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Misrepresentations and  Misunderstandings in  Tramspo
Infrastructure Planning: the case of Corridor VMorth-eastern Italy

By Sandro Fabbrp Marco Deaf, Lara Brunelld

1. Foreword

Mega infrastructure projects are extremely comgleocesses having substantial impacts on
communities, environment, and budgets (Altshulled duberoff, 2003; Frick, 2005). They
include hydroelectric facilities, nuclear power mik® large transportation infrastructures
(Priemus et al, 2008) and high-profile buildings, quickly rearieng the international
imagery of the cities (Olds, 2001) and representimg nodes and the links of networks
worldwide (Castells, 2010). Mega transport projeatsparticular, are large infrastructures
aiming to facilitate mobility and connections ogrand scale (Adams, 2007). Mega transport
projects together with the new informative techgads play a key role in the elimination of
frictions caused by remoteness (Robins, 1991) dsasean the achievement of the utopian
Zero-Friction Society (Hajer, 1999). The Europeamdd with its grand scheme of creating
the trans-European transport network (TEN-T) isaeshent supporter of this new politics of
space (Ross, 1998). The provision of a new “corevark” of ten major implementing
transport corridors, proposed by the Commission2@1i2 and to be approved by the
Parliament in 2013, is the most recent versiorhisf huge program to be completed by 2030.
In this program, Italy is interested by four of sketen European Corridors. Three have a
north-south direction while the fourth, now call€drridor 3 (or Mediterranean) but better
known as the Lisbona-Kiev Corridor V, has a Easstvdirection.

This Corridor is, from different points of view, niyecontroversial and the mega projects that
bear on some of its sections (in particular onwestern Alps in Piedmont Region, and on
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the eastern Alps in Veneto and Friuli-Venezia Gillegions) are particularly contested not
only by local communities but also by academics seltblars in transport economics (Ponti,
2003).

Many inadequacies seem to demonstrate, in fact, glaamning is lacking many evidence
based reasons and this shortcoming appears flethghasised by the main implications of
the current severe financial crisis (public cutlsackecessity to strictly redefine the few
priorities that really matter to recovery, grovettid so on).

Among the different criticalities that seem to cwerise the planning of large infrastructures,
we will focus mainly on the lack of coordinationtlveen the newly planned and the already
existing infrastructures. The substantial “ignorinof the efficiency of existing railways,
with the exaggerated emphasis given to the new Higded/High capacity railways of
Corridor V, seems to depict an impressive casetrafegic underestimation of the existing
context and overestimation of the miraculous effexdtthe new provisions. Is this a case of
misrepresentation or misunderstanding or both?hin first case, we could support the
hypothesis that fallacies and criticalities of emtr mega projects derive from the
responsibilities of public bodies that have congsip ignored the potentialities of the
existing infrastructures in the planning of Eurapearridors. In the second case, instead, we
could support the hypothesis that those fallacret @iticalities derive from responsibilities
of the scientific community involved during the phang process. In the third case, we could
support the hypothesis that an interplay betweditiqgad and economic interests has affected
negatively the development of current mega projdmtgond the emphasis given to the new
railways and the scientific knowledge directly itwad in its planning.

In order to explore the fallacies and criticalitefscurrent mega projects, we will concentrate
on the planning and programming of European corsido Italy, both from a general
perspective, and also focussing on few regions.

In the following section, we analyse issues atrthigonal level through the national transport
and logistics plans; then we deepen our analysthearegional scale through the regional

transport and logistics plans of the Friuli Vene@Gialia Region.



Corridors proposed by the European Commission
B 1. Baltic-Adriatic

2w Berlin-A dam/R
Felixstowe-Midlands

BN 3.Mediterranean

B 4.Hamburg-Rostock-Burgas/TR border-
Piraeus-Lefkosia

BN 5.Helsinki-Valletta
6.Genova-Rotterdam
7Lisboa-Strasbourg

B 8.Dublin-London-Paris-Brussel/Bruxelles

P 9.Amsterdam-Basel/Lyon-Marseille
10.5trasbourg-Danube

Fig. 1 - Map of the proposed 10 core European ators (source: CPRM, 2012).



2. Reasonsfor the poor performance of transport infrastructure mega projects

Many large infrastructure projects have demondiratdl over the world, to have poor
performance records in terms of economic, envirantedeand public support (Morris and
Hough, 1987; The World Bank, 1994), failing in thattempts to achieve urban “progress”
(Dimitriou, 2009). Flyvbjerg denominates this pheremon as the “Mega-projects Paradox”
(2003), indicating how projects that were initigiypomoted as effective vehicles to economic
development owing to over-optimistic forecastsnhtout to be possible obstacles to such
growth. In fact, underestimating costs and ovemesing benefits leads to an inefficient use
of resources since non-viable projects may be imptded at the expense of projects, which
would have been able to guarantee higher returesemly, different authors have provided
explanations of inaccuracy in forecasts.

These inaccuracies could be classified in threenroaiegories. These are: technical mistakes
(i), absence of an appropriate problem analysis giid wilful distortion of data (iii).
Technical explanations are most common in thealitee and explain inaccuracy in terms of
honest mistakes, inherent problems in predictirggyfthure,unreliable or outdated data and
the use of inappropriate forecasting models (Vanstod Vanston, 2004). In his seminal
book, Hall (1980) states, for example, that many of albed “Great Planning Disasters” seem
to have been initiated on the basis of forecastt there later found inadequate and
misleading. Forecasts are, in effect, the resulmahy complex algorithms and uncertain
inputs and cannot be verified until the projecaasually delivered (Allport, 2011). Technical
errors may be reduced by developing better forempshodels, larger databases, and more
experienced forecasters. However, research (Flyylgeal, 2002 and 2005) confirms that,
notwithstanding the commitment of money and effartsimproving the weaknesses of
forecastsmodeling costs, demands, and other impacts of major plawis projects, these
forecasts have remained constantly and remarkabbcurateAccordingly, Flyvbjerg (2003,
2005 and 2008) claims that something other tham gata and models is at the radtcosts
overruns and benefit shortfalls wiajor projectsThe inadequacy of current approaches to the
analysis-planning of mega-projects constitutes flarotpossible reason of their poor
performance and has been extensively documentdbe iimternational literature.

As above mentioned, large infrastructure projectscamplex by nature and entail problems
of uncertainty and risk on a global scale. Accagdio several authors (Flyvbjerg, 2003;
Flyvbjerg and Cowi, 2004; Batty, 2007; Bertolinidarbalet, 2008; Priemus, 2010), this
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complexity dwells partly in the complicatednesstiod infrastructure itself and partly in the
highly stochastic nature of the “project developmewcle”. Furthermore, the extremely
turbulent external environment into which a giverega-project is placed, involving a
multitude of variables and actors, combined wisheixtremely long lifespan, makes financial,
political, social and technical changes likely eppen. Consequently, the preparation of large
infrastructure projects would require an accurateblem analysis (Priemus et al., 2008).
However often the project-development process appeae fragmented (Allport, 2011) and
fails to adequately take into account the systeramifications of complex interactions of
uncertainties (Dimitriouet al, 2008). Moreover, while for small projects CostBét
Analysis may be the most effective means of deaisiaking, for mega-projects there is a
need for more sophisticated analysis incorporagimgronmental effects and wider economic
effects (Vickerman, 2008). In so doing, projectamumes are expected to be more controllable
and more in accordance with pre-determined placisedules and programmes than it is
really possible. This persuasion is strengthenedalsort of intrinsic optimism bias that
Lovallo and Kahneman (1993, 2003) call “illusion obntrol”. This illusion induces
individuals not to behave as “rational men” but conversely to exh#nt over-optimistic
judgment about the future events without consideadequately the possible consequences
of a downside scenario. Flyvbjerg, by comparisosseds that uncertainty in estimating
viability is related above all to strategic misregentation. According to his explanation,
inaccurate forecasts are linked to power and isteredt happens ken, forecastinghe
outcomes of projects, forecasters and plannerdeataliely and strategicallgverestimate
benefits and underestimate costs in ordemg&n political acceptance for their projects.
Especially when a given project is in competitioithmothers for scarce resources, project
promoters tend to emphasise scenarios of successnanmise those ones for failure. In
particular, two studies about strategic misreprie¢Em undertaken in UK (Flyvbjerg and
Cowi, 2004) and US (Wachs 1990) clearly demonstifzaie consultants appear to focus on
justifying projects rather than critically scrusimg them.

3. Thenational transport and logistics planningin Italy

Up to now, the Italian infrastructure system hatlyeen able to adapt to the drastic changes
in transportation patterns, which have been impdaseglobalisation (Censis, 2009; Confetra,
A.T. Kearney, 2011). The main problem is the absesfca clear and coherent development

strategy. The different planning instruments whhave alternated each other, in the last ten
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years, have not assured the necessary continuithanprocess of modernisation of the
national infrastructure network. Conflicting poksi have implied continuous changes in the
list of priority projects with the result of failjnthe objectives and wasting public resources
(Giannino, 2010). The Legge Obiettivo (law n. 4482) has not achieved its objective to
guarantee a rapid construction of the most stratpgojects. Furthermore, the number of
these projects has increased from 129 in 2001 %ari2011 so that, at the present time, only
around 20 per cent of them have been completedathbgente, 2011). The seven “Logistic

Platforms”, established by the 2006 Logistic NatioRlan (Fig.2) in order to allow Italy to

play a more relevant role in the global trade, hawveed out to be excessively generic. In
fact, there has not been any precise functionalacherisation of these logistic macro-areas.
Moreover, in order to support these not well-dedipdatforms, there have been identified 25
logistic nodes, including airports, seaports amigfit villages, which, nevertheless, seem to
be an exorbitant number, compared with the curramsportation tendency of reducing the

number of necessary links and break-bulk handicaps.

Macroaree
» Polidi aetrezione
B "Gates " di accessa
L Terminal farroviar
Hub Portuali

Porti Aulostrade dol Mans/
combinato
Hub aeroportuali




Fig. 2 - The seven “Logistic Platforms” identifidxy the Logistic National Plan (source: Mit,
2006).

The Strategic National Framework 2007-2013, by camspn, has attempted to integrate
the national transport policies with the Europeamesne of the TEN-T and with the European
structural funds programmed for the period 200720h this perspective, 16 “Strategic
Territorial Platforms” have been defined so as tedrate the interest of both the local
communities and the European Commission (Fig.3weéler, these “Strategic Territorial
Platforms” appear to have been developed even enctinridors which have less secure
prospects for their realisation (Fabbro and Me#all2010). In effect, it is possible to see that
the majority of them have an East-west orientatialeng the “problematic” routes of
Corridor V and Corridor VIII. The former is charagsed by deep uncertainty about its
effective completion due to consensus deficit ek lof financial support. The latter is a
corridor not yet recognised as a priority projegtthe European Union. Both of them have
been judged, inexplicably, more important than Nherth-south axes affecting ltaly (as
Corridor 1, Corridor 24 and the Baltic-Adriatic Cidior), which have larger possibilities to be

completed within a shorter term.
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Fig. 3 - The Strategic Territorial Platforms of tt&rategic National Framework (source:

Mit, 2007).

Finally, even the new 2010 Logistic National Plaas not responded to the new transport

demands in a productive way and has not taken angrete initiative for overcoming the

just-appeared economic crisis effects. Having abaed the “Strategic Territorial Platforms”

model, after only three years of its adoption,aundr of the early “Logistic Platforms” vision,

it seems to be only a partially reworking of thepous Logistic National Plan.

As a consequence, during these vyears, Italy andcplarly its ports have been

marginalised by the international trade, despiefavorable position in the middle of the

Mediterranean Sea (Berettaal, 2009).



4. Theregional transport and logistics planning in the Friuli Venezia Giulia Region

Friuli Venezia Giulia (FVG) is a region situated the extreme North-East of Italy,
between the Adriatic Sea and the Eastern Alps. Wéesdty it touches the Italian region of
Veneto, northwardly the land of Carinthia in SouthAustria and eastwardly the Republic of
Slovenia. In geographical terms, the potentialinéghis territory are evident. In fact, the
region is interested by two important Europearwayl axes:

- a East-West axe, the Mediterranean Corridor, whidts Spain to Ukraine in the newest
TEN-T programming, originating from the admixturé Gorridor V and few TEN-T
priority projects;

- a Nord-South axe, the Baltic-Adriatic Corridor, whilinks Wien to the North Adriatic
ports, as extension of the original TEN-T proje@tfansk-Wien”.

The FVG Region is directly connected to the Southdediterranean Sea and the Suez
Canal, through the Adriatic Sea. This, in turn, ngeegreat possibilities to tap into a consistent
part of freight flows between Far East countriegrtfpularly China and India) and the most
industrialised and developed European regions. lags Central and Eastern European
regions located along the Baltic-Adriatic axe, sashBavaria in Germany, Austria, Czech
Republic, Slovakia, Hungary, etc. Presently, thementries are generating an annual traffic
of 9 million TEU which is estimated to rise up t8 fnillion in 2015 (UniCredit and APM
Terminal, 2010).

According to these lastest estimates, flows asgngiagain after the recent downturn.
Thus, reassuring maritime trade trends and a famedocation make of FVG seaports the
focus of ambitious development plans. At the monlerdste, the major port in the region)
and Monfalcone, which is only 30 km far from Tregsiaim to increase drastically the
handling capacity of containers, which in 2009 \ess than 300,000 TEU. Recent forecasts
released by UniCredit Logistics estimate a containeughput of up to 5,5 million TEU per
year by 2020, once completed all of the intervargion the North Adriatic port@niCredit
and APM Terminal, 2010). This figure is currently, more or less, equivalem half the traffic
handled by the port of Rotterdam.

To achieve this,it is necessary to double the iexjstontainer terminal area in Trieste with
the construction of a second one and to build alyohew container terminal and logistics
center in Monfalcone, along with an extensive dneglgo increase the draft. The port
development projects are, public in Trieste, whpilwate in Monfalcone.



Villach
- Maribor
Udine’ . Lubiana
Trento Pordnone ¥ orizia
Cervignano 8
#\on slconeNl, ernetti
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|
Firenze
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Legend

Corridor 1 ® Major cities
Corridor \V A Seaports
Balt'F'Ad"at'c | Inland Terminals
Corridor

Fig. 4 - The North Adriatic ports system (sourcedn and Fabbro, 2011).

However, it is well known that, among the strateggsets which allow seaports to really
play a role as gateways, there should be the existef railway links with inland territories.
Therefore, the major problem concerns the forwaydih these expected large amounts of
containers from North Adriatic ports toward mosbguctive markets, not forgetting that the
seaports of Venice in the Veneto Region and Kope$lovenia are competing with Trieste
and Monfalcone to capture flows coming from the East.

Until this moment, central and eastern Europeannttims have been served almost
exclusively by North European ports in reason ofrencompetitive railway services.
Nonetheless, they could be highly interested inreeting their traffics to the nearest North
Adriatic ports, whether there would be an improvet efficiency. In other words, only if
North Adriatic ports will be capable of moving largquantity of goods by rail and more

quickly, there would be the opportunity to countérghe maritime monopoly of North
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Europearports. Therefore, optimisation of the existing oegil road and railway networks is
indispensable as the completion of the Baltic-Agtri€orridor. . This corridor, in particular,
has recently been recognised by the European Caiomisis eligible to enter in the new
TEN-T program (core network) as the first one of bisted corridors. Nowadays, different
development programs are under way along this damrias in Austria, through the
realisation of some important tunnels, as wellrasther countries, such as Italy. Here, the
“Pontebbana” railway, which represents the soutsegment of the corridor and links North-
Eastern Italy to Austria, through the Alpine pat3arvisio (Fig.4), has been doubled for the
part pertaining to the FVG territory in 2000. Hendhis railway with a double-track
configuration has gained the necessary carryingagpto support an eventual rise of freight
flows.

However, national and regional strategies, dewatlojn recent years, seem to move in
opposite directions. Even though, the FVG regios Ibeen included in the cross-border part
of the “Logistic Platform of the Nord-East” in ti#06 National Logistic Plan (Fig.5), this
platform, which includes also Veneto and TrentintoAAdige regions, appears to be overly
broad and vague. Moreover, expressly centred onntite of Verona, it penalises the

infrastructure links and nodes of the FVG region.

Fig. 5 - The “Logistic Platform of the Nord-EastS¢urce: Mit, 2006).
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The Strategic National Framework 2007-2013, instéad placed the FVG Region within
the “Strategic Territorial Platform—Corridor V-Easthich has been organised around the
uncertain Corridor V, rather than the more concieteen if not still formally recognised
within the TEN-T) Baltic-Adriatic Corridor (Fig.5).

Especially the section of Corridor V starting frdfanice and prosecuting towards Trieste,
Slovenia and the other eastern regions, is a $deaboplasm”, difficult to identify on the
maps without a definite project or a preliminarymgdete consensus, by the interested
territories, on the possible route, and without &ngncial plan behind it. Moreover, several
countries traversed by Corridor V seem to have smibpther priorities in their infrastructure
policies. In the new Plan of the Ministry of Traospinfrastructure of the Republic of
Slovenia, for instance, there is not any referetacéhe cross-border connections between
Divaca and Trieste and between the ports of Koper aiester

Lublana

12



Fig. 6 - The “Strategic Territorial Platforms Codor V-East” (Source: Mit, 2007).

Thus, the choice to organise the platform aroumdBhst-west axe, instead of the North-
south one, is difficult to understand. The only gibke justification could be that, at the time
of its definition and till only few years ago, tleastern part of the Corridor V axis was
considered a project which could be realised irmmawe than ten years. In fact, the Venice-
Budapest section, even in technical and very méat documents, was supposed to start in
2003-2007 and be finished by 2015 (Ten Stac, 2088¢ording to these very optimistic
provisions, informing also important official docents of the EU as the Ten-T Priority
Projects (Eu Decision 884/2004). Even the FVG Regfog. 7) introduced Corridor V as the
first infrastructural provision of the regional siphplan itself (PTR, 2007). Even though, this
plan (PTR) suffered political shifts in governmdujng firstly elaborated and adopted during
a centre-left government and then withdrawn in 260& new regional government majority
of centre-right, neither coalition ever changed finedamental provision. In fact, the most
recent Regional Plan of Transport, Infrastructurd hogistics Mobility (PRITMML, 2011),
approved by the Region in 2011 (with the new gowent majority of center right), persists
in emphasising the East-west railway axis as aangiss territorial provision. It is evident that
the “optimistic bias” is bipartisan and definitéigrd to die.

Fig. 7 — The provision of the Corridor V (the daghmirple band) in the Piano Territoriale
Regionale of the Regione FVG (2007)
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As a result of these questionable strategies, stisting national infrastructures located
in the FVG region appear neglected or largely umsksi, especially those along the Baltic-
Adriatic axe. In particular:

- the “Interporto Alpe Adria” in Cervignano del Fripand,;

- the already mentioned “Pontebbana” railway.

The “Interporto Alpe Adria” is a freight village afiational importance conforming to
European standards in terms of size and lengtip@fating railway tracks. It is situated in the
centre of the region, exactly at the intersectietween the routes of Corridor V and the
Baltic-Adriatic Corridor (Fig. 4), having the pobsity to be connected to the railway
network in every direction. This infrastructure wamceived at the end of the 1980s to play a
strategic role for the regional trade, but owinghte new economic parameters of logistics, it
finds difficulties in effectively interacting withi the regional dynamics. On one hand, it
appears overly close to the Adriatic ports to heseful “off-dock” terminal to cooperate with
them; on the other hand, its location excessivetgreal to the main cities and the absence of
adequate highway links impede its role as distitloutenter for the city systems.

The “Pontebbana” railway, by comparison, has begored by national programming
from 2004 onwards (the year of establishment of 38eTEN-T priority projects) and is
currently used for less than one third of its daibgential (50 trains per day instead of 150).

It is evident that both of these infrastructuresyell as other underused inland terminals,
might play a significant role in increasing the gquetitiveness of the North Adriatic port
system and establishing a more effective connedigiween it and the central and eastern
European countries, through the Baltic-Adriatic i@hor, to realise the so-calleMorth
Adriatic GatewayDean and Fabbro, 2011).

In the “post crisis” perspective, the reconnectidrthe whole North-East of Italy to the
European network of transport and logistics seanset more easily achievable through the
Baltic-Adriatic Corridor rather than though Corrid®. It is our opinion that only the
completion of a vertical axis may give the concrepportunity for the North Adriatic port
system to become a real European gateway with ahsegcjuent generation of new added
value and new employment opportunities in the Ideritories, such as the the creation of
new jobs both in the short term, during the comdtom phase, and in the medium and long
term, as a result of the increase in the logistitvéies in the Region (Region FVG, 2010;
Dean, 2010; Dean and Fabbro, 2011).
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Therefore, there is need of a radical change im Ibio¢ regional and national transport
policies. The new economic and financial contexjurees a careful reconsideration of the
original definition of the European corridors aredated priorities. Nowadays, North-south
corridors, such as Corridor 24 (Rotterdam-Genoayyi@or 1 (Berlin-Palermo) and also the
Baltic-Adriatic Corridor, bringing Italy into closeontact with the richer and more dynamic
areas of the so-called "Blue Banana" and "Orangeigeare those which seem to have more
possibilities to generate economic growth for ttedidn territories in the short to medium
term (within ten years).

In this perspective, the implementation of the Medanean Corridor, should not
disappear from the scene, but should become Idgiaad hierarchically subordinate to the
vertical corridors. Thus, the Italian section frdilan to Venice - apparently achievable in a
reasonable timeframe - could be mainly devotechéodevelopment of a multi-regional and
trans-metropolitan connection, along the Po Valb®tyween the two European gateway cities.
Development of Western and Eastern cross-bordetioescshould remain strategically

important, but placed necessarily in a longer-tecenario.

5. Conclusions. Misrepresentations, misunder standings or both?

Each plan is a technical product, but expressest, dnd foremost a political-programmatic
decision. What is then the cause of the macrosaostake of under-represent, in plans, the
evidence of things that exist and, at the same, imemphasise the feasibility of things that
do not exist? What is this? Wilful misrepresentagiar perspective errors legitimised by

methodologies and techniques?

Certainly, the introduction of a corridor in therBpean maps, although not justified by the
evidence, as in the case of Corridor V, provides ghediction with a visionary force that
threatens to blind national policies and inducestémptation to exaggerate opportunities and
potentialities. However, it is also true that the@pean vision has suffered a large shifts over
eight years (from 2004 to 2012) since:

- given the current financial period, there hasnbaeneed to refocus European spending.
Thus, TEN-T policy moves away from the definitioh separate priority projects toward
measures that help implement the development obra transport network made of ten
corridors;
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- among these core network corridors, a new axmtr®duced that was not previously

planned, which is the southward completion of tladti&-Adriatic Corridor;

- the Baltic-Adriatic Corridor gains high priorityeing ranked first in the new formulation of

European corridors.

The drastic reduction of the European transporh,pia accompanied by a less clear
restatement of priorities, including, among othends, a first-place corridor, whose southern
completion had been completely forgotten in presiplans. In this case, we can state that the
fault is upstream, in a European vision too bromdtije number of corridors included),
ambitious and optimistic (in time and resource neguents), but also not keen to enhance
existing infrastructures (and, therefore, the teriés concerned). This is certainly a fact of

wilful misrepresentation.

Furthermore, in Italy national plans have undulypbasised the feasibility of Corridor V by
inserting it not only in an optimistic "future vis" of the Italian territory (MIT, 2007), but
also in the "logistics platforms" of the Logistiatibnal Plans (2006 and 2010) as it were a
work of easy and immediate feasibility. In this €ase can state that planners, both urban
and transport planners, have been blinded by thedgur of the project without realising the
strong and critical weaknesses characterising e @act in particular should not have
escaped their attention: a corridor that crossesrsié areas, ranging from the metropolitan
systems of Turin and Milan to the widespread neltwaf small and medium-sized cities in
the North-east Italy, cannot be homogeneously amfbunly designed to a single model of
high-speed rail standards. It took not only theficial crisis, but also the conflicts in Susa
Valley against high speed rail to show, even toeetep this self-evident truth (indeed, some
transport economists were sceptical since yeatb@strategic utility of high-speed rail over

large sections of Corridor V).

Is it misunderstanding or misrepresentation in taise? Certainly the grandeur of the vision
blinds the ability of technicians to intervene icatly on the overall work. Individual
transport economists, urban planners or railwayinesgs did not fail to plead their case.
However, these critiques regarded mostly singleorey or sub-regional sections of the
corridor, while the overall work eluded the criticapacity of the sector expert. Furthermore,
it must be noted that the macro-political visioradea it extremely difficult and ambiguous a
critical appraisal that, on such a large scaleedndevitably intertwined with political visions
or actually motivated by reasons of political amtagm.
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