of MAV Zrt.
were available for preparing the projects.
Having sent the grant application for

2000 and following the acceptance thereof

89



koltségvetésbe sem az el6készités, sem

a kivitelezés hazai forrdsdt nem tervezték be.
Az el6készités és finanszirozds hidnya két
év csuszdast okozott a projektek megvalosita-
saban. A projektekre vonatkoz6 Application
Form benyujtdsakor csak el6zetes tanulma-
nyok dlltak rendelkezésre, amelyekben

a maszaki tartalom meghatdrozasa nem
volt pontos. Mindezek kovetkezményeként
tervezett raforditdsok csak becslések alapjan
keruiltek meghatarozasra.

A 19 vasuti beruhdzasi projektbdl 7 kivite-
lezési, és 3 tervezéi/konzulensi projekt
finanszirozdsi megdllapoddsdban rogzitett
utemezést modositottdk. A projektek elGre-
haladdsaban tapasztalt cstiszasok okai

a beruhdzasi projekteket érinté stratégiai
dontések, a tervez6i kapacitashidny,

a finanszirozdsi kortilmények vdltozdsa,

a projektekben meghatarozott alprojektek
egymasra épiilése; kozbeszerzési eljaras
lebonyolitdsdaban bekovetkezett késedelem
(eredménytelen eljérds, eljards eredményének
megtdmadasa), valamint az intézmény-
rendszer véltozédsa. Az EU tdmogatasok
el6készitési rendje €és kovetelményei ismeret-
lenek’, a kedvezményezettek felkésziiletle-
nek voltak a tdmogatdsok igénylésére és
azok fogadasdra. 2000-2005 kozott kertilt
kialakitdsra az EU elvdrdsainak megfeleld
intézményi rendszer a tdmogatdsok els-
készitésére, fogaddsdra, a projektek
lebonyolitdsara és ellenSrzésére. Az elsé
pillanattol kezdve nehezitette az igénybevételt
az, hogy a koltségvetés az 6nrészt nem
finanszirozta iitemesen, ami miatt a
tdmogatast élvezd EU projektek hatdridd
csusztatdsdra kényszeriiltek.

7 Megéllapitotta az ISPA tdmogatdsokrol sz6l6 530. sz.
ASZ jelentés

by the EU, the own resources of neither the
preparation nor the implementation were
included in the 2001-2002 budget.

The lack of preparation and financing resulted
in a two-year delay in the implementations
of the projects. When handing in the
Application Form, only pre-studies were
available whose technical specifications were
not accurate. In consequence of the above,
only an estimate of the expenditures

could be given.

Out of the 19 railway investment projects,
the schedules fixed in the financing
memorandums were amended in case of

7 implementation and 3 planning / consultancy
projects. The reasons for the delays in the
progress of the projects are strategic
decisions related to investment projects,
lack of planning capacity, changing of
financial conditions, correlation of the
sub-projects, delay in completing public
procurement procedures (unsuccessful
procedures, attacking the results) and
changing of the institutional system.

The preparation methods and requirements
of the EU supports were unknown’ and the
beneficiaries were unprepared both for
claiming and receiving supports.

In 2000-2005 an institutional system which
met the EU requirements was set up for
preparing for and receiving supports and
for the implementation and monitoring of
the projects. From the very beginning,
drawing of the funds was hindered by the
fact that the state budget did not provide
the own contribution at the necessary pace,
so the deadlines of EU-funded projects

had to be extended.

7 As stated in the SAO report on the audit of improving
transportation infrastructure implemented in the
framework of ISPA Programmes (0530).
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2. abra: EU tamogatasok (ISPA / Kohézids Alap) osszesitett
felhasznalasi tteme (363,2 millié EUR)

130%

Figure 2: Overall utilisation rate of EU Funds
(ISPA / Cohesion Fund) (EUR 363.2 million)
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A 2000-2004 kozotti programozdasi id8szak-
ban rendelkezésre all6 Osszes kozlekedési
célud ISPA forrasbodl - 363,2 M eur6 - tobb
mint 200 M eurd tdmogatast (55%) az or-
szag nem tudott idében felhaszndlni (2. sz.
dbra). Az ISPA Programban be nem fejezett
projektek koltségei a Kohézios Alap kereté-
bol keriilnek kifizetésre. A szerz6désmodo-
sitdsok kovetkeztében a kifizetési lehet&sé-
gek 2010. december 31-€ig kitolédtak.
2009. december 31-¢éig a rendelkezésre 4ll6
forrasok 95,3%-a kertilt kifizetésre.

4.2.2. Az intézményrendszer Kialakitasa

Magyarorszdg kialakitotta az EU-bdl érkez6
forrasok fogadasdhoz sziikséges intézmény-
rendszert. A Kormdany 2006. julius 1-jével a
Nemzeti Fejlesztési Hivatal jogutddjaként
létrehozta a Nemzeti Fejlesztési Ugynokséget

Lo

2005

T T T T T T T T T
L | L | L L L e | A |/ )

2006 2007 2008 2009 2010

Out of the total amount of ISPA funds available
for transportation purposes in the programming
period 2000-2004 (€363.2 M) Hungary could
not use more than €200 M (55%) in due

time (Figure 2.). The costs of the projects

not having been finished under the ISPA are
covered by the resources of the Cohesion Fund.
Due to the modifications in the contracts,

costs arising until the extended deadline of

31 December 2010 are eligible for financing.
Until 31 December 2009, 95.3% of the
available resources was paid.

4.2.2. Institutional set-up

Hungary has set up the required institution
system for receiving supports from the EU.

On 1 July 2006, the government set up the
National Development Agency (NFU) as

the successor of National Development Office,
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(NFU), amelynek keretében lattdk el az 4j
és korabbi programozdsi id6szak Operativ
Programjainak Irdnyit6 Hat6sdgai a
feladataikat. Az NFU felelGssége kiterjedt -
a PHARE programokkal és a Schengen
Alappal, az Atmeneti TAmogatéssal,

a Norvég Finanszirozasi Mechanizmussal,
illetve az EGT Finanszirozasi Mechanizmus-
sal, Svdjci-Magyar Egytittmtikodési
Programmal kapcsolatos - az el6készitési,
szervezési és koordindcios feladatokra is.
Az NFU szervezetében kiemelt szerepet
kapott a Koordinacios IH, amely figyelemmel
kiséri a Kozosség Tamogatdsi Keret végre-
hajtasat és az iranyité hatosdgok tevékeny-
ségét, iranyitja a programok értékelését.

Az Iranyit6é Hatosagok feladataik egy
részét Kozremiikods Szervezetekre
delegaltak. Az UMFT OP-k végrehajtédsara
15 kozremikodo szervezet kerilt kijeldlésre.
A PM Nemzeti Programengedélyezd Iroda
(a tovabbiakban Kifizet6 /Igazolé Hat6sag)
latja el a kifizet$ és az igazol6 hatosagi
feladatkoroket.

Az intézményi felkésziilést és ezen beliil
az irdnyitasi és ellendrzési rendszerek
kialakitasanak megfelel3ségét az unios

és hazai szabalyozassal 6sszhangban a KEH]I,
mint Ellen6rzési Hatésdg vizsgalja.

A megfelel6ségi vizsgalatokrdl sz6l6
akkreditacios jelentéseket az EU Bizottsag
2008. év folyaman, a KOZOP és a KMOP 2.
prioritas tekintetében 2009. junius 12-én
jovahagyta és a KEHI altal benyujtott ,nem
mindsitett” véleményt elfogadta.

2008-ban az NFU és az uniés tamogatasok
lebonyolitdsaban érintett intézményrendszer
feladatai jelent6sen megnovekedtek.

Az intézményrendszer folyamatos
atalakulésa, a kapacitashidny, illetve a magas
fluktudcio a feladatelldtdsban fenn-

that has taken up the tasks of Managing
Authorities as regards the Operational
Programmes of the current and former
programming periods. NFU was also responsible
for the preparation, organisation and
coordination tasks related to PHARE programmes
and Schengen Facility, Transition Facility,

EEA and the Norwegian Financing Mechanism
and the Swiss—Hungarian Cooperation
Programme. Within NFU the Coordination
Managing Authority plays an important role
that monitors the implementation of the
Community Support Framework and the
Managing Authority’s activities, as well as
manages the evaluation of the programmes.
Some of the Managing Authorities’ tasks
were delegated to Intermediary Bodies.

15 Intermediary Bodies were appointed to
implement the Operational Programmes of
the New Hungary Development Plan (UMFT).
The National Authorising Officers’ Office of
the Ministry of Finance (hereafter:

Paying / Certifying Authority) takes up the
tasks of the paying and certifying authority.

The preparedness of institutions,
specifically the compliance of managing and
monitoring systems with national and EU
requirements is audited by the Government
Audit Office (KEHI) as an Auditing Authority.
Accreditation reports about the compliance
audits were approved by the European
Commission during 2008, in case

of the Transport OP and the 2" priority of
the Central Hungary OP on 12 June 2009.
The Commission accepted the “unqualified”
opinion submitted by KEHI as well.

In 2008 the tasks of NFU and the institutional
system dealing with the tendering for

EU supports increased significantly.

The continuous transformation of the
institutional system, the lack of capacity
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akadasokat okozott, amelyek hatdsai
a pénziigyi feladatok elldtdsa terén is
érezhetGek voltak.

4.2.3. Az unios tamogatasok hazai
ellen6rzési rendszere

A tdmogatdsok pénziigyi ellenSrzéséért -

az Eurdpai Bizottsdg felelssége sérelme
nélkil - els6dlegesen a tagallamok vdllalnak
felelGsséget. A feladatok ellatasahoz kapcsolo-
dodan a tagéllamoknak az ellendrzések harom
szintjét kell ellatniuk. Az ellen6rzési funkcidok
hidnyos mtikodésére vonatkoz6 megéllapita-
sok - a 200S. évi tapasztalatokhoz hasonléan -
a 2008. évben lefolytatott ellendrzések sordn
is megfogalmazodtak, amely arra utal, hogy
az ellen6rzési rendszer tovdbbi erdsitése
sziikséges az Iranyité Hatésdgok (IH) és a
Kozremtikodoé Szervezetek (KSZ) vonatkoza-
séban. A KSZ-ek els§ szintd és az IH dltal
elvégzendd feliilvizsgélati ellen6rzésének
nem kielégit6 volta magas kockdzatot hordoz
a programok szabdlyszerd és a tdmogatasi
célnak megfelel$ végrehajtdsa/megvalosuldsa
tekintetében. Az ellen6rzések hangsulyoztak
az elsd szintd ellendrzések [H altali
feltilvizsgalatdnak fontossdgat.

and the high fluctuation in the field of task
performance resulted in bottlenecks effecting
the completion of financial tasks as well.

4.2.3. National audit system
of EU funds

In the first place, the financial audit of

the funds is the responsibility of

the Member States — without prejudice

to the European Commission’s responsibility.
The Member States have to ensure three
audit levels to complete their tasks. Similarly
to the experiences of 2005, findings

about the insufficient operation of the audit
function were made also in the course of

the 2008 audits, which refers to the necessity
of further enhancement of the audit system
as regards the Managing Authorities (IH)
and Intermediary Bodies (KSZ).

The inadequate IH and first level KSZ

review pose high risk to the proper
implementation/ realization of the
programmes in harmony with the aim of

the supports. The audits emphasised the
importance of the revision of first level
reviews by the IH.
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4.3. A PANEUROPAI HALOZAT 6. SZAMU
KIEMELT PROJEKT HAZAI
FEJLESZTESENEK MEGVALOSITASA

4.3.1. A paneurdpai kozlekedési
korridorok Kkijelolése

Az 1994-ben Krétan, majd 1997-ben Helsinki-
ben tartott 2., ill. 3. Osszeurépai Kozlekedési
Ertekezlet fogadta el a legfontosabb eurépai
kozlekedési itvonalakat, mely a TEN hdlo-
zathoz illeszkedve egységes eurdpai torzsha-
l6zat 1étrehozasat tlzte ki célul. Az EU altal
kialakitott Kelet-Kozép-Eurépdt érint6 tiz an.
helsinki folyos6 koziil hat folyosé - ebbdl 6t
vasuti - halad at Magyarorszdgon, igy az EU
az orszag vasuthdlézatdnak jelentés hanyadat
érinti. Geopolitikai helyzetiinket a nyugati-
keleti irdnyu arukapcsolatok feltételeinek
fejlesztésével tudjuk a legjobban kamatoztatni.
Magyarorszag az észak-dél irdnyud forgalom-
ban is szinte kihagyhatatlan, alternativ ttvo-
nalat csak az Unién kiviil halado, a téliunk
keletre elhelyezkedd 9. folyosé jelent.

A magyar vasuti hdlézat Zdhonyon
keresztiil csatlakozik a Fiiggetlen Allamok
Kozosségének (FAK) széles nyomtavi hals-
zatdhoz, ami az orosz és dzsiai piacok ira-
nyéba biztosit kulcsfontossdgu kapcsolatot.
Az eurdpai-dzsiai druszallitdsi folyosok
négy utvonaldbol hdrom érinti hazdnkat.

A magyarorszdgi vasuti palyahalézat hossza
7727 vonalkm ebbdl a TEN-T halézat 2727
km. A kétvdganyu vonalak ardnya 17,5%.
Vasuti hdl6zatunk 85,4 km/1000 km? s(ird-
sége meghaladja az EU dtlagot, de a min6-
ségi jellemzdk jelentSsen elmaradnak attol.
A villamositott vasuti palya hossza

2627,6 km (34,5%) nem éri el az EU

4.3. IMPLEMENTATION OF THE NATIONAL
DEVELOPMENT OF THE PAN-EUROPEAN
NETWORK'’S PRIORITY PROJECT 6

4.3.1. Selection of the Pan-European
transport corridors

The second Pan-European Transport
Conference held in Crete in 1994, then the third
one held in Helsinki in 1997 approved of the
most important European transport corridors
which aimed to create a unified European core
network harmonized with the TEN network.
The EU defined ten so-called Helsinki Corridors
crossing East-Central Europe. Six of them
(including five rail lines) cross Hungary, so the
transport network developments supported

by the EU concern a significant proportion of
Hungary’s railway network. Developing the
conditions of the East-West bundles is the best
way we can benefit from our geopolitical
location. Hungary cannot be ignored considering
the North-South transit way either, only the
corridor N° 9 lying north of the country —
outside the EU — can be an alternative path.

The Hungarian rail network connects with the
wide track network of the Commonwealth of
Independent States (CIS) through Zahony
which provides a strategic point of connection
towards Russian and Asian markets. Out of
the four European—Asian freight corridors three
cross Hungary. The length of the Hungarian
railway network is 7727 line km, out of which
the TEN-T network covers 2727 km.

The proportion of double track lines is 17.5%.
Hungary’s rail network density of 85.4 km/
1000 km? is above the EU average, however
the characteristics of quality lag far behind.
The length of the electrically powered rail
network is 2627.6 km (34.5%) which does not
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atlagot (46,4%). A paneuropai folyos6khoz
tartoz6 vonalakon a vasutfejlesztési cél-
kitizés az AGC paraméterek tavlati
biztositésa.

A nemzetkozi torzshaldzat fejlesztésében
abszolut elsédlegessége van a legnagyobb
forgalmu hazai folyosénak, a TEN-T 22.
szamu kiemelt tengelynek, a IV. paneuro-
pai korridornak. Ez az Eszak-Nyugat/
Dél-Kelet irdnyu vasuti folyosé kapcsolatot
teremt a nyugat-eurépai orszagok és

a Balkdn térsége kozott. Jelent§ségét fokozzdk
a magyar vasuthal6zaton kiviili fejlesztések,
a Calafat és Vidin kozott épiil6 4j Duna-hid,
mely a kordbban hagyomdnyosnak szamito
Bécs-Budapest-Belgrdd-Nis-Szoéfia-
Thesszaloniki/Isztambul dtirdnyt véltja fel
az EU tagorszdgok vasuthdl6zatan keresztil.
Masodik helyen kiemelt - a f6leg keleti
szakaszdn nagyforgalmu - folyos6, a TEN-T
6. szamu kiemelt tengely, az V. paneuropai
korridor. Szlovénia és Magyarorszdg kozott
indult meg a kozlekedés, amely Hodos-Mura-
szombat irdnyédba 56 év utdn létesitett
orszdghatdron atnyudlo vasuti kapcsolatot,
20 év utan visszaallitva a Zalalov6-Bajan-
senye kozott felszedett sinpdrt. A beruhdzds
eredményesen szolgdlta a vasuti kozlekedési
stratégiat, mert kozvetlen Osszekottetést
biztositott két NATO tagallam kozott.

Az V. TEN-T kozlekedési folyoso részét képezd,
2001-ben atadott Szlovénia-Magyarorszag
Osszekottetését biztosité 19 km hossz,
egyvaganyu vonalszakasz az AGC el6irdsok
figyelembevételével 160 km/h tervezési
sebességgel késziilt el, de a vasttvonal meg-

lizemeltetési sebességként a 120 km/h-t
hatdroztak meg. Az UIC 60 rendszert hézag-

reach the EU average (46.4%). In the long
run, the aim of railway development along the
Pan-European corridors is the insurance of

the AGC parameters.

Within the development of the international
core network the TEN-T 22 priority axis,

the IV Pan-European Corridor — which is the
busiest corridor of Hungary — has absolute
priority. This North—West / South—East railway
corridor connects Western European countries
with the Balkan area. Railway developments
outside Hungary, like the new bridge over the
River Danube between Calafat and Vidin,
make the line — which replaces the traditional
Vienna—Budapest-Belgrade—Nis—Sofia—
Thessaloniki/Istanbul route via the railway
network of EU countries — more important.
The second most important corridor is the
TEN-T 6 priority axe, the V Pan-European
Corridor that has frequent traffic mainly

on its eastern section. Traffic began on the
renewed rail line between Slovenia and
Hungary on 16 May 2001. This line created

a cross-border railway connection in the
Hodos—Muraszombat direction after 56 years,
restoring the track previously picked up
between Zalalévé and Bajansenye after

20 years. The investment has effectively
served the rail transport strategy as it has
created direct connection between two NATO
member states.

Even if the 19 km long single track railway line —
delivered in 2001 as part of the TEN-T

corridor 5 connecting Slovenia and Hungary —
was constructed with a planned speed of

160 km/h according to the AGC regulations,
MAV defined an operational speed of 120 km/h
in compliance with the requirements of freight
transportation. The railway line elaborated in
compliance with the UIC 60 rail profile with
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mentes felépitménnyel, 225 kN tengely-
terheléssel kialakitott — az els6 titemben még
nem villamositott - pdlya a Zalalév6-Zala-
egerszeg-Boba utirdnyon 4t kapcsolodott

a magyarorszagi vasuti f6vonalakhoz.

Ez a 80 km hossza vonalszakasz nagyon rossz
miszaki dllapotban, 80 km/h tizemi sebes-
séggel, de a vonalkapacitast allando sebes-
ségkorldtozdsokkal jelent&sen lecsokkentve
»fogadta” a nemzetkozi személyszallito-

és tehervonatokat. A projekt tervezésénél és
megvalositdsdndl a miszaki- és hatésdgi
el6irdsok mellett kornyezetvédelmi szem-
pontok is érvényestiltek. Az elkeriil6- és delta
vaganyoknadl, a nyomvonal korrekcios
szakaszokon a tdjba illesztve épilt az uj
nyomvonal. Magyarorszdg egyik kiemelt
természetvédelmi teriiletén a dizelvontatast
telvalto villamositott vasutvonal mentén
jelent8sen csokken a zaj- és rezgésterhelés
és a mozdonyok kdros anyag kibocsatasa.

A helyben laké emberek, és az Gket képvisel6
teleptilési Onkormanyzatok igényeit is
figyelembe vették.

4.3.2. A 2000/HU/16/P/PT/PT003
szerzGdésszamu ZalalovG-Zalaegerszeg—
Boba vasttvonal rehabilitacios
munkdinak folyamata

A vasutvonal atépitése ISPA/KA finan-
szirozdas keretében valosul meg, melyre

a pénziigyi megdllapodds 2000. december
21-én, a tdmogatasi szerz6dés 2001. 4prilis
15-én kertiilt aldirdsra, amely 167,39 milli6é
EUR forrést biztositott a munkaék elvégzésére
50% EU tamogatdssal a 89/2002. (IV. 20.)
Korm rendelet 15. sz. mellékletében
meghatdrozott megvaldsithatosdgi feltételek
szerint. A Pénziigyi Memorandumot

eddig harom alkalommal médositotték,

225 kN axle-load capacity and gapless body
(not electrically powered in the first phase)
was connected to the main Hungarian railway
network via the Zalalév6—Zalaegerszeg—Boba
line. This 80 km long line had been in very
bad technical condition, normal running
speed was limited to 80 km/h. International
passenger and freight trains had to face
decreased line capacity due to permanent
speed limitations. Besides the technical
specifications and official regulations,

the aspects of environmental protection
were also considered when planning and
realizing the project. In case of bypass

and delta rails, in trace correction sections
new traces were built in harmony with the
landscape. The diesel haulage has been
changed to electrically powered railway
along one of Hungary’s prime nature
conservation areas, where the noise and
vibration seriously decreased just like

the pollution emitted by engines. Requests
of local inhabitants and the local
governments were also considered.

4.3.2. Process of the rehabilitation
works at the Zalalov6—
Zalaegerszeg— Boba rail line
(2000/HU/16/P/PT/PTO03)

The reconstruction of the rail line is being
completed within the framework of ISPA/CF
assistance. The Financing Memorandum
was signed 21 December 2000, the subsidy
contract, which granted a €167.39 M
support, 15 April 2001. In compliance

with the feasibility criteria defined in Annex 15
of the government decree 89/2002. (1V. 20.),
an EU support of 50% was granted for the
completion of works. The Financing
Memorandum has been amended three
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a jelenlegi befejezési hatdridd 2010.
december 31.

A 2000/HU/16/P/PT/003 Pénziigyi Memo-
randum 4ltal finanszirozott projektben
eredetileg 6 db vasuti palyaépitési (78 km),
1 db biztositéberendezési, 1 db vonatbefo-
lyasolas kiépitési (ETCS L1) és 1 db vasut
villamositési (96 km) alprojekt volt, amelybdl
a VI . Zalalov6-Zalaegerszeg-Boba vasut-
vonalon az ETCS 1 telepitését torolték.

Az ETCS 1-es szint kiépitése Zalalovo-
Boba kozott (a Pénzligyi Memorandum
2009. évi 3. sz. médositédsa alapjan) torlésre
kertilt, mivel ETCS2+GSM-R rendszer
telepitésére tortént kotelezettség-vallalas,
amelynek forrdsa a 2007-2013-as

Kohézios Alap.

Az engedélyezési tervek, majd a kiviteli
tervek elkészitése, amelyek a mennyiségeket
és a muszaki tartalmat pontositottdk, csak
a Tamogatdsi Kérelem befogaddasat kovetGen
indultak meg. A Zalaegerszeg-Ukk-Boba
szakaszra 2003-ban kototték meg a tervezoi
szerzG8dést. Az el6készitési tevékenység és

a tervezési munka el6rehaladédsat nagyban
befolydsolta a forrdsok idészakos pénziigyi
bizonytalansadga, valamint az intézmény-
rendszer véaltozdsa miatti szabdlyozas-
valtozas. A tervezdi kapacitashidany miatt

a tervezési munkéban jelentkez6 lemaradas
a projekttel kapcsolatban folyamatosan
gondot jelentett.

A kozbeszerzési folyamatok ugy a kozossé-
gi, mint a nemzeti beszerzésekre irdnyulo
eljarasoknal is tobb esetben megvaltoztak.
Az EU csatlakozdst megel$z6 id6szakban

times, the current completion deadline is
31 December 2010.

The project 2000/HU/16/P/PT/003 supported
by the Financing Memorandum originally
contained 6 railway line construction (78 km),
1 safety installation, 1 train control system
(ETCS L1) and 1 railway electrification (96 km)
sub-projects, out of which the 6" Zalal6v6—
Zalaegerszeg—Boba rail line ETCS 1 installation
was deleted.

The installation of the ETCS 1 level between
Zalalévé and Boba was cancelled (in line with
the 3™ amendment of the Financing
Memorandum in 2009) as commitments were
made to install an ETCS2+GSM-R system

with the assistance of the Cohesion Fund
2007-2013.

The preparation of the authorization and
implementation plans that specified the
quantities and technical aspects started only
after the acceptance of the Grant
Application. The planning agreement for the
Zalaegerszeg—Ukk—Boba section was signed
in 2003. The preparation activities and the
progress of the planning works were

highly influenced by the periodical
uncertainty of financial resources and the
changing of the regulation due to the
changing institutional system. Because of
the lack of planning capacity the delays in the
planning work caused continuous problems
within the project.

The public procurement procedures have
changed several times both in case of
community and national procurements. Before
the EU accession (1 May 2004) in case of
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(2004. majus 1. el6tt) a PRAG? szerint
tortént a kivitelez6i munkdk kozbeszerez-
tetése. Az d&tmeneti id6szakban a koz-
beszerzés inditdsa még szintén a PRAG-o0s
eljards szerint tortént. Az EU csatlakozast
kovetSen a Kbt. alkalmazdsdval a vasuti
tenderek kifrdsa és az eredményhirde-
téseket kovetden jogorvoslati eljarasok
sora jelentkezett.

A jogorvoslati eljardsok 2-3 honappal
novelték a tenderértékelést, szamos
esetben oda vezettek, hogy uj koz-
beszerzési eljarast kellett kifrni, ami
2-3 éves késést is okozott egy-egy
alprojekt esetében.

Sikertelentil zdrult a Zalaegerszeg-Ukk vonal
els6 kozbeszerzési eljarasa a 2006. évben.

A kivitelez6i szerz6dést a tervezett 2006
madjusdhoz képest 2007 jaliusdban sikertilt
megkotni. Sikertelentl zdrult a Bajansenye-
Boba vonalszakasz villamositasara kiirt
palyéazat is, a tényleges szerz6déskotésre

a harmadik kozbeszerzési eljarast kovetSen,
2007-ben keriilhetett sor. Jelent6s késede-
lemmel indult az Ukk-Boba vonalszakasz
kozbeszerzési kifrdsa. Ennek oka a tertilet-
szerzés elhuzddasa volt.

A Pénziigyi Megallapodas modositasara
harom alkalommal kertlt sor. A 2001.
december 20-4n jévahagyott 1. sz. modositas
a pénzigyi tutemtervet és a kozbeszerzési
tervet valtoztatta meg. A 2. sz. mdédositassal,
2004. aprilis 30-an a projekt befejezési
hatarideje vdltozott meg 2006. december
31-ér61 2008. janius 30-4ra. A mdszaki

8 Practical guide to contract procedures for EC external
actions - Gyakorlati ttmutat6 az Eurépai Bizottsdg kiils
akci6inak szerz6dési eljarasaihoz

implementation works the public procurement
procedures were carried out according to the
PRAGS. During the transition period public
procurement procedures were still launched in
harmony with the PRAG. Upon accessing the
EU, the application of Public Procurement Act
(Kbt.) resulted in numerous judicial appeals
following the publications of railway tenders
and the announcements of results.

Lodging of appeals extended the evaluation
of tenders by an additional 2-3 months, which
meant that in certain cases new public
procurement procedures had to be launched,
causing a 2-3 year delay regarding some
sub-projects.

The first public procurement procedure of the
Zalaegerszeg—Ukk line was not successful in
2006. The implementation contract could only
be signed in July 2007 instead of May 2006.
The tender about the electrification of the
Bajansenye—Boba line was also unsuccessful,
the actual contract was signed in 2007,
following the third public procurement
procedure. The launching of the call for the
Ukk—Boba public procurement tender started
with significant delay due to the lengthy
procedure of acquiring territories.

The Financing Memorandum has been
amended three times. The first amendment —
approved 20 December 2001 — modified the
financial schedule and the public procurement
plan. The second amendment — approved 30
April 2004 — modified the completion deadline
of the project from 31 December 2006 to 30
June 2008. The technical specification had

8 Practical guide to contract procedures for EC external actions
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tartalom boviilt: 4j feladatként kertilt be
Zalaegerszeg elkertilé megépitése. A 2009.
marcius 11-én jévdhagyott 3. sz. mdédositas
ismét modositotta a projekt befejezési hatar-
idejét 2008. junius 30-ar6l 2010. december
31-ére. A muszaki tartalom valtozdsa: elma-
rad¢ feladat az ETCS 1 telepitése a projekten,
a koltségek dtcsoportositasa egyéb alprojekte-
ken jelentkezd tobblet feladatokra, amelyeket
hat6sdagok, onkormadnyzatok rendeltek el

az épitési engedély megaddsakor. A projekt
eredeti 0sszes koltsége 169,4 M eurorol
varhatéan 199 M euréra, azaz 17,5%-kal
emelkedik, ami a tdmogatédsok tervezett
értékéhez viszonyitott eredeti 49,5%-0s
szintjének 42,05%-ra torténo csokkenését
hozta magaval. A varhaté koltségnovekedést
az el6re nem kalkulalt inflaciés hatdsok,

a muszaki sziikségességbdl és a kozbeszerzések
elhtzddasabol adodo atiitemezések, valamint
a miuszaki tartalom valtozdsa okozzdk,
melynek vdrhat6 értéke meghaladja a 29,6
M eurét (7,4 Mrd forintot). A rendelkezésre
allo ISPA forrédsok tervezett és tényleges id6-
beli felhasznalasat 2000-2010. években a 3. sz.
dbra mutatja be.

3. abra: Az EU-ISPA forrdsok felhasznélasi iteme
a Zalalov6-Zalaegerszeg-Boba vasutvonal rehabilitacids munkain
(167,4 millio EUR)

been expanded: the construction of the
Zalaegerszeg bypass way was included

as a new task. The third amendment —
approved 11 March 2009 — extended the
deadline again from 30 June 2008 to 31
December 2010. Changes in the technical
specification included: the cancellation of
ETCS 1 within the project, the reallocation of
resources for additional sub-project tasks
ordered by authorities or municipalities when
granting the building licences. The total
expenditure of the project is expected to
increase from €169.4 M to €199 M
(+17.5%). That also means that the original
rate of the support has decreased from
49.5% to 42.05%. The estimated growth of
expenditures is caused by: the uncalculated
inflation effects, rescheduling due to technical
requirements and the delays of public
procurements, as well as the changing of
the technical specifications. The total cost of
the above is likely to exceed €29.6 M

(7.4 billion HUF). The planned

and the actual utilisation of the available
ISPA resources in 2000—2010 is shown

in Figure 3.

Figure 3: Utilisation rate of EU-ISPA resources spent on the
rehabilitation works of the Zalalovi-Zalaegerszeg-Boba railway line
(EUR 167.4 million)
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A fenti dbra bemutatja az el6készités
(ingatlan kisajatitds, régészet, kornyezetvé-
delmi el6irdsok, engedélyeztetési eljardsok),
pdlydaztatdsi rendszer, a beruhdzds lebonyoli-
tdsa (mdszaki Kkivitelezés, tervmodositas,
tobblet- és pétmunka, mtiszaki tartalom-
valtozas) sordn kialakult hatdarid6csiszdsok
miatt jelentkez6 finanszirozas jelentGs
elhtazodasdt, amely csak a 2006. évektol
kezd6dden gyorsult fel. Az ISPA tdimogatés
ardnya az eredeti 50%-a helyett a projekt
befejezéséig (2010. december végéig)
mindossze 42%-ot képvisel. Az eredeti 2006.
december 31-ei befejezési hatarid6hoz
képest a projekt négy éves késésben van.
Félévente az ISPA Végrehaijté Szervezet (IVSZ)
Monitoring Bizottsagi tilésre a tdimogatasi
szerzGdésben szereplé feltételek szerint
monitoring beszdmolo6 késziil. A beszamolok
tartalmazzdk az alprojektekre vonatkozé
miszaki el6rehaladds helyzetét, a kornyezet-
védelmi hatdsdg hatdrozatait, a projekt
karbantartdsi programjat, a kozbeszerzési
eljarasok alkalmaval kivdlasztott alvallalkozék
korét a szerz6dések legfontosabb adataival,
a pénzugyi elszamoldst, valamint a muszaki
és pénziigyi indikdtorok aktudlis teljesitési
fokdt. A 2009. december 31-ei indikdtorok
Osszegzése szerint a 78 km-es vastti vonal-
szakasz felujitdsanak mtszaki késziltsége
85,2%, mig a pénziigyi el6rehaladdas dllapota
85,1%. A kialakitott jelentéstételi rendszer
folyamatosan nyomon Kkiséri a projekt
helyzetét, de tobb mint negyedéves késéssel
tdjékoztatja az EU Bizottsag illetékes
szervezeteit a felmeriilt problémadkrol.

The figure above demonstrates the

significant delay in financing caused by the
extension of deadlines during preparation
(expropriation of land, archaeology,
regulations regarding environmental protection,
authorization), tendering, investments
(technical implementation, modification of
plans, extra works, changing in the

technical specification), which speeded up
only from 2006. By the end of the project
(end of December 2010,) the rate of the ISPA
support is decreasing from 50% to 42%.

In comparison to the original deadline of 31
December 2006 the project is in a 4-year delay.
Every half year a monitoring report is written
for the Monitoring Committee meeting of the
ISPA Executive Committee (IVSZ) in compliance
with the requirements indicated in the subsidy
contract. The reports contain the technical
progress of the sub-projects, the decisions

of the environmental protection authority, the
maintenance programme of the project, the list
of subcontractors chosen by public procurement
procedures and the main points of their
contracts, the financial account, as well as the
technical and financial indicators’ actual
performance level. Summing up the

indicators of 31 December 2009, the technical
readiness of the 78 km long rail line section
development is 85.2% and the rate of financial
progress is 85.1%. The reporting system
continuously monitors the state of the project,
but informs the competent organisations

of the European Committee about problems
detected with a delay of more than

three months.
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4.4. A VASUTVONAL FEJLESZTESENEK
EREDMENYE

Az AGC-AGTC eldirasoknak megfelels
vasuti pdlya, a XXI. szdzad fejlett technikajat
alkalmazo szdmitogép vezérelt vasuti jelzo-
és biztositoberendezések, utastajékoztato-
és utasitdsad6 hangrendszerek, a korszerd,
sorompoval biztositott utkeresztezések
mind a kozlekedés, a kozlekedSk biztonsagat
novelik, valamint hozzdjdrulnak az inter-
operdbilis kozlekedéshez mind az drufuva-
rozds, mind a személyszdllitds tekintetében.
A vonal mentén é16k korszerd, az esély-
egyenl@ségi feltételeket is figyelembe vevd
allomadsi- és peronburkolaton juthatnak

el a szerelvényekhez.

A vasutvonalon az dllomadsok tadvvezérlésével
kozponti forgalomirdnyitds valésul meg
zalaszentivani kozponttal, melynek koszon-
het6en javul a forgalom menetrendszertisé-
ge, valamint az tizemeltet§ csokkentheti az
élémunka réforditds nagysagat, ezzel is
el@segitve az dllami vasuttarsasag reorganiza-
cigjat. A 2013-ig megvalosulé ERTMS
rendszerrel (ETCS-2 és a GSM-R) vdlik teljessé
a vasutvonal EU éltal el6irt interoperabilitdsa.
Az atépitett vasutvonal Magyarorszag elér-
het6ségének, gazdasdgi versenyképességének
és a tarsadalom kohézi6janak novelését
el6segitve jobb, biztonsagosabb és kornyezet-
barét kozlekedési rendszert eredményez.

Az elérhet6ség javuldsa kedvezden befolya-
solhatja az érintett régi¢ gazdasdganak
novekedését, nagyobb teret adva a munkaerd
mobilitdsdnak. Az 1j, kdrnyezetbarat vasuti
infrastruktara el@segiti a régidkdzpontok
elérhet6ségének javitdsat, a vidéki
esetenként hatranyos helyzetd térségek
felzarkozasat és a gazdasdgi fejlettség

térbeli kiegyenlitését.

4.4. THE RESULT OF THE RAILWAY LINE
DEVELOPMENT

The rail line meeting AGC-AGTC
requirements, the improved technology of
the 21° century like computer controlled
railway signalling and safety installations,
audio devices for informing passengers and
giving instructions and modern level-crossings
guarded by barriers not only increase the
safety of both the transportation and the
passengers but also contribute to the
interoperable passenger and freight transport.
Those living along the line can get to the
trains through modern stations and

platforms that respect the criteria of equal
opportunities as well.

Central traffic control (headquarters in
Zalaszentivan) is in operation along the rail
line with remote control of the stations, which
significantly improves the scheduled traffic,

so that the operators can decrease the rate of
labour helping the reorganisation of the national
railway company. The ERTMS system (ETCS-2
and GSM-R) — which will have been realised
by 2013 — is going to complete the
interoperability of the rail line, fulfilling the

EU requirements. The reconstructed rail line is
going to improve Hungary’s accessibility,
economic competitiveness and social cohesion,
thus it will result in a better, safer and
environmentally friendly transport system.
The improvement of the accessibility may have
positive influence on the concerned region’s
economic growth, providing more flexibility
for the mobility of workforce. The new,
environmentally friendly railway infrastructure
helps improving both the accessibility of

the regional centres, and the catching up of
the rural, sometimes disadvantaged areas as
well as reaching an economic balance.
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