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I. INTRODUCTION 
 
The present document is the Complement to the Sectoral Operational Programme 
Transport for the period 2007 � 2013 in Romania (SOP-T). It is an internal Romanian 
document, elaborated by the Managing Authority for the SOP-T, namely the Ministry of 
Transport, Construction and Tourism. 
 
The scope of this programme complement is to present: 

- a detailed description of the key areas of intervention for each priority axis under 
the SOP-T,  

- the breakdown of funds between these key areas of intervention, 
- detailed implementation arrangement such as the management structure, the 

principles for project selection, the mechanisms for co-financing, monitoring 
and evaluation indicators, promotion plan and the procedure to be used in order 
to modify the present Programme Complement. 

 
In addition, but with an indicative status only, the Programme Complement presents the 
project portfolio considered for financing under the SOP-T, at the time of its drafting. 
 
The present document is formally not required under the Council Regulation laying 
down general provisions on the European Regional Development Fund,  
the European Social Fund and the Cohesion Fund. It therefore does not require to be 
negotiated with the European Commission. 
 
It however provides to the partners (beneficiaries, public authorities, professionals, trade 
unions, civil society, other Member States and to the public generally) a more detailed 
picture of the scope of the SOP-T and of the way in which it will assist the Romanian 
transport sector towards faster, safer and more efficient transport services. 
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II. BRIEF SUMMARY OF THE OPERATIONAL 
PROGRAMME 
 

II.1 The Sectoral Operational Programme Transport 2007 � 2013 and the 
Cohesion Policy 
 
The Sectoral Operational Programme - Transport (SOPT) is one of seven 
operational programmes under the �Convergence� Objective. Through increasing and 
improving the quality of investment in physical capital, it aims at speeding up the 
convergence of Romania by improving conditions for growth and employment. 
 
The main reference documents used for the elaboration of the SOP-T are: 

- the Community Strategic Guidelines for Cohesion Policy, issued by the 
European Commission in July 2005, 

- the draft set of Regulations governing Structural Instruments dated April 2006, 
- the draft National Strategic Reference Framework, issued by Romania in April 

2006. 
 
Seven Operational Programmes are defined under the �Convergence� Objective, as 
follows: 

- Transport 
- Environment 
- Competitiveness 
- Regional 
- Human Resources Development 
- Administrative Capacity, and 
- Technical Assistance 

 
The structure of the SOP-T is the following: 

- Chapter 1: Analysis of the current situation 
- Chapter 2: SWOT analysis 
- Chapter 3: Strategy 
- Chapter 4: Financial Plan 
- Chapter 5: Implementation 
- Chapter 6: Partnership 

 
 

II.2 Chapters 1 and 2: Analysis of current situation and SWOT analysis 
 
The core of the analysis has been performed mode by mode, in order to assess the 
following aspects: 

- traffic levels and trends, 
- evolution of vehicles fleet, 
- organisational set up and main operators, 
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- status of the infrastructure and the future impact of the commitments Romania 
undertook in the negotiation chapter 9 � �Transport policy�, 

- infrastructure maintenance funding and organisation, 
- main development programmes undertaken to date. 

 
The following major aspects are to be highlighted. 
 

II.2.1 Road transport 
 
Road traffic has been rapidly increasing over the last years: the average growth rate on 
the national roads is 3.7% / year since 2000. 
 
Road transport is, by far, the most important. In 2005, it represented: 

- 88% of inland passengers traffic (in passengers-km), and 
- 69% of inland freight traffic (in tons � km). 

 
The traffic growth is obviously not equal on the whole network, and congestion is 
appearing on some sections, mainly along the following routes: Pitesti � Sibiu � Deva 
and Bucharest � Brasov. 
 
Romanian roads are not safe. Road safety indicators show poor records. In particular 
there are 743 deaths / million cars against an EU 25 average of 239. 
 
In accordance with the EU accession commitments, the entire road TEN-T network has 
to be opened, without restrictions, by the date of accession to vehicles compliant with 
EU Directive 96 / 53 on weights and dimensions (i.e. including vehicles of 11.5 tons per 
axle) while the whole network has to be opened by the end of year 2013. This obligation 
does not take into account the actual status of the road sections and whether they have 
actually been upgraded to the relevant standards. 
 
Therefore, the following priorities can be identified: 

- provide additional capacity on selected sections of the network, to prevent or 
reduce congestion, 

- continue rehabilitation and upgrading of the national road network, with 
particular emphasis on the finalisation of the upgrading of the TEN-T network, 

- improve road infrastructure safety, in particular in liner villages, at black spots 
and through separation of carriageways on four lanes roads. 

 

II.2.2 Rail transport 
 
By opposition to the road sector, rail traffic has known a severe decline over the last ten 
years. In 2005, it represented: 

- 12% of inland passengers traffic (in passengers � km), and 
- 31% of inland freight traffic (in tons � km). 
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The infrastructure is generally in a poor condition, due to an important maintenance 
backlog. This results into an increasing number of speed restrictions and dangerous 
points. 
 
The long term viability of the railway system could even be questioned. However, there 
are strong EU policies of revitalization of the rail sector, to which Romanian fully 
adheres.  
 
To be effective, revitalisation requires: 

- Infrastructure investments and development of interoperability 
- Renewal of rolling stock, but also 
- Restructuring and improvement of services 

 

II.2.3 Air transport 
 
Air traffic has know a huge increase between 2000 and 2005, with almost a doubling of 
the traffic levels. In absolute terms however, air traffic remains low. 
 
The air sector is characterised by the strong predominance of the Bucharest �Henri 
Coanda� airport. Even if it has been declining over the last five years, its traffic share 
represents 70% of the total passenger traffic, while the rest of Romanian airports 
represent 30%. 
 
The prospects for the future are fairly strong. It is expected that air traffic continues to 
grow with high rates, due to the following factors: 

- Tourism development 
- Increased investments by private sector, together with EU accession, 
- Increase of revenues and therefore development of a share of the population with 

a high time value,  
- Development of low costs airlines, making air transport cheaper for the users. 

 
It however has to be highlighted that competition between airports is increasing, where 
airports objectives are to attract airlines.  The results of such competition are difficult to 
plan by the central authorities. 
 
The priorities identified are mainly linked with catching up on maintenance backlog and 
increasing safety, with limited capacity increases. 
 
 

II.2.4 Water transport 
 
Maritime transport is concentrated on the port of Constanta, which has known a 
doubling of its traffic between 2000 and 2005, in line with the strong growth of 
Romania international trade. 
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The traffic increase in Constanta is mainly due to the development of container traffic, 
where a modern terminal has been opened at the end 2003. 
 
However, it appears that the hinterland of Constanta is currently mainly limited to 
Romania, so that, in real terms, there is little competition with other ports on the Black 
Sea. 
 
As regards the Danube, after a difficult period during the 1990s, traffic has recovered in 
recent years. However, two main limitations are registered: 

• the traffic is primarily domestic, with two industries (steel in Galati and cement 
in Medgidia) playing a predominant traffic generation role, and 

• there are almost no container services using inland waterways, while this is seen 
as one of the main market development opportunities. 

 
The priorities appear to be the need for improved public infrastructure (quays, channel), 
but also better services on modernised terminals. 
 
 

II.2.5 Inter-modal transport 
 
Inter-modal transport is considered as being the �poor brother�, whereas it is in-between 
various institutions without a clear �champion�. Inter-modal traffic has been stagnating 
over the last years, under the competition of the �road only� mode. Therefore, it appears 
that the policy should be reviewed and stronger promotion developed. 
 
Inter-modal transport has a considerable potential, provided the following are provided: 

• Modern terminals, in the right locations 
• Well operated terminals (commercial approach) 
• Simplification of procedures 

 
Development of the inter-modal sector cannot be done without leaving a paramount role 
of the private sector. In this regard, it appears that the State should primarily provide 
support to the private sector, in an open and transparent manner so as to avoid the risk 
of State Aid. 
 
 

II.2.6 System review 
 
During the 1990s, the Romanian economy has gone through a transition process 
towards market economy. This transition has been accompanied by a major 
restructuring of the transport sector, with the following salient features: 
 

- decline of the heavy industry and related decline of rail transport, 
- re-orientation of international trade, with an increasing share of the EU. Trade 

with the EU currently represents about 70% of the exports and 60% of the 
imports, 
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- elimination of regulatory restrictions to road freight traffic, 
- privatisation of road hauliers and progressive alignment to market conditions, 
- restructuring of the State-owned transport undertakings in the rail, air and naval 

sectors, 
- rapid increase in private car ownership. 

 
The Romanian transport sector is now considered as restructured. One direct effect is 
however that the modal split has quickly evolved towards the supremacy of the road 
sector, as highlighted by the two following figures. 
 
Passenger transport performance and modal share 
 
 1990 1995 2000 2004 

 
M pass 

km share 
M pass 

km share 
M pass 

km share 
M pass 

km share 
Passenger 
cars 33,595 38% 44,774 59% 45,422 70% 53,840 75% 
Public 
road 
transport 24007 27% 12,343 16% 7,700 12% 9,438 13% 
Railway  30582 35% 18,879 25% 11,632 18% 8,638 12% 
Total 88,184 100% 75,996 100% 64,754 100% 71,916 100% 

 
Source: SWK Consortium, TA to MTCT, 2006 estimate (passenger cars) and National 
Statistics 
 
Freight transport performance and modal share 
 
 1990  1995  2000  2004  

 
M tons 
km share 

M tons 
km share 

M tons 
km share 

M tons 
km share 

Road 28993 36% 19748 48% 14288 43% 37220 64% 
Railway 48912 61% 17907 44% 16354 49% 17022 29% 
Inland 
Waterway 2090 3% 3107 8% 2634 8% 4291 7% 
Total 79995 100% 40762 100% 33276 100% 58533 100% 

 
Source: National Statistics 
 
The change in the transport pattern have resulted in congestion on some road sections 
and has therefore led to the need to increase traffic capacity on such sections, while 
ensuring that the rest of the network is in a satisfactory condition. 
 
With regard to the railway sector, the loss of traffic actually implies that there is over-
capacity; this leads to the necessity of re-defining the core network and reducing 
infrastructure costs. 
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In the air sector, it appears that existing capacities are sufficient on the short term. 
However, high traffic growth is being recorded and this is likely to continue on the 
medium term. 
 
In the maritime/naval sector, the capacity of the port of Constanta appears to be 
sufficient on the medium term but further modernisation is required, enabling an 
increase of efficiency. Traffic on the Danube is recovering and improvement of the 
navigation conditions shall accompany and facilitate this process. 
 
Due to the specific modal role they occupy, air transport, as well as maritime and inland 
waterway transport are actually in a very limited competition with the other modes of 
road and rail. In addition, a significant share of rail freight transport offers a service to 
commodities for which the use of road transport would be considered uneconomic.  
 
It may therefore be said that the main competition between modes is in respect of 
passenger traffic and freight containers. 
 
 
Prospects for growth 
 
The main driving force for development of the transport demand is currently considered 
to be the GDP growth. 
 
Over the past period (1990 � 2005), the restructuring of the Romanian economy and of 
the transport sector has also played a significant role, driving the strong modal increase 
of the road transport activities against rail. However, it is considered that the transition 
period in both the overall economic situation and the transport sector is completed and 
Romania is now recognised as a functional market economy (one of the pre-requisites 
for joining the EU). 
 
It should however be remembered that, if the demand growth is based on the GDP, there 
are various elasticity by modes of transport. These elasticity rates are likely to be similar 
with the ones registered in the EU over the last thirty years. 
 
In addition, it shall be noted that Romania is a relatively small economy, with an 
increasingly important international trade. Over the period 2000 � 2005, Romania�s 
international trade has grown from 24.4 billion Euros to 52.3 billion Euros, representing 
a 115% increase, while GDP was increasing by a cumulative 28% over the same period. 
In this regard, the growth of the activity in the port of Constanta and in airports is 
following a similar trend. 
 
The prospects for the future are therefore closely linked with the GDP, with typically: 

- growth rates slightly lower than GDP for public road passenger transport, rail 
and inland waterway transport, 

- growth rates higher than GDP for road transport, and 
- growth rates in line with international trade (much higher than GDP in the 

medium term) for air and maritime transport. 
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The likely evolution of Romanian GDP is summarised in the following table: 
 
Evolution and Forecast of GDP, Romania, 2000-2030 
 
 2000-2010 2011-2020 2021-2030 
GDP yearly growth rate 5% 4.3% 3.1% 
Source: Energy and Transport Trends to 2030, published on DG Tren web site 
 
 
Infrastructure Projects Implementation � Institutional capacity 
 
Considerable experience has been acquired through the implementation of pre-accession 
and IFIs programmes, including strong progress towards the EDIS accreditation. The 
institutional and administrative capacity to manage and implement large infrastructure 
projects remains to be strengthened. The 2005 Comprehensive Monitoring Report 
issued by the European Commission states that: �there are serious concerns in relation 
to the administrative capacity of the institutional structures, and in the area of 
financial management and control. Immediate action is required to strengthen 
administrative capacity across all concerned bodies at national, regional and local 
level, including in relation to the European Social Fund. The cooperation between the 
central and regional level needs to be clarified and considerably improved. The ability 
of Romania to guarantee sound financial management and control should be 
considerably strengthened to be ready by the date of accession.� 
 
Preliminary indications and conclusions confirm that there is insufficient institutional 
capacity for the management and implementation of the SOPT (source: Technical 
assistance to the MTCT for Managing Structural instruments; Establishment of the 
institutional framework for the management of the structural instruments project- 
Assessment of the current situation � draft report). This calls for institutional 
strengthening through human resources development and technical assistance. 
 
 

II.3 Chapter 3: Strategy 
 
Based on the analysis of the current situation and trends, and taking into account the 
Community Guidelines developed for the transport sector, the following objective has 
been defined: 
 
The objective of the Sectoral Operational Programme � Transport (SOPT) is to 
promote a transport system in Romania, which will facilitate safe, fast and efficient 
movement of persons and goods with appropriate level of service at European 
standards, nationally, Europe-wide and between and within Romanian regions. 
 
Furthermore, the following sub-objectives have been identified: 
 

i. Promote international and transit movements of people and goods in Romania 
by providing effective connections of the port of Constanta, as well as Greece, 
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Bulgaria and Turkey, with the EU through the modernization and development 
of the relevant TEN-T priority axes  

ii. Promote effective movement of persons and goods among Romanian regions 
and their transfer from the hinterland to priority axes by modernizing and 
developing national and TEN-T networks 

iii. Promote the development of a balanced transport system of modes, based on the 
respective competitive advantage of each, by encouraging the development of 
rail, waterborne and intermodal transport, and   

iv. Promote sustainable development especially by minimizing adverse effects of 
transport on the environment and improving safety. 

 
In order to achieve the objective of the SOP-T, it is proposed to allocate the relevant EU 
and State funds for transport towards the implementation of the following priority axes: 
 

1. Modernisation and development of TEN-T priority axes 
2. Modernisation and development of the national transport infrastructure outside 

the TEN-T priority axes 
3. Upgrade the railway passenger rolling stock on the national and TEN-T railway 

networks. 
4. Sustainable development of the transport sector  
5. Technical Assistance 

 
The following principles have been used: 

- Activities will be co-financed through CF/ERDF and State Budget;  
- Funding will be allocated among 5 SOPT priority axes;  
- Each axis funded by either CF or ERDF but not both;  
- Each axis will be supported by one or more key areas of intervention;   
- Each key area of intervention is one, or a group of projects; 
- For each axis, measurable assessment indicators will be developed; 
- The priority axes and operations conform to community and national policies. 

 
 

II.4 Chapter 4: Financial Plan 
 
The Financial Plan included in the SOP-T presents the following key data: 

- Global allocation of funds for the SOP-T, 
- Allocation of funding by priority axes,  
- Definition of the co-financing rate per priority axis, 
- Outline of the national co-financing system. 

 
It has to be highlighted that priority axis no. 1 is funded under the Cohesion Fund, while 
priority axes no. 2 to 5 are funded under the ERDF. 
 
Therefore, the Financial Plan is as follows: 
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II.5 Chapter 5: Implementation 
 
Under this chapter, the main bodies involved in the SOP-T management, 
implementation, monitoring, evaluation and control are identified and their role and 
responsibilities reviewed. 
 
The entities involved in the SOP-T management are: 

- Managing Authority for Community Support Framework (MA CSF), 
- Managing Authority for SOP-Transport 
- Certifying Authority 
- Audit Authority 
- Beneficiaries. 

 
It shall also be mentioned that the legal framework regarding public procurement is 
under evolution, with the establishment of: 

- National Public Procurement Agency, 
- Remedy Body, 
- Ex-ante control system at MPF level. 

 
The SOP-T then describes monitoring and evaluation activities. In particular, it details 
the role, composition and rules of procedures of the Monitoring Committee for SOP-
Transport. 
 
Financial management and control activities are described, including: 

- the role of the Certifying and Paying Authority, 
- the financial flows, 
- the rules for detection and reporting of irregularities, 
- the internal audit, and 
- the role of the Audit Authority. 

 
Finally, an overview of the Information and Publicity Plan is provided, as well as a 
description of the Single Management Information System (SMIS) to be established. 
 
 

II.6 Chapter 6: Partnership 
 
The last chapter of the SOP-T presents the partnership that has been developed so as to 
ensure that the preparation, implementation and evaluation of OPs at different stages of 
programming within the timeframe for each stage are discussed and debated with 
stakeholders relevant to the sector including other OPs, beneficiaries, public authorities 
(i.e., regional, local and urban,) and other economic and social partners. In this context, 
a review of the partnership initiatives that took place is provided. 
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III. EX ANTE EVALUATION 
 
 
This section is to be introduced further to the performance of the ex-ante evaluation. 
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IV. DETAILED DESCRIPTION OF KEY AREAS OF 
INTERVENTION 
 
 
The SOP-T provides for five priority axis. Priority axis no. 1 is co-financed by the 
Cohesion Fund, while priority axes no. 2 to 5 are co-financed by the European Regional 
Development Fund (ERDF). 
 
Each priority axis is further refined into key areas of intervention, as presented in the 
table next page. 
 
In total, there are 13 key areas of intervention, whose detailed description is presented in 
Annexes 1 to 13 of the present document. 
 
It has to be reminded that the project portfolio described in these annexes remains 
indicative only. No project is to be considered as funded under the SOP-T unless and 
until a grant contract is concluded between the Managing Authority and the respective 
beneficiary. 
 
Annex 14 presents the current estimates in terms of contracting and disbursement, based 
on the indicative list of projects. 
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Summary list of SOP-T priority axes and operations 
 

SOP-T Priority axes EU fund 
 

Key Areas of Intervention  

Key Area of Intervention 1.1: 
Modernisation and development of road infrastructure along 
the  TEN-T priority axis 7 
Key Area of Intervention 1.2: 
Modernisation and development of railway infrastructure  
along the TEN-T priority axis 22 

Priority axis 1:  
 
Modernisation and 
development of TEN-T 
priority axes 
 
 

CF 

Key Area of Intervention 1.3 
Modernisation and development of water transport 
infrastructure along the TEN-T priority axis 18  
 
Key Area of Intervention 2.1 
Modernisation and development of national road 
infrastructure  
Key Area of Intervention 2.2 
Modernisation and development of national railway 
infrastructure  
Key Area of Intervention 2.3 
Modernisation and development of river and maritime ports 

Priority axis 2: 
 
Modernisation and 
development of the 
national transport 
infrastructure outside the 
TEN-T priority axes 
 

ERDF 

Key Area of Intervention 2.4  
Modernisation and development of air transport 
infrastructure 
 

Priority axis 3  
 
Upgrade the railway 
passenger rolling stock on 
the national and TEN-T 
railway networks. 

ERDF Key Area of Intervention 3.1 
Upgrade the railway passenger rolling stock with up to date 
train units 

Key Area of Intervention 4.1 
Promote inter-modal transport 
Key Area of Intervention 4.2  
Improve traffic safety across all transport modes 

Priority axis 4  
 
Sustainable development 
of the transport sector 

ERDF 

Key Area of Intervention 4.3  
Minimise adverse effects of transport on the environment 

Key Area of Intervention 5.1 
Provide support for effective SOP-T managing, 
implementing, monitoring and controlling  

Priority axis 5  
 
Technical Assistance for 
SOP-T 

ERDF 

Key Area of Intervention 5.2 
Provide support for information and publicity regarding 
SOP-T 
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V. FINANCIAL TABLES 
 
The table presented next page provides the breakdown of funds by key area of 
intervention. 
 
The amount of EC and national funds by key area of intervention are fixed, as well as 
the related co-financing rates. However, the co-financing rate for the relevant priority 
axis prevails. Therefore, in case of modification of the amounts allocated to a key area 
of intervention (through a formal modification of the programme complement), the 
overall co-financing rate provided for the priority axis shall be maintained. 
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VI. IMPLEMENTATION SYSTEM 
 
 
The overview of the SOP-T Implementation system is presented within chapter 5 of the 
SOP-T. The present section therefore highlights only a few issues and shall be read in 
conjunction with SOP-T Chapter 5.  
 

VI.1 Management 
 

VI.1.1 Managing Authority 
 
The structure of the Managing Authority is presented next page. 
 
It has to be highlighted that two relevant SOP-T bodies co-exist within the General 
Directorate for Foreign Financial Affairs (GD FFA) of the MTCT. These are: 

- the Managing Authority as such and, 
- the Project Implementation Agency. 

 
Three key issues are further detailed, and namely: 

- the nomination of the Head of the Managing Authority, 
- the role of the Technical Verification and Conformity Unit, 
- the exact role of the Project Implementation Agency. 

 
 
Head of the Managing Authority 
 
As regards the Head of the Managing Authority, the policy at national level is to avoid 
nominating politically appointed persons but civil servants as heads of managing 
authorities. This is meant to ensure stability of the management and also underline that 
the implementation of the Operational Programmes is not depending on the political 
situation, as a result of the partnership. 
 
The Head of the Managing Authority is nominated by the Minister of Transport, 
Construction and Tourism, through an Order. 
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Ex-ante control 
 
The MTCT has established a Technical Verification and Conformity (TVC) Unit, in 
charge of quality control of documents. This control is characterised by the following: 
 

- type of documents to be submitted for control by the others MA units: all 
documents related to the project selection process, grant contracts and 
modifications to grant contracts. Control of these documents will target 
observance of selection criteria, transparency and regularity of the selection 
process, quality of the selected projects and secure that public funds are 
committed in accordance with the rules. 

- type of documents to be submitted for control by the beneficiaries: all 
documents related to the tendering and contracting process, including 
modifications to contracts. Control of these documents will target general 
quality of the documents and observance of the procurement rules. 

- submission of the said documents, by the beneficiaries and by the MA units is 
compulsory. In case a beneficiary does not submit documents for ex-ante 
control, financing of the related project might be stopped by the Managing 
Authority. 

- the decisions of the TVC Unit are approvals or rejections and are compulsory. 
In case a document is not approved, financing of the related project might be 
stopped by the Managing Authority. 

 
This process will be closely monitored. In case the rate of rejection becomes low, the 
procedure defined might evolve in two ways: 

- restricting control to sample checks, based on a risk assessment (experience of 
the beneficiary, project complexity and size) 

- changing the nature of the control, so that the outcome be a simple 
recommendation not a formal approval. 

 
Decisions in this regard should be taken after 3 or 4 years of implementation of the 
SOP-T. 
 
The legal basis of the ex-ante control activity is actually a specific provision of the 
grant contract. This enables for evolution of the control. 
 
Practical modalities will be developed so as to avoid overlapping with the ex-ante 
control established at the level of the Ministry of Public Finances. It shall however be 
reminded that this MPF control differs in essential ways from the MTCT one, as 
illustrated in the following table: 
 
 MPF ex-ante control MTCT ex-ante control 
Legal basis Government Emergency 

Ordinance 30 / 2006 
SOP-T grant contract 

Scope Observance of 
procurement rule 

Quality of documents, 
including observance of 
procurement rules 

Documents controlled Based on risk assessment All relevant documents 
Nature of control Recommendation Approval / rejection 
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Consequence of negative 
opinion 

Possibly visa denial by the 
Preventive Financial 
Control 

Suspension of SOP-T 
funding 

 
 

VI.1.2 Project Implementation Agency 
 
The Project Implementation Agency will act as beneficiary for the implementation of 
the technical assistance priority axis. In this regard, a grant contract will be concluded 
between the Managing Authority and the Project Implementation Agency. It is 
therefore recommendable to avoid any conflict of interest between the two bodies. 
The grant contract will therefore be signed by the deputy Head of Managing 
Authority and the Head of the Project Implementation Agency. 
 
As per the implementation of the technical assistance priority axis, the Project 
Implementation Agency (PIA) will liaise with the various units of the Managing 
Authority that will provide technical inputs. The PIA will act as integrator of the 
yearly work programme, promoter of the related applications, signatory as beneficiary 
of the grant contract and Contracting Authority. 
 
The MA units will have the following responsibilities: 

- assess needs and contribute to the preparation of the yearly work programme, 
- prepare Terms of Reference, 
- ensure technical management of actions funded under the technical assistance 

programme (approve reports, etc). 
 
Practically, the MA units will act as Implementing Authorities, while the PIA will act 
as Implementing Agency. 
 
 
Another issue remains to be defined, and namely the likely role of the PIA in 
implementation of other projects. The idea here is that a number of beneficiaries 
might not have the capacity to fully implement projects, because of: 

- insufficient staff, 
- insufficient exposure to preparation, tendering and implementation of large 

projects. 
 
The proposed solution is therefore to keep full responsibility within the beneficiary, 
but introduce the possibility of delegating some tasks to the Project Implementation 
Agency within the MTCT. These tasks would mainly relate to: 

- tendering, 
- contracting, 
- contract management, 
- payment, 
- accountancy, 
- preparation of request for payments. 

 
Obviously, this system will be applied only in case serious deficiencies are identified, 
and only for those beneficiaries that are under the ownership or subordinated to the 
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MTCT. This excludes airports belonging to county councils as well as private 
companies developing inter-modal terminals. 
 
 

VI.1.3 Monitoring Committee 
 
In accordance with the provisions of the SOP-T, the composition of the Monitoring 
Committee is the following: 
 
National Members 
�

Chairperson, also Head of MA for SOPT 
MA CSF 
Certifying Authority and Paying Authority 
MA for ROP 
MA for Technical Assistance 
Competition Council 
MA for European Territorial Cooperation 
 
EU Members (consultative role) 
 
European Commission 
European Investment Bank / European Investment Fund (invited) 
 
The Managing Authority establishes, chairs and provides secretariat to the Monitoring 
Committee.  
 
 

VI.2 Principles of project application, selection and appraisal 
 
All projects are to be selected further to a standard procedure, involving the following 
main steps: 

- the Managing Authority defines a set of selection criteria, for each Key Area 
of Intervention and / or each call for application, 

- the Monitoring Committee approves the criteria, 
- the Managing Authority finalises the files of the call for applications, that 

includes: 
o the standard Application Form, 
o guidelines for the applicants on how to complete the Form and which 

documents to attach, 
o criteria. 

- the Managing Authority nominates an Appraisal and Selection Committee, 
- the applicant(s) submit(s) applications to the Managing Authority, within the 

specified deadline, 
- the selection is performed in three steps: 

o administrative compliance (completeness, receipt on time, correct 
signature, etc), 

o eligibility, where the project is assessed against pass/fail criteria, and 
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o selection, where eligible competing projects are ranked against criteria. 
- the Selection Committee prepares a report that is checked by the Technical 

Verification and Conformity unit and then approved by the Head of the 
Managing Authority. 

- a grant contract is signed between the Managing Authority and the 
beneficiary. 

 
It is foreseen that most SOP-T projects will be selected in a process where they do 
actually not compete against each other. Out of an estimated total of 83 projects (and 
83 resulting grant contracts), only about 25 would come from competitive calls for 
applications. The other projects will use the same system, but will not be in direct 
competition with other projects. In their case, the selection process will actually be a 
detailed appraisal process, where projects can be improved through a dialogue 
between the Managing Authority and the beneficiary. 
 
The attached table shows an estimate (indicative) of the total number of projects and 
contracts by type of beneficiary. 
 
As regards criteria, the MA SOP-T has expanded on the guidelines provides by the 
MA CSF and developed an approach based on four types of criteria, as follows: 
- Relevance: how does the project contribute to the strategic objectives? 

o SOP-T objectives 
o Horizontal policies (UE + Romania) 
o Need for grant 

- Feasibility: quality of the project 
o Rate of return 
o Environmental aspects 
o Technical issues 

- Effectiveness: target will be achieved 
o Management 
o Risk assessment 

- Sustainability: effects will last on medium term 
o Operation and maintenance 

 
The detailed description of each key area of intervention (see chapter IV above) 
include a comprehensive and refined proposal of eligibility and selection criteria. 
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VI.3 Mechanisms for ensuring co-financing 
 

VI.3.1 Eligible expenditures 
 
For all key areas of intervention but the one related to the promotion of inter-modal 
transport (key area of intervention 4.1), the Cohesion Fund / ERDF and the State 
budget will ensure 100% of the eligible expenditures. 
 
The grant contract will be concluded for the entire amount, whereby the two 
components (EC funds and State budget) will be channelled through the same 
mechanism. The Certifying and Paying Authority will actually gather the two sources 
(EC funds and State budget). 
 
Based on forecasts provided by the Managing Authority, the Certifying and Paying 
Authority will be responsible for the budgeting process. The State budget component 
(co-financing of eligible expenditures) will be allocated to the budget of the Ministry 
of Public Finances (General Actions). 
 
For the key area of intervention 4.1, the ERDF and the State budget will ensure 50% 
of the eligible expenditures, the remaining 50% being under the responsibility of the 
beneficiary. Providing evidence of access to such co-financing is one of the criteria 
beneficiaries have to meet to be selected. 
 

VI.3.2 Non-eligible expenditures 
 
The resources necessary to fund non-eligible expenditures have to be secured by the 
beneficiary. 
 
In the special case of the beneficiaries that are under the authority / co-ordination / 
ownership of the MTCT, the resources necessary to fund those non-eligible 
expenditures that can be foreseen are covered through transfers from the MTCT 
budget. In this case, the beneficiary is responsible for the preparation of adequate 
forecasts and their transmission to the budget department of the MTCT and to the 
Managing Authority for check. 
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VI.4 Indicators 
 
Distinction has to be made between monitoring and evaluation indicators. 
 
Monitoring indicators are used so as to review the progress (in qualitative and 
quantitative way) achieved. At project level, progress is measured over the life of the 
grant contract. At key area of intervention level, progress is measured from the SOP-T 
approval to the final payment under the key area of intervention. 
 
Evaluation indicators are used so as to assess whether a project (or a key area of 
intervention) has achieved its objectives in terms of outputs, results and impact. This 
has to be measured at project completion as well as a few years after completion. 
 

VI.4.1 Monitoring Indicators 
 
At project level, the main indicators of monitoring shall be: 

- progress in design preparation, 
- progress in tendering and contracting, 
- progress in land acquisition, 
- progress in utilities relocation / protection, 
- progress in works implementation (physical and financial), 
- evolution of actual contract price. 

 
At key area of intervention level, the main indicators of monitoring are: 

- commitment rate (value of grant contracts signed / total allocation of the key 
area of intervention) 

- contracting rate (value of contracts signed between the beneficiaries and 
contractors / total allocation of the key area of allocation) 

- payment rate (value of payments made from the Certifying and Paying 
Authority to the beneficiaries as per the grant contract / total allocation of the 
key area of intervention) 

- quality of documents and observance of procedural rules � rejection rate: 
number of documents approved by the Managing Authority ex-ante control 
body / total number of documents submitted for approval. 

 
The estimated timetables and expenditures tables presented in annex to the detailed 
descriptions of each key area of intervention should be used as references. 
 
These indicators can easily be broken down or aggregated as follows: 

- by grant contract, 
- by beneficiary, 
- by key area of intervention, 
- by priority axis, 
- for the entire SOP-T. 

 

VI.4.2 Evaluation Indicators 
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At project level, evaluation shall be performed on the basis of the main indicators 
identified in the feasibility studies: traffic levels, savings in terms of time, VOC and 
safety, etc. The exact list is to be drawn on a project by project basis. 
 
It is recommended to recalculate the economic rate of return: 

- upon completion of each project, 
- 5 years after completion of each project. 

 
At key area of intervention level, the evaluation indicators are the following: 
 

Baseline  Target  
Indicator Unit Baseline 

Year 
Source 

(2015) 
 
Key Area of Intervention 1.1      

Output           
New motorways completed lane - km 0 2007 MA SOP-T 600 
Result           
(Combined with key area of 
intervention 1.2)  
Increase in passenger traffic (road 
and rail) 

million 
passenger-

km 
81,833 

(estimate) 2007 

Cestrin + 
National 
Statistics +37% 

(Combined with key area of 
intervention 1.2)  
Increase in inland freight traffic 

million 
tonne-km 

65,842 
(estimate) 2007 

National 
statistics +33% 

 
Key Area of Intervention 1.2      

Output           

Interoperable railway 
rehabilitated/upgraded km 0 2007 MA SOP-T 180 

Result           
(Combined with key area of 
intervention 1.1)  
Increase in passenger traffic (road 
and rail) 

million 
passenger-

km 
81,833 

(estimate) 2007 

Cestrin + 
National 
Statistics +37% 

(Combined with key area of 
intervention 1.1)  
Increase in inland freight traffic 

million 
tonne-km 

65,842 
(estimate) 2007 

National 
statistics +33% 

 
Key Area of Intervention 1.3      

Output           

Navigable waters fully open to 
navigation km 0 2007 MA SOP-T 450 

Result           
(Combined with key area of 
intervention 1.1)  
Increase in passenger traffic (road 
and rail) 

million 
passenger-

km 
81,833 

(estimate) 2007 

Cestrin + 
National 
Statistics +37% 

(Combined with key area of 
intervention 1.1)  
Increase in inland freight traffic 

million 
tonne-km 

65,842 
(estimate) 2007 

National 
statistics +33% 

 
Key Area of Intervention 2.1      
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Output           
National roads rehabilitated km 0 2007 MA SOP-T 800 
Result           
(Combined with key area of 
intervention 2.2)  
Increase in passenger traffic (road 
and rail) 

million 
passenger-

km 
81,833 

(estimate) 2007 

Cestrin + 
National 
Statistics +37% 

(Combined with key area of 
intervention 2.2)  
Increase in inland freight traffic 

million 
tonne-km 

65,842 
(estimate) 2007 

National 
Statistics +33% 

 
Key Area of Intervention 2.2      

Output           

Railway stations 
rehabilitated/upgraded pcs 0 2007 MA SOP-T 18 

Result           
(Combined with key area of 
intervention 2.1)  
Increase in passenger traffic (road 
and rail) 

million 
passenger-

km 
81,833 

(estimate) 2007 

Cestrin + 
National 
Statistics +37% 

(Combined with key area of 
intervention 2.1)  
Increase in inland freight traffic 

million 
tonne-km 

65,842 
(estimate) 2007 

National 
Statistics +33% 

 
Key Area of Intervention 2.3      

Output           
Ports rehabilitated/upgraded pcs 0 2007 MA SOP-T 1 
Result           
(Combined with key area of 
intervention 2.1)  
Increase in passenger traffic (road 
and rail) 

million 
passenger-

km 
81,833 

(estimate) 2007 

Cestrin + 
National 
Statistics +37% 

(Combined with key area of 
intervention 2.1)  
Increase in inland freight traffic 

million 
tonne-km 

65,842 
(estimate) 2007 

National 
Statistics +33% 

 Key Area of Intervention 2.4      
Output           

Airports rehabilitated/upgraded pcs 0 2007 MA SOP-T 3 
Result           

Increase in passenger traffic through 
airports 

thousand 
passengers 

3,949 
(estimate) 2007 MTCT +45% 

Increase in freight traffic through 
airports tonnes 

22,506 
(estimate) 2007 MTCT +41% 

 Key Area of Intervention 3.1      
Output           

New EMUs pcs 0 2007 MA SOP-T 45 
Result           
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Increase in railway passenger traffic 

million 
passenger-

km 
9494 

(estimate) 2007 
National 
Statistics +26% 

 Key Area of Intervention 4.1      
Output           

New/upgraded intermodal terminals pcs   2007 MA SOP-T 10 

 Key Area of Intervention 4.2      
Output           

Improved/upgraded level crossings pcs   2007 MA SOP-T 80 

kms of road through linear villages 
improved as per safety km   2007 MA SOP-T 180 
Result           

Reduction in serious accidents 

serious 
accidents / 

million 
passenger 

cars 
2155 (data 

2003) 2007 

National 
statistics + 

Road Police -20% 

Reduction in fatalities 

fatalities / 
million 

passenger 
cars 

724 (data 
2003) 2007 

National 
statistics + 

Road Police -20% 

 Key Area of Intervention 4.3      
Output           

Environmental strategy for the 
transport sector pcs   2007 MA SOP-T 1 

 Key Area of Intervention 5.1      
Output           

Cumulated number of training 
seminars pcs 0 2007 MA SOP-T 25 
Result           

Absorption of EU funds % 0 2007 MA SOP-T 100% 

Staff having received training %   2007 MA SOP-T 95% 

 Key Area of Intervention 5.2      
Output           

Cumulated number of information 
materials and events pcs 0 2007 MA SOP-T 15 

Total number of website hits pcs 0 2007 MA SOP-T 100,000 
Result           

SOPT awareness increase % 
to be 

determined 2007 MA SOP-T 50% 
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VI.5 Promotion Plan 

VI.5.1 Background and Requirements 
 
The draft European Commission Regulation covering information and publicity for 
the Cohesion and Structural Funds, which is expected to be adopted during 2006, sets 
out specific requirements for information and publicity measures, including the 
preparation of a Communication Plan for each Operational Programme (or one for all 
Operation Programmes, if the Member State so decides). 
 
In Romania, all managing authorities have been asked to prepare such a 
Communication Plan, which shall include the information and publicity measures 
planned for potential and actual beneficiaries of the Funds and the public. Each 
Communication Plan is required to set out its aims and target groups; the strategy and 
content of measures to be taken; an indicative budget; the bodies responsible for 
information and publicity; and how the measures taken are to be evaluated. 
 
The Regulation also specifies information and publicity measures to be taken by 
beneficiaries to inform the public and acknowledge EU funding. 
 

VI.5.2 Aim and Objectives 
 
Taking into account the above requirements, and the partnership and transparency 
principles in the programming process, the aim and objectives of the Communication 
Plan are defined as follows: 
 
Overall Aim: to promote understanding and appreciation of the role and 
purpose of Structural Instruments, and the European Union�s contribution 
thereto, in developing the transport infrastructure of Romania. 
 
This overall aim is broken down into a number of specific objectives: 
 

• Specific Objective 1: to inform the partners and final beneficiaries 
(existing and potential) involved in implementation of the SOP-T of its 
priorities, measures and results and of their responsibilities for information 
and publicity.  

 
• Specific Objective 2: to ensure the highest degree of transparency of the 

activities implemented by the Managing Authority in developing and 
modernising the transport infrastructure of Romania, through informing the 
general public about the overall scope, the importance, the priorities the 
specific measures and the results of the SOP-T. 
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• Specific Objective 3: to ensure the internal communication, both with the 
staff of the Managing Authority and the stakeholders in order to effectively 
co-ordinate the publicity concerning SOP-T in accordance with other 
publicity for Structural Instruments and the National Strategic Reference 
Framework. 

 
• Specific Objective 4: to promote aspects of the SOP-T which emphasise 

environmental protection and the development of equal opportunities. 
 

• Specific Objective 5: to monitor and evaluate information and publicity 
activities to ensure they achieve the above objectives and conform to the 
rules set out in the EC Regulation on Publicity. 

 

VI.5.3 Target Audiences 
 
The target audiences for information and publicity measures can be defined as 
follows: 
 
• The Internal Public: managing authority staff, other MTCT directorates, other 

relevant ministries, management authorities and EU institutions. 
 
• The Professional Public: beneficiaries, social and economic partners, other 

intermediate communicators such as the media, regional and local authorities, 
business organisations, trade unions, chambers of commerce, Members of 
Parliament and NGOs. 

 
• The General Public: Members of the public and legal entities, including certain 

groups to receive specific information (passengers, drivers etc). 
 
Before implementing the measures proposed below, further research will be required 
to identify the existing levels of knowledge and the information needs of each target 
group; to develop and test the messages and materials to be delivered to each; and to 
identify the most appropriate information channels for providing information to them. 
 

VI.5.4 Activities  
 
The following activities are planned to achieve the proposed objectives: 
 
Specific Objective 1: To inform the partners and final beneficiaries (existing and 
potential) involved in implementation of the SOPT of its priorities, measures and 
results and of their own responsibilities for information and publicity.  
 
1.1 Collaboration with relevant ministries, local authorities and social and 

economical partners in organising workshops at national and regional level to 
transmit key information regarding the SOPT (priorities, conditions of 
eligibility, procedures, criteria, contacts etc). 
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1.2 Production and distribution of information materials regarding SOPT at the 
workshops and through European Information Offices, Regional Development 
Agencies, regional branches of beneficiaries, chambers of commerce and other 
outlets, including a website. 

 
1.3 Establishing networking systems (meetings, newsletters, e-mail updates etc) 

for dialogue with partners and beneficiaries to ensure a regular flow of 
information concerning implementation of the SOPT. Establish a specific e-
mail address dedicated for information and communication unit and allocation 
of a specific telephone number in order to establish direct contact with the 
public. 

 
1.4 Production and distribution to all beneficiaries of a guide to their rights and 

responsibilities in accepting funding, including a check-list of information and 
publicity measures to be taken. 

 
1.5 Arrangement of a visit room for the public, including establishment of a help 

desk to answer inquiries from beneficiaries and partners.  
 
Specific Objective 2: To ensure the highest degree of transparency of the 
activities implemented by the Managing Authority in developing and 
modernising the transport infrastructure of Romania, through informing the 
general public about the overall scope, the importance, the priorities the specific 
measures and the results of the SOP-T.  
 
2.1 Organising press conferences, interviews, press releases and articles at 

national and regional levels to ensure a regular stream of media coverage of 
the SOP-T. 

 
2.2 Producing public information bulletins for broadcast on television and radio at 

national and regional level to explain the SOP-T. 
 
2.3 Producing regular information materials and disseminating them via partner 

organisations at national and regional level, containing updated news on 
implementation of the SOP-T. 

 
2.4 Establishing and maintaining a website for presenting the SOP-T and updated 

news on its implementation, including details of beneficiaries and projects 
funded, and the amount of public funding. 

 
2.5 Providing a forum on the website for public consultation and feedback on the 

SOP-T. 
 
2.6 Organising a high-profile conference to launch the SOP-T and seminars each 

year at national and regional level to present the achievements of the SOP-T 
and information on projects funded. 

 
2.7 Producing printed materials for outdoor publicity (banners, posters, 

billboards). These materials will be exposed in crowed public places. 
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Specific Objective 3: To ensure the internal communication, both with the staff 
of the Managing Authority and the stakeholders in order to effectively co-
ordinate the publicity concerning SOP-T in accordance with other publicity for 
Structural Instruments and the National Strategic Reference Framework.  
 
3.1 Developing the public relations capacity within the managing authority, through a 

dedicated unit and communications training, to manage information and publicity 
activities. 

 
3.2 Maintaining good internal communications within the managing authority and 

with other members of the �internal public�, including regular e-mail or Intranet 
updates 

 
3.3 Participation in a network of managing authorities and partners to co-ordinate 

information and publicity activities and share best practice. 
 
3.4 Ensuring usage of a common logo and visual identity for all SOP-T materials. 
 
Specific Objective 4: To promote the aspects of the SOP-T which emphasise 
environmental protection and the development of equal opportunities.  
 
4.1 Ensuring that all information and publicity materials for the SOP-T mention 

wherever appropriate environmental and equal opportunity considerations 
included in the preparation and development of projects. 

 
4.2 Ensuring that dialogue with social and economic partners and with relevant NGOs 

includes exchange of information on these aspects. 
 
Specific Objective 5: To monitor and evaluate information and publicity 
activities to ensure they achieve the above objectives and conform to the rules set 
out in the EC Regulation on Publicity. 
 
5.1 Development of a set of indicators for measuring the extent and impact of 

publicity and information activities regarding the SOP-T. 
 
5.2 Informing the Monitoring Committee of information and publicity activities for 

inclusion in its reports. 
 
5.3 Amending the Communication Plan as required, to ensure ongoing fulfilment of 

its objectives. 
 
A detailed Implementation Plan for information and publicity measures, including 
estimated costings, timetable and allocation of responsibilities, has been prepared. 
 
The relative importance of the objectives may vary in time and some 
�communication� subjects may require different type of resources, according to the 
project type. In addition, the communication / information methods are different, 
according to the funds types and beneficiaries. 
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VI.5.5 Budget 
 
The SOP-T covers budget commitments over the period 2007 � 2013. However, 
implementation of the SOP-T will last until 2015. The Communication Plan has 
therefore been prepared for the 9 years implementation period, with particular focus 
in 2015 on communication of results achieved. 
 
15.09 million Euros has provisionally been allocated from the Technical Assistance 
budget for information and publicity measures concerning the SOP-T over the period 
2007-2015. This should be sufficient to ensure high visibility activities so that all the 
above objectives are fulfilled. 
 
A breakdown of the estimated budget is included in the Information and Publicity 
Implementation Plan (see Annex 12). 
 

VI.5.6 Management and Implementation 
 
Information and publicity activities will be managed by the Institutional Support, 
Publicity and Information (ISPI) Unit established within the managing authority. 
Resources allocated should consist in four persons, with the following functions: 
 

• Press Officer (possibly Head of Unit): responsible for managing the ISPI 
Unit, relations with other units, co-ordination with other Structural 
Instruments publicity and communications with the media. 

 
• Publications & Design Officer: responsible for development, production 

and distribution of information materials, including management of out-
sourced services such as design and advertising, and ensuring use of 
common visual identity in all SOP-T materials. 

 
• Website and Internal Communication Officer: design and maintenance 

of content SOP-T website, liaison with IT Unit regarding technical 
maintenance and collection and distribution of regular internal information 
by e-mail / Intranet newsletter. 

 
• Information & Aftercare Officer: responsible for handling enquiries from 

beneficiaries, partners and the public and staffing a help desk for partners / 
beneficiaries to provide detailed information and an aftercare service. 

 
The Unit should also have secretarial / administrative support. It will also require a 
standard set of equipment for a communications department, details of which are 
given in the Implementation Plan. 
 
The above is proposed as the initial structure of the ISPI Unit, given the large volume 
of information and publicity activities required during the launch and early period of 
the SOP-T. Its functions and staffing levels should, however, be reviewed thereafter. 
 
Some of the information and publicity measures will almost certainly require out-
sourcing for professional services (such as design, printing, advertising and 
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photography). It will be the responsibility of the ISPI Unit to prepare and technically 
manage such services. Procedurally, these services will be contracted in accordance 
with public procurement rules, by the Managing Authority Project Implementation 
Agency. The Project Implementation Agency will act as contracting authority, while 
the ISPI will ensure the technical management of the services to be contracted. 
 
It will also be very important that publicity concerning the SOP-T is carefully co-
ordinated with that for Structural Instruments overall and for other Operational Plans, 
since many of the target groups, messages and information channels will overlap. The 
ISPI Unit should therefore take an active part in the network of PR colleagues from 
other managing authorities and partners which is being established 
 
Apart from the IPA Unit, training will be required for other staff of the managing 
authority and major partners and beneficiaries � in particular, its senior officials and 
public spokespersons � in communications skills, such as media interview techniques. 
Such training is included in the Implementation Plan. 
 

VI.5.7 Evaluation and Monitoring 
 
As described above, the ISPI Unit will develop monitoring and evaluation indicators 
for information and publicity activities to measure their effectiveness. It will collect 
information and provide this to the Monitoring Committee for inclusion in its annual 
reports. 
 
In particular, the mid-term Monitoring Committee�s report and its final annual report 
are required to include results of the evaluation of information and publicity 
measures. 
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VI.6 Procedures for introducing changes to the Programme 
Complement 
 
 
The present Programme Complement will be approved through an Order of the 
Minister in charge of Transport. 
 
Any modification has therefore to be also approved through an Order of the Minister 
in charge of Transport. 
 
Modifications to the Programme Complement might be of two kinds: 

- as a result of a modification of the SOP-T, in which case the modification of 
the programme complement is drafted by the Managing Authority, endorsed 
by the Head of the Managing Authority and presented for approval by the 
Minister in charge of Transport after the SOP-T has formally been modified, 

- without any modification of the SOP-T. 
 
In this second case, it is foreseen that the main type of modification to be introduced 
will concern the breakdown of financial allocation amongst key areas of intervention 
within a given priority axis. 
 
The need for modifications of the Programme Complement might be detected by the 
Managing Authority as a result of an annual implementation report or of an evaluation 
report. Such need can also be detected by the Monitoring Committee, that will issue a 
recommendation to the Managing Authority. 
 
The decision to modify the Programme Complement lies with the Managing 
Authority. 
 
The modification of the Programme Complement is prepared by the Programming 
Unit. Depending on the nature of the modification, a consultation process with the 
partners might take place. As a minimum, the general directorates within the MTCT 
are consulted, as well as the MA CSF. The draft modification is reviewed within the 
Managing Authority and endorsed by the Head of the Managing Authority 
 
It then follows the regular procedure of a document submitted for approval through 
Order of the Minister in charge of Transport. 
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Annex 1 
 
 
PRIORITY AXIS 1 � Modernisation and Development of Trans � 
European transport infrastructure (TEN-T) priority axes 
 
Key Area of Intervention 1.1 � Modernisation and development of road 
infrastructure along the TEN-T priority axis 7 
 
1.1.1. Description  
 

Background and rationale 
 
The projects currently proposed under this key area of intervention are the following: 
 

Motorway section Length (km) 
Investment costs 

(Meuro) 
Nadlac - Arad 38.00 147.44 
Orastie - Sibiu 70.00 669.00 
Sebes Bypass 7.00 38.77 
part of Sibiu � Pitesti 75.00 590.00 
 
 
Justification for selection 
 
The progressive construction of a motorway along TEN-T Priority axis no. 7 
represents both a Romanian and an EU objective. Within this axis, the priority section 
is Nadlac to Sibiu (see map). 
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The current status of the Priority axis no. 7 can be summarised as follows: 
 
Section Length Type Status and Comment 

Northern branch 
Nadlac � Arad 38 Motorway Proposed under SOP-T 
Arad � Timisoara 38 

(+Arad bypass 11) 
Motorway EIB funding (see below) 

Timisoara � Lugoj 31 Motorway EIB funding (see below) 
Lugoj � Ilia � Deva 91 Motorway Proposed under SOP-T (but 

currently not retained due to budget limits) 
Deva - Orastie 33 Motorway ISPA funding (see below) 
Orastie � Sibiu 
(including Sebes bypass) 

77 Motorway Proposed under SOP-T 

Sibiu bypass 15 
(+link 8 km) 

Motorway ISPA funding (see below) 

Sibiu - Cornetu 57 Motorway Proposed under SOP-T 
Cornetu - Pitesti 90 Motorway Proposed under SOP-T 
Pitesti - Bucharest 96 Motorway Under operation 
Bucharest - Drajna 97 Motorway Under operation 
Drajna � Fetesti 37 Motorway ISPA funding 
Fetesti � Cernavoda 17 Motorway ISPA funding (rehabilitation) 
Cernavoda � Constanta 51 Motorway EIB funding + Budget 
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Southern branch 
Nadlac � Arad � Timisoara � Lugoj (see above) 
Lugoj � Drobeta Turnu 
Severin 

160 2x1 Road ISPA funding (rehabilitation) 

Drobeta Turnu Severin � 
Simian � Maglavit � 
Calafat 

110 2x1 Road EIB funding (rehabilitation) 

 
As can be seen, the focus is on motorway construction for the northern branch, while 
it is intended that road rehabilitation will provide the required capacity for the 
southern branch. The attached figure, showing traffic forecasts for year 2010, justifies 
this focus. 
 
The traffic levels forecasts for 2010 between Lugoj and Calafat via Drobeta Turnu 
Severin are generally comprised between 3,500 and 8,000 vehicles per day. Such 
levels do not call for motorway development in the medium term. 
 
On the other hand, traffic levels on the route Nadlac � Timisoara � Sibiu � Pitesti 
Bucharest are mainly above 8,000 vehicles per day, with sections above 16,000. It 
also appears that the section Lugoj � Deva is likely to be the less trafficked. 
 
The revision of feasibility study to be performed under ISPA 2004 PA02.01 will 
however provide a detailed analysis for each individual section as well as for the 
entire link between Bucharest and the Hungarian border. 
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Arad Bypass & Arad-Timisoara 
The Government of Romania has obtained a loan from the European Investment Bank 
(EIB) towards the design and construction of Arad Bypass (2-lane national road ~ 11 
km) and Arad-Timisoara (Motorway Standard ~38 km). RNCMNR intends to open 
discussions with EIB/EU for supplementing the EIB loan with Cohesion Fund 
financing for construction of Arad Bypass also at motorway standard. 
The pre-qualification for design services is ongoing, and award of contract is expected 
for early 2006. The works are currently expected to commence early 2007. 
 
Timisoara-Lugoj 
The above mentioned EIB loan includes provisions for a feasibility study and EIA of 
the 31 km Timisoara-Lugoj section. It is envisaged that EIB will accept to finance the 
works through a loan agreement to be signed in 2007. The feasibility study is 
expected to commence mid 2005. 
A 4-lane by-pass of Timisoara as well as the rehabilitation of the section Timisoara - 
Lugoj (DN 6) is being co-financed by the Japanese Overseas Economic Co-operation 
Fund (OECF) and the Romanian Government. Construction started in 2003. 
 
Deva-Orastie Bypass 
Procurement of services for a detailed design review and update, including 
supervision of works for the construction of the 33 km Deva-Orastie motorway 
bypass is ongoing. The works and services are financed under ISPA and service 
contract award is expected mid 2006. 
 
Sibiu Bypass 
The ISPA financed works for the construction of the 24 km Sibiu Motorway bypass 
are ongoing and the expected completion date is October 2006. 
 
Economic evaluation 
 
Under the �TA to MTCT for managing Structural Instruments� project, a standard 
economic evaluation has been performed. The methodology used is described in the 
Paper �Road projects evaluation�. The results are the following: 

Title Traffic Traffic Traffic Length of 
Construc-

tion 
Total 
invest EIRR NPV PV/C 

  
on  

project 
on  

project 
on  

project project cost  exc. 
tax 

cost exc. 
tax      

  2005 2010 2015 km MEUR MEUR       
                 

Nadlac/Arad 4,821 6,380 8,058 38 147.44 176.93 9.7% 26.24 1.19 
Lugoj/Deva 2,820 3,719 4,680 85 638 765.6 0.0% -498.60 0.16 
Orastie/Sibiu 7,635 10,152 12,888 70 669 802.8 6.3% -97.32 0.84 
Sebes Bypass 4,628 6,141 7,780 10.4 38.77 46.52 11.0% 11.04 1.31 
Sibiu/Cornetu 6,862 9,092 11,499 57 490 588 6.1% -78.06 0.83 
Cornetu/Pitesti 8,333 10,978 13,798 90 770 924 8.7% 43.51 1.07 
Cernavoda 
/Constanta 8,112 10,658 13,357 50.8 300 360 11.9% 118.10 1.42 
 
It has to be mentioned that the above evaluation is a preliminary one and results 
should be refined during the feasibility studies. 
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Projects proposed under SOP-T 
 
All the projects proposed directly contribute to the completion of the motorway link 
between the Hungarian border to Constanta through Arad, Timisoara, Sibiu and 
Bucharest. However, the funding available under Cohesion Fund does not enable to 
select them all for funding under the SOP-T 2007 � 2013. 
 
Nadlac � Arad will represent the motorway link with the Hungarian border. In 
addition to the project own merits (ERR, etc), it is seen having a significant 
contribution towards the development of the trans-European network. 
 
The Orastie � Sebes � Sibiu section (including Sebes bypass) will enable to link two 
motorway bypasses currently under construction (Deva � Orastie and Sibiu), in an 
area with high traffic levels. 
 
The three sections Lugoj � Deva, Sibiu � Cornetu and Cornetu � Pitesti have each 
budgets that are extremely high. The selection of part of Sibiu - Pitesti for funding 
under the SOP-T has been proposed mainly based on the current need for additional 
traffic capacity. The feasibility study to be performed under ISPA 2004 PA02.02 will 
assist defining which sub-section could be funded under the SOPT (in accordance 
with the budget available).  
 
For the Lugoj � Deva section, an EIB loan is also currently being considered. 
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Reserve project 
 
Finally, the EIB is funding about 200 Meuro of the Cernavoda � Constanta section, 
that will complete the link between Bucharest and Constanta. However, that section is 
likely to have a cost of about 300 Meuro. The SOP-T involvement might therefore 
enable to complete it, in case budget resources are not sufficient. One issue to be 
solved in this case would be the type of co-financing with the EIB. 
 
The Cernavoda � Constanta section is currently under preparation under EIB 
financing. 
 
 
Objectives  
 
The direct output of the present key area of intervention is estimated at 190 km of 4 
lanes motorways constructed along TEN-T priority axis no. 7. Using a correction 
coefficient, this leads to an indicator of 600 lane-km constructed. 
 
The specific objective is to progressively build motorway sections along TEN-T 
priority axis no. 7, so as to ensure: 

- reduced travel time, 
- reduced vehicles operating costs, 
- increased safety, 
- increased comfort. 

Such effects will be quantified for each individual section, as part of the feasibility 
studies. 
 
Those effects, in turn, will contribute to reduce the generalised cost of transport and 
increase mobility, that is to be translated into an increase of the passenger and freight 
traffic. 
 
1.1.2. Operations  
 
The operations to be funded under this key area of intervention are primarily sets of 
construction and supervision contracts, for sections of motorways. 
It is also likely that some studies be funded, feasibility studies and / or designs for 
sections of TEN-T priority axis no. 7. Apart from those studies, it is foreseen that all 
investment projects will be major projects. 
 
The project preparation status is the following 
 

Section Status 

Nadlac - Arad 
2001 feasibility study. Revision of feasibility study and 
detailed design funded under ISPA 2004 PA02.01 

Orastie - Sibiu 
2004 feasibility study. Revision of feasibility study and 
detailed design funded under ISPA 2004 PA02.01 

Sebes Bypass 
2001 design. Detailed design review and update funded 
under ISPA 2004 PA02.01 

Part of Sibiu - Pitesti 
1993 pre-feasibility study. Revision of feasibility study 
funded under ISPA 2004 PA02.02 
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The status of the Sibiu � Pitesti section is still under discussion: it is currently 
proposed that this section be constructed under a design-build-operate (DBO) 
agreement. In terms of project preparation, the feasibility study would therefore need 
to be developed so that it results into a tender dossier for DBO. This however requires 
additional budget and a modification of the related ISPA Financing Memorandum. 
 
 
1.1.3. Categorisation of interventions 
 

• Priority theme 
 

Code Priority theme 
 Transport  

21 Motorways (TEN-T) 
 
• Form of finance 
 

Code Form of finance 
01 Non-repayable aid 
 
• Territorial dimension 

 

Code Territory type 
00 Not applicable 

 
1.1.4. Grant size 
 
Eligible value of the project (Euro) N.A. 
Maximum size of grant to total eligible cost (%) 85 
Minimum contribution of the applicant (%) 15, through State budget 
Community contribution to the support granted (%) 85 
National public contribution to the support granted (%) 100 
 
1.1.5. Project selection criteria 
 
The following criteria are proposed for consideration by the Monitoring Committee: 
 

• Eligibility criteria 
o Relevance 

� type of project: road (including motorway) 
� location: along TEN-T priority axis no. 7 
� need for grant (against financial rate of return) 
� in line with SOP-T resources available 

o Effectiveness: minimum maturity requirements: 
� complete feasibility study, including analysis of variants, cost 

benefit analysis and environmental impact assessment, 
� approval by beneficiary management, 
� existence of land planning certificate, 
� existence of environmental permit. 
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• Selection criteria 
o Relevance 

� project contribution to global objective: motorway along TEN-
T priority axis no. 7 

� project contribution to increased road safety 
� value added of EU funding 
� EU policies: observance of rules regarding environmental 

protection, public procurement, State aid and equal 
opportunities 

o Feasibility 
� quality of technical solutions 
� capacity adapted to current and future demand 
� cost estimate justified and in line with similar projects 
� quality of route choice and analysis of variants 
� economic rate of return, 
� adjustment of need for grant (against financial rate of return), 
� environmental mitigation costs limited to a reasonable share of 

the project costs 
o Effectiveness 

� project readiness: 
• status of design preparation, 
• status of land acquisition, 
• status of utilities protection / relocation design, 

� beneficiary: 
• existence of clear implementing unit, 
• nomination of project manager(s), 
• sound management and control systems 

� financial plan 
• based on realistic implementation plan 
• detailed 
• existence of financial resources for non-eligible costs 

and project management 
� risk analysis and sensitivity: 

• adequate identification of risks 
• mitigation proposals 

o Sustainability 
� sufficient partnership and consensus 
� viability: clear arrangements for operation and maintenance 

 
 
1.1.6. Intermediate Bodies 
 
Not applicable. 
 
1.1.7. Competent Body for making payments to beneficiaries 
 
Authority for Certification and Payments, within the Ministry of Public Finance 
 
1.1.8. Beneficiaries 
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Romanian National Company for Motorways and National Roads CN ADNR SA 
 
1.1.9. End recipients 
Not applicable 
 
1.1.10. Financial Plan 

                          - Euro 2004- 
Total budget (eligible costs) 1,661,990,000 
Community contribution 
(CF) 

1,412,690,000 

National contribution 249,300,000 
     - Public 249,300,000 
     - Private - 
 
For information: 
Land acquisition and permits are estimated at 144 Meuro, 
VAT is estimated at 315 Meuro, 
The State Inspectorate in Construction tax is estimated at 11 Meuro. 
 
1.1.11. Monitoring and evaluation indicators 
 

Evaluation indicators 
At key area of intervention level, evaluation will be performed based on the objective 
indicators defined above. 
At operations level, evaluation shall be performed on the basis of the main indicators 
identified in the feasibility studies: traffic levels, savings in terms of time, VOC and 
safety. It is recommended to recalculate the economic rate of return: 

- upon completion of each project, 
- 5 years after completion of each project. 

 
Monitoring indicators 
The main indicators of monitoring shall be: 

- progress in design preparation, 
- progress in tendering and contracting, 
- progress in land acquisition, 
- progress in utilities relocation / protection, 
- progress in works implementation (physical and financial), 
- evolution of actual contract price. 

 
The attached estimated timetables and expenditures tables should be used as 
references. 
 
 
1.1.12. Horizontal themes 
 

• Sustainable development 
Each project will be subject to a full Environmental Impact Assessment. 

• Equal opportunities 
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Hardly applicable 
 
 
1.1.13. State Aid 
 
The infrastructure to be built is State public infrastructure, to be operated by the 
public company CN ADNR SA, concessionaire of the entire national roads and 
motorway network of Romania. 
In case it is decided to entrust operation and maintenance to another company, the 
relevant public procurement rules will be observed. 
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Annex 2 
 
PRIORITY AXIS 1 - Modernisation and Development of Trans � 
European transport infrastructure (TEN-T) priority axes 
 
Key Area of Intervention 1.2 � Modernisation and Development of railway 
infrastructure along the TEN-T priority axis no. 22 
 
1.2.1 Description  
 

Background and rationale 
 
Justification for selection 
 
The progressive rehabilitation and upgrading of the railway line along TEN-T Priority 
axis no. 22 represents both a Romanian and an EU objective. Within this axis, the 
priority section is Curtici to Brasov (see map). 
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Project concept and objectives 
 
The concept of rehabilitation and upgrading needs to be clarified. It includes: 

- rehabilitation of the line so as to catch up the maintenance backlog, 
- upgrading to higher speeds, in line with the requirements of the AGC (General 

Agreement on Railways), 
- implementation of ERTMS 2 (ETCS and GSM-R), in line with the EU 

interoperability requirements. 
 
In practice, it appears that the existing feasibility studies prepared for rehabilitation of 
the railway sections concentrate on rehabilitation and ETCS 1: 
 

- while the AGC mentions 160 km/h as the minimum speed to be achieved on 
the network for passenger trains, the route geometry of existing railway lines 
does not enable to reach 160 km/h. Between Brasov and Simeria, speeds of 
160 km/h would be achieved after rehabilitation on less than 24% of the total 
length only. Achieving higher speeds would require substantial re-alignment, 
including major land acquisition, but also relocation of a number of secondary 
stations and therefore an increased construction cost. The revision of the 
feasibility study for the section Curtici � Simeria, performed under an ISPA 
financing (2001/RO/16/P/PA/008) has shown that such option is economically 
less viable than the rehabilitation of the existing route with minor re-
alignments. This is likely to be the result of the low value of time of railway 
users, whereby additional investments are difficult to justify through time 
savings. 
As a side issue, such result also tends to indicate that the feasibility of any 
high speed train is very questionable on the medium term. 
 

- the European Commission has made clear that any railway project to be 
funded under the Structural Instruments shall observe interoperability 
requirements. In the case of rehabilitation / upgrading, this implies the 
implementation of ERTMS 2 (ETCS level 2 + GSM-R). This has not really 
been taken into account until now. 

 
 
Current situation 
 
The current status of the Priority axis no. 22 can be summarised as follows: 
 
Section Length Type Status and Comment 

Northern branch 
Curtici - Simeria 184 Double, 

electrified 
EIB + Proposed under SOP-
T 

Simeria - Coslariu 68 Double, 
electrified 

Proposed under SOP-T 

Coslariu - Sighisoara 98 Double, 
electrified 

Proposed under SOP-T 

Sighisoara - Brasov 128 Double, 
electrified 

Proposed under SOP-T 
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Brasov - Predeal 26 Double, 
electrified 

Proposed under SOP-T 

Predeal - Campina 48 Double, 
electrified 

ISPA 2004/RO/16/P/PT/007 
(under tendering) 

Campina � Bucharest 
North 

92 Double, 
electrified 

EIB. Section completed 

Bucharest North � 
Bucharest Baneasa 

5 Double, 
electrified 

JBIC (under works) 

Bucharest Baneasa - 
Fetesti 

144 Double, 
electrified 

ISPA 2000/RO/16/P/PT/001 
(under works or contracts to 
be signed) 

Fetesti - Constanta 79 Double, 
electrified 

JBIC (under works) 

Southern branch 
Curtici � Arad (see above) 
Arad � Timisoara 57 Single, 

electrified 
 

Timisoara � Drobeta 
Turnu Severin 

210 Single, 
electrified 

 

Drobeta Turnu Severin - 
Strehaia 

54 Single, 
electrified 

Pre-feasibility study 

Strehaia - Craiova 60 Double, 
electrified 

Pre-feasibility study 

Craiova � Calafat 108 Single, 
non-
electrified 

Feasibility study 

Adjoining infrastructure 
to Calafat � Vidin bridge 

3.3 Single, 
electrified 

ISPA 2004/RO/16/P/PT/009 
(FM signed) 

 
To date, a single section has been effectively rehabilitated and completed, between 
Bucharest and Campina. Works are on-going (or contracts about to be signed) on the 
sections between Bucharest and Constanta. In addition, works for the section 
Campina � Predeal are under tendering. 
 
The completion of the northern branch is seen as a priority. 
 
The EIB is part funding the rehabilitation of Curtici � Simeria, through a 300 Meuro 
loan. 
 
 
1.3 Cost estimates by sections 
 
The cost estimates provided hereafter are based on those prepared by ISPCF (existing 
feasibility studies). The cost estimates are calculated the following way: 

- effective construction cost, without VAT, as estimated by ISPCF, 
- 10% additional cost for implementation of ERTMS 2, 
- 5% supervision cost, 
- 5% contingency, 
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- 3% for land acquisition, 
- 19% VAT  

 

Section 

Construction 
cost (without 

VAT) ERTMS 2 Supervision Contingency Total 
Land 

acquisition VAT 
1 2 3 4 5 6 7 8 
  10% of 2 5% of (2+3) 5% of 

(2+3+4) 
2+3+4+5 3% of 2 19% of 6 

Curtici � Simeria * 302.06 60.21 33.11 19.77 415.15 9.06 78.88 
Simeria - Coslariu 322.60 32.26 17.74 18.63 391.23 9.68 74.33 
Coslariu - Sighisoara 449.60 44.96 24.73 25.96 545.25 13.49 103.60 
Sighisoara - Brasov 571.40 57.14 31.43 33.00 692.97 17.14 131.66 
Brasov - Predeal 191.10 19.11 10.51 11.04 231.76 5.73 44.03 
Craiova - Calafat 319.00 31.90 17.55 18.42 386.87 9.57 73.50 
Total 2,155.76 245.58 135.07 126.82 2,663.22 64.67 506.01 
All figures in MEURO. 
* in the case of Curtici � Simeria, account has been taken of the 300 Meuro financing 
provided by the EIB. 
 
The conclusion of this cost estimate exercise is that the funds available under the 
Cohesion Fund (about 1.5 billion Euro total eligible costs) do not enable to complete 
the rehabilitation of the northern branch of the priority axis. 
 
1.4 Studies 
 
The SOP-T should also fund a number of studies: it is currently foreseen that it will 
fund, as a minimum, the detailed design of Predeal � Brasov and of Craiova � 
Calafat. This will require, depending on the technical solutions retained at feasibility 
stage, between 10 and 15 Meuro. 
 
In addition, it appears that about 381 km between Arad and Craiova (the southern 
branch) require feasibility studies and designs. At this stage, it is reasonable to 
provide a global allocation of 30 Meuro, for: 

- feasibility studies on the entire section Arad � Timisoara � Craiova, and 
- detailed design on selected sub-sections. 

 
Therefore, a total of about 45 Meuro should be reserved out of the key area of 
intervention for future studies, contributing to the objective of rehabilitation and 
upgrading of the TEN-T priority axis no. 22. 
 
 
Selection of projects 
 
Economic evaluation 
 
Under the �TA to MTCT for managing Structural Instruments� project, a standard 
economic evaluation has been performed. The methodology used is described in the 
Paper �Railway projects evaluation�. The results are the following: 
 



Sectoral Operational Programme Transport 2007 � 2013 
Programme Complement 

  54 

 

Title Invest. Dist Pax Time 
Freight 
Time EIRR NPV PV/C 

  cost  saving saving   
at 8% 

discount   
  EURm km min min       
         

RL06 Predeal - Brasov 237 26 3 2 4.8% -27.76 0.76 
RL07 Brasov - Sighisoara 710 130 26 48 9.0% 36.88 1.10 
RL08 Sighisoara - 
Coslariu 559 98 24 36 9.2% 29.10 1.10 
RL09 Simeria - Coslariu 401 69 15 10 8.5% 8.90 1.04 
RL10 Simeria - Curtici 724 175 60 82 12.8% 175.79 1.49 
RL12 Craiova - Calafat 396 108 43 43 -0.8% -98.67 0.48 
 
It has to be mentioned that the above evaluation is a preliminary one and results 
should be refined during the feasibility studies. 
 
Projects proposed under SOP-T 
 
A budget of 1,522 Meuro (eligible costs) has been allocated under this key area of 
intervention. 
 
Predeal � Brasov � Sighisoara � Coslariu � Simeria 
 
The actual selection of sections to be financed under the SOP-T will heavily depend 
on the procurement plan to be prepared under the project ISPA 
2004/RO/16/P/PA/003.01. 
 
This plan will perform a prioritisation of the sections rehabilitation, based on several 
criteria, including the rate of return by section, indicating how the best use of money 
could be made. However, it is obvious that the strategy of CFR and of the 
Government is, in fine, to rehabilitate the entire line. Therefore, the difference of 
timing is relatively minor and should take into consideration issues, such as: 
 

- timing for preparation: priority would be given to sections for which the works 
remain within the existing route, meaning that the detailed design can be 
prepared in parallel with the finalisation of the feasibility study and that the 
land acquisition requirements are limited to a minimum. From this point of 
view, the sections Predeal � Brasov has in any case a different timing than the 
3 sections between Brasov and Simeria, as the ISPA 2004/RO/16/P/PA/003 
project will end after the finalisation of its feasibility study while detailed 
design will be part of a subsequent project. 

 
- coherence of operations: it is very likely that the works will start at the same 

time on one or several of the sections between Brasov and Simeria and on the 
section Simeria � Curtici. Maintaining a reasonable continuity of the traffic 
and ensuring operational consistency after rehabilitation are therefore 
important objectives. An important aspect will be here to limit the disturbance 
of the existing traffic. In particular, there is a high risk that traffic that would 
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be diverted to another mode during (and because of) the performance of the 
works would be very difficult to attract back to railways. 

 
- funding and budget possibilities: as highlighted under paragraph 1.3 above, the 

funds available under the SOP-T for railway rehabilitation do not cover the 
needs for rehabilitation of the section Predeal � Curtici. The possibility to 
gather additional funding (from IFIs for example) will also play a role. 

 
- coherence with traffic data and other transport projects: traffic would be a 

significant argument in case of saturation, congestion or bottlenecks, which is 
far from being the case for the sections under consideration. Coherence with 
the road projects and particularly with the construction of the Bucharest � 
Pitesti � Sibiu � Nadlac motorway and with the construction of the Calafat � 
Vidin bridge should be looked at. 

 
Curtici � Simeria 
 
In the case of Curtici � Simeria, the role of the Cohesion Fund will be to complement 
the EIB financing. The intended scheme is the following (see detailed timing in 
Annex 1): 

- a consultant will be hired (paid under EIB funds), in order to prepare the 
design for the entire section (March 2007 � September 2008), 

- the works tender for the entire section is expected to take place from the 
beginning of 2009 to September 2009, 

- the works would be performed from March 2010 to November 2013. 
 
Following the tender procedure, the contracts will be grouped under two main 
umbrellas: those (co-)financed by the EIB and those financed under the Cohesion 
Fund. Therefore, there would be no direct co-financing between EIB and Cohesion 
Fund, while the overall scheme will enable adequate co-ordination. 
 
Craiova � Calafat 
 
In the case of the Craiova � Calafat railway line, the rate of return will play the major 
role as regards prioritisation, provided traffic on the existing line can be performed 
without major difficulties even without rehabilitation. Another determining element 
for prioritisation of the Craiova � Calafat section will be the railway plans on the 
Bulgarian side and mainly on the line Vidin � Sofia. 
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Overview 
 
Therefore, the likely overview is the following: 
 

Section Construction 
cost (without 

VAT) 

ERTMS 2 Supervision Contingency Total Land 
acquisition 

VAT 

1 2 3 4 5 6 7 8 
  10% of 2 5% of (2+3) 5% of 

(2+3+4) 
2+3+4+5 3% of 2 19% of 

6 
Curtici - Simeria * 302.06 60.21 33.11 19.77 415.15 9.06 78.88 
part of Predeal - 
Simeria 

875.00 87.50 48.13 50.53 1,061.16 26.25 
201.62 

Feasibility studies 
and designs 

    45.00  
8.55 

Total 1,177.06 147.71 81.24 70.30 1,521.30 35.31 289.05 
* takes account of EIB funding 
 
In this pipeline, the exact definition of sub-sections to be financed between Predeal 
and Simeria remains to be done, as part of the procurement plan exercise. The total 
estimated construction cost of these sections is about 1,500 Meuro, while 875 Meuro, 
that is about 60%, would be available under the Cohesion Fund. 
 
 
1.2.2 Operations 
 
The operations to be funded under this key area of intervention are primarily sets of 
rehabilitation and supervision contracts for sections of railway along TEN-T priority 
axis no. 22. In addition, feasibility studies and designs will also be funded, for rail 
rehabilitation and modernisation along the same priority axis. Apart from these 
studies, it is foreseen that all projects will be major projects. 
 
The project preparation status is the following 
 

Section Status 

Curtici - Simeria 
Revision of feasibility study funded under ISPA 2001 PA 08 
Design to be funded under EIB loan 

Simeria � Coslariu � 
Sighisoara � Brasov 

Revision of feasibility study and detailed design funded 
under ISPA 2004 PA 03 

Brasov � Predeal 
Revision of feasibility study funded under ISPA 2004 PA 03. 
Detailed design to be funded under Cohesion Fund 

Craiova � Calafat 
Revision of feasibility study funded under ISPA 2004 PA 03. 
Detailed design to be funded under Cohesion Fund 
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1.2.3 Categorisation of interventions 
 

• Priority theme 
 

Code Priority theme 
 Transport  

17 Railways (TEN-T) 
 
• Form of finance 
 

Code Form of finance 
01 Non-repayable aid 
 
• Territorial dimension 

 

Code Territory type 
00 Not applicable 

 
1.2.4 Grant size 
 
Eligible value of the project (Euro) N.A. 
Maximum size of grant to total eligible cost (%) 100 
Minimum contribution of the applicant - 
Community contribution to the support granted (%) 85 
National public contribution to the support granted (%) 15 
 
1.2.5 Project selection criteria 
 
The following criteria are proposed for consideration by the Monitoring Committee: 
 

• Eligibility criteria 
o Relevance 

� type of project: railway 
� location: along TEN-T priority axis no. 22 
� EU policy: infrastructure project integrates ERTMS level 2 
� need for grant (against financial rate of return) 
� in line with SOP-T resources available 

o Effectiveness: minimum maturity requirements: 
� complete feasibility study, including analysis of variants, cost 

benefit analysis and environmental impact assessment, 
� approval by beneficiary management, 
� existence of land planning certificate, 
� existence of environmental permit. 

 
• Selection criteria 

o Relevance 
� project contribution to global objective: interoperable railway 

along TEN-T priority axis no. 22, meeting AGC requirements 
� project contribution to increased safety 
� value added of EU funding 
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� EU policies: observance of rules regarding environmental 
protection, public procurement, State aid and equal 
opportunities 

o Feasibility 
� quality of technical solutions 
� capacity adapted to current and future demand 
� cost estimate justified and in line with similar projects 
� project technical features: close to AGC standards (160 km/h, 

progressive removal of  level crossings, etc) 
� economic rate of return, 
� adjustment of need for grant (against financial rate of return), 
� environmental mitigation costs limited to a reasonable share of 

the project costs 
o Effectiveness 

� project readiness: 
• status of design preparation, 
• status of land acquisition, 
• status of utilities protection / relocation design, 

� beneficiary: 
• existence of clear implementing unit, 
• nomination of project manager(s), 
• sound management and control systems 

� financial plan 
• based on realistic implementation plan 
• detailed 
• existence of financial resources for non-eligible costs 

and project management 
� risk analysis and sensitivity: 

• adequate identification of risks 
• mitigation proposals 

o Sustainability 
� sufficient partnership and consensus 
� viability: clear arrangements for operation and maintenance 

 
 
1.2.6 Intermediate Bodies 
 
Not applicable. 
 
1.2.7 Competent Body for making payments to beneficiaries 
 
Authority for Certification and Payments, within the Ministry of Public Finance 
 
1.2.8 Beneficiaries 
 
Romanian Railway Company CFR S.A. (infrastructure company) 
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1.2.9 End recipients 
 
Not applicable. 
 
1.2.10 Financial Plan 

                          - Euro 2004 - 
Total budget (eligible costs) 1,522,570,000 
Community contribution (CF) 1,294,190,000 
National contribution 228,390,000 
     - Public 228,390,000 
     - Private - 
 
For information: 
Land acquisition and permits are estimated at 40 Meuro, 
VAT is estimated at 289 Meuro, 
The State Inspectorate in Construction tax is estimated at 9.8 Meuro. 
 
1.2.11 Monitoring and evaluation indicators 
 

Evaluation indicators 
At key area of intervention level, evaluation will be performed based on the objective 
indicators defined above. 
At operations level, evaluation shall be performed on the basis of the main indicators 
identified in the feasibility studies: traffic levels, comparison with traffic levels on the 
parallel road network, savings in terms of time, VOC and safety, external benefits. It 
is recommended to recalculate the economic rate of return: 

- upon completion of each project, 
- 5 years after completion of each project. 

 
Monitoring indicators 
 
The main indicators of monitoring shall be: 

- progress in design preparation, 
- progress in tendering and contracting, 
- progress in land acquisition, 
- progress in utilities relocation / protection, 
- progress in works implementation (physical and financial), 
- evolution of actual contract price. 

 
The attached estimated timetables and expenditures tables should be used as 
references. 
 
1.2.12 Horizontal themes 
 

• Sustainable development 
Each project will be subject to a full Environmental Impact Assessment. 
The projects will improve railway infrastructure along TEN-T priority axis no. 22 and 
will contribute to develop railway transport, that is considered as a sustainable mode. 

• Equal opportunities 
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Hardly applicable. 
 
1.2.13 State Aid 
 
The infrastructure to be built is State public infrastructure, to be operated by the 
public company CN CFR SA, concessionaire of the national railway network of 
Romania. Access of railway operators to the network is ensured in a transparent and 
open manner. 
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Annex 3 
 
PRIORITY AXIS 1 - Modernisation and Development of Trans � European 
transport infrastructure (TEN-T) priority axes 
 

Key Area of Intervention 1.3 � Modernisation and development of water 
transport infrastructure along the TEN-T priority axis no. 18 
 
1.3.1 Description  
 
Background and rationale 
 
The projects retained under this key area of intervention are the following: 
 

Water main section Length (km) 
Investment costs 

(Meuro) 
Danube River, common Romanian � Bulgarian 
Section (Iron Gates II - Calarasi) 488 69.65 
Danube River, Calarasi � Braila Section, phase 1.2 75 11.50 
Danube River, Calarasi � Braila Section, phase 2 75 25.40 
Danube River Delta, Sulina Canal  35 80.00 
 
 

Justification for selection 
 
The enlargement of the European Union has resulted in the addition of significant 
new waterways to the EU system, and with the accession of Romania another 
important link between the North Sea and the Black Sea will be in place. Inland 
Waterway Transport (IWT) is consequently expected to play a more important role in 
the internal market, and in the integration of the new Member States in realising their 
economic growth potential as part of an intermodal transport chain. 
 
In recent European Commission study -�PINE-Prospects of Inland Navigation within 
the enlarged Europe� it was stressed that the common transport policy attaches major 
importance to the development of inland waterways as a transport mode. IWT was 
identified both as an alternative to road transport and an opportunity for the 
development of intermodalism. IWT was identified as competitive, secure, and 
environmentally superior as well as able to provide the fleet and infrastructure 
capacity for high volume transport. 
 
The Rhine�Main�Danube axis is a major freight route connecting the North Sea (port 
of Rotterdam) to the Black Sea (in particular the port of Constanta). Several sections 
pose navigability problems since the draught is less than 2.8 metres at some times of 
year. To give access to vessels of up to 3,000 tonnes, a minimum draught of 2.5 
metres is required along the entire length of the waterway. 
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Priority Axis no. 18 (source: Trans-European transport network, Priority axes and 
projects 2005, EC Directorate-General for Energy and Transport) 
 
With a length of 2,783.4 km, of which 2,414 km are navigable, the Danube River is 
one of the longest rivers in Europe. It represents the main inland transport corridor 
linking Western and South-eastern Europe. It crosses, or touches, the countries of 
Germany, Austria, Slovakia, Hungary, Croatia, Serbia, Romania, Bulgaria, Moldavia 
and the Ukraine. Through the Main-Danube Canal it connects the North Sea with the 
Black Sea. 
 
The European Union has already invested heavily in the improvement of the Danube. 
For instance, completion of the EU funded rehabilitation of the Sloboda Bridge (Novi 
Sad, Serbia) during 2005 removed a major impediment to the use of the river, though 
further river rehabilitation programmes are still necessary to achieve minimum 
Belgrade Convention navigation standards in Serbia.  
 
Rehabilitation of the middle Danube River Basin will have a significant socio-
economic and positive environmental impact, and will help to facilitate and optimise 
investments both by the private and public sectors once the infrastructure 
impediments are removed. However, this also requires similar improvements 
elsewhere on the river, as a piecemeal approach to river basin development and 
management will hinder the competitive development of IWT. Only a comprehensive 
approach can ensure an optimal outcome, resulting in efficient resource use, economic 
growth and a more balanced environment.  
 
 
Romania is part of international agreements relating to its stewardship of part of the 
Danube, notably the 1948 Belgrade Convention which set up the Danube Commission 
to monitor the Danube regime and regulate cross-border Danube shipping, and the 
1994 Convention on Cooperation for the Protection and Sustainable Use of the 
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Danube River (the Danube River Protection Convention) set up by the Danube basin 
countries and the European Union. 
 
The European Agreement on Main Inland Waterways of International Importance was 
adopted by the UN/ECE Inland Transport Committee in 1996 and has been signed by 
both Romania and Bulgaria. 
 
Within its agreement to join the EU in 2007, Romania commits itself to the 
maintenance and development of the inland waterways that are part of the TEN T 
Priority axis no. 18: Danube River and the Danube - Black Sea canals (Cernavoda to 
Constanta and Poarta Alba to Midia), as demanded by EC Decision 1692/96 on 
TEN�s. 
 
From the locks at Iron Gate II (rkm 863) the Romanian MTCT is responsible for 
maintenance of the Danube River�s fairway for free and uninhibited passage of vessel 
traffic to Somovit (rkm 608)� in accordance with the minimum conditions 
recommended by the Danube Commission. The Bulgarian Ministry of Transport and 
Communications, Executive Agency Exploration & Maintenance of the Danube 
River, has the same responsibility on the Danube River section from Somovit to the 
Romanian/Bulgarian border at Silistra/Calarasi (rkm 374). At Calarasi the Danube 
River flows entirely through Romanian territory, making Romania responsible for 
ensuring the minimum water level for navigation (dredging, signalling, 
hydrotechnical works etc) on the Danube fairway on the whole length down to Sulina 
at rkm 0. 
 
 
Development and forecast for Romanian IWT 
 
During the 1990s, IWT on the Danube faced severe problems, notably the impact of 
the war in former Yugoslavia and the 1999 bombing of the bridge at Novi Sad. 
However, data provided by the National Institute of Statistics, Romania (NIS) shows 
that waterway traffic, which then suffered from water depth problems as well, had 
recovered to its 1998 level by 2003 - the most recent data year available from NIS and 
published in a recent EC funded report (by ECORYS).  
 
IWT growth 1998 � 2003, million tonnes 
Year 1998 1999 2000 2001 2002 2003 
Traffic 14.9 14 13.1 11.3 13.9 15.1 
 
More recent data available from the National Company for Navigable Canals 
Administration (NCNCA) suggests that there was further substantial growth in 2004 
and 2005. The canals accounted for between 71% and 90% of all IWT traffic in the 
years identified, and grew by 23% in 2004, and 16% in 2005. If these figures applied 
to all traffic the 2005 IWT volume would have been 23 million tonnes.  
In 2005 canal traffic alone reached 15 million tonnes, the same figure as all waterway 
traffic in 2003. 
 
NCNCA provides data for both domestic and international traffic, which shows that in 
recent years international traffic has accounted for some 25-30% of all traffic. This 
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illustrates the importance of the network for international trade, much of which is 
accounted for by current EU members. 
 
NIS data permits commodity analysis of all traffic by waterway, rail, and road, modes 
as shown below. Ores (mainly iron ore) are the most important waterway commodity, 
followed by minerals: these two commodity groups account for 75% of all IWT, (and 
about 40% of all traffic). 
 
Commodity Analysis of Modal Throughput, 2003, Million Tonnes and % Shares 
 Million tonnes Shares % 
 All modes IWT Rail Road IWT 

Cereals 8 1.7 24 56 20 
Coal and coke 37 0.7 75 23 2 
Ores 19 6.6 16 50 34 
Metals 11 1.4 24 62 13 
Minerals 139 4.2 4 93 3 
Other 153 0.0 20 80 0 
Total 368 14.7 20 76 4 
 
Unless there is a significant amount of dual-mode traffic: waterway plus road, for 
example, road seems to have an excessive share of natural rail and waterway traffic, 
suggesting that the waterway still has a significant opportunity to improve, or rather 
recover, its market penetration. Although over 1998 � 2003 road tonnage moved 
declined, as did rail tonnage, while IWT returned to its 1998 level, average road 
distance doubled from 50 to 112 km, suggesting that it was taking share from the 
long-distance rail and water modes in their natural dry bulk markets. 
 
 
IWT Origin/Destination Patterns 
 
Most IWT cargo is shipped within the South-East Region of Romania through ports 
such as Braila, Galati and Tulcea. These ports are the main industrial centres and 
population sites, and together with cargo transhipped in sea ports (mainly Constanta)., 
accounted for 86% of domestic IWT in 2003.  
  
The most important shipper is Mittal Steel, which import about 4.5 million tonnes of 
ores and fuels and exports about 2.5 million tonnes of metals between Constanta and 
Galati. The second largest is Lafarge, exporting 1.5 million tonnes of cement from its 
plant in Medgidia through Constanta. These two shippers account for about 90% of 
IWT within the South-East Region of Romania and three-quarters of the domestic 
total. Romanian IWT is clearly very dependent on these two companies.  
 
The other regions are the South, South-West and West, accounting for just 14% of all 
domestic IWT. 
 
International IWT on the Danube peaked at 7.2 million tonnes in 1980, but collapsed 
together with the Soviet Union and COMECON, and was further damaged by war in 
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the 1990s. International traffic fell to 3.8 million tonnes in 2000, and rose only 
slightly to 4.2 million tonnes in 2003. Of this, Ukraine export of cereals to Romania 
was dominant (1,6 million tonnes), followed by transport to Hungary (0,6 million 
tonnes), transport to Serbia (0,5 million tonnes) and transport from Hungary (0,5 
million tonnes). 
 
Priority axis no. 18 on Romanian territory and border 
 
The current status of the Priority axis no. 18 on Romanian territory and border can 
be summarised as follows: 
 
Section Length Type Status and Comment 

Danube River 
Bazias- Iron Gates 
II (rkm 1072 � 
863) 

209 km  Trained 
regime 

Water level sufficient and controlled by 
two dams. Border with Serbia and 
Muntenegru 

Iron Gates II � 
Calarasi 
(rkm 863 - 375) 

 488 km Several 
bottlene
cks 

Preparation (FS) under ISPA Measure 
2005 RO 16 P PA. Proposed under SOP-
T. 

Calarasi � Braila 
(rkm 375-170) 

205 km Partly 
trained 

Part 1 of Phase I of training works under 
implementation with EIB loan. Part 2 of 
Phase I to be implemented under SOPT. 
Phase II proposed under SOP-T. 

Braila � Tulcea 
(rkm 170 � 71) 

99 km Trained, 
deep 
water 
section 

Navigation conditioned by a R=700m 
curve in the area nm 43 to 34, 
preparation under ISPA Measure 
2005 RO 16 P PA  

Tulcea � Black Sea 
(Sulina Canal) 

71 km Mainly 
trained 

Out of a total of 110 linear km of bank 
protection, works on 35 km funded by 
Romanian budget were commissioned 
gradually since 1984, 35 km are under 
construction with EIB funding. Another 
length of 35 km is planned for the SOP-
T for which project preparation (FS) 
under EIB funding to be completed in 
Dec 2007. 

Danube- Black Sea Canals 
Cernavoda- 
Constanta  

64 km Man 
made 
canal 

Stability and erosion problems of the 
high embankments in the sector ckm 41-
61, preparation under ISPA Measure 
2005 RO 16 P PA  

Poarta Alba- Midia  27 km Man 
made 
canal 

Stability and erosion problems of the 
high embankments in the sector ckm 8-
15, preparation under ISPA Measure 
2005 RO 16 P PA  
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The projects proposed for EU funding during 2007-2013 are complementary to a 
number of other investments contributing to the navigability of Danube River, as 
follows: 
 

- Removal of the �Rostock� wreck, in Danube Delta was completed in 2005 
with EIB funding (cca 5.0 mln Euro) 

 
- Bank Protection works on Sulina Canal of Danube Delta (phase 0)- 

includes construction of bank protection for a length of 35 km under the 
funding of Romanian Central budget and was commissioned gradually 
between 1984 and 2000. 

 
- Bank Protection works on Sulina Canal of Danube Delta � Phase I, 

includes bank protection works currently under construction for a length of 
15.3 km at a cost of 38.9 mln Euro and another length of 20.5 km at a cost of 
20 mln Euro. These works are financed by EIB during 2004 � 2008 period. 

 
- Procurement of 3 Hydrographic survey vessels equipment with modern 

hydrographic survey systems for completing required tasks of river-bed 
monitoring along deep water (maritime) and fluvial Danube for a cost of 3.4 
mln Euro financed by EIB during 2004- 2008. 

 
- Improvement of fairway marking system � About 236 buoys will be 

updated or replaced by new ones and about 118 beacons will be revised (main 
fairway markers) at a cost of 1.7 mln Euro, financed by EIB during 2004-2008 
period. 

 
- Improvement of Navigation Conditions on the Danube between Calarasi 

and Braila, Phase 1 
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The measures for eliminating bottlenecks on this section have been phased in 
two projects, for technical reasons and based on emergency of intervention. 
Within phase I there  have been identified 2 groups of works that will be 
contracted separately.  
The first group of works of phase I consists of several river training works 
located at the Bala Arm �Old Danube River confluence (bottom sill and jetty) 
in order to increase the flow on Old Danube and at Turcescu Island section 
(bank protection and dike) and dredging works for depth improvement of the 
Old Danube River at the locations of present shallows, all for a budget of 34 
mln Euro, will be financed by ISPA and implemented during 2007 � 2008 
period. 
 

- River training works in the Batin river stretch (km 531 � km 521) 
This project concerns a section under responsibility of Bulgaria. It is 
mentioned here as it affects the navigability of the Danube and is therefore of 
relevance for the development of the Romanian IWT sector. This intervention 
might reduce the quantity of maintenance dredging downstream by 
approximately 75%. 

 
- Vessel Traffic Management System (VTMS) on the Danube 

The proposed system is addressing navigational assistance and traffic 
organisation. pollution monitoring, search and rescue. The information will be 
collected by the harbour masters  and dispatched to the relevant Port/River 
Administrations. The VTMS project will be implemented in two phases. In the 
first phase installation of VTMS is concentrated in most busy traffic areas: 
Drobeta Turnu Severin (km 930), Giurgiu (km 493), Galati (km 150) and 
Tulcea (km 71). Four (4) sub-station will be installed near Calarasi (km 375), 
Cernavoda (km 300), Hirsova (km 253) and Sulina (km 0) at a cost of 4.5 mln 
Euro funded by Phare and to be commissioned in 2006. 

 
Amount 
Projects proposed under SOP-T 
 
In terms of projects proposed for EU funding, as presented in the SOP-T Strategy 
(section 3), the Cohesion Fund will focus on the rehabilitation of the water mains 
along Priority axis no.18, while works in ports, including Constanta port, even if 
located on the Priority axis no.18 together with safety aspects of water transport and 
intermodal transport, will be addressed by ERDF1. 
 
As a general approach, large river improvement projects should preferably be carried 
out in two or more phases in order to provide time for monitoring and analysis of the 
expected effects of the river training works and then propose improvements under a 
second phase. Therefore a number of projects proposed for EU funding are phases of 
overall concepts. 
 

- Improvement of navigation conditions (river training works) in the 
section from km 863 (Iron Gates II) to km 375 (Calarasi). 

                                                 
1 Vessel Traffic Management System (VTMS) on the Danube Second phase is proposed for funding under SOPT but under 
ERDF for a cost of 9 mln Euro and planned for 2007-2009. 
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The project proposes construction of river training works at the river sections 
where fairway location is unstable and has important bottlenecks, which 
would result also in minimising required dredging. An overall concept will be 
prepared under ISPA funded technical assistance project together schedule of 
correlated implementation. It might appear that this is a cross-border project 
due to its impact and participation, but the size and strategic relevance within 
the Romanian transport sector is qualifying it for the SOPT, as main benefits 
are to European transport and not to local border communities.  The works 
will be developed on both Romanian and Bulgarian banks and a careful co-
ordination is required. The total cost of the river training works has been 
assessed at approx. 154 mln Euro (on both banks). Implementation period is 
planned for 2008 � 2011. 
 
One particularity of the project is the implementation coordination as the 
timing and technical solution of works implemented on both banks and on 
sections under either Romania�s or Bulgaria�s responsibility is critical to the 
success of the project. One option for the construction of this project is to be 
coordinated by a joint Romanian-Bulgarian body that will administer funds 
allocated to both Romania and Bulgaria together with the agreed co-financing. 

 
- Improvement of Navigation Conditions on the Danube between Calarasi 

and Braila, phase 1, project 2, estimated at 11.5 mln. Euro is already 
designed and implementation is planned to start during 2007 under SOPT 
funding.  

 
- Improvement of Navigation Conditions on the Danube between Calarasi 

and Braila, phase 2, estimated at 25.4 mln. EURO is planned for 
implementation during 2011 � 2013 period. The technical solutions and extent 
of this phase are dependant on the natural adjustment in Danube river flow 
after the commissioning of the two projects of phase 1, therefore a time leg is 
allowed between the completion of phase 1 and the design of phase 2 works 
leading to a later implementation planning of this project. 

 
The overall benefits of the project once fully completed are large: uncertainty 
about available water depth removed, ships detour of 100 km canceled coincidental 
with availability of sufficient cooling water for the nuclear power plant at 
Cernavoda.  

 
- Bank protection works on Sulina Channel � Phase 2/II Under this second 

section of phase 2, other works concerning further 35 km of bank protection 
are planned for 2008-2011, costing 80 mln Euro. These works are proposed 
for EU funding. 

 
 
Reserve projects 
 

- Bank protection works along the Danube � Black Sea Canals 
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Implementation of original project in the �80s was faulty and left a number of 

protection works uncompleted which leads to deterioration in current years. In 

2003, a landslide over a distance of about 100 metres occurred  recently and has 

been repaired. However, it is understood that landslides of such magnitude do not 

happen frequently. 

An initial estimate of total cost of the projects, based on the old design, has 
been of 300 mln Euro for slope protection works along the Constantza � 
Cernavoda Canal section, and 278 mln Euro for the works along the Poarta 
Alba � Ovidiu � Navodari Canal section. This large cost needs to be compared 
with repair cost of possible damage in the �no project alternative� which have 
been estimated  at 1 mln Euro per annum for each canal section (Cernavoda � 
Constantza canal and Poarta Alba � Midia � Navodari canal). A feasibility 
study to propose optimal solution will be developed with ISPA funding, 
currently under tendering. 
These two projects have been originally considered but due to the uncertainty 
of the technical solution and economic viability and the limitation of available 
funding under SOPT they were not retained. 

 
- Improvement of navigation conditions on the Maritime Danube at km 175 

� Mm 34 
 
The scope of works includes improvement of the river curve near Tulcea in 
order to increase the safety margins for sea-going vessels. The total cost for 
the improvement works has not been defined yet. The works are mainly 
contributing to maritime vessels� access and less for the IWT sector. Costs are 
estimated at � 110 million. 
Implementation period: planned for 2009-2014. Due to similar reasons as the 
Danube-Black Sea Canals projects, this project has not been yet retained. A 
feasibility study to propose optimal solution will be developed with ISPA 
funding, currently under tendering 

 
 

Objectives  
 
The objective of the present key area of intervention is to ensure increased 
navigability along the Danube and related canals. This entails removal of bottlenecks, 
bank consolidation and hydrological works meant to increase the navigation depth. 
 
It is estimated that at least 450 km of water main between Iron Gates II and Sulina, 
will be brought at minimum depth of 2.5m (Least Available Depth-LAD) for 94% 
duration of the average year (7.3 m for Braila-Sulina section). 
 
 



Sectoral Operational Programme Transport 2007 � 2013 
Programme Complement 

  70 

1.3.2 Operations 
 
The operations to be funded under this key area of intervention are primarily sets of 
construction and supervision contracts, for sections of the Danube or Danube � Black 
Sea canal. Depending on the preparation status, these might also include preparation 
of the designs. 
 
Furthermore, feasibility studies could be funded under this key area of intervention 
for preparation of future projects. 
 
The project preparation status is the following: 
 

Section Status 
Danube River, common 
Romanian � Bulgarian Section 
(Iron Gates II - Calarasi) 

Feasibility study (including bathymetric and 
topographical surveys and river hydrologic 
model) funded under ISPA 2005 RO 16 P PA 
002 

Danube River, Calarasi � Braila 
Section, phase 1.2 

Design and tender documents already prepared 
under ISPA 2002 RO 16 P PA 011 

Danube River, Calarasi � Braila 
Section, phase 2 

Feasibility study performed under ISPA 2002 
RO 16 P PA 011. To be revised after 
implementation of phases 1.1 and 1.2 

Danube River Delta, Sulina Canal  Feasibility study performed under EIB loan 

Reserve projects  
Danube Black Sea and Poarta 
Alba � Midia � Navodari canals 

Feasibility study funded under ISPA 2005 RO 
16 P PA 002 

Port of Tulcea sector 
Feasibility study funded under ISPA 2005 RO 
16 P PA 002 

 
 
1.3.3 Categorisation of interventions 
 

• Priority theme 
 

Code Priority theme 
 Transport  

32 Inland waterways (TEN-T) 
 
• Form of finance 
 

Code Form of finance 
01 Non-repayable aid 
 
• Territorial dimension 

 

Code Territory type 
00 Not applicable 
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1.3.4 Grant size 
 
Eligible value of the project (Euro) N.A. 
Maximum size of grant to total eligible cost (%) 100 
Minimum contribution of the applicant - 
Community contribution to the support granted (%) 85 
National public contribution to the support granted (%) 15 
 
1.3.5 Project selection criteria 
 
The following criteria are proposed for consideration by the Monitoring Committee: 

• Eligibility criteria 
o Relevance 

� type of project: inland waterway 
� location: along TEN-T priority axis no. 18 
� need for grant (against financial rate of return) 
� in line with SOP-T resources available 

o Effectiveness: minimum maturity requirements: 
� complete feasibility study, including analysis of variants, cost 

benefit analysis and environmental impact assessment, 
� approval by beneficiary management, 
� existence of land planning certificate, 
� existence of environmental permit. 

 
• Selection criteria 

o Relevance 
� project contribution to global objective: improvement of 

navigability along TEN-T priority axis no. 18 
� project contribution to increased IWT safety 
� value added of EU funding 
� EU policies: observance of rules regarding environmental 

protection, public procurement, State aid and equal 
opportunities 

o Feasibility 
� quality of technical solutions 
� capacity adapted to current and future demand 
� cost estimate justified and in line with similar projects 
� quality of solution choice and analysis of variants 
� economic rate of return, 
� adjustment of need for grant (against financial rate of return), 
� environmental mitigation costs limited to a reasonable share of 

the project costs 
o Effectiveness 

� project readiness: 
• status of design preparation, 
• status of land acquisition, 
• status of utilities protection / relocation design, 

� beneficiary: 
• existence of clear implementing unit, 
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• nomination of project manager(s), 
• sound management and control systems 

� for projects on the Romanian / Bulgarian sector: existence of 
mirror project on the Bulgarian side, including financing, 
studies, implementation unit and co-ordination mechanism. 

� financial plan 
• based on realistic implementation plan 
• detailed 
• existence of financial resources for non-eligible costs 

and project management 
� risk analysis and sensitivity: 

• adequate identification of risks 
• mitigation proposals 

o Sustainability 
� sufficient partnership and consensus 
� viability: clear arrangements for operation and maintenance 

 
 
1.3.6 Intermediate Bodies 
 
Not applicable. 
 
1.3.7 Competent Body for making payments to beneficiaries 
 
Authority for Certification and Payments, within the Ministry of Public Finance 
 
1.3.8 Beneficiaries 
 
Autonomous Regie River Administration of the Lower Danube � Galati 
National Company for Navigable Channels Administration (Compania Nationala 
Administratia Canalelor Navigabile S.A) 
 
1.3.9 End recipients 
 
Not applicable. 
 
1.3.10 Financial Plan 

                          - Euro 2004 - 
Total budget (eligible costs) 201,320,000 
Community contribution (CF) 171,120,000 
National contribution 30,200,000 
     - Public 30,200,000 
     - Private - 
 
For information: 
Land acquisition and permits are estimated at 3.7 Meuro, 
VAT is estimated at 38.25 Meuro, 
The State Inspectorate in Construction tax is estimated at 1.31 Meuro. 
 
1.3.11 Monitoring and evaluation indicators 
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Evaluation indicators 
At key area of intervention level, evaluation will be performed based on the objective 
indicators defined above. 
At operations level, evaluation shall be performed on the basis of the main indicators 
identified in the feasibility studies: traffic levels, savings in terms of transport costs, 
external benefits. It is recommended to recalculate the economic rate of return: 

- upon completion of each project, 
- 5 years after completion of each project. 

 
Monitoring indicators 
 
The main indicators of monitoring shall be: 

- progress in design preparation, 
- progress in tendering and contracting, 
- progress in land acquisition and permits, 
- progress in utilities relocation / protection, 
- progress in works implementation (physical and financial), 
- evolution of actual contract price. 

 
The attached estimated timetables and expenditures tables should be used as 
references. 
 
 
1.3.12 Horizontal themes 
 

• Sustainable development  
Each project will be subject to a full Environmental Impact Assessment. 
Improvement of Danube navigability will contribute to the development of inland 
waterway transport that is generally considered as a sustainable mode. 

• Equal opportunities 
Hardly applicable. 
 
1.3.13 State Aid 
 
The infrastructure to be built is State public infrastructure. The Autonomous Regie 
AFDJ is administering the navigable channel on behalf of the State. Access is opened 
on non-discriminatory basis to inland waterway operators. 
 
In a similar way, the National Company for Navigable Channels Administration is 
concessionaire of the Danube Black Sea canal.  
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Annex 4 
 
PRIORITY AXIS 2 � Modernisation and development of national transport 
infrastructure 
 
Key Area of Intervention 2.1 � Modernisation and development of national road 
infrastructure 
 
2.1.1 Description 
 
2.1.1.1 Road rehabilitation projects 
 
A. Background 
 
In accordance with accession negotiations, Romania shall remove, by the date of 
accession (1 January 2007) all restrictions for circulation on the TEN-T road network 
of vehicles compliant with the limits of Directives 96/53 on weights and dimensions. 
 
This commitment does not take into account the actual status of the relevant road 
sections, in particular whether or not they have been upgraded for circulation by 
trucks of up to 11.5 tons / axle. 
 
Therefore, two priorities in terms of works to be performed can be identified: 

- remove, as soon as possible, restrictions referring to dimensions (clearance, 
etc), 

- strengthen the non-rehabilitated road sections, that is the road sections 
designed for traffic of up to 10 tons / axle, to the required standard. Works will 
not be completed by accession, but should then be completed as soon as 
possible. 

 
 
B. Strategic relevance 
 
Completing the rehabilitation of the TEN-T network as priority action for financing 
under the SOPT (ERDF component) has a great strategic relevance. It is also 
extremely complementary with the objective of the SOPT priority axis no. 1, namely 
the TEN-T priority axis. 
 
Taking into account the relatively limited amount of the ERDF, there would actually 
be no other road rehabilitation project than the ones on the TEN-T. 
 
 
C. TEN-T road sections to be upgraded to 11.5 tons 
 
The following map highlights the sections of the TEN-T that are currently not 
rehabilitated nor under rehabilitation: 
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C.1 Sections for which financing is identified 
 

- Cernavoda – Constanta (about 57 km). A 50 Meuro financing for upgrading of 
this section has been earmarked as part of the Romanian Government 
Memorandum approved on 9 February 2006. It is therefore considered that 
financing is identified for this section. On the medium term, this section will 
be doubled by a motorway. 

 
- Lugoj – Ilia (about 79 km). This section lies on the national road 68 A 

between Lugoj and Deva. A 65 Meuro financing for upgrading of this section 
has been earmarked as part of the Romanian Government Memorandum 
approved on 9 February 2006. It is therefore considered that financing is 
identified for this section. On the longer term, this section will be doubled by a 
motorway. 

 
- Satu Mare – Halmeu on DN 19 and DN 1C (34 km, S2). This road section is 

included within the 6th rehabilitation programme co-financed by the EIB. 
 
 
C.2 Sections to be doubled by a motorway on the short term to medium term 
 
For all these road sections after completion of the parallel motorway, the TEN-T will 
formally be located on the better infrastructure (the motorway). The existing national 
road will therefore (i) bear little heavy traffic and (ii) have to be opened to 11.5 tons 
vehicles only by the end of the transition period (end 2013). Upgrading of these 
sections is therefore not seen as a priority. 


