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I. INTRODUCTION

The present document is the Complement to the Sectora Operational Programme
Transport for the period 2007 (12013 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:

- adetailed 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,

- detaled 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 genera provisions on the European Regiona 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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Il. BRIEF SUMMARY OF THE OPERATIONAL
PROGRAMME

11.1 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 [Convergencel] 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,
- thedraft set of Regulations governing Structural Instruments dated April 2006,
- thedraft National Strategic Reference Framework, issued by Romaniain April
2006.

Seven Operational Programmes are defined under the [ConvergencellObjective, as
follows:

- Transport

- Environment

- Competitiveness

- Regionad

- Human Resources Devel opment

- 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

11.2 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 vehiclesfleet,

- organisational set up and main operators,
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- dtatus of the infrastructure and the future impact of the commitments Romania
undertook in the negotiation chapter 9 [I[Transport policyL]

- infrastructure maintenance funding and organisation,

- main development programmes undertaken to date.

The following major aspects are to be highlighted.

11.2.1 Road transport

Road traffic has been rapidly increasing over the last years. the average growth rate on
the national roadsis 3.7% / year since 2000.

Road transport is, by far, the most important. In 2005, it represented:
- 88% of inland passengerstraffic (in passengers-km), and
- 69% of inland freight traffic (in tons Clkm).

The traffic growth is obviously not equal on the whole network, and congestion is
appearing on some sections, mainly along the following routes: Pitesti [1Sibiu [JDeva
and Bucharest (0Brasov.

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 additiona 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 |anes roads.

11.2.2 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 [1km), and

- 31% of inland freight traffic (in tons CIkm).
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The infrastructure is generaly 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 therail 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

11.2.3 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
CoandalJairport. 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 devel opment
- Increased investments by private sector, together with EU accession,
- Increase of revenues and therefore devel opment of a share of the population with
ahigh 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.

11.2.4 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 amodern 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:
e thetrafficis primarily domestic, with two industries (steel in Galati and cement
in Medgidia) playing a predominant traffic generation role, and
e there are dmost no container services using inland waterways, while thisis 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.

11.2.5 Inter-modal transport

Inter-modal transport is considered as being the [poor brother[] whereasit is in-between
various institutions without a clear Cthampionl] Inter-modal traffic has been stagnating
over the last years, under the competition of the [foad onlyllmode. Therefore, it appears
that the policy should be reviewed and stronger promotion devel oped.

Inter-modal transport has a considerable potential, provided the following are provided:
e Modern terminals, in the right locations
e Waéll operated terminals (commercia approach)
e 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.

11.2.6 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,

- rapidincreasein 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 M pass M pass M pass
km share km share km share 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 M tons M tons M tons
km share | km share | km share | 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 isin 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 [12005), 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 [0 2005, Romanials
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 asimilar trend.

The prospects for the future are therefore closely linked with the GDP, with typically:
- growth rates dlightly 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.

10
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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 [0 draft report). This calls for institutional
strengthening through human resources development and technical assistance.

11.3 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,

11
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Bulgaria and Turkey, with the EU through the modernization and devel opment
of the relevant TEN-T priority axes

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

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

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:

3.

4.
S.

1. Modernisation and development of TEN-T priority axes
2.

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

Upgrade the railway passenger rolling stock on the national and TEN-T raillway
networks.

Sustainable devel opment of the transport sector

Technical Assistance

The following principles have been used:

Activitieswill be co-financed through CF/ERDF and State Budget;

Funding will be alocated 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 devel oped;

The priority axes and operations conform to community and national policies.

11.4 Chapter 4: Financial Plan

The Financia Plan included in the SOP-T presents the following key data:

Global alocation 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 Financia Plan is as follows:

12
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Managing Authority for SOP Transport total Cohesion Fund (EU share) 2.878.00
Period: 2007-2013 total ERDF (EU share) 1,132.00
Main financing sources : Structural Funds and Cohesion Fund
Tentative financlal allocation. Breakdown b}{ Prlorlty axls
2007-2013
- MEUR -
EU Co-financing Romania Co-financing | GRAND EU
ERDF" CF¥ EU TOTAL State Ctherpublic | Public sources| Private | National sources IFls TOTAL | Ce-financing
budget SOUMCES Total SOUMCES Tital rate
1 2 3=1+2 4 5 B=4+5 7 B=6+7 9 10=3+8+9 | 11=3/10
Priority axis 1: Modemization and development of Trans-
European transport infrastructure (TEN-T) priority axes 0.00] 2,878.00] 2,878.00] 507.88 0.00 507.88] 0.00 507.88 0.00| 3,385.88] 85.00%
Priority axis 2: Modemization and development of national
transport infrastructure 756.17 0.00]  756.17] 252.06 000l 25206 0.00 252.06 0.00] 1,008.23] 75.00%
Priority axis 3: Modemise railway passenger rolling stock on the
national and TEN-T railway network 115.00 0.00 115.00 115.00 0.00] 115.00 0.00 115.00 0.00 230.00] 50.00%
Priority axis 4: Sustainable development of the transport sector 215.55 0.00 215.55 71.85) 0.00| 71.85] 33.60 105.45 0.00 321.01 67.15%
Priority axis 5: Technical Assistance for SOPT 45, 28| 0.00 45.28 15.09 0.00 15.08]  0.00 15.09 0.00 60.37] 75.00%
TOTAL (Pr.1+....Pr.5) 1,132.00] 2,878.00 4,010.00 961.88 0.00 961.88] 33.60 995.48 0.00] 5,005.48| 80.11%

Notes_:
‘:' ERDF = European Regional Development Fund
% CF = Cohesion Fund

13
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11.5 Chapter 5: Implementation

Under this chapter, the man 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 aso 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:
- therole of the Certifying and Paying Authority,
- thefinancia flows,
- therulesfor detection and reporting of irregularities,
- theinternal audit, and
- therole 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.

11.6 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 socia partners. In this context,
areview of the partnership initiatives that took place is provided.

14
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I11. EXANTE EVALUATION

This section isto be introduced further to the performance of the ex-ante evaluation.

15
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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.

16
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Summary list of SOP-T priority axes and operations

SOP-T Priority axes EU fund Key Areas of Intervention
Priority axis 1: CF Key Area of Intervention 1.1:
M odernisation and development of road infrastructure aong
M odernisation and the TEN-T priority axis 7
development of TEN-T Key Area of Intervention 1.2:
priority axes M odernisation and development of railway infrastructure
along the TEN-T priority axis 22
Key Area of Intervention 1.3
Modernisation and development of water transport
infrastructure along the TEN-T priority axis 18
Priority axis 2: ERDF Key Area of Intervention 2.1
Modernisation and development of nationa road
M odernisation and infrastructure
development of the Key Area of Intervention 2.2
national transport Modernisation and development of national railway
infrastructure outside the infrastructure
TEN-T priority axes Key Area of Intervention 2.3
M odernisation and development of river and maritime ports
Key Area of Intervention 2.4
Modernisation and development of air transport
infrastructure
Priority axis 3 ERDF Key Area of Intervention 3.1
Upgrade the railway passenger rolling stock with up to date
Upgrade the railway train units
passenger rolling stock on
the national and TEN-T
railway networks.
Priority axis 4 ERDF Key Area of Intervention 4.1
Promote inter-modal transport
Sustainabl e devel opment Key Area of Intervention 4.2
of the transport sector Improve traffic safety across all transport modes
Key Area of Intervention 4.3
Minimise adverse effects of transport on the environment
Priority axis 5 ERDF Key Area of Intervention 5.1

Technica Assistance for
SOP-T

Provide support for effective SOP-T managing,
implementing, monitoring and controlling

Key Area of Intervention 5.2
Provide support for information and publicity regarding
SOP-T

17
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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 forma modification of the programme complement), the
overal co-financing rate provided for the priority axis shall be maintained.

18
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Managing Authority for SOP Transport total Cohesion Fund (EU share) 2.878.00
Period: 2007-2013 total ERDF (EU share) 1,132.00
Main financing sources : Structural Funds and Cohesion Fund
Financial allocation. Breakdown by Key Areas of Intervention
2007-2013
- MEUR -
EU Co-financing Romania Co-financing] GRAND EU
ERDF" CE* EU TOTAL State Other public | Public sources | Private | Mational sour es IFls TOTAL | Co-financing
budget SOLIT S Total SOUMCES Total rate
T 2 3=i+2 4 5 Bod+5 7 B=6+7 5 10-3+8+0 | 11=310

Priority axis 1: Modemisation and development of Trans-
European transport infrastructure (TEN-T) priority axes 0.00] 2878.00] 287800 507.88 0.00] 507.88|  0.00 507.88 0.00| 3,385.88| 85.00%
Key area of intervention 1.1 Modernisation and development
of road infrastructure along the TEN-T priority axis 7 0.000 1.41269] 1.412.69] 249.30) 0.00| 249.30 0.00 249.30) 0.00] 1,661.99] 85.00%

ey area of intervention 1.2 Modernisation and development
of railway infrastructure along the TEN-T priority axis 22 0.00] 1,294.18 1.294.18 228.39 0.00) 228.39 0.00 228.39) 0.00] 1,52257] 85.00%
Key area of intervention 1.3 Modernisation and development
of water transport infrastructure along the TEN-T priority axis 18 0.00 171.12 171.12 30.20] 0.00| 30.20] 0.00 30.20| 0.00 201.32] 85.00%
Priority axis 2: Modemisation and development of national
BT = e S 756.17 0.00]  756.17] 252.06| o00] 25208 0.00 252.06, 0.00| 1,008.23| 75.00%
Key area of intervention 2.1 Modernisation and development of
national road infrastructure 350.43 0.00 350.43 116.81 0.00] 116.81 0.00 116.81 0.00 467.24] 75.00%
Key area of intervention 2.2 Modernisation and development of
national raitway infrastructure 265.19 0.00 265.19 28.40 0.00] 88.40 0.00 88.40 0.00 353.59] 75.00%
Key area of intervention 2.3 Modernisation and development of
national water transport infrastructure 118.44 0.00 118.44 39.48 0,00 39,48 0.00 39.48] 0.00 157.92] 75.00%
Key area of intervention 2.4 Modernisation and development of
air transport infrastructure 22.11 0.00 2211 7.37 0.00 7.37 0.00 7.37 0.00 29.48] 75.00%
Priority axis 3: Modemise railway passenger rolling stock on the
national and TEN-T railway network 115.00 0.00 115.00 115.00 0.00] 115.00 0.00 115.00] 0.00 230.00]  50.00%
Key area of intervention 3.1 Modermise the railway passenger
rolling stock with up to date trainsets 115.00 0.00 115.00 115.00 0.00 115.00 0.00 115.00 0.00 230.00]  50.00%
Priorig axis 4: Sustainable development of the transport sector 215.55 0.00 215.55 71.85] 0.00 71.85] 33.60 105,45 0.00 321.01] 67.15%
Key area of intervention 4.1 Promote inter-modal transport 25.20 0.00 25.20 .40 0.00| 240] 3360 42.00) 0.00 67.20] 37.50%
Key area of intervention 4.2 Improve traffic safety across all
transport modes 178.28 0.00 178.28 50.43 0.00] 59.43 0.00 59.43 0.00 237.71 75.00%
Key area of intervention 4.3 Minimise adverse effects of
transport on the environment 12.07 0.00 12.07 4.02) 0.00 4.02 0.00 4.02 0.00 16.10] 75.00%
Priority axis 5: Technical Assistance for SOPT 45,28 0.00 45.28 15.09] 0.00| 15.09 0.00 15.09) 0.00) 60.37] 75.00%
Key area of intervention 5.1 Provide support for effective SOPT
managing,implementing, monitering and contrelling 33.96 0.00 33.96 11.32] 0.00| 11.32] 0.00 11.32] 0.00 45.28] 75.00%
Key area of intervention 5.2 Provide support for information
on, and promotion of SOPT 11.32 0.00 11.32 3.77 0.00] 3.77 0.00 .77 0.00 15.09]  75.00%
TOTAL (Pr.1+...Pr.5) 1,132.000 2,878.00 4,010.00 961 BB-I 0.00] 961.88] 33.60 995.48 0.00] 5,00548] 80.11%

Notes_:
" ERDF = European Regional Development Fund
4 CF = Cohesion Fund
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V1. 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.

V1.1 Management

VI1.1.1 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,
- therole of the Technical Verification and Conformity Unit,
- theexact role of the Project Implementation Agency.

Head of the Managing Authority

As regards the Head of the Managing Authority, the policy at national level isto avoid
nominating politically appointed persons but civil servants as heads of managing
authorities. This is meant to ensure stability of the management and aso underline that
the implementation of the Operational Programmes is not depending on the political
situation, as aresult 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 unitsis
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.

- thedecisions 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 arisk assessment (experience of
the beneficiary, project complexity and size)
- changing the nature of the control, so that the outcome be a simple
recommendation not aformal 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 | SOP-T grant contract
Ordinance 30/ 2006
Scope Observance of | Quality of documents,
procurement rule 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 | Possibly visa denia by the | Suspension  of  SOP-T
opinion Preventive Financia | funding
Control

V1.1.2 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.

Obvioudly, 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.

V1.1.3 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.

V1.2 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,
0 quidelines 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:
0 administrative compliance (completeness, receipt on time, correct
signature, etc),
o €ligibility, where the project is assessed against pass/fail criteria, and
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0 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?

0 SOP-T objectives

0 Horizonta policies (UE + Romania)

0 Need for grant
- Feagbility: quality of the project

o0 Rateof return

0 Environmental aspects

0 Technical issues
- Effectiveness: target will be achieved

0 Management

0 Risk assessment
- Sustainability: effects will last on medium term

0 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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