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A Bericht

1. Definition des Arbeitsprogramms

Der aktuelle Auftrag der Gruppe Verkehr, der die Hauptziele des Verkehrsprotokolls betrifft,
ist der zweite seit dem von der VII. Alpenkonferenz Meran urspriinglich festgesetzten Man-
dat.

Aus den von den Ministern bei der VIII. Alpenkonferenz in Garmisch-Partenkirchen vom 10
November 2004 festgesetzten Zielen ergibt sich Folgendes:

-« zur bedeutenden Verbesserung des Schienendienstes, der zur modalen Ubertra-
gung beitragt, fir alle alpenquerenden Schienenkorridore, bei denen noch keine akti-
ve Zusammenarbeit zwischen Netz- und Schienenbetreibern besteht, solche zu su-
chen und eine Bestandaufnahme der aktuellen Dienste zu erstellen;

- zur Forderung einer dauerhaften Mobilitat innerhalb des Alpenraums die Zusam-
menarbeit mit den Netzen von lokalen und regionalen Gebietskdérperschaften im Al-
penraum entwickeln, um innovative MaBnahmen in Bezug auf den éffentlichen Ver-
kehr zwischen alpinen Ballungsraumen und fir eine umweltfreundlichere Erreichbar-
keit der groBen Touristengebiete im Alpenraum aufzunehmen und zu unterstitzen;

- die bereits begonnenen Aktivitdten zur effizienteren Berucksichtigung aller Kosten far
die Tarifberechnung der Infrastrukturen weiterbearbeiten, und die winschenswerten
Entwicklungen einzuordnen, um zu einer besser abgestimmten Politik der Tarifbe-

rechnung im Alpenraum beizutragen;

- eine globale Analyse der eingesetzten bzw. vorgesehenen MaBnahmen bezlglich
Verkehr vorlegen, um die Ziele zur Verbesserung der Luftqualitat im Alpenraum zu

erreichen;

- die Arbeiten Uber die Kenntnisse des Verkehrs durch die Alpen fortsetzen, und darauf
achten, mit dem ABIS fir die Erfassung von Daten und Kommunikationsangaben be-
zlglich Verkehr, namentlich an der Festsetzung der Indikatoren fir Umweltqualitat

zusammenzuarbeiten».
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Um diesen Auftrag zu vervollstandigen hat der 31. Sténdige Ausschuss (September 2005)
auBerdem entschieden, das Thema des Verkehrs zum Mittelpunkt des Alpenzustandsbe-
richts zu machen, dessen Ausarbeitung von der letzten Alpenkonferenz beschlossen wurde.

Dieser Entwicklung entsprechend hat die Gruppe Verkehr aktiv an den im Programm festge-
setzten Themen gearbeitet, auch wenn sie nicht in der Lage ist, flr jedes Thema das gleiche
Arbeitsergebnis zeigen zu kénnen. Sie hat auch aktiv am Alpenzustandsbericht mitgearbei-
tet.

Sechs Treffen haben stattgefunden: am 28. Januar 2005, am 9. September 2005, am 24.
Februar 2006, am 24. April 2006, am 7. Juli 2006 und am 5. Oktober 2006.

2. Fortgang der Arbeiten

2.1. Verbesserung der bestehenden Schienenkorridore

Die Bestandsaufnahme der technischen Zusammenarbeit fiir die alpenquerenden Schienen-
korridore, schon fiir die VIII. Alpenkonferenz erstellt, zeigte folgendes:

- nur beim Brennerkorridor, dem Nord-Sid-Korridor Uber die Schweiz sowie teilweise beim
Tauernkorridor besteht eine enge Zusammenarbeit zwischen Netzbetreibern und Verkehrs-
betrieben zur Optimierung der ganzen Strecke;

- wichtig ist, daB die anderen Korridore von gleichartigen MaBnahmen profitieren kénnen.

Infolgedessen und aufgrund der ersten positiven Ergebnisse bei den obenerwahnten Korri-
doren wurde die Arbeit der Untergruppe « Korridore », unter Leitung der deutschen Delegati-
on fur die folgenden alpenquerenden Korridore geleistet:

- Semmering/Wechsel-Korridor: Achse Brno-Udine

- Tauern- Korridor: Achse Miinchen-Salzburg-Ljubljana

- Mont Cenis- Korridor: Achse Lyon-Turin

- Triest/Koper- Korridor: Achse Venedig-Triest-Koper-Postojina-Ljubljana

- Pyhrn/Schoberpass- Korridor: Achse Budejovice-Maribor

- Donau-Korridor: Achse Passau-Munchen-Bratislava-Budapest

Jeder Korridor wurde im Detail analysiert: der detaillierte Bericht der Untergruppe, der zum
ersten Mal eine vollstdndige Bestandsaufnahme der alpenquerenden Schienenkorridore dar-
stellt, ist diesem Bericht als Anlage 1 beigefligt. VerbesserungsmaBnahmen fir die Service-

qualitat, von sehr unterschiedlicher Art und Intensitat von einem Korridor zu einem anderen,
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wurden aufgelistet: laufende oder in Betracht gezogene Zusammenarbeitsprojekte, Einflih-
rung des ERTMS... Die zum Zeitpunkt der Konferenz von Garmisch erst begonnenen Pro-
jekte, wie z.B. die Entwicklung der rollenden Landstrasse zwischen Lyon und Turin, wurden
berilcksichtigt.

Die Gruppe achtete darauf, den logischen Aufbau mit den Arbeiten zu gewdhrleisten, die im
Rahmen der Zuricher Gruppe (Zusammenarbeit zwischen den Verkehrsministern des Alpen-
raums) bezlglich der Verwertung der Ermittlungen CAFT 2004 ausgefliihrt wurden, welche
die wirtschaftlichen Alpen-Hauptstrecken betreffen. AuBerdem weist der Bericht der Unter-
gruppe, in Zusammenhang mit der Revision des letzlich von der Europaischen Kommission
angenommenen WeiBbuchs erneut auf die Notwendigkeit, die Schienenalternativen zu for-
dern und die verschiedenen Verkehrsmoglichkeiten zu kombinieren, um die spezifischen

Potentiale zu optimieren.

Der Vorsitz der Arbeitsgruppe Verkehr legte Wert darauf, die Verkehrsminister ausdriicklich
an dieser Arbeit teilhaben zu lassen.

Aus ihrer Arbeit schlieBt die Untergruppe auch, dass unter den ausgearbeiteten groBen Kor-
ridoren der von den Staaten, den Verwaltern und Betreibern bereits eingeleiteten konkreten
MaBnahmen vor allem die 2 Korridore (Mont-Cenis und Triest-Koper) fir weitere engere Ko-
operationsaktivitaten besonders geeignet wéaren.

AuBerdem bedeutet die Férderung solcher MaBnahmen eine vielfaltige und komplexe Palet-
te von Akteuren, und sie ist eng mit der Investitionspolitik eines jeden Staates verbunden.
Die Nebengruppe schléagt auf der Basis der ausgefiihrten Arbeit vor, bei der nachsten Alpen-
konferenz eine aktualisierte Bilanz der bei den vorrangigen Schienenkorridoren vorgenom-

menen MaBnahmen vorzulegen.

2.2. Kosten und Tarifberechnung des Verkehrs im Alpenraum

Unter Leitung der italienischen Delegation, hat die Untergruppe « Kosten » ihre Arbeit fortge-
setzt, indem sie die externen Effekte und die in den 3 folgenden bedeutenden alpenqueren-
den StraBenkorridoren getragenen Kosten vergleicht: Brenner, Gotthard, Fréjus.

Das Arbeitsdokument in seinem gegenwartigen Zustand (Anlage 2) ist ein beachtlicher Bei-
trag, der auch zur Erstellung des Kapitels C1 des Alpenzustandsberichts beigetragen hat,
welcher den wirtschaftlichen Folgen des Verkehrs im Alpenraum gewidmet ist.
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Zukinftig kdnnte die Untergruppe, sich auf ihre eigenen Arbeiten stiitzend:

- ihre Arbeit unter Bericksichtigung der internen und externen Kosten abschlieBen und
ihren Bericht an die Staaten und die Europaische Kommission zur Information weiter-
leiten,

- ihre Arbeiten Uber die Struktur der Verkehrskosten im Alpenraum fortsetzen,

- in diesem Rahmen auch untersuchen, wie die Richtlinie « Eurovignette » im Alpen-
raum fUr konkrete wichtige Alpenkorridore eingesetzt wird (Festlegung der Bergge-
bietsabgrenzung, Uberlegungen iiber Querfinanzierungen, Korridorbegriffe, usw.).

2.3. Qualitat der Luft

Der Vorsitz der Gruppe hat einen Fragebogen erstellt, um bei jeder Delegation folgendes
erfassen zu kdnnen:
- Ziele fur die Luftqualitat — qualitativ und quantitativ —, in punkto Verkehr im Alpen-
raum
- im Verkehrsbereich vorgesehene oder eingesetzte HauptmaBnahmen zum
Schutz der Luftqualitat,
Erfassungssysteme und Indikatoren fir die Wirksamkeit dieser MaBnahmen,

langfristige MaBnahmenplane zur Verbesserung der Luftqualitat,

erreichte oder erwartete Ergebnisse.

Allgemein waren die Delegationen mit folgenden drei Schwierigkeiten konfrontiert:
- die Kompetenzen fir Luftqualititsmessungen sind unterschiedlich aufgeteilt,
- es besteht kein alpenraumspezifisches nationales Ziel fir Luftqualitat,
- es besteht auch kein sektorspezifisches Ziel, namentlich fir den Verkehr (der An-
teil der vom Verkehr selbst verursachten Luftverschmutzung lasst sich nur sehr

schwer bestimmen).

Jedoch lieBen sich die Schadstoffgrenzwerte in Bezug auf die Empfehlungen der speziali-
sierten Internationalen Organisationen (WHO, EG/UNQO) genau erfassen. Die vorgesehenen
oder eingesetzten HauptmaBnahmen zur Luftqualitat konnten im Verkehrbereich auch klar
herausgearbeitet werden: sie betreffen technische Einrichtungen (Motor, Auspuff), Treib-
stoffzusammensetzung, VerkehrsmaBnahmen (zulassige Hochstgeschwindigkeit), Tarifbe-
rechnung (Unterstiitzung der modalen Ubertragung)... Beobachtungs- und Messungsnetz-
werke sind auch eingerichtet, aber in jedem Land anders. Insgesamt wurden positive Ergeb-
nisse erzielt (Reduzierung der SO2-, CO-, Pb-Emissionen). Bezlglich bestimmter Schad-
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stoffkategorien (Stickstoffdioxid, Staub, Feinpartikel, Schwermetalle...) sind jedoch noch wei-
tere MaBnahmen erforderlich.

Die nachste Sitzung der Arbeitsgruppe wird dieses Thema auf die Tagesordnung setzen und
es in Anwesenheit von Experten behandeln, um eine Arbeitsorganisation bzw. einen genau-
en Zeitplan fir die Luftqualitat, ausschlieBlich bezlglich Verkehr, zu bestimmen. Folgende

Ansatze kdnnen hierzu verfolgt werden:

- die verschiedenen vorhandenen Messkampagnen oder Studien, die namentlich
an den alpenquerenden Achsen entlang ausgefuhrt wurden, auflisten

- den Einfluss der verschiedenen Verkehrsverwaltungs-/Verkehrsregelungspolitiken
oder —mafBnahmen, die bei den alpenquerenden Verkehrsachsen eingesetzt wur-
den evaluieren und mégliche good practices deutlich hervorheben.

Die Arbeitsgruppe macht den Standigen Ausschuss auf die Notwendigkeit aufmerksam, auch
Uber die Luftqualitat bezlglich anderer Bereiche als dem Verkehr zu arbeiten.

2.4. Verbesserung der umweltfreundlichen Erreichbarkeit der Touristengebiete und
der Verbindungen im Alpenraum

Bei diesem Thema hat die Gruppe die festgesetzten Ziele nicht erreicht: Zuerst war ein lan-
gerer Gedankenaustausch notwendig, um die konkreten, zu vertiefenden Themen herauszu-
finden, sowie die mdglichen Herangehensweisen zu betrachten, und der franzésische Vorsitz
der Gruppe « Verkehr » konnte nicht Gber die notwendige Zeit verfiigen, um die Arbeit effi-

zient einzuleiten.

Jedoch hat der Vorsitz ein erstes Mal die von jeder Delegation beauftragten Experten am 30.
Mai 2005 versammelt, und ist dabei zur SchluBfolgerung gekommen, daB die Kompetenzen
zu diesen Themen, dezentralisiert und héchst ungleichmaBig verteilt waren. Auf der Basis
der bestehenden good practices und der von den Zusammenarbeitsnetzen gefihrten MaB-
nahmen (INTERREG-Projekte, Programme fiir grenziibergreifende Zusammenarbeit) hat die
Gruppe einen Fragebogen zur Charakterisierung folgender Punkte erstellt:

- die Verbindungen durch den 6ffentlichen Verkehr zwischen den Ballungsrdumen im
Alpenraum: zustédndige Behdrden (Mittel, MaBnahmen), Dienste alternativ zum Pri-
vatauto (Fahrpldne, Kosten, Information fiir die Offentlichkeit, Verkehrsbedingungen),
Umgehungs- oder Verkehrsregulierungsinfrastrukturen, Politik der Lokalisierung und

umweltfreundliche Einfihrung von grésseren Sammelparkplatzen,...
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Erreichbarkeit der alpinen Touristengebiete, sowie der Verkehr innerhalb der Frem-
denverkehrsorte selbst: innovative, laufende oder geplante MaBnahmen und Experi-
mente (Rahmen, teilnehmende Betreiber, Ergebnisse, Perspektiven), verfliigbare Un-

tersuchungen,...

Dieser Fragebogen hat sich in der Praxis als zu kompliziert und von den Delegationen

schwer zu verwalten, erwiesen, und ist infolgedessen ergebnislos verlaufen.

Parallel hat der franzésische Vorsitz aktiv an der Konferenz Uber die nachhaltige Mobilitat

gearbeitet, die vom 0&sterreichischen Vorsitz in Wien am 30./31. Januar 2006 veranstaltet

wurde. Die Diskussionen im Rahmen der Konferenz und insbesondere die verabschiedeten

Empfehlungen geben konkrete Hinweise wie die Arbeit zu diesem Thema weitergefuhrt wer-

den konnte, als Ergédnzung zu anderen Angabe- oder Informationsquellen:

die vom Standigen Sekretariat direkt eingeleiteten Arbeiten (Analyse der Fahrpléane
fr den 6ffentlichen Verkehr innerhalb des Alpenraums),

die fUr den Alpenzustandsbericht gesammelten Daten (Personenverkehr, bestehende
Verbindungen zwischen Ballungsrdumen im Alpenraum),

die SchluBfolgerungen der italienischen SWOM Seminare und der INTERREG-
Projekte (namentlich Interreg Il B Alpenraum).

Nach diesem Austausch ist es pragmatischer erschienen 3 Arbeitsthemen zu verfolgen:

die Sammlung und Verbreitung der good practices, wie bereits in den Alpenstaaten
bezilglich nachhaltige Mobilitat festgestellt, gleichzeitig flir das Alltagsleben (Ver-
kehrsverbindung zu den Ballungsrdumen oder den landlichen Raumen, Verbindun-
gen zwischen Gebieten) und fir die Erreichbarkeit der Touristengebiete;

die Untersuchung des Serviceangebots des 6ffentlichen Verkehrs im Fernverkehr zu
den alpinen Touristengebieten sowie Ballungsrdumen, sowie die Untersuchung der
eventuellen Licken im Angebot und Schwéachen der Infrastruktur (grenziiberschrei-
tende Linien, Anschluss an die regionalen Netzwerke, usw.)

den Projekttragern dabei helfen, konkrete MaBnahmen zu entwickeln, namentlich im
Rahmen der Vorbereitung von zukinftigen europaischen Zusammenarbeitsprogram-
men als Ersatz zu INTERREG (Themen abstimmen, die als konkrete Unterstiitzung
zu den Projektangeboten behilflich sein kénnen, wie z.B. die Mobilitatszentralen, die
Organisation der Anschlussverbindungen zwischen den bestehenden Verbindungen,
alternative Mdglichkeiten zur Erreichung der Touristengebiete, grenziberschreitende
Dienste,...).
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Davon ausgehend werden sich die von den Delegationen und den interessierten Verbanden
benannten Experten am 30. Oktober 2006 in Paris treffen, um die Details des skizzierten
Arbeitsprogramms festzulegen.

3. Beitrag zum Alpenzustandsbericht

Die Arbeitsgruppe musste ab Ende 2005 die Richtung ihrer Arbeit &ndern, um aktiv an der
Ausarbeitung des Berichts zu arbeiten:

- Definition der zur Veranschaulichung des Berichts ausgewdahlten Umweltqualitatsin-
dikatoren, in Zusammenarbeit mit der ABIS-Gruppe;

- Ausarbeitung von Teil D Uber die 6ffentlichen Politiken beztglich Verkehr im Alpen-
raum; in diesem Teil wird die aktualisierte Unterlage Uber den Status der Einflihrung
des Verkehrsprotokolls in den Alpenstaaten zusammengefasst, welches regelmaBig
von der Arbeitsgruppe Verkehr fir jede Alpenkonferenz ausgearbeitet wird;

- zusammen mit dem Standigen Sekretariat, Ausarbeitung von Teil E, welcher den Ar-
beitsvorschlagen gewidmet ist und als Unterstitzung einer politischen Erklarung gilt;

- Korrekturlesen und Beitrag zur Harmonisierung des ganzen Berichts, namentlich an-
laBlich der gemeinsamen Sitzungen der Gruppen Verkehr und Integration (24. April,
18. September und 17. Oktober 2006).

4. Vorbereitung der Konferenz von Alpbach

Die Gruppe Ubergibt fir die Konferenz:

- einen Téatigkeitsbericht, basierend auf den Beitragen der Untergruppen (Tarifberechnung,
Schienenkorridore) und die vom Vorsitz gesammelten Angaben (welche die Luftqualitat, die
Mobilitét innerhalb des Alpenraums betreffen), mit folgenden Anlagen: der definitive Bericht
Uber die Schienenkorridore, das provisorische Arbeitsdokument Uber die Kosten

- und ein Mandatsvorschlag fir die 2 kommenden Jahre.

Diese 2 Unterlagen wurden von der Arbeitsgruppe Verkehr am 5. Oktober 2006 geprift und
gutgeheiBen.
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B Beschlussvorschlag

Die Alpenkonferenz

1. nimmt den Tatigkeitsbericht der Arbeitsgruppe Verkehr zur Kenntnis und dankt der
Vorsitzenden und der Arbeitsgruppe fir die geleistete Arbeit,

2. beauftragt den Standigen Ausschuss und die Arbeitsgruppe Verkehr nach MaBgabe
des beschlossenen Mandats in Anlage 3 ihre Arbeit fortzusetzen und der X. Alpen-
konferenz hiertiber zu berichten, und

3. nimmt den Bericht Uber die Europaische Fachkonferenz ,Umweltfreundlich Reisen in
Europa. Herausforderungen und Innovationen fir Umwelt, Verkehr und Tourismus*
zur Kenntnis und ersucht, die im Schlussdokument verabschiedeten Inhalte und
MaBnahmeempfehlungen (Anlage 4) im Rahmen der Arbeitsgruppen der Alpenkon-

ferenz zu berlcksichtigen.
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1. Mandate

A fundamental objective of the Transport Protocol of the Alpine Convention is the modal
shift of freight from road to rail. How reasonable this objective is was also shown very
clearly by the 2004 CAFT survey. There is a dynamic growth (3,7 % p.a.) on trans alpine
transport demand, even if growth has slowed down in the last 5 years (5,4 % p.a. between
1994 and 1999). Since 1994 freight traffic across the Alpes (rail and road) increased from
132,4 million tonnes to 190,2 million tonnes in 2004 (+ 44 %). Total road transport share
increased from 62 % to 67 %. More than 30 million tonnes (one fourth) of road freight

passes Brenner and Gotthard is the most important crossing concerning rail transport

(15,6 million tonnes).
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In the mid term review of the European Commission concerning the White Paper on
Transport the modal shift to environmentally friendly transport modes and the combina-
tion of transport modes (*“co-modality”) also remain a priority objective of EU

transport policy in any case on long distances and sensible areas like the Alpes. On the
other side, by placing emphasis at the same time on “the optimization of the specific po-
tentials of the individual transport modes” the aim of the white book 2001 “rebalancing

transport models” is diminished.

The 8" Conference of Alpine Regions asked the Transport Working Party in Garmisch-
Partenkirchen on 16 November 2004 to give special consideration to the enhancement of
the rail transport offers on the trans-Alpine rail corridors. In this context, the existing
agreements concerning the Brenner corridor and the north-south corridor through Swit-
zerland may provide guidance. This topic is referred to as follows in the ministerial
statement on transport adopted in Garmisch: “Not all existing large corridors have yet
been covered by programmes that are similar to those implemented in the framework of
the Brenner 2005 Action Plan and the north-south corridor. The Conference of Alpine

Regions urgently requests governments and railway operators to extend such measures to
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the other trans-Alpine corridors before the 9" Conference of Alpine Regions is held. A

statement on the situation is to be made at the 9" Conference of Alpine Regions 2006.”

The Transport Working Party cannot directly arrange agreements (such as those men-
tioned above) between governments, railway companies and other parties involved. How-

ever, it can intensify and reiterate the appeal made by the ministers.

This was done by way of discussions within the Transport Working Party of the Confer-
ence of Alpine Regions, in which all ministries are represented, and, more specifically, by
means of letters of the French chairmanship of the Transport Working Party that were

sent to the competent ministries of the countries "with rail corridors™ in 2005.

The focus is placed on the following corridors:
Brno — Udine (Semmering)

Munich — Salzburg — Ljubljana (Tauern)
Budejovice — Maribor (Pyhrn/Schoberpass)
Lyon — Turin (Mont Cenis)

Marseille — Genoa (Ventimille) and

Venice — Trieste/Koper — Postojina — Ljubljana

Passau/Miinchen — Bratislava/Budapest (Danube axis)

What are the contents of the Brenner 2005 Action Plan, which provides guidance, and

what does the north-south axis involve?



2. The Brenner 2005 Action Plan
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Via the Brenner Pass, which is the Alpine crossing with the highest traffic volume,

approx. 42,7 million tonnes of goods were transported in 2004, accounting for a modal

split with a road transport share of more than 70%. (CAFT 2004) The Austrian master

traffic plan forecasted at that time an increase to 52 million tonnes by 2015 (with the mo-

dal split remaining broadly unchanged). In 2002, these figures prompted the ministries of

transport of Austria, Italy, Greece and Germany to establish working groups and charge

them with the development of measures aimed at increasing the volume of combined

transport on this axis by 50% by 2005 in comparison with 2001.

After a detailed problem analysis had been carried out, three packages of measures with a

total of 35 measures were integrated into the Brenner 2005 Action Plan taking account of

the time required for their implementation (the planned Brenner base tunnel is not taken

into account).
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Package of measures | (start of implementation: immediately)

» improvement and intensification of the initial cooperation between the rail trans-
port companies (including the rail network operators)

» improvement of communication and data exchange in order to optimize the inter-
faces between those involved and to optimize resource management and customer
information

» introduction of an integrated quality management system

» removal of operational bottlenecks (rail, terminal)

Package of measures Il (short-term implementation)

» development and implementation of a seamless, axis-related traction concept (in-
teroperability)

» enhancement of the service offer in unaccompanied combined transport and fur-
ther adaptation of quality characteristics to market requirements

» joint assessment of the accompanied combined transport offer (rolling road) and

coordination of short and medium-term increases of the offer

Package of measures 111 (medium-term implementation)

» coordination and assessment of the actual path availability in all network sectors
and junctions concerned in order to further increase the transport volume

» upgrading and modernisation of rail infrastructure (lines, junctions)

» improvement of rail links and increase of the transhipment capacities of combined

transport terminals in Italy and Germany

If considered individually, all these measures are rather unspectacular; what is interesting,

however, is how their implementation is organized; this can be described in three steps:



Comprehensive participation

The action plan was jointly developed and adopted by all parties involved in Brenner trans-
port matters, i.e. the representatives of the relevant ministries of transport, rail transport com-

panies, rail network companies, combined transport operators and terminal operators.

Specification of responsibilities

Clear responsibilities were specified for the individual measures. In the package of measures
I, for example, “Brenner Rail Cargo Allianz” is responsible for the assessment and prioritisa-
tion of the existing deficiencies in communication and data exchange. The development of a
computerized system for communication with combined transport customers is the responsi-

bility of “Rail Cargo Austria” etc..

Monitoring

On the basis of regular reports, the ministers of transport of the three countries accompany
and support the implementation process in their respective area of responsibility and make
appeals to the competent national partners. Among the parties involved, penalties were
agreed e.g. for the non-availability of locomotives and train drivers. The agreed “contractual
penalties” are paid into a fund and used for improvements in the framework of the Action

Plan.

First successful measures

At the beginning of 2005, the first successful measures were reported:

» Thanks to the removal of operational bottlenecks (e.g. allocation of slots for transport
and shunting services, improved availability of locomotives and train drivers) it was
possible to increase punctuality from an average 40% at the beginning of 2002 to 80%
in 2003; since then the percentage has stabilized at this level.

» The terminals Munich-Riem and Verona-Quadrante were equipped with overhead
electrification extending as far as possible into the terminals.



-7-

> In the combined transport terminal in VVerona, a further transhipment module was in-
stalled increasing the capacity from 250,000 to 330,000 loading units.

» At the Brenner Pass, a separate office was established which is responsible for manag-
ing data exchange, customer information services and GPS-based train monitoring on
a 24-hour basis in cooperation with the Verona operational control centre. Through
the use of mobile phones for maintaining permanent contact with all train drivers, it is
possible to identify irregularities at an early stage and take remedial action. For exam-
ple, it is also possible to inform combined transport customers in good time of
changed dates for the provision of loading units at the terminal of arrival (estimated
time of availability).

> Development of an IT component by means of which the quality of the transport
process can be visualized on the basis of clearly defined key performance indicators.
The relevant basic data are provided by the infrastructure operators concerned.

> Improved formation of block trains through the upgrading of the Verona terminal to a
gateway to the Italian network including a shuttle train service between Verona and
Bologna.

> Finally, considerable improvements were made with regard to traction: approval of
the pusher locomotive, which is required for the north side of the Brenner Pass, so
that it can be radio-controlled by the train driver of the first locomotive of double-
headed trains (so-called radio control pushing engine). The first multi-system locomo-
tives have also been made available. The question of reciprocal approval has been re-
solved and only business aspects determine the use of such locomotives. Work is un-

derway to bring forward the international use of train drivers (linguistic barrier).

Despite all this, the objective of increasing the combined transport volume by 50% by 2005
has not yet been achieved. In this context, however, it must be taken into consideration that
important framework conditions have changed. For example, the abolition of the ecopoints
system on 1 January 2004 has led to a drastic decrease in rolling road transport on the Bren-
ner route whereas unaccompanied combined transport has increased significantly. In 2003,
for example, 4.47 million tonnes of goods were transported in unaccompanied combined
transport via the Brenner route, 5.09 million tonnes in 2004 (+ 13.5%) and 5.92 million ton-
nes in 2005 (+ 16.2%). By the end of 2006, an increase to 6.86 million tonnes is expected. In
comparison with 2003, this would represent an increase of more than 50%. This can at least
partly be attributed to the Brenner 2005 Action Plan. Without the measures agreed in the Ac-
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tion Plan it would not have been possible to even maintain the rail transport share. The efforts
made to improve the rail transport offer will therefore be seamlessly continued with the
BRAVO project in the framework of the 6™ EU research programme which involves 15 part-
ners from 6 countries (combined transport companies, railway companies, terminal operators,

institutions of higher education and also a Swiss waggon manufacturer).
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3. The north-south corridor Rotterdam-Genoa, 10Q-C project (Swiss

section)

Chiasso

Although the modal split on the Swiss north-south axis accounts for a rail freight share of
approximately two thirds and thus more than the inverse ratio of the Brenner route and the
French corridors, the Memorandum of Understanding which was signed in Lugano by the
ministers of transport of Switzerland, the Netherlands, Italy and Germany in 2003 is also
primarily aimed at further increasing or stabilizing the rail freight share. The rail freight
routes on this axis are to be strengthened in order to keep them competitive with road trans-

port.

In this case, too, an international working group was established, initially from representa-
tives of the ministries, which, however, was expressly asked to call in representatives of
transport companies (i.e. infrastructure and transport operators, in particular) as well as cus-
toms authorities, and to work out measures and proposals for improving the quality of the
transport offer on this route in coordination with other interested parties (e.g. railway compa-

nies, hauliers etc.).

The measures proposed by the working group were essentially placed under the responsibility
of the infrastructure operators and ministries which began working on their implementation.

3.1 Infrastructure operators
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The infrastructure managers of the five railway companies involved have intensified their
cooperation.

A so-called one-stop shop network for the whole corridor has been in place for some years
now. For customers, two computerized systems are available: “Pathfinder” which is for or-
dering train paths and the European Infrastructure Charging Information System (EICIS)
which provides information on infrastructure utilization. Finally, there is a special system for

providing train paths to meet short-term needs (System Train Paths).

Furthermore, a corridor manager has been dealing with specific problems concerning the

whole corridor since 2005.

Great efforts are also being made with regard to the automated exchange of data between
neighbouring infrastructure managers. In addition, the EU funded EUROPTIRAILS project

(start: 2006) is to make possible the monitoring of selected trains on the entire corridor.

3.2 Ministries

The ministries are responsible for promoting regulations on the reciprocal approval of loco-
motives and mutual recognition of train driver qualifications. This must be done within the
predefined EU framework and is time-consuming. For example, the first EU Directive for the
international admission of train drivers is not expected until 2010. Until then, cooperative
solutions must be found between the organizations (enterprises) responsible, and, therefore, a
range of bilateral agreements have been concluded, e.g. on the mutual recognition of medical
and psychological tests for train drivers. A form of cooperation which is particularly appreci-
ated in the framework of trans-Alpine transport is the official enlargement, by experts from
Switzerland and the Netherlands, of the Interoperability Working Group (Germany, Austria,
Italy) which already exists for the Brenner axis. The Working Group works on the speeding
up of processes and cost-reduction with regard to the reciprocal approval of locomotives and

also makes its know-how available to third parties.

Following a Swiss proposal, a tailored and simplified customs procedure for rail freight from
the EU will remain in force until the end of 2007. (Goods from the EU account for approx.

90% of rail freight via the north-south corridor.)
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Finally, the ministers charged the Working Group in 2004 to examine whether it is possible

to equip the corridor with ETCS (European Train Control System).

ECTS would mean continuous traction throughout the entire route with every equipped lo-
comotive and therefore increasing productivity, better quality and easier access for operators

(the equipment of locomotives with ETCS is relatively inexpensive).

Results of the study: technically feasible by 2012/2015; economic efficiency, however, de-
pends on a broader use of the system, beyond the route Rotterdam-Genoa, on the remaining
network. In order to equip the relevant corridor, subsidies are needed for the infrastructure

operators.

The results were put in a wider European context. With the Letter of Intent signed on 3
March 2006, the ministers of transport of the four above-mentioned countries decided in for-
mal agreement with EU TEN coordinator, Mr Karel Finck, to implement ERTMS (ERTMS
includes both the above-mentioned ETCS and GSM-R (Global System for Mobile Communi-
cations — Railways)) on the corridor Rotterdam-Genoa by 2012/2015 at the lowest possible
cost. Through the priority introduction of ERTMS on ten further important freight corridors
in Europe the cost-benefit ratio for the introduction of the above-mentioned north-south cor-

ridor is improved considerably.

For the purpose of implementation, an executive committee will be established in which the
EU Commission and the infrastructure managers will also be represented. A management

committee ensures coordination with the other measures taken on the corridor.
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3.3 Results and outlook

As regards the success of the described measures, it should of course be taken into account
that due to the traditionally large share of rail freight in Switzerland (2000: 70%) strong in-
creases are simply no longer possible. However, apart from the tax on the use of roads by
heavy goods vehicles which boosted combined transport and thus prevented a further de-
crease of the rail freight share, the current stabilization at 65% can certainly be seen as a suc-

cess that can be attributed to the described measures.

There is still a need for harmonization, inter alia, with regard to the differences in the imple-
mentation of the relevant EU Directives in the Member States and the mutual approval of
rolling stock. The situation concerning punctuality and delays of the trains is also still unsat-
isfactory. This aspect will be one of the key areas of the measures in the years to come.

However, given the existing and new bottlenecks in the corridor caused by the increasing
traffic volume, it is above all the ministries that must coordinate their plans for the upgrading

of their infrastructures.

Development of bottlenecks on the N-S Corridor 2005-2020
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4. The remaining corridors

Of course, improvements of the quality of the offer have been considered for all corridors
long before the conclusion of the Alpine Convention and concrete measures have been and
are currently being taken. However, they are very different in nature and range from quasi-
contractual cooperations, as in the case of the Brenner 2005 Action Plan and the north-south
corridor, through the intent to conclude such agreements in the medium term to the conclu-
sion that such measures do not seem to be useful at all. It is obvious in this context that, given
the specific infrastructure and operational requirements, specifically adapted solutions must

be found.

4.1 Lyon-Turin (Mont-Cenis) and Marseille-Genua (Ventimille)
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The Lyon-Turin route is a section of the TEN corridor D Valencia — Ljubljana and the most

important rail link between France and Italy (transport volume in 2004: 6.9 million tonnes).

Similarly to the Brenner corridor, there are plans to significantly improve the quality of the
rail transport offer in the short and medium term without waiting for the completion of the
tunnel between Saint-Jean de Marienne and Orbassano (52 km, completion planned for
2020).
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The objective is to achieve at least the transport volume of 1999 (10 million tonnes).
According to the CAFT survey 2004, the French rail transport share via the Alps amounted to
a total of 6.8 million tonnes with a modal split share of 14% which has decreased considera-

bly in comparison with 1994 (19%).

The governments of both countries decided to optimize the conditions in the existing Mont

Cenis Tunnel and to develop a high-quality rail transport service (rail highway).

4.1.1 Upgrading of the tunnel

The 13.7-km long Mont Cenis Tunnel, inaugurated in 1871 is a high altitude tunnel, with
winding lines that include very steep gradients, which can greatly limit train loads and seri-
ously penalises rail transport costs. For example, the incline either verges up or exceeds

30 %o and bends are often below 400 m of the curvature radius, on both sides. A systems of
two successive banking engines is required for heavy trains between Saint-Jean-de-
Maurienne and Modane, on the one hand, and beyond Modane on the other.

Finally, the reduced gauge of these structures, designed for trains of that era, are now found

to be unsuitable.

Under these conditions, the political decision was for heavy works aiming to upgrade the
Mont Cenis Tunnel gauge to the European B1 gauge, which will be completed at the end of
2008 and then enable technically to transport most of the road traffic that passes in transit

along the Mont Blanc / Fréjus corridor route.

Of course these decision in fact led to reduced tonnage transported on the historical line. The
works period does not ease operations and, in 2005, a derailed train at the entrance of the
tunnel damaged the track even more. Thea im is to at least enjoy the same traffic level as in
1999 (10 MT).
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4.1.2 The experimental rail highway

A second political decision was to put into service a 175-km long experimental rail highway
in Autumn 2003 between Aiton (France) and Orbassano (Italy), in order to test road sector
acceptance, the accessible market, carriages, locomotives, terminals, timetables, regularity,
handling of lorry drivers.

This service uses the MODALOHR system and low-loader wagons (20 cm from the rail),
equipped with standard-sized wheels, because of the present, very restrictive gauge of the
Mont Cenis tunnel, thus receiving up to 4-m high and 2.60-m wide lorries (about 6 % of all
HGVs using the Fréjus and Mont Blanc road tunnels, which are mostly tankers). The termi-
nals (at Aiton and Orbassano) are user-friendly and enable simultaneous loading / - unloading
of lorries (in less than 40 minutes). The tractor must be uncoupled and can board another
MODALOHR carriage. The driver moves to a reception carriage at the front of the train,
where meals, films and magazines are available.

Since June 2004, semi-trailers can also travel on their own (unaccompanied transport), as the

operator performs loading / unloading via a tractor (service jockey).

The rail highway uses the existing railway line where both passenger and freight trains co-
habit.

The service includes four rotations a day (5 days a week). Each can load a maximum of 15 to
16 trailers because of the percentage of accompanied trailers (see infra).

After nearly three years of experience, the experimental rail highway has been found to be
technically successful, as the MODALOHR system is reliable and efficient. Nevertheless,
service regularity is still deplorable. Thus, in 2005, 65 % of trains in the Italy-France direc-
tion arrived at Aiton at least 30 minutes late. There are multiple causes for these delays; nota-
bly incidents on engines, works in the Mont Cenis Tunnel, priority given to passenger trains,

etc....

There is an average 65 % shuttle occupation rate for all traffic (4 daily return journeys), but
the saturation point is reached in afternoon and evening shuttles. Indeed, these times are the
most sought after by hauliers, as they enable to load at the plant in the morning or during the
day.
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Traffic was very slow to pick up at the end of 2003 and in 2004. However, since the start of
2005, traffic numbers reached about 250 lorries a week, which was the result of long and pro-

found commercial canvassing work with hauliers.

Also, most unaccompanied trailer transport grew rapidly (from 40 % in 2004 to 60 % in
2006), thus improving rail highway productivity (+25 %) increasing the load/tare ratio and
number of trailers per train. At the same time, haulier logistics around both terminals were
reorganised, with agreements being signed between French and Italian partners.

Transport of hazardous substances increased continuously and now exceeds 40 %, after the

exceptional peak due to the tunnel closure.

However, the Alpine rail highway’s economic and financial results are not very satisfactory,
as direct revenue is well below charges. Note that the price of a rail highway crossing is
lower than the cost of the equivalent road crossing (by about 20 %), in order to make up for
the poor service quality (numerous delays) and longer journey (due to loading / unloading
time). During the whole test period, France and Italy equally share the rail highway’s operat-
ing loss, with aid approved by the European Commission.

4.1.3 Future steps towards a concerted France — Italy action plan for the rail corridor

During the Franco-Italian Summit of 4 October 2005, ministers decided to start thinking
about operating a further service, at the end of construction work. This mission must notably
consider increasing frequencies, improving timetable distribution, lengthening shuttles and
possibly proposing regulatory restraints for directly-competing road crossings (prohibiting

some types of goods or time intervals, etc...).

Also, in the medium-term, ministers decided to set up a concerted action plan for optimising
rail service on the existing line, in order to stop the drop in the rail freight market share and
establish the credibility of the longer termin Lyon-Turin project (see ministers’ letter of 4
October 2005). For this, RFF, RFI, SNCF and Trenitalia, under the auspices of both minis-
tries, will set up a concrete action plan (monitoring each traffic, work site hazards and delays,
setting up a monthly co-ordination committee, improving operational communication be-
tween infrastrukcture managers, connection between the Aiton platform and railway network,
etc...). France and Italy could then sign a Memorandum of Understanding, similarly to the

approach instituted on the Brenner by Germany, Austria and Italy).
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4.1.4 Deploying the ERTMS along corridor D
Similarly to the Swiss section of the 1Q-C project, the Lyon-Turin route will also benefit from

the intention of the EU Commission to equip the entire corridor D with ERTMS.

In compliance with the Memorandum of Understanding, signed on 17 March 2005 by the

European Commission and railway companies, the strategy for deploying the ERTMS on the
Valencia (Spain) — Marseille (France) — Lyon (France) — Turin (Italy) — Ljubljana (Slovenia)
(= corridor D) standard line is currently being finalised. It will enable to greatly improve ser-
vice interoperability and quality on this international freight corridor. They planned to deploy

the ETCS-level 1 control system.

The involved countries’ ministers of transport shall soon sign a letter of intent and set up fi-
nancing required for deploying the ERTMS on the corridor sections in their respective coun-
tries. Also, the European Council is preparing financial regulations specifying co-financing

application rules fort he 2007-2013 period.

The section Lyon-Turin is planned to be equipped in the period from 2010-2014.

4.1.5 Ventimille

Because of the law traffic passing through (0,5 Mio t in 2004), which has been more or less
stable for several years), and of the impossibility of modernising this coastal rail route with
very restrictive geographical features, Ventimille doesn’t offer real optimisation opportunities

at all.
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4.2 Salzburg- Ljubljana (Tauern)
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After the Brenner route, the Tauern axis is the route with the second largest freight traffic

volume of trans-Alpine traffic via Austria.

The principal function of the Tauern corridor today is to link the ports of Koper and Trieste to
Southern Germany and the central region of Upper Austria. Since the volume of traffic on

these routes exhibits a rising trend, rail freight via the Tauern corridor still has great potential.

In 2004, approximately 4% of the total freight on the Tauern axis was transported using un-
accompanied combined transport services and approx. 5% using rolling road services. Be-
tween Salzburg and Trieste, rolling road services are operated with 21 trains per week run-

ning in each direction.

For this axis, a so-called “Tauern action plan” has been developed. This is a national research
project that was carried out in 2003 and aimed at examining deficiencies of this corridor and
possible improvement measures. Therefore, it is comparable with the first stage of the Bren-

ner Action Plan, i.e. the first analysis of the situation.
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Possible additional measures according to the “Action plan Tauern-Track” which could com-
plete the already planned step by step progressive double tracking of the remaining single
track sections, would be
» establishment of an information and quality management system
» removal of operational bottlenecks
» enhancement of the service offer, especially in unaccompanied combined transport,
by means of trainload services to Trieste and Koper
» development of a seamless, axis-related traction concept to accelerate the trainload
services that are to be introduced

These measures are therefore similar to those set out in the Brenner Action Plan.

The unaccompanied combined transport links from Nuremberg to Trieste ("Trailertrain") and
from Munich to Trieste and Koper (“Adria train”) have meanwhile been established in the
framework of the INTERREG Il1 B project AlpFRail. On the Salzburg-Villach route, capac-
ity was created for an additional nine trains a day in each direction.
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4.3 The Budweis-Maribor corridor (Phyrn-Schober axis)
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Since a large part of transport operations on the Phyrn-Schober axis are currently intra-
Austrian or bilateral transport operations between Austria and Germany, the same approach
as in the Brenner 2005 Action Plan would be less rich in meaning because the interface prob-

lems are not the most important aspect in this context.

Although the railway line between Linz and Selzthal is currently for the most part only a sin-
gle-track line, it can be used for normal combined transport operations without any restric-
tions. In 2004, 3% of the total freight on the Phyrn-Schober axis was carried using unaccom-
panied combined transport services and approx. 2.5% using rolling road services. Currently,
two rolling road services are operated from Wels to Maribor and from the Cargo Center Graz
to Regensburg (42 trains in each direction in total per week). In unaccompanied combined

transport, a block train runs between Graz und Duisburg.

In 2005, the Phyrn-Schober axis was analysed with regard to deficiencies and possible im-

provement measures.
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It is planned to double track some single-track sections on the Phyrn-Schober axis. Efforts are
being made to bring forward these measures as well as specific capacity increases, for exam-
ple, through the extension of tracks in crossing stations or measures to enhance signalling

technology.

Therefore, a further improvement of the operating quality can be expected in combined trans-
port. Further specific measures to increase capacity are in preparation. The service offer on
the rolling road and in unaccompanied combined transport could be increased, in particular,
by operating block train services between the Cargo Center Graz and Germany.



-22 -

4.4 VVenice-Trieste/Koper-Postojina-L jubljana

The Italian-Slovenian sector as part of the Trans-European Corridor 5 from Barcelona to
Ukraine includes the axis Venice-Trieste/Koper-Postojina-Ljubljana. It represents a logistic
platform for East-West commercial flows and an important “delivery point”. The existing
infrastructural network allows to collect an important traffic quota, including local traffic
between Italy and Slovenia, too.

The transport system and logistic network in the Italian-Slovenian borderline is due to de-
velop as part of a larger system integrated with the neighbouring regions.

In 2004, the Italian-Slovenian in/out rail freight flows amount to about 2 million tonnes per
year.

Modernisation of the SS devices on Ljubljana-Sezana line was finished in 2004. The project
of doubling the Capodistria/Divaca rail connection has been approved. The segment Di-

vaca/Ljubljana is still under planning.

Other short and mid term projects are:
0 Ljubljana-Sezane line (5 stations, 13 line sections 2006-2018)
o Divaca-Koper line (4 stations, 5 line sections 2008-2010)
0 Reconstruction of existing track of Divaca-Koper line (2007-2010), Upgrading of SS
devices on this line (2006-2007), construction of new double track line on the line in
phases (2008-2015 and after 2020)
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On the Italian side there is no relevant work in progress yet; critical operational conditions
persist in the double track line Venice/Monfalcone-Trieste/Villa Opicina/Sezana from the
Isontine plane to the Aurisina Fork, because the 12 % slope limits to 1,100 tonnes the maxi-

mum weight allowed per train.
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4.5 Brno — Udine (Semmering, South corridor)
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The South corridor is the main connection between the north Italian industrial area, the ports
of Trieste and Koper, the eastern region of Austria and Slovakia, the Czech Republic and
Poland. Against the background of these states' accession to the EU, this traffic will gain in
importance. (In 2004, approximately 5% of all freight traffic were carried out on this route by

unaccompanied transport operations.)

The railway from Brno via Vienna, the Semmering and Villach to Udine has been a continu-
ous double-track line since December 2003 when the new double-track section Tarvisio
Boscoverde — Udine was opened to traffic. A total of four tracks are available on a number of

sections between Vienna and Wiener Neustadt.

Due to small arc radii and narrow tunnel profiles, certain restrictions apply to the carriage of
swap containers and semi-trailers on the section over the Semmering Pass. This means that it
is impossible to operate a rolling road. In the long-term, the planned construction of the
Semmering Base Tunnel and the Koralm railway could make the axis more attractive for

combined transport, too.
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The line is completely electrified; however, between Brno and the Czech/Austrian border, a
different distribution system is used (25 kV/50 Hz). Dual system locomotives are needed here
for the section Bernhardstal — Breclav, but the OBB (Austrian Federal Railways) is able to
provide them in sufficient quantities. In Austria alternating current of 15 KV and 16.7 Hz is

used. In Italy, the line is electrified with 3 KV direct current.

Train control on the southern section of the line is currently carried out using track circuits. In
Italy, an automatic signalling and section block system has not yet been installed along the
entire line, which is why the law requires two engine drivers for each locomotive.

On the Semmering Pass, the line has gradients of up to 26 %o.. Due to small arc radii pusher

operations are impossible, for which reason a large number of freight trains have to be split.

It is precisely because of the international importance of this rail link and the above-
mentioned “border-related” problems to apply element packages of the Brenner Action pos-

sibly could make sense to this route.

The following approaches from the Brenner Action Plan possibly could be applied to this
route:
e Quality management and removal of bottlenecks in operations, especially on the

Villach — Tarvisio — Udine — Trieste section
e Expansion of the range of services offered in unaccompanied combined transport, es-
pecially trainload services from Trieste container port to Vienna, Slovakia and the

Czech Republic

e Development of a seamless axis-related traction concept to accelerate the trainload

services that are to be introduced

e Coordination and assessment of the actual availability of paths on the South corridor
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e Improving the provision of rail links from the South corridor towards Verona and Mi-
lan and enhancing the transhipment capacities in Northern Italy and Slovakia, the

Czech Republic and Poland.
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4.6 Danube axis

Although the Danube axis is not a trans-Alpine traffic route in the proper sense, it partly runs
along the area of the Alpine Convention and is contained in Appendix 1 of the Transit Proto-
col to the EU Accession Treaty of Austria. Therefore, it has been included for the sake of
completeness, especially since it could provide an important alternative to the Tauern axis, in
particular, where the volume of South East European traffic is expected to increase as a result
of the accession of the new EU Member States Hungary and Slovakia and later on of Roma-

nia and Bulgaria.

The Danube axis runs from Passau and Munich in the west to Bratislava and Budapest in the
east. The sections from Passau and Munich to Wels are double-track lines; from Wels to Linz
there is, in addition to the double-track western line, a third track via Traun. The line between
Linz and Vienna is currently being widened to four tracks, and some important four-track
sections of the line are already in operation. The eastern line from Vienna to Budapest is a
double-track line from which a single-track line branches off to Bratislava-Petrzalka via Kitt-
see.

Apart from that, there is a further single-track line between Vienna and Bratislava-Central
Station north of the Danube, as well as a single-track line to Budapest via Sopron. In 2004,
the Danube axis, compared to the other Austrian rolling road axes, had the largest rolling
road transport volume.

Where appropriate, measures or elements from the Brenner Action Plan or the North-South
corridor (Switzerland) would be welcome and should be taken into consideration.
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5. Conclusion

The examples of the “Brenner Action Plan” and the “1Q-C North-South corridor” have shown
that it is possible, on the basis of relevant agreements concluded between all parties involved
in freight transport concerning operational, technical and organizational measures and their
implementation in ambitious but realistic steps, to achieve significant improvements of the
service offer on the trans-Alpine rail corridors without having to wait for major tunnel solu-

tions.

Of course, the challenges are corridor-specific so that a simple transfer of measures is not
always possible.

For the corridor Lyon-Turin similar forms of cooperation are conceivable.

For other routes, the transfer of individual elements or element packages seems to be useful

(for example on corridor Pontebbana (south corridor) and on Danube axis).

Finally, there are routes (e.g. the Phyrn-Schober axis and the Arlberg axis) with no interface
problems since domestic traffic predominates on such routes.

The appeal made by the ministers at the Conference of Alpine Regions in Garmisch-
Partenkirchen in 2004 did not lead to any new activity in this field, but comforted govern-
ment’s decisions already implemented, such as on the corridor Lyon-Turin.
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1. INTRODUCTION

This document is a work progress conducted by the Sub-group “Costs” of Alpine Convention WGT
Transport during the year 2006 [7] to verify the impact of the different costs on Alpine transport.
The document takes into account the technical elaborations coordinated by the Italian
Chairmanship, with contributions of French, Swiss, Austrian, German and Slovenian delegations
and the outputs of the last WGT Transport meeting in Paris, October 5, 2006.

The document mainly concerns an estimation of external costs deriving from heavy traffic on roads
in comparison with the costs that have been incurred into by users through the payment of tolls
along the three main transalpine corridors:

¢ Lyon-Turin, through the Fréjus Pass,
¢ Basle-Milan, through the St. Gotthard Pass,
® Munich-Verona, through the Brenner Pass.
The task carried out so far has provided interesting information.

However, to meet the requirements of the mandate of Garmisch and to complete the cost analysis in
transalpine heavy goods transport in general further work needs to be done. It will include the
following steps:

1. rough estimations of the approximate infrastructure costs, including costs for maintenance and
operation, of the three corridors;

2. estimations of the difference between the total amount of costs (external and direct costs)
caused by heavy duty vehicles on the three corridors and the tolls paid according to their
performance on these corridors;

3. estimation of the approximate share of tax payments (fuel tax, vehicle tax) of the haulage
industry that can be contributed to the three corridors;

4. drafting proposals for a possible future tarification.



2. EXECUTIVE SUMMARY

The data illustrated in this report provide a rough evaluation of the Alpine the carriage of goods by
road system and the coverage of external costs by traffic tarification.

Regardless of the numerical values that have emerged, this survey should be intended as an attempt
to develop a rough examination method, which starting from the already available data taken from
technical literature without any expensive and sophisticated analysis, has allowed the Costs
Subgroup and the WGT Transport to carry out a few quantitative evaluations.

The progress of this report, in comparison with the text delivered in February 2006, does not allow
to consider it the final one: a few data are still missing in this report to consider it final.

Specifically with special reference to the following items:
o the traffic data used have been updated considering the CAFT 2004 matrix;
¢ the tolls have been calculated according to the current tariffs (2006);

¢ the EURO classification is not updated in relation to the tariffs introduced in the various routes under question;
the division of the used vehicles in emission categories from EURO 0 to EURO III has been effectuated
considering the vehicle’s age expressed in he CAFT matrix for the France-related traffic; more updated data
would allow a more accurate evaluation, over all the considered corridors;

e for the evaluation of the external costs the INFRAS method - that provides higher values if compared with other
methods - has been used: at this respect, it is also possible to consider a study made by the French Ministry of
Transports [5] from which lower external costs are reported, that vary according to the traffic type and to the
crossed areas in their Country.

This study also highlights the fact that in the French highway corridors all external costs are fully paid by the tolls: it
is therefore compulsory to evaluate if these considerations can be extended to the Italian, Swiss, Austrian and
German ones;

e due to the lack of data, neither the infrastructure costs, including maintenance and operation costs, nor the taxes
(fuel tax, vehicle tax),have been estimated yet; parametric data concerning Italian costs have been provided, but
accurate information about the other Countries are still missing.

Nevertheless, the method that has been defined and illustrated in this report may serve as a useful
starting point to carry out more accurate, thorough and meaningful evaluations. Hence, the
contribution provided by the delegations taking part in the Costs Subgroup is useful to further
improve this method and to use more updated traffic data.

3. METHODOLOGY

3.1. Approach

For the purposes of the above-mentioned evaluation, we have deemed it necessary to make a
comparison of overall data related to heavy goods vehicles, which actually cover a certain
transalpine route during a certain period of time (a calendar year), in order to take into account the
whole variety of vehicles under question (type of vehicle, axle configuration, European emission
category) and loads.

Once the reference route was identified, an evaluation and a comparison of the heavy goods
vehicles transit external and transport charges were carried out in each individual Country
concerned.

Before comparing external costs and charges, infrastructure costs have to be deducted from
the charges, taking into account the charge policies implemented in each individual Country.



As a result, a comparison is made between the overall external costs generated by the heavy
goods vehicles that cover a certain distance on a yearly basis and the amount of money paid, which
is available to internalise external costs in each individual Country concerned by their transit.

3.1.1. Traffic flow evaluation

The following steps are the quantitative evaluation of annual traffic flows along the routes
under question and the identification of vehicle classes according to their polluting emissions,
which is necessary to estimate external costs.

In order to evaluate traffic flows, the O/D CAFT (Cross Alpine Freight Transport) matrix has
been used, which is characterized by the following features:

¢ reference period: 2004,
¢ subject: the carriage of goods by road through the Alpine Arc,

e zoning of origins and destinations according to NUTS (Nomenclature of Statistical Territorial
Units) classification for European States and to ISO Alpha 2 for non-European States,

¢ transport modes under question: rail and road,

e classification of vehicles according to the weight of vehicles, loads and axle configuration.

The tables used for the evaluation were complete enough to allow the classification of vehicles
according to the charges implemented in the Countries under question. For every transit the
following elements are known:

e Country in which the vehicle is registered,

® origin,

e (destination,

® which pass is crossed,

¢ which transport mode is adopted,

e traffic report: import, export, internal traffic, transit,

¢ type of vehicle: truck, trailer truck, articulated truck, motor unit without trailer,
e axes configuration,

e vehicle mass,

e Joad mass,

® expansion factor.

There are 4 parameters for the vehicle mass that are fundamental for the calculations:
® empty truck or motor unit mass,
® empty trailer mass,
¢ overall maximum permissible truck or motor unit mass,

¢ overall maximum permissible trailer mass.



The freight mass is to be considered as the net mass of produces transported, including the
packaging.

The O/D matrix has allowed to define loads on each individual Pass; the overall result is
9,987,421 vehicles/year.

Table 1 reports the number of road vehicles that have crossed each Alpine Pass in 2004.
Hence, the international Passes with the highest traffic rate are: Brenner and Shoberpass in Austria,
Fréjus and Ventimille in France and St. Gotthard in Switzerland. This analysis specifically refers to
Fréjus, Brenner and St. Gotthard Passes.

Data emerging from the CAFT survey are in line with Alpinfo statistical data published by the
Swiss Federal Office for Local Development during this same year.

The overall freight value can be estimated on the total annual number of heavy goods vehicles
crossing all the Alpine Arc Passes, and on the total freight amount. Taking into account
130,343,715 tonnes transported by 9,987,421 vehicles, the average load will amount to 13.1
tonnes/vehic. This amount is higher than the amounts suggested by Cipra, Infras [1] and “Amici
della Terra” [3]. That could depend on the actual presence of heavy road vehicles, that often drive
on long international routes.

Generally it has to be remarked that the listed numbers on the transport volume relate to the
Alpine passes and not to the whole corridor. Simply because, on the one hand, not all trips
identified at the Alpine passes actually lead through the entire corridor (e.g. on the Munich-Verona
corridor trips from Italy to Innsbruck), on the other hand, the trips within the corridor, which do not
lead over the Alpine passes (e.g. trips from Munich to Innsbruck) are not included in the numbers.



Countries Pass Tr[:::;‘(feiﬁi:llz\]lvs M[at]ss A\[IS\I‘IZ%?CII(;?(’
France/ltaly Ventimille 1,339,960 19,370,992 14.5
France/Italy Montgenévre 39,324 430,529 10.9
France/Italy Fréjus 1,130,963 18,093,272 16.0
France/Italy Mont Blanc 353,107 5,636,832 16.0
Switzerland/ltaly | Gr, St, Bernhard 65,067 610,282 9.4
Switzerland/ltaly | Simplon 66,598 670,876 10.1
Switzerland/ltaly | Gotthard 969,347 9,884,441 10.2
Switzerland/ltaly | San Bernardino 154,352 1,330,670 8.6
Austria/ltaly Reschen 135,143 1,966,093 14.5
Austria/ltaly Brenner 1,995,553 31,138,528 15.6
Austria Tauern 940,813 12,175,467 12.9
Austria Schoberpass 1,280,848 14,636,255 114
Austria Semmering 527,934 5,639,756 10.7
Austria Wechsel (Schéaffern) 988,412 8,759,723 8.9

Total 9,987,421 | 130,343,715 13.1
Table I - Heavy road vehicles crossing the main Alpine Passes in 2004 (source: CAFT data and

Alpinfo)

3.1.2. Routes definition

For every Alpine Pass we analysed, possible routes within the Alpine Arc area were detected.
The “Alpine Arc areas” are to be considered as the ones located in the geographical limits
established by the Alpine Convention, in order to make the final external costs fall on that specific
area. Complying with this process the chosen routes are the following:

e Montmelian-Turin within the Lyon-Turin corridor (Fréjus tunnel) between France and Italy;

¢ Altdorf-Bellinzona within the Basle-Milan corridor (St.Gotthard pass) between Switzerland
and Italy;

e Rosenheim-Bolzano within the Munich-Verona corridor (Brenner pass) between Germany,
Austria and Italy.

These are the shortest routes, and they only include motorways: they represent the routes that
a truck driver would most likely prefer while driving through the areas taken into account. For this
reason, urban areas were not considered (and they would anyway be external to the Alpine Arc
area).

3.1.3. Emission evaluation

The CAFT survey does not contain a classification of vehicles according to European
emission classes, a parameter that is instead used for levy systems in force in Germany and in
Switzerland.

In order to bridge this gap, a rough evaluation has been based on the information found in the
CAFT matrix about French Passes, that shows the year of registration of transiting vehicles. Then,
using the report, showed in Table 2, it was possible to tag every vehicle with the corresponding
emission category by the year of registration.



Year of registration Emission categories
Before Dec. 31st 1992 Euro 0
After Jan 1st 1993 or Oct 10th 1996 (by kind of gas emitted) Euro |
After Jan 1st 1997 Euro Il
After Oct 10th 2001 Euro Il
Table 2 - Classification of emission categories by vehicle registration year.

Table 3 reports the percentage classification of emission categories reflecting the situation of
French Alpine Arc passes in 2004, calculated on the basis of data taken from the above-mentioned
source, which classifies vehicles according to the fuel they run on and to the EU emission
categories they belong to (91/542 Stage I, 91/542 Stage II, 93/59 Euro I, 96/69 Euro II, 98/69 Euro

111, 99/96 Euro III).

Emission Category Number of vehicles %

non identified 35,689 1.25%
Euro 0 54,586 1.91%
Euro | 95,042 3.32%
Euro Il 1,172,115 40.94%
Euro lli 1,505,922 52.59%
Total 2,863,355 100.00%

Table 3 - Classification of heavy road vehicles transiting the French Alpine Arc passes in 2004

by emission category (source: CAFT matrix).
4. RESULTS
4.1. Traffic

41.1. Lyon-Turin Corridor

The Montmelian-Turin route has a total length of 172 km, subdivided into 83 km within the
and 76 km in Piedmont, from
Bardonecchia to Turin (A32), in addition to a further 13 km long section of the Fréjus Tunnel (T4).

French territory, from Montmelian to Modane (A43 motorway)

Based on the CAFT data, it can be inferred that 1,130,963 heavy goods vehicles pass through

this road in both directions.

Traffic Mileage Total gross laden weight Average freight
[vehic/year] [km] [t] [t/vehic]
1,130,963 172 18,093,272 16
Table 4 - Annual Traffic along the Montmelian-Turin route (source: CAFT data).

4.1.2. Basle-Milan Corridor

The Altdorf-Bellinzona route crosses Switzerland for 106 km (A2 motorway) transiting the

St. Gotthard Pass.

This corridor can be subdivided into three sections. The two sections Altdorf-Gotthard Tunnel
(northern access) and Bellinzona-Gotthard Tunnel (southern access) are typical mountainous road
with long bridges and tunnels; the central section is the Gotthard Tunnel. The sections between
because the traffic flows have a
relevant local component; therefore these flows cannot be directly determined through the CAFT

Bellinzona, Chiasso and Milano have not been taken into account

matrix.




Based on the CAFT data, 969,347 heavy goods vehicles transit every year along this road in
both directions.

Maximum Average permissible Average
Traffic Mileage Total gross permissible gross| gross laden weight | gross laden
laden weight laden weight It weight
[vehic/year] [km] [t [
[t/vehic]
969,347 106 9,884,441 33,073,273 34.1 10.2

Table 5 - Annual Traffic along the Altdorf-Bellinzona route (source: CAFT data).

Please note that the average gross laden weight value referred to 2004 for the Altdorf-
Bellinzona route is about double the amount of 1999, increasing from 6.4 to 10.2 tonnes. This
difference is due to the increase in the maximum permissible gross laden weight (28 tonnes in 1999,
34 tonnes in 2004) and to the performance-linked tax allowance on heavy traffic in order to
optimise the capacity of articulated lorries travelling through Switzerland.

4.1.3.

The Rosenheim-Bolzano route stretches throughout Germany, Austria and Italy. Every year
1,995,553 heavy goods vehicles travel along this corridor in both directions, over a total mileage of
222 km: 27 km in Germany, from Rosenheim to Kufstein along the A93 motorway, 110 km along
the Austrian A12 and A13 motorway sections from Kufstein to Brenner, and 85 km on the A22
motorway from the Brenner Pass to Bolzano South.

Munich-Verona corridor

Traffic Mileage Total gross laden weight Averag‘tlevgi;o;ts laden
[vehic/year] [km] [t] [tvehic]
1,995,553 222 31,138,528 15.6
Table 6 - Annual Traffic along the Rosenheim-Bolzano route (source: CAFT data).
4.2. Tolls
4.21. Lyon-Turin corridor

Toll payment along the corridor linking France to Italy concerns the following motorway
tollgates: Chiguin barriere, and Saint Michel Maurienne barriere along the A43 motorway,
Salbertrand tollgate, Avigliana tollgate and Bruere tollgates along the A32motorway. Toll is also
due to enter the Tunnel.

Size Traffic Mileage Unit rate Total Costs
[N° axles] [vehic/year] [km] [€/vehic] [€]
2 11,249 83 24.60 276,725
3 or more 1,119,714 83 32.90 36,838,601
TOTAL 37,115,326
Table 7 - Total annual costs borne by heavy goods vehicles along the Lyon-Turin Corridor,

Montmeliane-Modane (A43) section, in France.




Size Traffic Mileage Unit rate Total Costs
[No. axles] | [vehic./year] [km] [€/vehic.] [€]
2 11,249 76 10.20 114,739
3 10,413 76 15.50 161,394
4 63,267 76 20.90 1,322,283
5 or more 1,046,035 76 24.20 25,314,038
TOTAL 26,912,455
Table § - Total annual costs borne by heavy goods vehicles in Italy along the Lyon-Turin

Corridor, Bardonecchia-Turin section (A32).

In addition to motorway charges, the Frejus Tunnel toll is also levied. The information on the
year of registration of the vehicles transiting along the pass have been used to classify the heavy

goods vehicles passing through the Fréjus Tunnel according to the European emission categories.

The absolute number and the percentage of heavy goods vehicles passing through the Fréjus,
divided by emission categories, are reported in Table 9. The result is the amount of tolls reported in

Table 11.



Emissions category NO. vehicles % vehicles
Euro 0 — Euro | 42,146 3.78%
Euro ll 466,104 41.77%
Euro lli 607,529 54.45%
Total 1,115,778 100.00%
Table 9 - Heavy goods vehicles passing through the Fréjus Tunnel in 2004 subdivided by
emission category (elaboration on CAFT data).
2-axle Vehicles Vehicles with 3 or more axles
Traffic Rate Total Traffic Rate Total
[vehicle] [€/vehic] [€] [vehicle] [€/vehic] [€]
Eurol | 3.87% 425 113.60 48,269 42,294 228.30 9,655,810
Euroll | 41.77% 4,699 107.10 503,277 467,748 215.30, 100,706,163
Euro lll| 54.45% 6,125 107.10 655,981 609,672 215.30] 131,262,347
Total 100% 11,249 1,207,526 1,119,714 241,624,319
Table 10 - Tolls paid annually by heavy goods vehicles travelling along the Lyon-Turin corridor

passing through the Frejus Tunnel.

The total amount paid by the 1,130,963 heavy goods vehicles passing through the Fréjus
Tunnel corresponds to 242,831,845 €.

Yet, the result appears to be overestimated due to the possibility to obtain a return ticket
rather than a one-way ticket for heavy goods vehicles valid for the next 24 hours of the fifteenth day
since the day after the emission. Thanks to this return ticket, a lower rate of 19.40% on average is
obtained as against the sum of two one-way tickets. Assuming that all the lorries benefit from this
discounted return rate, the total tolls paid amount to 195,722,467 €. Hence, this value will be taken
as reference for the following evaluations.

Total costs
Paid in France [€]

Total costs
paid in ltaly [€]

Total costs

paid in the Fréjus

Total costs

paid along the

Tunnel [€] corridor [€]
37,115,326 26,912,455 195,722,467 259,750,248
Table 11 - Total annual costs paid along the Montelian-Turin section.

4.2.2. Basle-Milan corridor

In order to calculate the levy on heavy goods vehicles (LSVA) adopted in Switzerland, the
Euro 0 and Euro I vehicle percentage values are grouped together, up to a total of 38.3%.

Lacking any further data related to the specific case, for the classification of lorries in the
remaining emission categories, the percentages of traffic within the French Alpine passes are used,
supplemented by the results obtained for the Euro O category. Please refer to the breakdown
reported in the following Table 12.



Emission category Percentage
Euro 0 - Euro | 4.0%)
Euro Il 42.0%
Euro lll 54.0%
Table 12 - Breakdown according to the European emission categories of heavy goods vehicles

that every year travel along the Basle-Milan corridor passing through the St.
Gotthard Tunnel (elaboration on CAFT data).

At this point, the LSVA levied on an annual basis for the transit of heavy goods vehicles can
be calculated, by dividing the total maximum permissible gross laden weight (33,073,273 tonnes)

by the percentages of emission categories, assuming that the weight is proportionally distributed.
The overall distance amounts to 106 km.

Maximum Rate Rate Total costs Total costs
permissible gross
% laden weight
[t] [CentCHF/txkm] | [Cent€/txkm] [CHF] [€]
Euro 0 - | 4.0 1322 931 2.88 1.81 4 038 644 2538 431
Euro Il 42.0 13 890 775 2.52 1.58 37 105 038 23 321 834
Euro Il 54.0 17 859 568 2.15 1.35 40 701 955 25 582 624
Total 100 33073 273 81 845 636 51 442 889
Table 13 - Distribution of the maximum permissible gross laden weight among the European

emission categories and calculation of the costs incurred into by the heavy goods
vehicles, which every year cover the Altdorf-Bellinzona distance (A2) along the Basle-
Milan corridor.

The tolls paid by the 969,347 heavy goods vehicles that cover the Altdorf-Bellinzona section
passing through the St. Gotthard amount to 51 442 889 €.

4.2.3. Munich-Verona corridor

The vehicles reported in Table 13 are expected to pay the heavy traffic levy along the 27 km
long distance within the German territory. The heavy traffic levy amount is reported in Table 14,

assuming a distribution proportionate to the percentages of vehicles up to 3 axles and those with 4
axles or more.

Emission category Percentage Traffic [vehic/year]
Euro | 4.0% 79,822
Euro 11 -1l 96.0% 1,915,731
Total 100.0% 1,995,553
Table 14 - Breakdown according to the European emission categories of heavy goods vehicles
which every year travel along the Rosenheim-Bolzano corridor (elaboration on CAFT
data).
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Euro | Euro II-11l
Traffic > 12t Traffic Rate Costs Traffic Rate Costs
[vehic/year] |[vehic/year]|[€/vehicxkm] [€] [vehic/year]|[€/vehicxkm] [€]
Up to
209,749 8,390 0.13 29,449 201,359 0.11 598,036
3 axles
4 axles
or 1,785,804 71,432 0.14 270,014 1,714,372 0.12 5,554,565
more
Total 1,995,553 299,472 6,152,601
Table 15 - Breakdown of vehicles whose weight is > 12 tonnes according to European emission

categories and calculation of annual costs incurred into along the Rosenheim-Kufstein
section of the Munich-Verona corridor.

The total LKW-Maut amount for the section under question is 6,452,064 €.

In Austria, the (GO-Maut) heavy traffic levy includes two charges for all vehicles with a
weight more than 3.5 tonnes: a standard rate and a special additional rate regarding to 35 km section
along the Innsbruck-Brenner A13 motorway (Table 16 and Table 17).
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Size Traffic Mileage Standard km Rate Total Costs
[N°axles] | [vehic/year] [km] [€/vehicxkm] [€]
2 153,437 110 0.130 2,194,155
3 56,312 110 0.182 1,127,358
More than 3 1,785,804 110 0.273 53,627,698
TOTAL 56,949,211
Table 16 - Annual costs calculated on the basis of the standard charges applied in Austria for
heavy goods vehicles along the Munich-Verona corridor, Kufstein-Brenner (A12-A13)
section.
Size Traffic Brenner Supplementary Toll Total costs - Brenner
[N°axles] | [vehic/year] [€/vehic] [€]
2 153,437 23.50 3,605,779
3 56,312 32.90 1,852,651
More than 3 1,785,804 49.40 88,218,724
Total 93,677,154
Table 17 - Annual costs calculated on the basis of the special charges applied in Austria for
heavy goods vehicles from Innsbruck to Brenner (Al3).
Costs paid according Costs including Total Costs
to the standard rate | the Brenner supplementary toll paid in Austria
el [€] [€]
56,949,211 93,677,154 150,626,365
Table 18 - Total annual Austrian charges paid by heavy goods vehicles along the Munich-Verona

corridor, Kufstein-Brenner (A12 - Al3) section.

On the Italian territory the same 1,995,553 heavy goods vehicles are required to pay the

charges (reported in Table 19) between the Brenner tollgate and Bolzano South tollgate on the
motorway A22.

Table 19 -

Size Traffic Mileage Unit rate | Total Costs
[N° axles] [vehic/year] [km] [€/vehic] [€]
2 153,437 85 5.20 797,875
3 56,312 85 6.30 354,763
4 71,014 85 10.10 717,239
5 or more 1,714,790 85 12.20 20,920,443
TOTAL 22,790,319

Total annual costs paid by heavy goods vehicles
corridor, Brenner-Bolzano South (A22) section.

in Italy along the Munich-Verona
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The total costs paid along the whole corridor are reported in Table 20.

Total paid costs Total paid costs Total paid costs Total paid costs
in Germany in Austria in ltaly along the corridor
(€] (€] (€] (€]
6,452,064 150,626,365 22,790,319 179,868,748
Table 20 - Total annual costs paid along the Rosenheim-Bolzano section.
4.3. External costs

To calculate external costs, cost coefficients have been defined according to the 1995 Infras-
IWW method [1][7] (updated at year 2000), which takes into account some cost components, such
as the average PM;, concentration level, the loss of output capacity due to death or disability, the
amount of insurance premiums for vehicles, medical expenses, the fleet composition, the frequency
and severity of road accidents, the percentage of population exposed to noise, the impact on the
natural environment and landscape, land use, urban effects and indirect costs.

The Infras-IWW method suggests differentiated costs for each Country concerned and it
highlights all the differences existing at a national level for each impact category. Anyhow, rather
than using distinct values for each Country, it has been preferred to use the indicated value of
average unit’s cost of 7.01 cents €/(tonxkm) and to consider a spread between 5.5 and 8.5 cents
€/(tonxkm) (i.e. = 22%) to include possible differences between Countries, and cost actualisation.

Table 21 shows the external costs calculated with the INFRAS method subdividing the
corridor into two homogeneous sections corresponding to the interested Countries.

Corridor Mileage | External costs - lower bound | External costs - upper bound
[km] [€] [€]

A32 - Torino-Frejus tunnel 76 75,669,067 117,118,365
A43 - Frejus tunnel-Montmelian 83 82,638,587 127,905,583
A2 - Bellinzona-Gotthard tunnel 27 14,686,001 22,730,562
A2 - Gotthard tunnel-Altdorf 57 31,003,780 47,986,742
A22 - Bolzano-Brennero 85 145,648,052 225,429,787
A13 - Brennero-Innsbruck 35 59,972,727 92,824,030
A12 - Innsbruck-Kufstein 75 128,512,987 198,908.636
A93 - Kufstein-Rosenheim 27 46,264,675 71,607,109
Table 21 - Calculation of external based on the Infras methodology along the three corridors

taken into account.

4.4. Infrastructure costs

The share of charges paid by heavy goods vehicles to cover infrastructure costs for each
transalpine corridor is now calculated in order to estimate the available amount to cover external
costs derived from their transit through the Alpine area.

This is a very critical step because the infrastructure costs to be taken into account, shared in
depreciation and maintenance costs, can vary a lot among the involved Countries as function of age
of the infrastructures, taxation norms and other specific factors.
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For this reason, in absence of sufficiently precise indications, the estimate of the infrastructure
costs has not been made, limiting this report to the supply of tentative values, valid for the Italian
reality, to be compared to those that might be supplied by other Countries:

e construction costs for a section of highway in Alpine area: 28 + 50 Million €/km,
e construction costs for a section of tunnel: 200 + 300 Million €/km,

* maintenance costs for a section of highway in Alpine area: 350,000 + 600,000 €/km.

It should also be borne in mind that the infrastructure costs can be used to cover maintenance
costs in order to reduce external costs, with special reference to noise pollution (building noise
barriers or noise-absorbing paving), safety (guardrails, drainage paving and facilities, fixed and
variable road signs), aesthetics (plant arrangement and grass mowing along the sides of the road).
Yet, the relationship between maintenance costs and the internalisation of external costs is not an
easy one.

4.5, Taxation

To complete this analysis it is also important to take into account the tax paid when buying
the fuel, which depend upon the use of the infrastructure by the vehicle, and are therefore
proportional to the external costs generated upon the examined corridors.

Also in this case there are harmonisation problems among the various Countries: it is possible
for a transport Company to pay the fuel tax in a Country and to use the vehicle in a corridor
crossing another Country. In many cases the Country cashing the tax is different from that suffering
the damage from the external cost of the transport.

This evaluation would anyway require precise knowledge about fuel taxation in the various
Countries. In Italy the fuel tax corresponds to 52% of the price, and includes various local, regional
and state duties.
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