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EXECUTIVE SUMMARY

The present study aims at providing a general outlook on the main fea tures of transport
system in the countries being Parties to the Carpathian Convention. General considerations
on the situation of transport in the Carpathian region and its impact on the environment
are presented. An on-site mission in the Carpathian regio n was also performed in order to
collect further information and data. Present day limitations to das well as possibilities of
further development of d&transport in the Carpathians are here presented. The study aims
at analyzing the transport network in t he Carpathians with a focus on environmentally se n-
sitive areas. On the basis of the identified problems of the Carpathian transport system,
the study identifies the actions needed to assure the infrastructural functionality of the
transport network and to improve urban and tourist accessibility of the Carpathian region in
order to promote an approach which is participatory, a socio -economic development which
is balanced, and new development opportunities for local communities of the region

Furthermore, the study collects, compiles, summarizes and suggests appropriate actions to
limit the environmental impact of infrastructure and to develop advanced transport ma  n-
agement systems. In particular , it addresses the two main issues of expanding international
traffic flows towards the East and preserving the natural beauties and outstanding scen e-
ries offered by the Carpathian region . The study highlights the need to develop a mult i-
modal network in the Carpathian countries in order to assure not only better accessi bility
standards, but also to develop sustainable and environmentally friendly mobility systems
within the most valuable natural and tourist areas. The analysis of the situation of the Ca  r-
pathian transport system provides for the bases for possible interve ntion strategies and
recommendations.
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INTRODUCTION

Carpathian Convention: Article 8 & Sustainable transport and infrastructure

1. The Parties shall pursue policies of sustainable transport and infrastructure planning and
development, which take into account the speci ficities of the mountain environment, by
taking into consideration the protection of sensitive areas, in particular biodiversity  -rich
areas, migration routes or areas of international importance, the protection of biodiversity
and landscapes, and of areas of particular importance for tourism.

2. The Parties shall cooperate towards developing sustainable transport policies which pr o-
vide the benefits of mobility and access in the Carpathians, while minimising harmful e  f-
fects on human health, landscapes, plant s, animals, and their habitats, and incorporating
sustainable transport demand management in all stages of transport planning in the Carp a-
thians.

3. In environmentally sensitive areas the Parties shall co -operate towards developing mo d-
els of environmentall y friendly transportation.

Article 8 of the Carpathian Convention promotes the development of a sustainable tran s-
port system in the Carpathians. It affirms that the Parties to the Convention shall otake
into account the specificities of the mountain enviro nmento. On the basis of this article , on
the one hand, transport policies should promote an efficient transport system, aiming at
guaranteeing accessibility in the Carpathian region and at promoting freight and passenger
traffic flows , meeting the economic and social needs of the region; on the other, transport
policies should take into consideration also the environmental needs and should minimize
the harmful effects of freight and passenger traffic on the Carpathian environment . They
should also pay special attention to sensitive areas, which are considered as important
heritage for both present and future generations ! In these areas, the Carpathian Conven-
tion promotes international co -operation among the Parties aiming at developing enviro n-
mentally frien dly transport systems.

This study aims at analyzing the transport network in the Carpathians with a focus on env i-
ronmentally sensitive areas. On the basis of the identified problems of the Carpathian
transport system, the study aims at identifying the nee ded actions to ensure the infrastru c-
tural functionality of transport network and to improve urban and tourist accessibility of

the Carpathian region in order to promote balanced socio -economic development. Furthe r-
more the study compiles, summarizes and suggests appropriate actions to limit the env i-
ronmental impact of infrastructure and to develop advanced transport management sy s-
tems.

This study is the product of the data collected so far within the limits of the project and
can, of course, be further impro ved.

An overview of the Carpathian transport and mobility system and of the policies, plans and
programs applied in the Carpathian countries was developed. In addition, specific case
studies were carried out, aiming at analyzing the accessibility to enviro nmental sensible
areas in the Carpathian space.

L A Heightened Perspective Regional Assessment of the Policy, Legislative and Institutional Frame-
works Implementing the Carpathian Convention, REC, EURAC, December 2007
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1. GENERAL CRITICAANALYSIS

With EU enlargement, Central and Eastern European countries have increased their e x-
changes with Western ones. The development of an efficient transport system, including
advanced transport services and appropriate infrastructure endowment, is an assettor e-
spond to the increasing needs of passengers and trade.

The Carpathians, due to their peculiar location and shape, represent a natural barrier to
the development of East -West networks; however, Carpathian mountain environment is an
outstanding resource for the development of tourism and leisure activities.

When dealing with the issue of mobility in the Carpathians, it is essential to consider two
basic needs: to expand internatio nal traffic flows Easwards and to preserve the natural
beauty and outstanding sceneries offered by the Carpathian region, also with the purpose
to create new development opportunities for local communities (e.g. in the tourist sector).

In other words, the development of the transport network (highways, main roads, railways
etc. ) crossing the Carpathians could be of great importance for the economic growth of the
new EU member countries and a good opportunity for bettering security on Carpathian
roads and making areas of tourist or natural interest easier to reach. In fact, diverting i n-
ternational trade transports on the new highways of TERN Corridors could dramatically r e-
duce traffic on other roads, to the advantage of local and tourist traffic, particular ly in the
mountain districts.

The matter is actually to develop a multimodal network in the various Carpathian countries
to assure not only better accessibility standards, but also to develop sustainable mobility
systems within the most valuable natural an d tourist areas.

There are several issues that need to be considered and faced:

e Lack of coordination of transport services of the various Carpathian countries;

e Transport demand composed of different displacement typologies (residential,
working, commercial , tourist, long -and-short route), insisting on the routes, also
due to a modal integration that is subject to improvement (road - rail and rail -
inland navigation). These routes usually are not endowed with infrastructural ca-
pacity and geometric features.

e Road safety standards in the Carpathian countries are still not always in line with
EU 15 standards: they are often low from a structural point of view and furtherd e-
creased by the coexistence of different types of traffic on the same routes;

e Tourist and natural areas are generally not easy to reach, due to the lack of infr a-
structure (the existing one is usually prone to bottlenecks) and the lack of mobility
management services;

e Local public transport plays an important , but decreasing, role also thanks to newer
shuttle -bus services;

e The construction of greater highways is being realized in the framework of the
TERN Corridors policy mostly financed by the EU; new corridors can facilitate the
transit of international traffic in developing areas (with some p  ositive economic
and social effects) ; however, they can have a high environmental impact in some
areas near to natural parks (particularly Moravska Beskydy, Oravska Beskydy, Mala
Fatra Narodny Park, Tatransky Narodny Park, Uzans, in the Ukranian sector of the
Carpathians and in the Sibiu region in Romania).



The analysis of the critical situation of the transport system in the Carpathians provides the
bases for possible intervention strategies and recommendations that were elaborated by
EURAQunder the guidance of the Working Group on Sustainable Industry, Energy, Transport
and Infrastructure of the Carpathian Convention?. These recommendations have been ad-
dressed to the Implementation Committee of the Carpathian Convention as a background
document for its in formation and consideration, in preparation of the second meeting of
the Conference of the Parties of the Carpathian Convention , which will take place in B u-
charest, on 17-19 June 2008.

RECOMMENDATIOM. 1: OPERATIVE EFEIENCY OF ROAD ANDAR
NETWORK

To assure infrastructural functionality to transport network

Finalization of rail and road axes in progress, according a functional concept favouring links
with trans -European network

Strategic priority for intermodal systems (rail -road and rail -inland navigation), by well co n-
nected logistic platforms on the main operative loop of the integrated network

Permeability of trans -European infrastructures by a optimal accessibility standard (rail st a-
tions, motorway intersections, road links to the local and urban ne twork, river free ports)

Road, rail and inland navigation lines must be planned in a manner that is rational and
functional to trans -European axes; at the same time, road -rail and rail -inland navigation
intermodality must be prioritized through logistic pl atforms placed strategically within the
network and properly connected; the permeability of trans -European infrastructure must
be optimized through an adequate planning of accesses (train stations for railways, inte r-
sections for highways, river free ports for inland navigation).

RECOMMENDATION N. ENVIRONMENTAL IMPACT
To limit the environmental impact of the infrastructural network

Concept and operative layout of new infrastructures and facilities taking account to the
negative effects on environment

Building of new infrastructures and facilities favouring the permeability among different
ground sections and safeting the bio -diversity, particularly on Carpathian Natural Parks

Environmental impact must be considered from the first steps of planning for inf  rastructure
change. These considerations must take regard of the special needs of the mountain env i-
ronment, particularly in areas of sensitive landscapes, with endangered and protected sp e-
cies, especially those of special interest for tourism (e.g. green b ridges). It is recommended
to possibly favour the development of rail over rail infrastructure.

2 See the Terms of Reference of the Working Group, as approved in their final version by the Impl e-
mentation Committee of the Carpathian Convention at its first meeting held in Sibiu, Romania, 2 -4
April 2008.



RECOMMENDATION N. SUSTAINABLE MOBILITWANAGEMENT
To adopt management systems for sustainable transport

Application of automated and integrated traffic manag ement system finalized to the co n-
trol, regulation and selection of traffic, also with the support of ITS 0 Intelligent Traffic
System

Application of solutions like:

o Traffic calming system, with specific layout of road sites, finalized to the separ a-
tion of different typologies of mobility and the safety of road traffic  ;

e Parking and traffic |imited ar e &ed by lowr
emission bus shulttle.

A transport system that integrates the different transport modalities must be promoted a  nd

the use of transport modes other than road transport could also be favoured so to reach

this goal. Traffic management and controlling systems could be introduced in order to reg  u-

late traffic, also with the support of ITS (Intelligent Traffic System) sys tems. Traffic and

parking | imitations could be enforced inncertain a
cluding shuttle busses) could be considered and promoted in other areas. Models of env i-

ronmentally friendly must be developed for environmentally  sensitive areas.

RECOMMENDATION N. 4AMPROVEMENT OF ACCHBILITY STANDARD
To improve urban and tourist accessibility

Resolution of bottlenecks to the urban entry roads, finalised to improve the accessibility
standard reducing congestion and the following gas emissions

Better organisation of bus services, optimising frequency, reliability and comfort, also r e-
newing the fleet of vehicles

Better organisation of signal and traffic light systems, finalised to guidance of flows inside
the tourist and environmen tal interest Carpathian areas

Bottlenecks near urban and tourist areas should be reduced near urban and tourist areas, so
to improve the standards of accessibility, as well as to reduce the negative environmental
impact of the gas emissions of traffic jams . Rail transport could be improved in order to
achieve this result.

RECOMMENDATION N. SMPROVEMENT OF SAFESTANDARD
To improve safety standards

Reduction of incident rate by the Euro -standardisation of road capacity, above all inside
the urban and semi-urban loops

Functional separation of vehicle traffic from pedestrian and bike mobility, by specific sep  a-
rated tracks



Sidewalks and bicycle paths should be further developed, especially in urban areas, while
the pavement and traffic signs should be impro ved to enhance the safety standards of the
road network.

Figure 1: Route E75, Cadca-Jablunkov, ca rs and trucks traffic overlap: s peed is set by trucks *

In the present document we will analyze, at first, the general aspects (railw  ay system, road
and highway system, public transports, local traffic) of transports in the Carpathians and
then, in detail, the infrastructure system and the functioning of transport systems as well

as related political choices and scheduling.

3 Source: CSSTthe source of all photographs included in this study is CSST)
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2. TRANSPORBYSTEM AND MOBILITM THE CARPATHIANS
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Figure 2: Carpathian Convention Road Network (Source: EURAC)

‘2.1 ROAD AND HIGHWASBYSTEM

Two major Corridors (number 5: line Bratislava -Zilina-L 6 v i v , and number 6: Il i nes
Bielko Biala-Zilina and Katowice -Ostrava-Brno) cross the Carpathians, while other two Co r-
ridors lie respectively in the northern (number 3: line Katowice -Krakow-L 6 v i v) and in the

southern part (number 4: a line almost entirely crossing the Romanian territories of Ti  mi-
soara, Sibiu and Bucharest) of the region. The above mentioned Corridors are multimodal,
wherein the modal split is favourable to roads, along which about 70% of goods are tran s-
ported (see: CSST; Master plan data of Poland, Rumania and Czech Republic).

Along these Corridors, technical characteristics and quality of road facilities change from a
tract to another. In fact, along the same road some tracts look like highways (two roadways
with two/three lanes for each direction), while other tracts look like simple roadways (with
one lane for each direction).

In a working day about 20,000-25,000 vehicles run, in the two directions, on the roads of
the two main Corridors, particularly along the lines Katowice -Bielko; Biala-Zilina and Ka-
towice -Ostrava-Brno. On this route about 20 -40% of the total traffic consists in freight. The
Rumanian trans-Carpathian Corridor (route E 60: Oradea-Julia-Sibiu-Pitesti) is crossed by
15,000 vehicles per day. On this route about 25% of the total traffic consists in freight (see:
Sectia Traffic, 2006).

10



This traffic runs on roads that mostly have only one lane for each direction (each 8 -9 me-
ters wide), that cross numerous villages and towns and it is not only long -distance freight
traffic but also local and tourist traffic. A fact, clearly, that causes heavy problems to pe o-
ple living in the area.

20,000 vehicles per day cross the trans-Carpathian Corridor 6, which is along the route

E75, that joins Cadca (Slovakia) to Jablunkov (Poland) and Bytca (Slovakia) to Roznov
(Czech Republig), a road that lies on a mountainous region and crosses many towns and vi |-
lages.

C.TESIN @
IWARDON @
SKALITE

TURZOVKA

Figure 3: Road junction in Cadca

According to on-site observations®, present road conditions are likely to ease a markedly
higher number of car acci dents than on the entire trans -Europeanroad network (TERN) sys-
tem.

Freight traffic along Corridors 5 and 6 is progressively increasing as a consequence of the
increased industrialization (in large part due to automobile industries: FIAT, GM, Toyota,
PSA)of the Ostrava-Zilina-Bielsko Biala area. This forces to plan the construction of infr a-
structures adequate to the increasing traffic, especially in the north  -east/south -west dire c-
tions.

4 Source: CSST orsite mission 2007
5 Source: CSST orsite mission 2007
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Figure 4: Route Bielsko-Zilina: h igh traffi ¢ due to automobile industry

Even if there is less traffic than in Corridors 5 and 6, the same problems exist for Corridor
4, joining Budapest to Constance (Black Sea) crossing the mountainous area of Hunedoara,
Sebes and Sibiu. These roads are absolutelyinadequate to the traffic needs and have a high
level of car accidents.

In consideration of these problems and in order to ameliorate the situation of the traffic,
works are presently in progress on the two more important Corridors, number 5 and 6. They
consist in completion of the highway Povaska -Milowka, line Bratislava -Zilina-Bielsko Biala,
and completion of the highways Zilina -Liskova and VazecPresov (in the Carpathian territory
of Slovakia) and Uzhorod-Kosice (in the Ukrainian-Slovak area).

Completing these traffic systems is also likely to reduce the traffic on the nearest (very
crowded) roads as well as that of other important roads, like the tract Cadca -Bystrice,
route E75, on the Czech-Slovak pass. This reduction is then likely to result in an abat ement
of road traffic pollution produced along the the other routes, at present overloaded.

Unfortunately, frequently the new highways appear to be highly disfiguring the natural
scenery, particularly in the areas of Beskydy Morava (Skalite), Javorniky (B ytca) and to the
south of Tatra Park (Batizovce). Infrastructures having a strong visual impact on the lan d-
scape, which could in turn result in an environmental impact of traffic should be accurately
designed and properly assessed in terms of costs and berefits possibly arising from them.

12



Figure 5: Highway in construction: s trong environmental impact (Corridor 6  d Poland-Slovakia line)

Figure 6: Highway in construction: s trong environmental impact (Corr  idor 5 - Povaska Bystrica dZilina line)
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Figure 7: Carpathian Convention Rail Network (Source: EURAC)

2.2 RAILWAY SYSTEM

The most important trans -European corridors include the major railways. At present, rai |-
ways play an important role in the modal split of passenger and freight traffic, with mean
guotas larger than those, for example, of the railway lines that cross the Alps.

The central role played by railways in the Carpathian traffic is also a consequence of the
social and productive shape of the region, inheritance of the collectivism, typical of thes  o-
cialist Countries®.

The new political order in the Carpathians and the opening to the market is producing an
increase in freight and passenger traffic and, as a consequence, a n increased importance of
road systems. However, still 30%’ of freight and passenger transport in the Carpathian area
is railway transport, an important quota if one considers the low quality of trains, railway
stations and so on.

% In the communist period railway network to a total length of 106,100 km by 1940. During World War

Il the railway system was central for moving military personnel, equipment and  freight. Later the S o-
viet railway network was re -built. It covered more than 145,000 km of tracks. Still today the Russian
economy is more rail-dependent than any other large country in the world (World Bank, 2005) and a
similar situation can be found in t he countries which were exposed to Soviet influence in the Twe n-
tieth century.

" T-NEG3 Transportation in new EU-Members Countries- General research network for harmonization
and integration (September 2003) .
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Instead, according to our observations, conveyance of passengers has a good standard of
punctuality and reliability, especially in the double track lines at the border between P o-
land, Slovakia and Czech Republic (Trencin-Olomouc, Zilina-Cesky Tesin) or in the Ukrainian
line Turka-Velijkyi -Berenznyj-Uzhorod®.

Figure 8: Railway line in Bystrice (Czech Republic)

The need of a modal integration of transport systems and the aim of privileging the long
distance railway transport has caused a relevant multiplic ation of railway lines connected
with the newly industrialized areas and of intermodal terminals in the Carpathian area.

Figure 9: Kia Motors plants railway connection in Zilina (Slovakia)

Consequently, some railway stations near Carpathian mountain passes are gaining strategic
importance for the distribution of goods along the railway network. This fact, however, in
many stations, for example that of Skalite, line Zilina -Bielsko Biala, causes problems in pas-
sengers® conveyance.

8 CSST orsite mission 2007.
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Figure 10: The freight railway station of Skalite (Slovakia -Poland pass)

2.3 LOCAL BUS TRAN&RRT SYSTEM

Official statistical data are not available yet, but it is possible to estimate that local public

transportation by bus is sti Il one of the most important ways to travel in the Carpathian

area, particularly in the case of commuters and students. This can be linked both to the |  o-

cal social-economic conditions and to the history of the region that for many years was

ruled by sociali st governments, where the oO0collectiveb6 serv

Bus transport, still very convenient and widely present in the region, can play an important
role in maintaining a modal split balance, limiting a shifting towards the use of private
cars.

70.000,0

60.000,0

50.000,0 -

40.000,0

Drail transport
Wbus transport

30.000,0 - Oroad transport

20.000,0 -

10.000,0

0,0
2000 2001 2002 2003 2004 2005
year

Figure 11: Passenger transport within the region & Moravskoslezsky region (Source: CSST elaboration on the
basis of Transport Policy of the Czech Republic for 2005  §2013)°

For example, see the evolution of passenger transport within the region & Morasvskoslezsky
between 20008005 (thousands passengersy.

® Reference: Czech Republic, Ministry of Transport July 2005 &from http/Awwv.mdcr.cz/NR/idonlyres/F961328B  -473A
4FAB89167-76 AESADD5846/0/DPanglickaverzeFINAL. pdf
19 Source: Poland Transport Yearbook 2006
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The liberalization of bus services currently ongoing in the Carpathian countries has brought
a rationalization of the business costs, which did not yet result in turn in better bus se-
vices to less populated areas in the Carpathians.

However the new market conditions increased the diffusion of new public transport means

and services. I'n parti-twd @rsdrmhei cseos csatl d retde d mvarr koi n (
Romania, Ukraine and Slovakia: these buses have got 315 seats and provide a service which

is appreciated by the local communities, being actually able to satisfy the local demand for

displacements and to assure better comfort standards, speed and capillarity compared to

the traditional bus services available in these areas.

Mini-bus services are more expensive than traditional ones for customers, though their su c-
cess is increasing. Many different services can be delivered by these new companies which
represent a concrete a lternative to the use of private cars. The services commonly pr o-
vided by micro -bus managing companies are the following:

Collective taxi on urban and metropolitan routes;

Outl i ersd r out etsfficdlavs roltes @.g9. sona Carpatiian routes);
Route services on national and trans-European routes;

National and trans-Eur opean-seanmwicalslo

Through an extensive use of different kinds of public transport, there is the possibility to
avoid a critical situation that characterizes the Alpine regio n: the clear prevalence of the
use of private cars also for displacements that, in theory are more suitable for the region.

However, local bus transport in the most strategic areas of the Carpathians has some heavy
problems, namely:

e The rolling stock frequ ently consists in old vehicles (mean age: 15 years), heavily
polluting and not comfortable;

e Bus stops are frequently badly maintained, do not offer enough protection in the
case of bad meteorological conditions, do not give passengers enough information
about bus fares, routes, time -table of runs;

e In the towns, buses go along the same streets as urban traffic (there are not many
special lanes) that consequently results heavily troubled.

Figure 12: Bust stop and time -table of a Ca rpathian bus line managed by SAD (Moravska Beskydy)

Clearly, it would be necessary to renew the bus stock and to build new and more efficient
bus stops (also through modern infomobility systems) to support a modal split that has an
important quota of local public transport.

17



Figure 13: Mala Fatra National Park 0Bus lines in Techova (upper image) and Cieme (lower image)

2.4 CARPATHIAN INTENRAL MOBILITY

The problems of overabundant traffic and mutual disturbance and overlapping of different
traffic typologies on the same road network typology have been already discussed.

¢ Internal -Carpathian mobility: internal mobility within the Carpathian region, i.e.
displacements having origin and destination within the Carpathian area;

¢ Intra-Campathian mobility: import -export mobility of the Carpathian area, i.e. di s-
placements having origin in the Carpathian region and destination outside this area
(or vice versa);

e Trans-Carpathian mobility: mobility across the Carpathian area, i.e. displacements
having origin and destination outside the Carpathian area, but crossing the Carp a-
thians mountain range.

The internal traffic quota within the Carpathian road network  dwhich is mainly characte r-
ized by circulation of cars, light duty vehicles and vans d&is very changeable and it depends
on the analyzed area.

This traffic quota should be around 50% across the TEN corridors (for instance on many
parts of the Slovak area Zilina 0 Vasek 6 Presov); while near the main Carpathian cities
(Bielsko Biala in Poland, Zilina in Slovakia, Uzhorod in Ukraine, Ostrava in Czech Republic,
Sibiu in Romania) the quota can reach 80-9094"

Since the great trans-European corridors are still not completely working, the strong pre s-
ence of local and urban traffic on the city -crossing road networks represents a bottleneck
which it is possible to overcome and brings about a critic delay for the international trans -
Carpathian transport system.

At the same time, the inappropriate presence of long -distance traffic on the greater me t-
ropolita n viability across the Carpathian cities, due mainly to heavy duty vehicles, affects
negatively urban mobility functions, safety and air quality. A growing need to stabilize the
mobility

Local extra-urban mobility can also be considered as internal traffi c: it can play rather a
critical role if it adds to mean - and long- distance traffic, crossing natural parks and env i-
ronmental and tourist valuable areas.

11 Source: CSST orsite mission 2007
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As stated above, in some Carpathian areas (especially Moravska Beskydy, Mala Fatra and
Tatra National Park) existing roads can be inadequate to the necessities of a heavy traffic
of vehicles having very different typology. Often these same areas (e.g. Tatra National
Park) also have a relevant environmental value and are rich in biodiversity. Local scenery
risks then to be affected by inappropriate infrastructure planning. The need to couple a c-
curate and sustainable planning procedures with trade and economic development needs
should be particularly felt in these locations.

| Proposed Protecied Areas for the fulure CNPA

@ =

Figure 14: Proposed Protected Areas for the Future CNPA (Source: PAN & Instytut Ochrony Przyrody and
DAPHNES Institute of Applied Ecology)

Moreover, as better explained above, local public transport generally is of low quality in
terms of modal integration and of comfort of both vehicles and bus stops.

Other problems of local traffic related to accessibility and internal distribution are:

e Troubles to foot -traffic due to the presence of numerous pedestrians, even in
scarcely urbanized areas, and to the frequent lack, in the towns, of sidewalks,
footpaths or pedestrian crossings;

e Troubles to hicycle users due to the presence of a large number of cyclists (fr e-
guently teenagers) and to the lack of paths to them reserved;

e The limited number of parking lots, particula rly in the vicinity of areas of great
tourist interest;

e The lack of modern systems of control and traffic management characterized by
the presence of road signs frequently inadequate to the needs of the traffic.
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Figure 15: Tatra National Park (Poland) - Pedestrian and bicycle mobility

Accessibility and sustainable mobility in the Carpathian protected or tourist areas and r  e-
lated problems will be analyzed in depth and discussed in a section entirely dedicated to
this topic (see infra).

2.5 CARPATHIAN FREHET INLAND NAVIGATION

Historically the Danube River represents one of the main transport routes in the Carpathian
region. Along the river internal section , including German, Austrian and the Slovak d Hun-
garian border sections, fr eight transport is well developed with reference both to national
and international trade.
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Figure 16: The Danube Region (Source: Encarta Encyclopaedia)

The Danube Riverdincluded in the Trans-European TEN Corridor VIIdis a natural communi-
cation route crossing the main Central and Eastern Europe countries. The Danubian corridor
links the Black Sea to some of most important cities of Central Europe, such as Vienna, Bra-
tislava and Budapest 0 hosting one of the largest ship river p orts worldwide . Navigable
channels between the Danube and the Rhine link the Black Sea with the Baltic Sea. The
whole Danubian system is 677 km long from the Rhine dMain confluence to the Danube port
of Passau, close to the Austrian border. Freight transpo rt along this navigable route can
provide substantial time advantages in comparison with the alternative sea routes between
Northern-Western and South-Eastern European regions.
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Further developments of navigable connections between Vienna and Bratislava and be-
tween the Lower Danube area and Calafat (Romania) have been planned. After the opening
of the navigable channel connecting Rhine, Main and Danube rivers in 1992 and benefiting
from the use of other navigable rivers (such as Drava, Sava, Tisza and Morava; Danube and
Tisza again in Serbia and the Danube Tisza-Danube channel) the Danube river has become
one of the main transport routes through Europe .

Specifically, the Danubian route is an essential element of the so -called DMR system (that is
the river ¢ onnection Rotterdam 0 Vienna 6 Budapest 6 Black Sea) and represents an out-
standing resource for both freight and passenger transport in the Carpathian region, since
its navigable section mainly lies in this area. The current rate of Danube inland navigatio n
is 5% , with a modal split prognosis of 6,5 -7,0% in 2015, that is approximately 2,5 billion of
t-Km'2. In the period 1995 -2005, the volume of freight traffic in the Danube Carpathian se c-
tion doubled, the estimation for the period 2005 -2015 is an increase of further 30%"3).

Freight transport along the Danube river is generally profitable since boats and barges
commonly used have the same carrying capacity as 173 heavy duty vehicles and 93 railway
wagons®, and therefore it produces a much lesser environmental impact than other means
of transport ( a single boat emits approx. 1/3 CQ, than a heavy duty vehicle) *°.

The Danube navigable channel was planned for large ships navigation (110x11,45 m),
though it is possible to use even la rger ships in the majority of th e river length.

Totally, 87% of the Danube river is navigable (2411 km)*®, 78 ports exist on the river shores
and several channels and locks allow travelling to the internal areas of the crossed cou n-
tries (for example there are 5 locks in Germany and 10 in Austria which allow in -land navi-
gation). In the countries crossed by the Danubian route an enlargement of the system was
originally planned aiming at improving the shipment possibilities, but these projects have
been often slowed down for raising environm ental concerns.

Down the Vienna Freudenau lock, the building of navigable channels was limited due to
some i nfrastruct urdamsandtbe Bratiskava @ral Sertfiak-Romanian border
locks. Down the mentioned locks, the Danube water course to the B lack Sea does not have
any physical barrier for more than 860 Km.

2 Source: Economar Brokerage Event Budapestd 12-05-2006 & Danube transport, an intermodal axis
for Central Europe & Research and Development needs in the navigation cluster 6 Dr.Ern6 Pal, Projekt
manager dfrom http://www.kti.hu/downloads/hirek/dantrans.pdf

13 Source: KVM Infra

14 |CPDRS International Commission for the Protection of Danube River

15 The Cleanest Ship Prdect, Rotterdam, Holland

16 Source: ICPDR 8 International Commission for the Protection of Danube River & from
http://www.icpdr.org
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Figure 17: Danubian Budapest-Csepel Freeport

A future integration of navigation services along the Danube river has been planned, by
providing an intermodal 0do overtheless aih mtermaddal sex-c hange se
vice needs to be further developed especially in the two ports of Gyor -Gonyu and Baja. The
implementation of a modern and effective intermodal logistic chain could bring a further
development in the European sustainable freight transport by rail and w aterways. Currently
Budapest hosts the main intermodal freight port for in -land navigation near the Carpath i-
ans. With the future developments of its infrastructure, Budapest port is expected become
one of the most important river por ts in Europe, managing some 50% of the total loading
and unloading operations for freight transported along the Danube. An interesting initiative
aiming at easing the operations of logistic businesses is represented by a computer -based
system promoted by t he Budapest University.

Many nautical engineering businesses working in the river port of Budapest use advanced
design software and promote R&D of systems aiming at facilitating navigation and freight
sorting. The importance that the Budapest port is expe cted to assume requires a develop-
ment of railways to assure the shipment directly in the port. It will become necessary to
widen the existing railways to loading and unloading of freight from the Danubian Budapest
port to the railway itself. The envisaged cost for this work has been assessed in 40 million
euro®’. In addition new facilities are needed to fasten the freight loading/unloading time.

17 Source: Economar Brokerage Event Budapest
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3. TRANSPORT POLICSEAND PROGRAMS IN EFCARPATHIAN COUNTES

In this section, we propose a detailed analysis at the national level on transport facilities
and supply and the applied and programmed transport policies in the Carpathian Countries.

Our analysis aims at introducing the Carpathian mobility and transport system which is ne c-
essarily influenced by national transport policies adopted in the different countries.

Issues discussed in the above section 2 (Carpathian system), are here analyzed in detail: i n-
formation on the present situation, policies and programs adopted in the Carpathian area
are then harmonize d with national policy choices. *®

CZECH REPUBLIC

The Czech Republic has 627 km of motorways and 54,958 km of roads in operation, out of
that 6,156 km of class | roads (out of that 336 km of motorways), 14,669 km of class Il roads
and 34,128 km of class Illl roads. Motorways and major roads carry the biggest portion of
traffic volumes and connect the most important administrative, economic and resort ce  n-
tres. This includes a network of international roads (including motorways) marked with the
letter E, accord ing to the AGR (European Agreement on Main International Traffic Arteries),
in the length of 2,644 km. With the density of 0.70 km of roads and motorways per 1 km2,
the Czech Republic ranks among the leading European countries.

3.1.1. ROAD AND MOTRWAYS

There are about 600 kilometres of highways in Czech Republic. New highways are going to
be built in Moravia and Carpathian Area (Moravska Beskydy) by 2009. They will connect the
western part of the country (from the German border) to the eastern one (to the Polish
border).

18 The following analysis is generally based on homogenous information. Though, some minor inconsis-
tencies might be found due to the unavailability of official homogenous data for all the countries i n-
cluded in the study.
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Figure 18: The E 75 motorway in Moravia Beskidy is being developed.

Czech Republic has a developed infrastructure of roads and motorways according to Wes t-
ern European standards. Main motorways and some express pads ensure a good level of
service (relationship between capacity, flows and commercial average speed). In addition
an extensive network of roads (almost all of them single lane) connecting all major towns
can be found in Czech Republic.

The total length of road and motorways in the Czech Republic equals to 55,959 Km*°

19 Source: Transport Policy of the Czech Republic for 2005 820138Czech Repulic, Ministry of Transport 8July 2005 &from
http/Amww.mder.cz/NR/rdonlyres/F961328B  -473A4FAB9167-76 AESADD5846/0/DPanglickaverzeFINAL .pdf
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Figure 19: Road and motorway transport system of the Czech Republic

313 RAILWAYS

The organization of rail transport has changed following the adoption and gradual impl e-

mentation of Act No. 7TCkk2e®2 REGa i tva tReildvayén&éa-ni ng
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0Czech Rail wayso6 i s belomingnta theslargest compardemin the §zech
Republic, offering transport and other services on the railway, ensuring operation on n  a-
tional as well as regional lines and carrying out infrastructure maintenance, repairs and
modernization 8

ORailway Inffrast ruct ur e Ad(RIANS & state arfgdnieatiod managing the state
property mainly represented by the railway infrastructure. It fulfils the role of a rail owner,
providing operation, operability, modernization and development of the railway infra  struc-
ture. It allocates path capacity on a national and regional rail owned by the Czech Repu b-
lic.

According to the Act No. 266/1994 Coll. also other licensed carriers can now access the
Czech railway infrastructure.

Railway infrastructure charges have be en established in rail transport, based on marginal
transport costs. Czech rail transport primarily focuses on:

e Fast and high quality passenger transport (both long -distance and regional) assuring
regular services;

e Fast freight transport and logistics, w here the integration is assured with public | o-
gistics centres, door -to-door services are guaranteed,

e Quality suburban and urban transport along the busiest traffic lines in the fram e-
work of an integrated regional transport system.

Some essential data can be reported with reference to the specific characteristics of Czech
railway infrastructures, supporting the extremely good quality of the service provided and
its extension.

e Total length of Czech railway network : 9,435 km ;

e Sandard gauge: 9,341 km: 1.435-m standard gauge (2,946 km electrified at three
voltages; 1,868 km double track) ;

e Narrow gauge: 94 km 0.760-m narrow gauge.

Nesk® dr §hy (ND) (English: Czech Railways) is the

4 Zelezniéni koridory  Railway transit corridors.

A Celostaini trats National lines

Y Regionaini traté Regional lines

~ Vietky Sidings

Borders of the Gzech Republic

Figure 20: Czech Republic Railway Transport S ystem
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3.1.4. TRANSPORT PALCY

Establishment of appropriate conditions and standards for ensuring high -level and competi-
tive transport services inside and outside the country is the main goal of Czech national

transport policy

. A growing attention is then devoted to economic, social and enviro n-

mental impact of transport and to encourage a modal split more fav ourable to rail tran s-

port.

Main goals of Czech Republic transport policy include:

e Harmon

ization of the transport market features and operational conditions;

e Modernization, development and revitalization of the railway transport;
e Improvement of road transpo rt quality;
e Reduction of environmental and public health impacts of transport,

e support

to the interoperability among different European rail systems and the pan -

European transport network, including primarily EU projects;
e Improvement of transport safety o n the national Czech transport network;

(o]

Encouragement to the adoption of a performance -based charging system on
transport;

Assuring greater attention towards rights and duties of transport service u s-
ers;

Qupport to the development of a country -wide multimo dal transport sy s-
tem;

Support to the development of urban, suburban and regional transport sy s-
tems as a single integrated system;

Focus of the research initiatives on safe, structurally reliable and enviro n-
mentally friendly transport modes.
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Figure 21: Passenger transport within the region ~ d Moravskoslezsky region (Source: CSST elaboration)
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3.1.5. TRANSPORT PACY PRIORITIES

The following priorities have been set in the framework of general transport policy of
Czech Republic:

¢ Implementation of research and new technologies including automatic data tran s-
mission and collection;

e Creation of the appropriate market -based conditions being able to assure the Czech
carriers competitiveness in an open -market economy;

e Limiting the environmen tal and public health impacts of transport in obedience to
sustainable development principles;

e Establishment of a network of public logistics centres aiming to provide to
neighbouring regions intermodal transport services (rail + inland waterway tran s-
port) , and to reduce truck transport services in order to avoid traffic flows conce n-
tration;

e Harmonization of transport market conditions (for example: internalization of e  x-
ternal costs and balance of tax burden at European level);

e Establishment of tasks of ind ependent authorities for each transport mode, (these
independent bodies will have to allow the access to the transport market and d e-
termine technical and organizational standards in the field of transport according
to the European rules);

e Improvement of th e maintenance techniques of existing transport infrastructure.
Preference is given to conservation of existing infrastructure instead of constru c-
tion of new infrastructure, in case of insufficient financial resources;

e Promotion of a balanced development of transport networks in consideration of the
need to preserve the consistency of interested areas and the international oblig a-
tions;

e Optimization in access to and use of financial opportunities provided by EU funds
and other public sources. An increase of GDP quota to co-finance EU initiatives of
to 2.5% is foreseen. A multi-source financing system including the involvement of
private capital will be applied for project financing;

e Collection of funds for research and development in transport sector, aimingt o
support the implementation of new technologies on the national territory, including
automatic data transmission and collection systems (e.g. EU Galileo satellite nav i-
gation program);

e Improvement of traffic safety;

e FEvaluation program of operating reliabil ity and safety of different transport modes
by means of several on-site missions;

e Fulfilment of the objectives of the Unified Transport Information System (UTIS). %°

Concerning road transport, the policy priorities for Czech Republic are the following:

e Implementing a performance -based charging system for users of the road transport
infrastructure;

e Adopting measures to minimize traffic congestion (not only through extensive d e-
velopment of infrastructure);

2UTIS means the Czech concept of the intelligent integrated management of transport system
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e Securing development of the road network in considerati on of international oblig a-
tions and in compliance with regional legislation, and minimize impacts of the e  x-
isting infrastructure on the lives of inhabitants in the involved municipalities;

e Determining more stringent rules for training new drivers, includin g new rules for
examining the professional qualification of new drivers and tightening up of the
rules of mandatory training of professional drivers;

e Demanding and thoroughly checking the driving times, rest periods and safety
breaks of truck drivers as sp ecified by law;

e Checking thoroughly the prohibition on truck flows at weekends as specified by law;

e consistently checking conformity to regulations concerning road transport of da n-
gerous materials;

e Creating the legal and institutional conditions for the im  plementation of digital t a-
chographs;

e Creating a new legal framework to improve road traffic safety, including a point -
based penalization system, and make sure it is thoroughly respected;

e Implementing preventive information activities improving traffic safe  ty;

e Promotion of the adoption of legal instruments for traffic regulation, imposition of
charges on parking and access to selected areas, establishment of areas with li m-
ited traffic access;

Concerning the rail transport, the policy priorities are the follo  wing:

e Request and check of the compliance of rail transport standards with legal regul a-
tions, assuring transparent allocations of railway infrastructure capacities and co r-
rect grants of licenses to railway carriers;

e Analysis of new economic and legal situation after the adoption of Act No. 77/2002
Coll., on Czech Railways, aiming at assessing the ability of (and, if needed, provi d-
ing support to) the newly established companies to run their business according to
the Commercial Code and, at the same time, in compliance with generally valid
regulations. Provisions concerning rights and duties of the carrier and infrastructure
manager will also be added to the Act on Railways.

e Ensuring the development of the railway network in compliance with international
obligations and the internal and historical coherence of regions;

¢ Implementation of safety rules according to TSI, modernization and installation of
signalling equipment; improvement of the safety parameters of level crossings;

e Reduction of noise levels generat ed by railway traffic in those locations where such
levels exceed the limits determined by national law;

e Possible transfer of regional railways ownership and management from the State to
other operators (privatization, transfer to regions) evaluation of re  gional railways
usability and development of appropriate methods to assure infrastructure finan c-
ing and running of transport service also after the transfer ;

e Assuring a partial or limited use of infrastructure for transport reasons also in case
of unused, unpromising, and unneeded capacity of the railway infrastructure.
Changes in the transport function of the infrastructure are also possible, e.g. util  i-
zation of the infrastructure for bicycle routes.
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HUNGARY

Hungary's central location in Europe is one of i ts most important competitive advantages.

For Eastern countries, Hungary is considered to be a gateway to Europe, since 4 major
European transportation corridors run through the country and has in Budapest a central

hub. In order to exploit these benefits, Hungary is determined to preserve and enhance its
infrastructural network and to improve its integration into the European network.

321 ROAD AND MOTRWAYS

NETWORK ANALYSIS

Total public road network covers 160,000 km in Hungary. The Hungarian road netw ork is
particularly dense (public road density: 1,720 km / 1,000 sqg. km) with respect to the EU  -15
countries average (+52 % of road network density).

Budapest represents the main hub of Hungarian road network. Main national highways (7
out of 8) link the ¢ apital to the European road network.

Hungarian transport policy proved to be road network oriented in the last few years. Rel e-
vant public investment has been made for upgrading and extending the national motorway
network and road infrastructure. The Hunga rian government is currently engaged in su p-
porting a wide reconstruction aiming at extending four -lane highways, which currently
cover some regions in Hungary. According to official statistics, four -lanes highways covered
1,053 km at the end of 2006 and ar e expected to grow to 2,530 km by 2015. Studies deve I-
oped recently show that the renovated highway network 8 linking the major cities in Hu n-
gary Ois expected to cut the driving times on the main existing intercity routes of approx -
mately 40%.
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Figure 22: Hungarian motorway network

Recently national transport policy started to consider the need to enhance international
cooperation with neighbouring countries especially in the field of road transport. A strong
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need for harmonizi ng and jointly developing international roads has emerged in the pe r-
spective of a wider EU network both to Western and Eastern countries.

3.2.2. RAILWAYS
NETWORK ANALYSIS

The Hungarian railway lines presently have a total length of 7,606 km, of which 7,394  km
have a standard gauge, 36 km a broad gauge and 176 km have a narrow gauge.

Standard and broad gauge railways are operated by the State Railways and the same hap-
pens to some narrow gauge sections. The other narrow gauge railways are run by State
Foreg companies or local non -profit organizations, which is of special relevance for minor
lines crossing the Carpathian territory of the country. The potential of small mountain rai |-
ways for regional tourist development in the Carpathians has to be carefully considered and
some business studies have been developed on this topic®.

After the strong, forced development of a wide and overloaded railway network in the
1950s, under the USSR influence, the national company managing the Hungarian railways
(MAV) mainly focused on freight transport. Passenger services remain rather poor and large
areas of the country are not properly served by higher quality Intercity trains.

Currently the main focus of national Hungarian transport policy is put on the development
of highways*® and attention to the railway system is residual. This same situation reflects in
the allocation of available funds to national projects and infrastructure, where road co  n-
struction is better financed.

2L These sections are NyiregyhézaBalsai Tiszapart/Dombréd; Balatonfenyves -Somogyszentpél; Kec-

kemét-Ki skunmaj sa/ Ki sksr°s and the Children's Rail way

2 A short essay aiming at exploring potential advantages deriving from a wise use and tourist deve |-
opment of local mountain railways in the Carpathians can be found in the final section of the present
study, which deals with some interesting case -studies.

2 GKM & Ministry of Economy and Transport 8 Republic of Hungary & Strategy 2007-2010 & from
http://en.gkm.gov.hu/data/cms1344106/GKM_Strategy .pdf
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Figure 23: Hungarian Railway Transport S ystem

Nevertheless, the European Investment Bank (EIB) and the European Bank for Reconstric-
tion and Development (EBRD) have started to give loans for supporting the renovation of
Hungarian railways since the 1990s.2* Loans provided to Hungary by the European Inves-
ment Bank (EIB) have exceeded EUR 1 billion in 2006 and reached some EUR 6.3 billion
since 1990. Since then, most of EIB resources have been allocated to projects involving i n-
frastructure development (40%) %°. The priority set by the government to further develop
the highways network in Hungary has concentrated the EU aids on motorways construction.

With reference to railways and the need to have a deep restructuring of the whole system,
some environmental groups?® claimed that the tendency of the main national company
managing railway transport (MAV) cutting some non -profitable branch lines would not solve
the financial problems of the company, since bigger losses concentrate on the management
of the main railway lines. A source of concern for a too clearly road -oriented national
transport policy has been raised by some environmental associations in Hungary. For exa m-
ple, the Clean Air Action Group and the Hungarian Traffic Club 2’ urge that the EU support
the restructuring and reconst ruction of railways. At the same time a pressure is exerted on
the Hungarian government to raise all taxes concerning road transport to the tax level in
Austria.

24 European Investment Bank supported several transport projects in Hungary .
% More detailed and updated information on the single projects financed by EIB in Hungary and the
involved sectors is available at http://www.eib.or _g/projects/loans/regions/european -union/HU.htm

®As for example the o0The Cl é&iaone dihe besA-knownemviroGmental p 6

NGOs in Hungary. Founded in 1988 by three local green groups, it is now a national federation of 126
NGO6tss HExpertsd Board consists of more than 1Mo
yone who wants to help clean up the environment.

2" In November 1991 members of the Clean Air Action Group created the Hungarian Traffic Club (Ma g-
yar Kozlekedési Klub fi MKK) dealing with transport and gathering experts and organizations inte r-
ested in this specific field. In February 1992 the MKK was accepted full member of the European Fe d-
eration for Transport and Environment (T&E).
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3.2.3. TRANSPORT PALCY

Before the beginning of the accession negotiations in 1996, the Hungar ian Parliament di s-
cusseda national transport policy 2 for the first time after the change of regime.

The main issues to be addressed in the Hungarian transport system at that time weretod e-
velop an appropriate backward transport infrastructure; to clarify  the role of the state in
the transport sector under both an economic and a regulatory point of view; to design env -
ronment-friendly transport policies; and to study the appropriate modal split in Hungarian
transport.

The consideration of the environmental issue became central in the new Hungarian tran s-
port policy. Since then, the aim to develop an integrated transport policy having highr e-
gard to the adverse impact of transport on the environment in terms of air pollution, neg  a-
tive effects on nature conser vation and visual impact on the landscape in sensible areas
was highly considered by policy makers.

In addition, application of economic instruments aiming at shifting external environmental
costs on the responsible actors and eventually to modify consumer sd behavi our (e. g.
paysé and opolluter paysd principles), as devel opec

law, was also recalled in the framework of a sustainable national transport policy.

Some changes occurred in national policy before the acc ession of Hungary to the EU (2004)

and the publication of the EC White Book on transport policy in 2001. Latest guidelines for

Hungarian transport policy can be found in the official documents issued by the gover n-

ment , such as the O0Trdaenwsep omptmeinm f ri axs tHuuncgtaurryed and t
200720106 Reports, both edited by the Huffgarian Mini

Official documents and experts set the main priorities for the future Hungarian transport
policy. These ones include actions in several fields, mainly aiming at filling in the gap of
unbalanced infrastructural endowment in the country (e.g. most of the infrastructures lay

in the surroundings of Budapest), reforming public transport services and introducing the
principle of effici ent use of public funding, service standards, and customer satisfaction. A
larger transposition of EU regulations in the field of transport in Hungary is perceived as e s-
sential with reference to competition, public services in passenger transport and railw  ay
management reform.

In general a will to open the transport sector to market -driven economy can be clearly pe r-
ceived in the Hungarian government policy.

At the same time intermodality is supported as a way to reduce the environmental impact
of traditio nal transport means, by shifting traffic from road to rail, inland waterways
(which are considered of high importance, with special reference to the Danube
river/Corridor VII and the Tisza river) *° and public transport. In any case, in this moment

28 Road management in Hungaryd Andras Gulyas PhD, director of information, Hungarian Roads Management
CompanydJanuary 2006- from http://89.219.148.197/2007/hungary/Hungarian_Road Management.pdf

2 Hungarian Ministry of Economy and Transport 8 GKM Strategy 20072010; GKM8 Ministry of Economy
and Transport d Republic of Hungary 0 Transport Infrastructure Development in Hungary 062006 6 from
http://en.gkm.gov.hu/data/cms1057566/060810 gkm transport web.pdf

%0 Hungary has the international obligation to assure the reliable use of the Danube waterway by ships
with a draught of 2.5 metres on the entire length of the Hungarian section of  the Danube. Along the
Danube, water level has to be raised without provoking adverse impacts on the surrounding enviro n-
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0 a ¢ ¢ ® she country, the shift/change between transport modes, and the focus on (less

polluting) transport modes (é) are hindered

transport corridors 36 ( GKM St r-a0®. $gme Da3io ideas, originally developed in
1996, are still considered in the Hungarian national transport policy, including the need to
continue in the full integration of Hungary in the EU, develop good regional connections to
foreign countries, foster regional development, improve the qual ity of life and protect the
environment, establish an effective and market -oriented transport system in the country.

A well integrated transport system is considered a pre -condition to support the growing
Hungarian economy, according to the classical tran sport economics theories. In order to
achieve this essential supporting role, national transport policy has to cope with the central
issues of the quality of passenger and freight delivery services and has to minimize the e n-
vironmental impact of transport, especially in most natural areas as the Carpathians.

FINANCING OF THE TRVSPORT DEVELOPMENT

According to some estimations, the productivity of investment in transport infrastructure in
Hungary is 3-4 times higher than in traditional industry 2. Most of in vestment finances the
building of the new motorway network, which in Hungary currently is not reaching even the
half of the average of 15 EU countries.

Currently the Hungarian state holds the property of national road and rail network and the
waterways and there is the intention to keep the present situation. Management of the
above mentioned infrastructures can be assigned to private companies, but non -
discriminatory public access and use has to be assured, according to Hungarian national
law.

Even though all the process of modernization is expected to be strongly steered by the
Hungarian state, the positive effects deriving to the national economy from new transport
networks could ease and speed up the financing of transport infrastructure. Central go v-
ernment is expected to develop a mixed financing strategy for transport infrastructure and
services in Hungary to be achieved through the collection of private funds (issuing of bonds,
foreign investment, public private partnerships, etc.).

TOLL POLICY

Collecting funds to cover the costs of the construction of transport infrastructures in Hu  n-
gary in the 1990s was possible only through foreign private investment. In this case often
charging on motorways sections was perceived as too high and eventually provided a disin-
centive for drivers to use these roads; at that time foreign groups either in part failed to
recover the money they spent in Hungarian transport infrastructure or were paid back by
the government.

Presently the toll levied by the Hungarian state o n national motorways covers the costs of
operation and maintenance, but a share of drivers prefer to use alternative routes instead
of paying for using motorways. It has been suggested that such a behaviour significantly r e-

ment and ecosystems. Infrastructure renovation is also needed in the Northern section of the Tisza
river. For furthear tdeltmfirl ass tsrewec touTrrea nBev el op ment
31 Source: GKM Strategy 20072010, p. 46

%2 Source: http://www.imprint __-eu.org/public/Papers/IMPRINT5S Kazatsay.pdf
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duce the environmental advantages deriving from a well organized transport network, i m-
prove the congestion on smaller roads and produce negative externalities in terms of co n-
gestion and time costs, safety standards and road accidents *. An internal debate exists in
Hungary concerning the different possibilities to cover the costs generated by transporti n-
frastructures. These possibilities include car taxation (property & motor vehicle tax, fuel
taxes, etc.) and general taxation (e.g. income tax, VAT, etc.). A third opportunity is repr e-
sented by the coverage of new infrastructure costs by means of charges levied on the use of
other infrastructures located either in the whole country or in a specific region. On the
other hand, costs generated by transport infrastructures to be covered either by charges or
taxes could include costs of operation and maintenance; restructuring and reconstruction
costs; loan interests; and external costs.

POLAND

Poland is a key transit country between East and West (the Western part of the European
Union (EU), Rusia and Commonwealth of Independent States (CIS)) and North and South
(Nordic EU members and Southern Europe).

Four PanEuropean transport corridors cross the country. While Poland's infrastructure
changed substantially over the past decade, further infra structure development, including
policies, institutions and investments to support an appropriate modal split, will be r  e-
quired as an important basis to improve competitiveness, economic growth and enviro n-
mental benefits.

Harmonization with the EU competi tion policy will require that the first duty of the Ministry
of Infrastructure (Mol) responsible for Transport Sector should be to set and maintain co m-
peting transport modes and competing operators within a mode.

Planning, financing and managing the provi sion and maintenance of infrastructure remain
the responsibility of the Mol.

The eastern regions of Poland are characterised by low transport accessibility; therefore, it
is necessary to create efficient transport connections with the rest of Poland and ot her
countries.

The lack of territorial cohesion in the east of Poland sustains different development levels
between particular areas of the country and the European Union.

Due to the transit location of eastern regions of Poland, the main transport routes  in the
eastern regions may play a significant role in the handling of international transport b  e-
tween Western and Eastern Europe.

Due to the fact that the TEN -T network includes corridors which run through the two bi g-

gest cities of eastern Poland (Biagystok and

all the modernization of the national roads connecting those two cities with Warsaw into
dual carriageways (the S8 and S17 roads).

Therefore implementing the prio rity axis should improve the connection between the two
biggest cities of eastern Poland and Warsaw and accelerate the economic development of
eastern Poland - the poorest area of the country -

% |bid.
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Support will be given to initiatives concerning the preparatio n of technical documentation
of investments that comply with the objectives of the priority axis.

The main beneficiaries of the Priority Axis shall be those entities which are responsible for
the management of national roads included in the TEN -T network.

The estimated effects of implementing the Priority Axis are the following ones:

e Increasing the transport accessibility of eastern Poland and attractiveness of the
t wo eastern Polandd6s biggest cities;
e Increasing the transport capacity of Carpathian passes.

Rzeczpospolita Polska

Przejscie graniczne

Zwardon ~ Skalite

Figure 24: Polish-Slovakian border near Skalite
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Figure 25: Poland road and motorways network

Poland has a poorly developed infrastructure of roads and motorway s according to the
Western European standards. There are very few main motorways, some express roads with
lower speed limits than motorways and several common features and an extensive network
of roads (almost all of them single lane) connecting the main c ities.

The quality of Polish transportation infrastructure constitutes an important barrier to the
country's development, especially in the context of the European integration. The length of
major routes connecting major cities equals 18,036 km.

On Decemter 31, 2001, only 398 km of these were motorways (mostly not up to modern
standards), while 206.2 km were express roads. Large stretches of the motorways (about
140 km), especially those built before World War Il, were in such a bad shape to require
complete reconstruction. 4808 km of the polish routes were classified as part of TINA Eur o-
pean transport corridors, but only 7% of these (346 km) were up to EU standards (i.e. able
to handle loads of 11.5 tons per axle).

In the years 1990 to 2001 only 138 km of motorways and 33 km of express roads were built
at the end of 2001 only 38 km of new motorways were under construction. According to the
latest data, during 2004, 67 km of the above mentioned motorways were opened to traffic,
while 284 km were still under construction (or reconstruction) at the end of the year. 8.6
km of express roads were also completed during 2004.

In recent years, the situation has been improving and the government funds for roads are
increasing, due to the inflow of EU funds for infrast ructure projects. Currently three major
motorways spanning the entire country are being planned or built, and will be finished in

the next decade. By 2009 most of the | argrest
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saw, Krakéw, Katowice) will have an mo torway connecting them with the Western Europe
mot orway network. There are also plans to

motorways but will have many of their features

34

The Trans-European Transport Network covers 4816 km of roads in Poland. These are the
main national roads with a significant traffic load (including transit traffic). Roads included
in the four Pan -European transport corridors crossing Poland are:

Corridor | Budzisko - Augustow - B i a ¢ y- ©strovk Mazowiecka 8 Warsaw: 339 km
(Corridor 1A Grzechotki - E| bBb®dja$sk: 114 km)

Corridor I Twi e e Rz n-aénin - Go wi-Marsav - Siedlce - Terespol : 682
km;

Corridor Ill Olszyna / Zgorzelec - Legnica- Bielany Wr oc g aws k-iGéwicé Wr oc g aw)

-Katowice - Krakéw - Tarnow - Rzeszow- P r z e rdilé¢dyka: 818 km;
Corridor VI Gdy ni a |/ - Tcadratédsgko c g a ® e B- (Piotrkow Trybunalski -

bui

Cz 6st o elkawiee - Bielsko-Bi a-@wviec-Zwar do$ ¢ EldakMigka wa
-Warszawa- Pi ot r k-w Trybunal ski ) ; -BydgbsacadoP@Grzumn@mad ; ( Gr ud z

Bielsko-B i ad&i@szyn: 1 447 km

The most important drawbacks of the road network in Poland are the following ones:

Lack of a cohesive motorway and motorway network . In mid -2006 in Poland there
were 674 km of motorways and 257 km of motorways. Motorway connections b e-
tween the Carpathian border of the country and Krakéw and Warsaw are still i n-
complete. The estimated length of the planned motorway network is approx. 20 00
km, and of motorway sis approx. 500 km **;

Lack of connections between main metropolitan centres, especially in eastern P o-
land and Warsaw;

Low capacity network of motorways in the proximity of metropolitan centres;

Lack of connections between northern and southern Poland (including motorway
connections);

Poor road maintenance. At the end of 2005, more than a half of the national roads
were in a poor or unsatisfactory condition (respectively, 25% and 26%), and 49% of
roads were evaluated as being in a good condition .

Hence, more than a half of the national roads in Poland require immediate repairs (poor
condition) or repairs planned for the near future (unsatisfactory condition). However, it
should be stressed that despite this negative situation, the proce ss of further deterioration
of roads was stopped, and since 2003 the situation has been gradually improving.

DIRECTING TRAFFICT® BUILTUP AREAS

A significant problem of the Polish road network is the high traffic intensity on national
roads, including | orry traffic, which is directed to built -up areas. This problem concerns
both bigger and smaller towns, and constitutes both a nuisance and danger for the res i-
dents. At the same time, it limits the traffic capacity of roads and decreases the speed of
transit traffic.

34 Source: Poland Transport Yearbook (2006)

35 |bid.

3 Conference Road Safety on Four Continents Warsaw, Poland, October 57, 2005-06-23.
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The poor condition of the road infrastructure is accompanied by an increasing number of
cars.

In the years 1990-2005 the number of registered cars increased by 134.5%, and the number
of lorries (in the years 1990 -2005) by 129%.

The average total daily traffic on national roads in Poland in 1995 -2005 increased from 8.5
thousand to 13.5 thousand vehicles (+6.5% every year).

At the moment, Poland joined the European Union and abolished the requirement of sep a-
rate transport licences, the number of v ehicles involved in the international passenger and
freight transport of persons and goods increased by over 50%. Most of the transport work
carried out by Polish international carriers concerns the routes between Western Europe
and Russia, Ukraine and the countries of Central Asia. *

GENERAL EVALUATION

A few observations can be made concerning the efficiency of Polish road transport network:

e Technical condition of the road network is not completely satisfactory. At least 40%
of the roads require repairs or at least repavement. The reasons are the increase of
traffic and cargo loads. The local towns and cities and intersections with railway
lines are traffic bottlenecks;

e Roads on the area under consideration are characterised by various speed limits,
that range from 40 to 110 km/h;

e In order to protect the environment, it is necessary to respect the required pr o-
tected areas and to promote public transport and pedestrian traffic. Those require
implementation of a special transport policy which will balance t he needs of the
particular transport system users (residents, holiday makers and tourists) with r e-
spect of environmental standards.

3.3.2. RAILWAYS

NETWORK ANALYSIS

Poland is served by an extensive network of railways. In most cities the main railway st a-
tion is located near the city centre and is well connected to the local transportation sy  s-
tem. The infrastructure is operated by PKP PLK (PKP-Polskie Linie Kolejowe - PKRPolish
Rail Lines), part of state -run PKP Group.

The only high speed rail line in cent ral-eastern Europe, Centralna Magistrala Kolejowa
(CMK) (Central Railway Route, length 221 km), links Warsaw with Krakéw and Katowice.
The trains speed on the CMK is up to 160 km/h (some sections up to 200 km/h - but the
rolling stock has not yet been adapted to handle higher speed).

37 Poland - National Strategic Reference Framework 2007-20138in support of growth and jobs  8Ministry of Regjional Devel-
opment - Warsaw 14 February 2006 &from http/Amww.funduszestrukiuralne.gov.p/NR/rdonlyres/733590C1  -490B4902
B24242E946DC315B/21234/NSRF 140a(pdf
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Other high speed railway lines are:

e Warsaw- Kutno - P 0 z n-#&B&rlin) (140, 160 km/h);

e Warsaw - Siedlce - Terespol - (Minsk) (160, 120 km/h) - being upgraded to 160
km/h;

e Warsaw- P u g a-wuplin (120, 140 km/h);

according to technical, spatial, economic, social and ecological criteria.

% Source: Poland Transport Yearbook 2006
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e Opole-Wrocgaw (160 km/ h) and further increased Vi :
e The Warsaw - Gd a $-GHynia line is being increased up to 200 km/h, and the Wa r-
sawG- dd line is being increased up to &£60 km/h (
saw-G- d ) . There are |l ong term plans to build a
from WarsawtoPozna$é and Wrocgaw with a fork in G-do;
e The PKP Group is the fourth largest railway throughout Europe.
The rail system has the following general layout :
e Total length : 23,420 km ;
e standard gauge (1.435 m) : 21,639 km (11,626 km electrified; 8,978 km double
track);
e broad gauge (1.524 m) : 646 km;
e narrow gauge (various) : 1,135 km various gauges including 1.000 m, 0.785 m, 0.750
m, and 0.600 m (1998).
As of December 2002 narrow gauge railways were no longer owned or operated by PKP.
They were transferred to reg ional authorities or became independent private companies.
GENERAL EVALUATION
The analysis of polish railway infrastructure and the examination of the available datasets
on railway transport suggest drawing a few general remarks:
e Existing railway lines ar e suitable mostly for a 50 -80 km/h speed;
e Passengers flows on the railway in the area do not exceed 5,000 persons per day;
e Access to passes crossing the Carpathian border is difficult due to land configur a-
tion and technical limitations of the existing rail way infrastructure.
Though according to PKP criteria, rolling stock and network conditions are adequate, ada p-
tation and improvement of existing facilities would be a precondition for the establishment
of an advanced railway network and service.
333 TRANSPORT POLICY
GOALS AND TASKS FORANSPORT SYSTEM ROLAND (LONG AND MHEDW-
TERM)
The generalgoalof t he Stateds transport policy is to achi e



The recently shift of Poland to a market based economic system, as well as the improv e-
ment of living standards and the entrance of the country in the international competition
system have been considered in setting the national transport policy and in defin ing the
role of Polish transport network in the international and EU transport system.

Implementation of an advanced and sustainable transport system is possible through a
gradual change in the development path of the transport sector, the adoption of new  tech-
nical, organisational and legal measures. At the same time, domestic (accessibility of f i-
nancial resources, improving social and economic conditions, new policies for spatial pla n-
ning and environmental protection) and foreign policy (membership in the  European Union
and NATO, participation in other international agreements on transport, etc.) play a su  b-
stantial role in steering Polish transport sector development.

Specific goals have been set for national transport policy:

e To influence the transport ser vice demand aiming to reduce transport costs and r a-
tionalize domestic mobility;
e To harmonize the spatial pl anning of the countr
impact on the environment (including reduction of environmental pollution gene  r-
ated by transp ort);
e Support to modal split between different means of transport in order to achieve a
more balanced transport system;
e Assessment and reduction of external costs of transport through the implement a-
tion of concrete measures su@h egs tthide owWmdolrl ut er

delivery, etc.;
e Improvement in transport policies and development of transport infrastructure in
line with EU requirements in the framework of P

e Introduction of user charges (in compliance with EUlaw and t he oOacmui s c¢commu
autaireo);

e Improvement of the efficiency and accessibility of transport infrastructure network
in different areas of the country, in line with existing regional development strat  e-
gies.

The i mplementation of Sltpeogresdat thet paca nfgshp processgfol i cy w
integration in the EU. The first stage (before accession to the Union) will include introdu  c-

tion of t h acquseommanbutaieed into the national legal system. This fact will

also affect the organization of national transport system and improve infrastructure deve |-

opment programmes already in progress. The second stage (from the date of accession until

the end of the first budgetary period of the EU) will involve realisation of full integration

and improvement of management and regulation models in transport as well as intensific a-

tion of transport infrastructure development programmes; the third stage (up to 2015) will

constitute the start of functioning of the fully integrated system.

An analysis of the relation between transport development and economic growth, although
based oncobhel odgd approach, has to consiod-er curren
land (see the chart). Figure 23 showshow transport needs depend on innovation.
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Figure 26: Transport trends and GDP

Interoperability is another basic component of EU transport policy. Advanced transport
policies have to introduce this concept in the decision making process at any administrative
level. In Poland, inland waterways have to be dealt with apart: this sustainable transport
sub-system has never substantially developed in the country (the main waterway is the
Odra River in western Poland). In this field the main policy goal is to improve the existing
system as a part of wide water management and flooding protection programs *.

FIRST STEPS IN RESIATION OF TRANSPORDLICY

In the short run several economic and social changes are likely to take place in the country,
such as the democratic consolidation of the political syste m and the development of a
wider internal market and stronger trade linkages abroad. In this context, a few priorities
have been set in the framework of general transport policy of Poland:

Reorganization of national railway system in terms of separation o f network management
from service operation management (the final goal is to achieve d&in the medium run dthe
economic self-sufficiency of transport operators);

e Rehabilitation of the road network by means of intervention on infrastructures
(strengthening bridges and road repavement) as well as improvement of road safety
and fluidity of traffic in main nodes and transit areas (bottlenecks);

e  Feeding up of motorway construction programme through a larger use of the pu b-
lic private partnership (PPP) model acco rding to the specific needs of each project.
Priority projects will be implemented on the main networks presenting rather a
high traffic intensity. Other projects originally included in the national program
have been declared no longer needed.

3% Most of data and information included in this paragraph were reported in the European conference
of Ministers of Transport Committee of Deputies 80 Tr ansport policies in
eastern Europed (Apeool). 1997 and February
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Development of public transport in cities and metropolitan areas and traffic limit

a-
tion in the city centres;
Impr ovement

of the Okb6écie International Airport
other airports development in the region and as a support to regional develop ment.
The above mentioned policy goals mainly refer to actions to be implemented in the fram

e-
work of TEN EU policy. The map presented below illustrates the expected transport ne t-
work development in Poland according to the TEN EU program.
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Figure 27: Pan European Corridors in Poland
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SPECIFIC POLICIES R&ENVIRONMENTALLY ®BRECTED AREAS

Poland applied a specific policy for thei-transport
ronmentally protected areas. A specific attention is paid to Tatra Natural Park.

Figure 28: National Road N69 & Milowka (Poland)

Good accessibility to an area can stimulate its economic development. In this line, tran s-
port services can play a relevant role for defining the use of sensib le areas. Some of the
typical benefits deriving from accurate transport policies for protected areas are listedb  e-
low:

e Ensuring the area accessibility :
e Simulating the area economic and tourist growth ;
e Providing sustainable transportation services.

In the protected areas, permanent residents assume a rather common transport -oriented
behaviour to be found also in other areas of the country; on the other hand non -permanent
residents (e.g. travellers, tourists, etc.) can assume a different attitude that should be fur-
ther analyzed, because of specific features of any single protected area and different pe r-
sonal values of non-permanent residents.

In these cases questionnaires and surveys can be used to investigate entrances in protected
areas and parks, recreatio nal activities and weekend or seasonal tourist traffic (both co |-
lective and individual). These datasets can then help to develop detailed local analyses and
strategies.

Generally speaking, tourist mobility iyslnangually hicg
case their features are usually different and changes in tourist mobility tend to depend on:

e Season of the year, day of the week;
e Weather conditions;
e Tourist, leisure, or spa offerings of the area (climate, investments).
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With reference to tourist traffic intensity, tourist areas are usually characterized by:

e A considerable diversification of traffic intensity in particular seasons of the year,
days of the week, or hours of the day (winter, summer, weekend, market days,
etc.);

e Diversification depen ding on weather conditions ;

o Different distribution of transport rush hours within a day than in non  &tourist ar-
eas.

These features determine that when approaching the problem of planning and managing
the transport organization in areas of great natural va lue, the problem needs to be solved
on an individual basis and analogies need to be adopted carefully .

The present situation suggests preferring policies focused on public transport, including u n-
conventional means of transport (e.g. electric and hybrid ve hicles, horse riding, historic
railways, etc.) depending on the area features, as well as pedestrian and bicycle traffic.

In these areas, whose attractiveness in terms of tourist and leisure activities is inversely
proportional to their capacity to host a nd manage a high number of people and vehicles, a
regulation of the accessibility is needed. A properly organized system of transport may
prove a perfect tool to assure a control on the accesses to an area. Introducing limitations
to the area accessibility for individual vehicles traffic, and later for public vehicle tran  s-
port, can help to strongly reduce the pollution caused by toxic components of exhaust
gases and noise. Planning of parking yards for the vehicles outside the stricter protected
area, provi de barriers to the traffic.

ROMANIA

Figure 29: DTM Romania

45


http://upload.wikimedia.org/wikipedia/commons/5/5f/Romania-relief.png

341 ROAD AND MOTORWAYS

NETWORK ANALYSIS

Ro mani a dread retwvorla ¢overs about 78,000 km. Public roads in Romania (excluding
street networks) are classified in a three -tier system: national (main) roads (14,500 km),
district roads (app. 36,000 km), and communal roads (app. 28,000 km) “.

In addition there are approximately 30,000 km mun icipal roads serving the rural villages'
needs, and farming related activities *.

Nati onal roads are admi ni sNatomaleGbmpany dor Motonwayg e d by t he
and Nat i on(@NCMRR} anckestity under the responsibility of the Ministry of Tran s-

ports, Constructions and Tourism. The district (county) roads are administered by the

County Council and managed by the County's technical department.

Municipal roads are administered and managed by the village councils with the help of the
County council's technical office.

Sectia Trafic
2006

UCRAINA o NG o REZULTATELE RECENSAMANTULUI
;e DE CIRCULATIE DIN ANUL 2005
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Figure 30: Romanian road network d&level of s ervice *

Main congested tracks are roads gravitating on Bucharest and Pitesti (around 20 -25,000 ve-
hicles per day).

The trans-Carpathian corridor E60, Oradea-Julia-Shiu-Pitesti, is crossed by 15,000 vehicles
per day (average value)®.

%9 hitp:/Abin0018 worldbank.org/ECA/ Transport nsfPrintView/D8DAS9B427478E7685256FE20052066D?0pendocument

“1 National Institute of Statistic, Romani a & Romanian Statistical Yearbook 2006 & Transport, Post and
Telecommunications dfrom http://www.insse.ro/cms/files/pdf/en/cpl7.pdf

“2 Source: Sectoral operational program transport, Ministry for Transport, 2006)
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CRITICISM OF ROAD ARSPORT SYSTEM

In spite of all the investments aimed at rehabilitating the infrastructure, it has not yet
been developed sufficiently to fulfil the requirements of a  growing economy and to reach
the European standards. It is necessary that Romania develops its transport infrastructure
in order to ensure the base of the economic development. But this must be accomplished in
conformity with the environmental sustainabili ty requirements and ensuring an adequate

protection of the countryds natur al and economi

In addition, it is necessary to invest in the main transport international axes (road and rail)
crossing Romania (corresponding to the Pan-European corridors IV and 1X) and in national
transport network and services in order to satisfy the increased accessibility, despite the
context of limited available funds.

The main issues under debate are the following:

e The number of vehicles has increased from 1,000,000 i n 1999 to 5,000,000 vehicles
in 2006;

e There is a large number of roads with a high traffic level (TDA of over 20,000 veh -
cles/24 hours), roads whose capacity are frequently exceeded. On these roads
there are frequent traffic jams, especially during rush ho urs;*

e The need to build new highways. With this aim several projects financed by the
Romanian government or by other international financial institutions are being
started with the inconvenient of high costs;

e County and local roads are in bad conditions. O nly few of these roads have been
rehabilitated due to lack of financial resources;

e In spite of the fact that the traffic management systems has recorded a positive
growth and is being updated in accordance with the European rules, on some i m-
portant nationa | roads there are still deficiencies frequently noticed by transport
users.

MANAGEMENT OF ROANSTEM

Road financing is arranged through a road found, 45% of which is financed by fuel excises
and road taxes (vignette).

This fuel excise tax income is shared between national (65 %) and county roads (35 %>
The road fund income covers administrative expenses, routine maintenance, loan service
payments, and limited rehabilitation costs of the national roads. It covers also, as main
source of financing, parts o f the costs of county roads' rehabilitation and maintenance,
even though it is insufficient. Recently, the Government has issued a Policy Letter for the
road sector. It includes, inter alia a study to modernize Romanian road fund and road f i-
nancing.

Over the past decade NAR (National Road Fund) has secured grants (EUSPA®) and several
loans from International Financial Institutions (e.g. the World Bank, EIB *’, EBRI®) guaran-

4 Source: Sectia Trafic, 2006

*bid.

“SWorld Bank, Transport in Europe and Central Asia (2006) 8from

http://www.worldbank.org/transport/ transportresults/regions/eca/eca -romania-output.pdf

% SPA i s-AtchceessRroemn Structural Instrumenté of the
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teed by the state, to upgrade its main road corridors. The Government is actively pur suing

new external IFl financing or Public -Private Partnerships to further modernize the main

roads and i mprove RNCMNR i ns tNuttiweai Highway Deveh paci t y. R
opment P raongdr Bhnti6y e a r Hi ghway Rehabaré hothprimiadyn Pr ogr a m
funded through loans and grants. The municipal road network has recently begun to receive

support from EU SAPAR programandthe 9 Wor | d Bank's Rural .Devel opment

Road transport is privatized and performed by buses and trucks operated either by their
owners or buses and trucking companies.

The issue of road safety has been moving inexorably up in the policy agenda in Romania. As

in the rest of the world, road accidents are responsible for many deaths and serious injuries

each year. In an effo rt to contrast this trend in Central and Eastern Europe, a strategic all  i-

ance has recently been set up betweenthe 6 Dut ch pr ogr amme Pandtheer s f or F
World Bank to jointly contribute to further develop and incorporate safe road design and to

facilitate the transfer of knowledge in Romania as well as in other countries.

3.4.2. RAILWAYS

NETWORK ANALYSIS

The railway network in Romania comprised 22,298 km of track, of which 36% electrified and
27% double track.

In 2003, the railways carried 8.1 bill ion passengerkm in addition to 17.3 billion ton -km of
freight, and the combined total transportation by rail constituted 45% of all passenger and
freight movement in the country. In terms of size and scale of operations, Romanian rai |-
ways are comparable to largest EU railways®.

However, like in other centrally planned economies, Romanian railways had very short
haul, averaging only 250 km. From 1989, the freight and passenger volumes strongly d e-
creased mainly due to the decline in GDP and competition from road transport.

The rail share decreased significantly from 80% of freight and 70% of passenger traffic in
1960, to less than 40% of freight, and to about 50% for passenger traffic in 2000 years.

From the point of view of network supply, the Carpathian Mountains have several natural
passages that could be crossed by transport infrastructure. On Valea Prahovei, the route
gets an altitude of 1,050 m, on Valea Jiului the railway is achieved at 720 m, and on Valea
Oltului the crossing is performed at 390m. T he railway section Bucharest - Pitesti - Rm.
Vlacea - Podu Olt - Arada - Curtici provides the link between the centre of Europe and the
Balkan area.

The international conferences for the European transport corridors °! have established that
Romania will be crossed by the railway corridors 1V, from west to east, and IX, from south

4" European Investment Bank Group

“8 European Bank for Reconstruction and Development

49 Special Accession Programme for Agriculture and Rural Development

0 world Bank, Transport in Europe and Central Asia.

51 European Mnference of Ministers of Transport and Committee s of Deputies & Transport policies in
the countries of central and eastern Europe (22 April 1997 and 16 February 2001) .
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to north, on the following routes: Curtici - Arad - Deva- Alba lulia - Blaj - Brasov- Ploiesti -
Bucharest - Constanta and Giurgiu - Bucharest - Ploiesti - Bacau- Pascani- lasi.

Several measures are necessary to completely satisfy the current requirements of the rai |-
way transport. We present them in the following lines.

I. It has been observed that on Bucharest - Ploiesti section the trains on both Corr i-
dors IV and Xl will operate; moreover, in this section the trains from the six railway
main sections permanently operate. This fact leads to the need to increase its
transport capacity, especially between Chitila and Brazi stations; according to the
national program scheduling the fir st step to take is the "tripling" of the line, with
the possibility of its "quadrupling” in the future.

II. In the national and international economic circuit, the products of any kind that
came from Asia, including the oil from Caucaz, once reached to Constan ta Port, in
order to reach their destination in Central, Northern and Western Europe, will cross
Romania using the pan-European corridor IV, from east to west.

Large tonnage train passing over Carpathian Mountains through Predeal, at 1,050 m, on
tracks wit h big ramps of 28%, claims increased costs and a slowdown of the whole railway
traffic.

lll. In order to provide the development of the train traffic on several routes crossing
the Carpathian Mountains, the Romanian state has built railway sections on Valea
Oltul ui, which are not electrified yet, with sma
Valea Jiului, which is an electrified |ine, wit

In this general context, the electrification of the Valea Oltului section and the correlation
of this secti on with Valea Jiului section is needed.

The positive parts of the achievement of this new route will be the following:

e The doubling of the railway line between Chitila and Golesti stations and the cre a-
tion of the triangle Golesti - Bradu de Sus- Pitesti;

e The shortest route, of 39 km, has been used;

e The line between Pitesti and Valcele, on 23 km has been used;

e As national route, the distance Bucharest - Podu Olt has been shortened with 51 km
in comparison to the route through Brasov and with 128 km in compa rison to the
route through Piatra Olt.

The negative aspects are:

e The route was not built in parallel with the foot of the mountains, although it
seemed more appropriate, because less kilometres of line would have been ex e-
cuted.

e The lack of a data base about this route and the lack of its comparison with other
possible routes, even longer, but achievable and, especially, safer;

e The incorrect financing of the work (at the beginning sufficient, then was reduced
for various reasons) has determined the reduction of certain important foundation
works, enhancing field sliding;

e Due to the lack of achievement of the link between Valcele and Rm. Valcea the
electrification of the double railway section Chitila & Golesti and the electrification
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of the railways on Valea Oltului were not made, because an integral electrification
was needed. These works have been postponed due to the lack of funds.

The main achievements of the second main railway section Valea Jiului are:

e The accessiblity of small hydro -thermal stations tha t has been built on Olt river,
with the accumulation of lakes, disposed in cascades, for retaining the water fury,
especially on springtime and during the rainy days, will be improved,;

e The railways for the exploitation of the coal mines have been built bet ween Babeni
and Alunu, of 44 km, and Tg. Carbunesti - Seciuri, of 23 km. If the 13 km of lineb e-
tween Alunu and Seciuri will be set up , there will be the railway link between
Valea Oltului and Valea Jiului, (where the line is already electrified) with the direct
link at Tg. Jiu;

e Five tunnels were executed: four tunnel for the double railways between Bujoreni
(Valcea) railway station and Cozia Halt, on 23 km distance, and one tunnel on the
simple line between Cozia Halt and Lotru station, (3 km long). These tunnels will
help a lot the railway traffic, when the double line between Cozia - Lotru will be
executed;

e From Bujoreni and up to Rm. Valcea Est, a simple line, of 4 km length, with two
bridges (one over Olt River and one over the road) has been built. At the same
time, the line between Bujoreni and Cozia has been doubled in order to provide the
link with the new route, Valcele - Rm. Valcea, that was achieving.

CRITICISM OF RAIL ARISPORT SYSTEM

Road transport competes aggressively with rail and has contin ued to gain in the share of
the combined freight market (in terms of tonnage), and of the intercity passenger transport
market (in terms of number of passengers). International trade is still important for the
Romanian railways with imports accounting for 11% of the traffic, exports about 6%, and
transit about 1%°%

Railways incurred losses caused by decline in market share, overstaffing, outdated equi p-
ment, and historical non -payment by many loss-making state-owned enterprises (SOES).

The lack of proper fi nancing of the infrastructure maintenance led to degradation of its
technical conditions, with negative impact on the quality of transport services and safety.
In order to maintain the safety standard of rail transport, it was necessary to introduce
lower speed limits adapting the functional class of certain lines.

On 31 December 2005 there were 429 speed limits for a total length of 621 km. Out of
these, 97 were covered by the time slots and 330 were not. Out of the last 330 speed limit
restrictions, 186 were due to the improper status of the tracks and track equipments and
52 were due to the improper status of the works. During that period of time there were
1.147 dangerous points, on a total length of 565 km.

Programs of necessary works and deadlines weee established in order to remove both speed
restrictions and dangerous points. Capacity to finalize these programs relies on the avai |-
ability of the necessary financial resources.

52World Bark, id.
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With reference to the safety standard of rail network, one section of Bacau loop and Bacau
Pascani have been realized during 2003 and 2004 and other sections are in progress. Esi-
mated investment needs for the modernization of Corridor IX is 1,183 billion Euros .

Other investment programs in progress are:

e Modernization of the electronic interlocking ** systems in 18 stations with an in-
vestment of 105 million Euro. The deadline of the investment programme is 2010;

e Modernization of five railway stations: Craiova, Timisoara, Cluj Napoca, lasi and
Constanta, financed by EBRD, with a value of 24 million Euro;

e Rehabilitation of 15 railway stations, financed by Credit Suisse First Boston, London
with a value of 60 million USD. The deadline of the execution is 2007.

MANAGEMENT OF THE RASYSTEM

Railways could not finance maintenance and inv estment in facilities and equipment. Rai |-
ways covered the losses by accumulating arrears of the state and through debt to other
creditors. As a result, the Government launched a railway reform program in 1996 & sup-
ported by World Bank, EBRD, EUPHARE. Theprevious state railway company (SNCFR) was
initially separated into five companies, subsequently merged into three: infrastructure
(CFR), freight (Marfa), and passenger (Calatori), with the state as the only shareholder in
all three. The restructuring also created a regulatory agency (AFER) within MTCT, in addi-
tion to the Ministryds railway department
companies.

The infrastructure company owns the track, buildings (stations and other buildings), d e-
pots, the ma jority of surplus assets (wagons and locomotives), and also owns and operates
some other non-core activities such as hotels (however, non -core activities have been co n-
tinuously reduced in the past years).

CFR's main income source is the Track Access Chamg (TAC) levied on all the operating co m-
panies. The passenger company, Calatori, provides extensive but uncompetitive passenger
services at low tariffs. This is supported by the state through Public Service Contract (PSC).

The freight railway company, Marf a, is managed commercially, receives no subsidies, and
legally has the freedom to manage and set tariffs.

The three railway companies, CFR, Calatori and Marfa, own several subsidiaries which sell
services for them and other purchasers. In the last years th e MTCT has licensed a few pii-
vate rail freight operators which share the use of the rail  tracks and pay the TAC to CFR.

The private operators now have 10 -15% of the rail freight market. Romania Railways has e-
ceived several sovereign guarantee loans (the World Bank, EBRD, EIB, JBIC) and grants (EU
ISPA) to improve the physical facilities, especially in the main corridors, the rolling stock,
and organization and management of the railways.

53 UNECE Transport Situation In Romania in 2006 8from
http://www.unece.org/trans/doc/transsitdocs/2006romania.pdf
“dlnterlockoé means the aut othestatierns with sifgle il ttadkon o f
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Figure 31: Oradea train station near the Romanian-Hungarian border

§3.4.3. TRAFFIC TREND

At present, Romania is experiencing a permanent evolution of the traffic that increased in
2006 in comparison to 2005.

For 2007 and the following years, the integration of the national transport network into the
European and international network is expected, with the balanced development of the |  o-
cal and regional economy, improvement of the passengers comfort and the increase of their
safety, better efficiency of the freight transport and increase the mobili  ty of population at
the same time.

Within this context, the following facts concerning transport infrastructure can be taken
into consideration:

1. Modernization and development of the road and railway transport structure on the
TENT network, mainly on the P an-European transport corridors IV and IX that cross
Romania;

2. Rehabilitation, modernization and development of the infrastructure on the D a-
nube, navigable canals and port infrastructure on the European corridor VII;

3. Increase of airport capacity and of air -transport safety;

4. Development and modernization of transport means and installations in view of i m-
proving the quality of services, security of traffic, safety and quality of the env  i-
ronment and ensuring the interoperability of the transport system;

5. Removal of the traces left by the natural calamities upon the transport infrastru  c-
ture.

Generally, the evolution of transport activities shows the level of transport demand, which
was generated by economy during the period 2002-2000. (tables 1- 4).

The goods and passenger volume increased due to the positive evolution of economy and
the high level of investment in transport infrastructure. The railway and road transportre  g-
istered lower growths and the maritime and inland waterway transport registered higher
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growths due to the access to the Black Sea and Danube, as well as due to the low costs of
these modes of transport compared to the inland and air transport.

In the field of railways transport , in 2003, the passenger traffic registered a slight increase
compared to the previous year. 2003 is also the first year where the passengers company
registered no losses.

The railway market share decreased in 2003 from 38% to 36% out of the total freight tran s-
port market, but the volume of the transported freight remained  the same during the last 3

years (about 69.4 mill. tonnes).

In the field of road transport,

in 2003, the transport enterprises were classified taking into

account the categories of goods and the type of transport (goods, passengers, technologic),
both in domestic and international transport. The private transport account decreased in
favor of the public one.

The passenger transport knew an expansion of the served itineraries, the frequency, the

comfort and the quality of the services.

As concerns the yearly evolution of the number of vehicles, the number of private carsi n-
creased by 2.5%, and the number of freight vehicles increased by 9.5% in the period 2000 -

2003.

All the vehicles purchased in 2003 meet the requirements of EURO 3 standards.

Table 1
Mode of transport Goods transported Goods trans- 2003 in % Goods trans- 2004 in %
in 2002* million ported in 2003** against ported in 2004** against
tonnes million tonnes 2002 million tonnes 2002
railways 70.7 71.0 100.4 72.0 101.8
roads 267.1 269.6 100.9 276.5 103.5
inland waterways 13.9 14.5 104.3 15.0 107.9
maritime 0.3 0.4 1334 0.5 166.7
Table 2
Mode of transport Distance covered Distance covered 2003 in % Distance covered 2004 in %
by goods in 2002* by goods in against by goods in against
million tonnes /km 2003** million 2002 2003** million 2002
tonnes/km tonnes/km
railways 15,218.1 15,265 100.3 15,480 101.7
roads 25,349.6 25,610 101.0 26,270 103.6
inland waterways 3,641.2 3,770 103.5 3,900 107.1
maritime 1,332.6 1,776 133.3 2,220 166.6
Table 3
Mode of transport Passengers trans- Passengers trans- 2003 in Passengers trans- 2004 in
ported in 2002* ported in 2003** % against ported in 2004** % against
million passengers million passengers 2002 million passengers 2002
railways 95.6 96 100.4 97 101.5
roads 159.0 162.5 102.2 167.3 105.2
air 1.2 1.2 100.0 1.3 108.5
inland waterway 0.2 0.3 150.0 0.4 200.0
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Table 4

Mode of transport Travels performed Travels performed 2003 in Travels performed 2004 in
by passengers in by passengers in % against by passengers in % against
2002* million pa s-  2003** million 2002 2004** million 2002
sengers/km passengers/ km passengers/km

railways 8,501.8 8,640 101.6 8,730 102.6

roads 5,282.1 5,365 101.5 5,520 104.5

air 1,842.0 1,842 100.0 1,996 108.3

inland waterway 17.8 27 151.7 36 202.2

3.4.4. TRANSPORTPOLICY

ROAD TRANSPORT

Road safety is the main goal of Romanian transport policy, according to the National Master
Plan.

The following measures have been taken with the aim to improve the situation in the areas
where there are bottlenecks:

1. Identifying the areas with a high traffic flow;

2. Increasing the efficiency and safety in the transport sector;

3. Noticing the effects on environment in case of ongoing projects, with the aim to
prevent irreversible effects on the environment;

4. Drawing up projects for removing the causes that contribute to accident occurrence
(reducing visibility, imperfect delimitation of the crossings, lack of clear signa I-
ling);

5. In order to reduce the number of the old cars in the car stock and also to reduce
the negative effect of these cars on the environment, a financial incentive has
been set, allowing replacing old cars with a value ticket representing a part of the
new car cost.

As a results in the legislation frame, it can be stressed that the harmonization of an impo  r-
tant part from the national legal frame with the European one has been carried, by adop t-
ing some new laws in order to transpose European Directives or by modifying the existing
laws.

In the field of transport infrastructure, in 2006 a new section from the Pan d European Ca-
ridor no. IV & Fetesti & Cernavoda, with a total length of 17,58 km has been completed *.
Another achievement is represented by the works on Transylvania Motorway, Cluj -Napocad
Zalau- Bors sector (Hungarian border), on the sectors Campia Turzii 0 Gilau and Suplacu de
Barcau d Bor. On other sections the design contract is ongoing.

In Romania there are differences between the social and economic development in the
eastern part of the country and the more balanced development from the rest of the cou  n-

try.

A sdution offered by Romania was the construction of the Budapest - Odessa Corridor B+
dapesta-NyiregyhazaCsengersima / Petea-Baia Mare BorsaSuceavalastSculeniChisinauPerfomaise /  Kucurham:

% Source National Master Plan of Transport System

54



Odesg, 1065 km long. Both Hungarian and Romanian parties had expressed the support for
the motorway project on the route Petea 0 Satu Mare d Baia Mare and the design works are
presently progressing. This solution will enhance economic development, creating a link b e-
tween Austria d Hungary d Romaniad Moldavia - Ukraine.

This direct road is a link to M3 motorway from Hungary, part of the Pan -European corridor
no V, and it will represent the third high -speed connection between Romania and Hungary,
the first two connections being already planned to be realized on the rout es Szeged
Nagylak/Nadlac-Arad and the axis Debrecen-Biharkesztes/Bors- Cluj-Napoca

During 2006, on the national road N6, a secondary part of the Corridor IV, rehabilitation
works have been realized and, at the end of this year, two sections will be finaliz ed:
Craiova 0 Filiasi and Ciochiuta & Drobeta Turnu Severin. The purpose of these works was to
realize a better connection of the National Roads with the European Road network.

In order to avoid congestion, projects have been developed to realize city bypa sses in the
cities where an increased volume of traffic flow has been registered. Thus, at present, b y-
passes have been financed by the state budget and other 7 bypasses by co & financing be-
tween the state budget and other international financing institutio  ns. Their role is to take

over the traffic flow excess.

RAIL TRANSPORT

One fifth of total length of the railway network lies on sections of the Pan  -European Corii-
dors numbers IV and IX which cross Romania. These sections are crossed by more than half
of th e total traffic, and investments are focused on them. The aim is to upgrade the lines

for a speed of 160 km/h.

On the Romanian part of Corridor IV: Curtici -Arad-Alba lulia-BrasovBucharest-Constanta,
which has 1.362 km, the necessary investments are about 3 billion Euro finalized to:

6. The section Bucharest-Campina works have been finalized;

7. The sections Curtici-Arad-Deva-Simeria, Simeria-Coslariu, Coslariu-SighisoaraBrasov
and BrasowCampina, feasibility studies were elaborated and international financing
is sought in order to realize the works ;

8. The sections Bucharest North-Bucharest Baneasa and FetestiConstanta works are
performed on the basis of a loan received from JBIC & Japan Bank for International
Cooperation;

9. The section Bucharest Baneasad¥-etesti wor ks are realized through ISPA EU fund

10. On the Romanian part of Corridor IX, 595 km long, the modernization works rea |-
ized or in process are:

11. Modernization of Giurgiu North station, financed by PHARE funds; 56

12. Rehabilitation of Girugiu -Russe bridge, financed by PHARE funds and realized b-
gether with the Bulgarian part;

13. Feasibility studies for sections Bucharest -Videle, Videle -Girugiu, Ploiesti-Buzau,
Buzau-Focsani.

% PHARED pre-accession EU fund for Central and Eastern European Countries
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BUS PUBLIC TRANSPORERVICES

Surface public transport has always been subsidised in Romania. In the 1990s, especially
between 1995 and 1997, there were successive tariff increases for surface and underground

public transport, as well as significant increases in fuel prices. Bus public transport is ge n-
erally managed by municipalities.

Public transport has a strong social aspect, which explains the high percentage of tariff
subsidies. Generally, the municipality bears 70 percent per trip of the cost of surface public
transport.

The subsidy received by RATB’ during 1990-1995 was between 72 percent and 82 percent
of total revenues. The purpose of this measure was to maintain a high level of public tran s-
port use.

At the national level, the Ministry of Finance has established a policy to guarantee social
protection, and it approves tariffs and subsidies for public transport.

Because government policy is oriented towards the market economy, public transport eff i-
ciency is a priority.

Consequently, RATB has implemented a series of measures to increase the efficiency of its
activities by separating some auxili ary activities (a complete overhaul, construction of tram
track, the washing of vehicles) from the main activity of passenger transport.

The percentage of subsidies allocated to RATB is high compared to the percentages of su b-

sidies allocated to other trans port companies in large cities around the world fi companies
whose performance parameters are similar to those of RATB %,

The significant subsidy reduction is due to the fact that the municipality of Bucharest faced
an acute financial crisis that made it imp ossible to grant budget allowances in the amounts
required and justified by RATB in compliance with the norms in force.

The subsidy for 2003 was 20 percent lower than the average amount of previous years. The
impossibility to allocate the calculated amoun t | ed to the restriction of F
RATBG6s financi al resources include:

14 Revenues from tickets and monthly passes sold at
sents approximately 30 percent of the costs);
15. The tariff difference allocated by the Local Co uncil, which is calculated in acco r-
dance with the Methodological Norms of the Ministry of Finance and represents the
social protection offered to certain categories of citizens;
16. Budget allowances to cover capital expenses, in compliance with the Law on Pu blic
Finances.

In order to reduce pressure on the local budget, the efficiency and attractiveness of public
transport service should be further increased. The primary way to do this is through i n-
vestments in infrastructure and vehicles stock modernisation.

57 Bucharest public transport management company
% Source: CSST
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The efficiency of public transport should not be evaluated by operational revenues *°, but
rather by the indirect advantages for the urban community (increased environmental pr  o-
tection, low fuel consumption, comfort and safety).

SLOVAKIA

The transport system in Slovakia, constituted by a well developed rail system combined
with a highway system, has a low density and is still in expansion. The basic network is
based on the network designed by the Hungarian state, which followed a north  d south pat-
tern in ord er to connect with Budapest. Both the rail system and the highway system have
been subjected to a series of upgrading, due to the increase in freight transport and aut o-
mobile traffic; the first, in the early 21st century, and the second after the Slovakian inde-
pendence (1993).

351 ROAD AND MOTRWAYS

NETWORK ANALYSIS

The road network in Slovakia is composed of 42,696 km of roads (except highways and m o-
torways), of which 3,341 km are first -class roads, 3,734 km secondclass roads, 10,401 km
third -class roads and 25,220 km local roads (2000). In December 2007, there were 368 km
of highways and 135 km of motorways.

s Dialnice
=== Rychiosiné cesty
Cesty |. triedy
Cesty Il triedy

QO  Hrankné priechody

Figure 32: Slovak road transport network

The maximum legal speed on highways is 130 kilometres per hour, on smaller r oads the
maximum speed in 90 kph, the limit in towns is 60 kph.

%% Incomes originated by publi c transport service (tickets for passengers) .
%0 Source: The Ministry of Transport, Posts and Telecommunications of the Slovak republic Transport
infrastructure - from http:// www.unece.org/trans/doc/2007/wp5/Presentations/Slovakia  -3.pdf
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13.5.2. RAILWAYS

NETWORK ANALYSIS

The railway network includes (2006 values) 3,662 km of railways. 3,512 km are in standard

gauge (1435 mm), 100 km in broad gauge (1520 mm) and 50 km in narrow gauge (1000 or

750 mm); therefore the infrastructure is not homogeneous in all the country.

There are significant international connections from Bratislava to the Czech Republic, Au s-
tria and Hungary. The most important railway line in the country is from Bratislava to

Kogice via Hilina.
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Figure 33: Slovak railway network

In order to get in line with EU regulations regarding railway traffic, Slovakia is improving
the railway infrastructure. The objective is to meet EU standards wit  h trains that will reach
the speed of 160 kilometres per hour.

Another important issue is the inclusion of Slovakia in the Fifth European Corridor (2,831
kilometre corridor travels from Italy to Ukraine via Slovenia, Hungary and Slovakia). The
Slovak part of the corridor (19% of the total corridor length) is 545 kilometres long, and
runs from Bratislava to Nierna nad Tisou

Vi

to this corridor have been subjected from 2008 to an improvement, with the objecti  ve to

harmonise the Slovak system with the European transport system.

3.5.3. TRANSPORT PALCY

The Transport Policy of Slovakia wunti/l t e

lated on the basis of two main pillars:

51 Source: http://www.spectator.sk

58

a

Hi

Year

n e

20


http://www.spectator.sk/

1. The documents approved at nation al and European level:
e Principles of the oO0State Transjport Policy for
e Developments in the sector of transport related to other developments at n  a-
tional and regional level ;
e White Paper 8 EU Transport Policy until the Year 2010 & Time to Decide, Lisbon
Strategy;
2. An analysis of strengths and weaknesses, opportunities and threats (SWOT analysis).

The transport policy of the Slovak Republic started to be clearly formulated in relation to
the establishment of the Slovak Republic (1993). The new political structure required a new
definition of objectives, approaches and strategies for economy and integration.

In the field of transport, the objective was to ensure the development of infrastructure; in

order to fulfil this objective, in 1993, th e Government of Slovakian republic adopted two

basic documents defining the new scope, direction and quality of the transport policy of

the independent Slovak Republic: the OPrinmnciples o
ception of the Development of Trans por t of the Slovak Republico. T
0State Transport Policy for the Slovak Republicdé h
basis document for the devel opment of transport p
21/ 20006, w h i thé mostagranteegpeenstors of transport aims and policies in

Slovakia. This document was draft in order to ensure the compatibility with the European

development of transport: in particular, regarding the harmonised development of the ind -

vidual transport components and the revitalisation of railways.

The transport policy also takes into account the Lisbon Strategy of EU, whose strategic aim
for the following decade is to build a dynamic and competitive economy. Regarding tran s-
ports, this aim will be achie ved particularly by the development of the transport infrastru  c-
ture, support for the liberalisation of transport services and the development of inform  a-
tion and communication technologies.

3.5.4. ANALYSIS OF BRENGTHS AND WEAKNEESS

The formulation of the transport policies in Slovakia takes in account, as a basis for policy
development, the strength, weakness, threats and opportunity aspects of the Slovakian
transport system. The main strength points of the Slovakian transport system are the loc a-
tion of Slovakia in a strategic position (as a part of the European transport network and
considering the direct access of the Slovakian transport system to the European Transport
Corridor VII), the adequate density of the transport infrastructure, and the project of in-
troducing performance & based fees for the utilisation of road infrastructure. The main
weaknesses are the underdevelopment of the infrastructure included in the TEN 08T net-
work, the scarce integration of the transport system with information and comm  unication
technologies, the poor technical conditions of the railway system (related to high fees for
utilisation), and the low technological level of intermodal nodes and transport terminals.

The main opportunities of the Slovakian transport system are r epresented by the wide po s-
sibility to develop sustainable mobility through environmentally friendly transport modes,
the general improvement of the transport infrastructure caused by the connection to the
TENG®T network, and the big potential for air and  water transport, which is still to be d e-
veloped. Some risks and threats are also related to the development of transport in the
Slovakian Republic; in particular, there is the risk of negative environmental effects that
could be caused by the growth of the transport system, the risk of the deterioration of the
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transport infrastructure due to the lack of financial resources for development, maint e-
nance and operation, and the risk of the increase of transfer from freight traffic from rai I-
ways to road due to t he increase in volume of freight traffic.

3.5.5. THE TRANSPORPOLICY UNTIL THE YERA2015

The development of the Slovakian transport system until the year 2015, as highlighted in

the OPrinciples of State Transport Pomentofy 6 and th
Transport of the Slovak Republicé, is based on t he
(support of balance between different sectors, orientation to transport users, support of

equal opportunities, effective utilisation of territory and resources , openness of the access

and gradual transfer of the costs to their originators) 2.

This basis is reflected in the policy, economic, environmental and social principles for
transport policies in Slovakia, which are described in the following sections.

Transport policy principles:

e Transport should be perceived as a compact transport system, integrating the di f-
ferent transport modes;

e Transport should be developed in a sustainable way;;

e |tis necessary to achieve an optimal balance between the potential o f the different
transport modes;

e Transport should be user doriented.

Economic principles:

e The financial resources should be used effectively ;
e Total transport cost, including externalities, should be incurred by their originators.

Environmental principles:

e The objective of pollution reduction should be a guiding principle for the develo p-
ment of the transport system ;

e The resources (recoverable and unrecoverable) should be used effectively ;

e The principle of individual liability for damages caused to the environment  should
be promoted

Social principles:

e Social interests should be promoted instead o f individual or local interests;
e The main topics to address should be health protection, the prevention of car acc -
dents and the improvement of the quality of life of the p  opulation.

SERBIA

Transport in Serbia is organized in different sub -sectors, though at a glance several pro b-
lems of the national transport system have to be dealt with.

%2 Transport Policy of the Slovak Republic until 2015 - Approved by the Government of the Slovak Re-
public No. 445 from 8. June 2005 & from http://esteast.unep.ch/default.asp?community=est -
east&page id=D8E765A5030-4E349BA38B313811C458
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Notwithstanding the inclusion of Serbia in the international routes defined by the tr ans
European corridors, currently smaller roads represent the highest quota of the road infr  a-
structure network and in general roads host less traffic than their capacity would permit.
With reference to rail infrastructure, only an unimportant share of the network has a dou-
ble-track.

Traffic volume on Serbian road network has declined since 1990s and most of the circula t-

ing fleet does not meet the EU technical standards. At the same time, railways need to be

renewed and equipped with higher technologies, si nce for example only a minor share of

the network is presently electrified and the curre
needs.

It is essential to recall the prominent possibility to develop a modern and sustainable water
freight transport system in Serbia, which is represented by the waterways: Tisza, Sava and
Velika Morava rivers and especially the Danube. These waterways are navigable for almost
all the year long and can support the integration of national transport policy in a largeri  n-
ternatio nal framework, including other bordering countries as Slovenia, Croatia, Bosnia &
Herzegovina. Inland navigation routes and ports already exist in Serbia and can be consi d-
ered a good infrastructure base for further development, especially in a perspective  of mo-
dal shift policies supported by the EU.

3.6.1. ROAD AND MOTRWAYS

NETWORK ANALYSIS

The road network of the Republic of Serbia is 48,423 km long, including 18.000 km of pr i-
mary roads (380 km of motorways and 165 km of secondary motorways) and 30.000 km of
local smaller roads, of which some 20.000 km are managed locally and 10.000 km regio n-
ally. In the Serbian road network, some 2000 km of roads belong to the European system of
roads (E roads), 400 km of toll highways with separated lanes, and some 160 km of toll
highways without separated lanes.

In the whole Serbian road network, 2/5 of roads are paved roads and dirt roads. In addition
more than 30% of arterial and regional roads are more than 20 years old. Only 14% of the
road network has been built le ss than 10 years ago.

There is still a strong need for investment in road infrastructure in Serbia. Infrastructure
maintenance and operation are not assured and a very low budget is presently used to f i-
nance these activities (570 US $ per km), if compared with OECD countries average expen-
diture per km, which is almost 26 times higher than in Serbia (on average between 15,000
and 45,000 US $§°.

A new highways construction program has been envisaged by the government in Serbia and
relevant changes to the cur rent road transport network are expected in the near future.

In this line upgrade of the existing road network is expected to take place in Serbia and at
the same time a road management system should be applied in order to improve the eff i-
ciency and effect iveness of national transport policy. Technical and safety standards in
compliance with EU requirements are not yet available in Serbia and appropriate planning

53 Serbian govemment offi cial web site, transport data:  http:/Avwy.sthija.sr.gov.yu/pages/article php?id=97
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procedures (including a proper environmental impact assessment procedure) need to be
applied.

Road rehabilitation and reconstruction can also benefit of EIB and EBRD loans and the
World Bank funds. In the long run, several infrastructural works have been scheduled with
special reference to major cities (Belgrade) and new motorways (e.g. Horgos -Pozega route,
via Belgrade).

A road toll system is currently applied over 600 km of motorways along the whole country.
35 toll stations were available in 2004, which levied a toll on more than 28 millions vehicles
on the track, collecting some 100 millions eu ros in 2004. Adjustment of Serbian toll system
to EU standards is a goal for the national transport policy.

Action is required to harmonize Serbian standards to the EU level mainly in road and pav e-
ment design, road and bridge construction, traffic signals , and road maintenance. A special
attention has to be paid to the safety standards in a country which is expected to substa n-
tially increase its vehicle fleet in a very short time, as it usually happens in countries at a
early development stage.

Environment has been included in the competencies of Serbian Road Directorate (SRD).

Training initiatives (e.g. seminars, courses, etc.) have started and environment and tran  s-

port policies are expected to combine thanks to sp
ment al Unitoé of SRD® established in 2004

Figure 34: Serbiad soad network %

8B, Joci c, OBuilding tomorrowf6s transport infrastructure
Belgrade, 16-17 November 2005. In this presentation several information on the existing road infr a-

structure and projected changes in Serbia are available. This document is available on -line at:
http://www.irfnet.eu/images/see/15.%20B.%20Jocic.pdf

% Source: from: http://www.irfnet.eu/images/see/15.%20B.%20Jocic.pdf
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