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EXECUTIVE SUMMARY

1. Slovak inland ports show lagging performance. They have seen a sharp decline in volumes since
1988, without much growth over the last decade. Port infrastructure is underutilized; the use of port capacity
is estimated to be 20% in Bratislava and 5% in Komarno). Inland water transport with Danube countries other
than Austria is very limited.

2. Causes of this underperformance are related to the demise of the planned economy, lack
of incentives and barriers with respect to navigability. Slovakia is no longer part of a planned economy
that subsidized inland water transport. Currently more priority seems to be given to rail transport. In addition
there is no inter-port and intra-port competition in the public ports. Bratislava is currently the only Slovak
cargo port in operation, apart from small liquid bulk volumes in Komarno. There is one dominant port
operator (Slovak shipping and Ports Inc - SPaP), with port land lease contract that do not provide incentives
for boosting volumes. Difficult navigability of parts of Danube and river Vah means that inland water
transport is not always perceived s a reliable and comprehensive service, in comparison with railways.

3. The current economic impacts of the Slovak ports are limited. The number of port-related jobs
and value added is small. There is only a limited number of industries connected to port (mostly ores and steel
products) and the ports cannot be considered drivers of Slovak external trade. In addition, national policies
do not link inland port development with economic development. There is no vision on how inland ports
could be used as an economic asset, and spatial planning decisions (e.g. on location of industrial and logistics
zones) seem to be taken without consideration of their potential links to the Slovak ports.

4, However, Bratislava could be a logistics hub for Europe. It has a favourable geographical
location at the core of Central Europe and at the crossroads of West and East, as well as North and South
Europe. Becoming a logistics hub does not seem to be a strategic objective of the national or respective city
governments. Logistics could be a driver of broader economic development, ranging from value added
logistics, manufacturing and services.

5. The inland ports could be important constituting elements of such a logistics hub function.
Important condition is to plan distribution centres, logistics functions and industrial parks in coherence with
the inland waterways. Such a strategy is embedded in a transnational context. With a Rhine-Main axis
to Bratislava emerging, Slovakia has a clear interest in further development of navigation on the Danube.
Cruise tourism using the Danube could be further developed as part of development of tourism in Slovakia
and Bratislava. Inland waterways (ferries) could be used as a means to limit the urban congestion
in Bratislava, and in such a way increase urban attractiveness.
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SUHRN

1. Slovenské vnutrozemské pristavy svojou vykonnost’ou zaostavaji. Od roku 1988 objemy tovaru
v tychto pristavoch prudko klesaju a za posledné desatroCie nezaznamenali vacsi rast. Pristavna infrastruktira
je nedostatoCne vyuZzivana; vyuZitie pristavnej kapacity sa odhaduje na 20% v Bratislave a na 5% v Komarne).
Vnutrozemsk4 vodné doprava s inymi dunajskymi krajinami, s vynimkou Rakuska, je ve'mi obmedzena.

2. Pri¢iny tejto nedostatocnej vykonnosti suvisia s upustenim od planovanej ekonomiky,
nedostatkom stimulov a s prekazkami splavnosti. Slovenska republika uz nie je stéastou planovanej
ekonomiky, ktora dotovala vnitrozemsku vodnu dopravu. V sti¢asnosti sa uprednostiuje zelezni¢na doprava.
Okrem toho neexistuje konkurencia medzi verejnymi pristavmi ani v ramci jednotlivych pristavov. Bratislava
je toho Casu jedinym prevadzkovanym nédkladnym pristavom na Slovensku, s vynimkou malych objemov
kvapalného nakladu, ktoré su prekladané v Komarne. Je tu iba jeden dominantny prevadzkovatel’ pristavov
(Slovenska plavba a pristavy — dalej len ,,SPaP*) so zmluvou o prenajme pristavnych pozemkov, ktora
nestimuluje k zvySovaniu objemov. Obmedzena splavnost’ niektorych tsekov Dunaja a Vahu znamena, ze
vnutrozemskd vodna doprava nie je vzdy povazovand za spolahlivi a komplexnu sluzbu v porovnani so
zeleznicami.

3. Sucasny ekonomicky vplyv slovenskych pristavov je obmedzeny. Pocet pracovnych miest
v pristavoch a pridana hodnota st malé. Na pristavy je napojeny len obmedzeny pocet odvetvi (vacsinou ide
0 prepravu rudy a vyrobkov z ocele) a pristavy nemézu byt povazované za motor slovenského zahrani¢ného
obchodu. Okrem toho, narodné politiky nespajaji rozvoj vnutrozemskych pristavov s ekonomickym
rozvojom. Neexistuje vizia vyuzitia vnutrozemskych pristavov ako ekonomického aktiva a uzemno-
planovacie rozhodnutia (napr. o umiestneni priemyselnych a logistickych zon) st prijimané bez toho, aby brali
do tivahy ich mozné napojenie na slovenské pristavy.

4. Bratislava by sa mohla stat’ logistickym uzlom Euroépy. M4 vyhodnu geografickll polohu v srdci
Strednej Eurdpy a nachadza sa na krizovatke medzi zapadnou a vychodnou, ako aj medzi severnou a juznou
Europou. Transformacia mesta na logisticky uzol vSak zrejme nie je strategickym ciel'om vlady ani mestského
zastupitel'stva. Logistika by mohla byt motorom SirSicho ekonomického rozvoja, od logistiky s pridanou
hodnotou cez vyrobu az po sluzby.

5. Vnitrozemské pristavy by mohli byt doleZitymi prvkami zabezpecujucimi fungovanie tohto
logistického uzla. Délezitou podmienkou je, aby distribucné centra, logistické funkcie a priemyselné parky
boli naplanované v sulade s vnutrozemskymi vodnymi cestami. Tato stratégia je zaclenena v nadnarodnom
kontexte. So vznikajucou Rynsko-Mohanskou osou do Bratislavy, Slovenska republika ma jasny zaujem
o dalsi rozvoj plavby na Dunaji. Cestovny ruch na vyletnych lodiach vyuzivajici Dunaj
by mohol byt dalej rozvijany v ramci rozvoja cestovného ruchu v Slovenskej republike
a Bratislave. Vnutrozemské vodné cesty (prievozy) by moli byt pouzité ako prostriedok pre obmedzenie
dopravnych zapch v Bratislave a tym zvysit’ pritazlivost’ tohto mesta.
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RECOMMENDATIONS:

Eliminate the navigational bottlenecks along the Danube through governmental support
or European funding programmes. Support from the public side is required to facilitate the navigation
conditions along the Danube. Funds from either the Slovakian Government or the European Union should
be allocated to improve these conditions. The problems are not only limited to the Slovakian stretch
of the Danube, but on the side of all riparian countries. Countries can take their responsibility to reserve funds
in their infrastructure plans and operational programmes. Further, EU funding is possible through several
financial programmes (Marco Polo, TEN-T, EUSDR) and governments can use these programmes to gain
subsidies for inland waterway projects. Without a considerable improvement of navigational conditions along
the entire Danube, it will be very hard for Slovakia to increase the share of inland water transport usage.

Increase  the  visibility and knowledge  regarding inland  water  transport
by implementing inland water transport-oriented logistics advice. To reduce the gap which currently
exists between transport demand and supply parties, independent advice can be provided by persons who visit
potential shippers. They can advice how to implement inland navigation into their supply chain and get them
in touch with possible inland water transport service providers. In this way, a shipper and shipping company
can be ‘matched’ to both ensure the necessary volumes for the operator and the frequency of service
for the shipper.

Increased governmental involvement for supporting inland water transport services and facilities.
Without financial support from either the Slovakian Government or the European Union, it will be very
difficult for inland water transport to gain transport shares from other modes of transport. Therefore, true
priority should be given by the Slovakian Government to the removal of bottlenecks, the facilitation
of sufficient terminal capacity in the public ports and establishment of modern information services. Inland
navigation should play a more central part in national transport policy which will create opportunities to gain
from EU funds as well. Several EU funds are in place to support national governments in establishing
the required infrastructure for inland ports.
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ODPORUCANIA:

Odstranit’ uzke miesta pri plavbe po Dunaji prostrednictvom vladnej podpory alebo eurdopskych
programov financovania. Pre ul'ah¢enie plavebnych podmienok na Dunaji je potrebna podpora z verejnych
zdrojov. Pre ich zlepSenie by mali byt vyclenené prostriedky slovenskej vlady alebo Eurdpskej tunie.
Problémy neexistuju len na slovenskom useku Dunaja, ale aj vo vSetkych pobreznych krajinach. Krajiny mézu
prevziat’ zodpovednost a vyClenit' potrebné prostriedky vo svojich planoch na budovanie infrastruktiry
a prevadzkovych programoch. Financovanie zo strany EU modze byt zabezpecené aj prostrednictvom
niektorych finan¢nych programov (Marco Polo, TEN-T, EUSDR), pricom vlady mézu pouzit’ tieto programy
na ziskanie dotacii pre projekty rozvoja vnutrozemskych vodnych ciest. Bez podstatného zlepSenia
plavebnych podmienok na celom Dunaji bude pre Slovensku republiku vel'mi tazké zvysit' podiel vyuzitia
vnutrozemskej vodnej dopravy.

Zviditelnit’ a zvySit’ informovanost’ o vnutrozemskej vodnej doprave zavedenim logistického
poradenstva zameraného na vnutrozemsku vodnu dopravu. Existujici rozdiel medzi dopytom po doprave
a ponukou dopravy mozno znizit prostrednictvom poskytovania nezavislého poradenstva osobami, ktoré
navS$tivia potencialnych prepravcov. Mohli by im poradit pri zaclefovani vnutrozemskej plavby
do ich dodavatel'ského retazca a skontaktovat’ ich s moznymi poskytovatel'mi sluzieb vnutrozemskej vodnej
dopravy. Takto bude mozné ,,spojit™ prepravcu s plavebnou spolo¢nostou a tym zabezpe€it nevyhnutné
objemy pre prevadzkovatela a frekvenciu sluzieb pre prepravcu.

AktivnejSia ucast’ vlady zamerani na podporu sluZieb a zariadeni vniitrozemskej vodnej dopravy.
Bez finan¢nej podpory slovenskej vlady alebo Eurdpskej tinie bude pre vnutrozemskt vodnt dopravu vel'mi
tazkeé ziskat’ dopravné podiely od inych druhov dopravy. Slovenské vlada by preto mala povazovat’ za svoju
prioritu odstrafiovanie tzkych miest, zjednoduSenie procesu pri vytvoreni dostatocnej kapacity terminalov
vo verejnych pristavov a vytvaranie modernych informacnych sluzieb. Vnutrozemska plavba by mala plnit’
centralnej$iu tlohu v narodnej dopravnej politike, &im sa vytvoria prileZitosti aj pre &erpanie fondov EU.
Existuje niekolko fondov EU, ktoré maju podporit’ narodné vlady pri vytvarani potrebnej infrastruktary
pre vnutrozemskeé pristavy.
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1. INLAND WATER TRANSPORT ALONG THE DANUBE AXIS

6. The Danube stretches over more than 2,800 km from the Danube Delta on the Black Sea
to the Black Forest in Germany. Being linked with the Main and the Rhine trough the Rhine-Main-Danube
Canal, these three rivers cross the European mainland over 3,500 km from the North-Sea to the Black Sea,
passing through 14 European countries. In case of the Danube, a total of ten riparian states share the waterway
with each other (Figure 1.1). Romania captures 1,075 km of the Danube waterway while Moldova is the one
with the smallest share of less than one kilometre.

Figure 1.1. Danube Riparian States and common border stretches
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1.VNUTROZEMSKA VODNA DOPRAVA POZDI.Z DUNAJSKEJ OSI

6. Useky Dunaja sa tiahnu tizemim s dizkou viac ako 2 800 km, od ustia Dunaja do Ciernecho mora
az po Cierny les v Nemecku. Dunaj je spojeny rynsko-mohansko-dunajskym kanalom s Rynom a Mohanom
a vietky tri rieky te¢i eurépskym vnutrozemim viac ako 3 500 km od Severného mora k Ciernemu moru,
pricom prechadzaju 14 eurdpskymi krajinami. V pripade Dunaja sa o tuto vodnu cestu deli az desat
pobreznych Statov (obrazok 1.1). Rumunsko vyuziva az 1 075 km dunajskej vodnej cesty,
zatial'  ¢o  Moldavsko je krajinou s najmen$im  podielom (menej ako  kilometer).

Obrazok 1.1. Dunajské pobreZné staty a spolo¢né hrani¢né useky
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7. The Danube region is of great economic importance to Europe. A total of 115 million people live
in the Danube catchment area' and more than € 1300 billion GDP (2011) is generated in these countries
(excluding Germany). The capital cities of the Danube countries together; Vienna, Bratislava, Budapest,
Belgrade, Sofia and Bucharest, form a strong axis of economic development. This axis is referred to as the
‘Danube Belt’ (Figure 1.2).

Figure 1.2. The ‘Danube Belt’

Source: Austrian Institute for Regional Studies and Spatial Planning, 2000. Green areas: rural areas, Red Area: Danube Belt of economic development,
triangles: industrial concentrations, squares and dots: cities ranked by size.

8. Through the accession of Danube countries Hungary and Slovakia in 2004 and Bulgaria
and Romania in 2007, the economic well-being of the Danube countries has become of direct importance
for other EU-countries, creating new markets and economic opportunities which elevate in these countries.
Other European countries have discovered the increased opportunities in the interchange of labour, goods and
foreign direct investments in the EU Danube countries. Accompanied by the economic integration of Danube
countries in the EU, the demand for transport services rises as well. As economic growth rates of the Danube
countries exceed the EU-average, traffic along this axis is also expected to increase above average. Inland
navigation along the Danube might play an important role to accommodate the demand for transport.
The strategic location of the Danube embedded by these emerging economies of Eastern-Europe is illustrated
in figure 1.3, which shows growth rates of GDP per capita. Although the figure shows growth rates up to 2008
— and therefore before the financial and economic crisis — it does reflect the strategically interesting location
of the Danube River.

12
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7. Dunajsky regiéon ma velky ekonomicky vyznam pre Eurépu. V povodi Dunaja’ Zije spolu
115 miliénov obyvatel'ov a v tychto krajinach (bez Nemecka) vznika HDP vo vyske 1300 mld. EUR (2011).
Hlavné mesta dunajskych krajin - Vieden, Bratislava, Budapest, Belehrad, Sofia a Bukurest' — tvoria spolu
silntl os ekonomického rozvoja. Tato os sa nazyva aj ‘Dunajské pasmo’ (obrazok 1.2).

Obrazok 1.2. ,,Dunajské pasmo*

Zdroj: Rakusky institut pre regionalne Studie a Uzemné planovanie, 2000. Zelené plochy: vidiecke oblasti, €ervena plocha: Dunajské pasmo ekonomického
rozvoja, trojuholniky: priemyselné koncentracie, Stvorce a bodky: mesta zoradené podla velkosti.

8. Vstupom podunajskych krajin do EU - Mad’arska a Slovenskej republiky v roku 2004 a Bulharska
a Rumunska v roku 2007 - blahobyt podunajskych krajin je dolezity z pohladu d’alsich ¢lenskych statov EU,
lebo vznikli nové trhy a ekonomické prileZitosti, ktoré v tychto krajinach stale rastii. Dalsie eurdpske krajiny
objavili nové prilezitosti vo vymene pracovnej sily, tovarov a zahraniénych priamych investicii do
podunajskych krajin EU. Po ekonomickej integracii podunajskych krajin do EU sa zvysil
aj dopyt po dopravnych sluzbach. Ked’ze miera hospodarskeho rastu podunajskych krajin presiahla priemer
EU, predpokladi sa, Ze aj doprava pozdiz tejto osi sa zvysi a prekona su¢asnii priemerni hodnotu.
Vnutrozemska plavba po Dunaji by mohla hrat doélezitd Glohu pri uspokojovani dopytu po doprave.
Strategicka poloha Dunaja v tychto rozvijajicich sa ekonomikdch Vychodnej Eurdpy je znazornena
na obrazku 1.3, ktory ukazuje miery rastu HDP na obyvatel'a. Aj ked’ obrazok ukazuje miery rastu do roku
2008, ¢ize pred vznikom finan¢nej a hospodarskej krizy, vyjadruje strategicky zaujimav( polohu Dunaja.
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Figure 1.3. Change in GDP per capita (PPS) from 2000-2008, with the position of the Danube included
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9. The current number of goods transported by inland waterway transport along the Danube added
up to 77.4 million tons in 2010, with a transport performance around 12 billion ton-kilometre®. This reflects
a share of the Danube in the inland water transport volume in the total EU 27 of 14%, while the Rhine
captures a total of 64%. This unbalance is explained by the favourable location of the Rhine in the presence
of Europe’s main production industry and consumption areas, as well as the its location near Europe’s largest
ports handling massive volumes, while the Danube countries are still developing in terms of consuming power
and presence of large (container) ports. Therefore, the booming market segment of the Rhine, container
transport, is not yet that much developed along the Danube. Competition from road and rail transport is fierce
and the navigation conditions are varying heavily across the Danube with fairway conditions and bridges
restricting container transport®. Bottlenecks in fairway conditions identified include missing water structure
Nagymaros from the Water Structure System Gabéikovo-Nagymaros, unsolved sections of the Danube
between Vienna and Bratislava, as well as locations in Austria (hear Wachau- Schwallenbach, Spitz,
Weissenkirchen and Germany (section Straubing-Vilshofen) (EC, 2010). These circumstances explain why
navigation on the Danube is not developed to its full potential. Currently, the modal share of river transport
in the Danube region lies around 7.2%, which is considerably lower than the share of inland water transport
in the Rhine corridor and North-South corridor. If the waterway conditions and port facilities will not
be improved, it is expected that this modal share will reduce even further, according to some forecasts, which
show, in terms of a status quo scenario, an expected increasing modal share of inland water transport along
the Rhine and for the North-South corridor (Seine-Scheldt), while inland water transport along the Danube
declines.
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Obrazok 1.3. Zmena HDP na obyvatel’a (parita kipnej sily) v rokoch 2000-2008, vratane polohy Dunaja
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9. V roku 2010 celkovy objem tovaru prepravovaného vnutrozemskou vodnou dopravou na Dunaji
dosiahol 77,4 mil. ton, s dopravnymi vykonmi cca 12 mld. tkm? To vyjadruje 14 percentny podiel Dunaja
na objeme vnutrozemskej vodnej dopravy celej EU-27, zatial’ ¢o podiel Ryna je 64%. Tato nerovnovéha
je sposobenda priaznivou polohou Ryna a pritomnostou hlavného vyrobného odvetvia a oblasti spotreby
Eurdpy, ako aj blizkost'ou najviacsich eurdpskych pristavov, v ktorych sa manipuluje s obrovskymi objemami,
zatial' ¢o podunajské krajiny sa eSte stale vyvijaju, pokial’ ide o spotrebitel'ska silu a pritomnost’ velkych
(kontajnerovych) pristavov. Rozvijajici sa trhovy segment Ryna - kontajnerova doprava — v podunajskej
oblasti preto esSte nie je velmi rozvinuty. Konkurencia cestnej a Zelezni¢nej dopravy je silna a plavebné
podmienky na Dunaji sa vyrazne menia v zavislosti od podmienok plavebnej drahy a mostov, ktoré
obmedzujii kontajnerovi dopravu®. Medzi identifikované uzke miesta v podmienkach plavebnej drahy patri
vodné dielo Nagymaros zo sustavy vodnych diel Gabéikovo-Nagymaros, nevyrieSené useky Dunaja medzi
Viediou a Bratislavou, ako aj lokality v Rakusku (ned’aleko Wachau-Schwallenbach, Spitz, Weissenkirchen)
a v Nemecku (isek Straubing-Vilshofen) (EK, 2010). Tieto okolnosti vysvetl'uji, preco sa potencial plavby
na Dunaji eSte nevyuziva naplno. Podiel riecnej dopravy na celkovej doprave v dunajskom regione
predstavuje cca 7,2%, ¢o je ovela menej ako podiel vnutrozemskej vodnej dopravy Vv Rynskom
a severojuznom koridore. Ak neddjde k zlepSeniu podmienok na vodnej ceste a pristavnych zariadeni,
predpoklada sa, Ze podiel tohto druhu dopravy sa bude dalej zniZzovat. Podl'a niektorych prognéz pri
zachovani sucasného stavu sa ocakdva nérast podielu vnutrozemskej vodnej dopravy na Ryne
a Vv severojuznom koridore (Seine-Scheldt) a sucasny pokles objemu vnutrozemskej vodnej dopravy
na Dunaji.
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Table 1.1 . Expected modal share development of European IWT (inland water transport) corridors in 2020, 2040

IWT Corridor Year 2007 Year 2020 (low, high) Year 2040 (low, high)
Rhine 14.3% 12.8%, 14.8% 14.1%, 16.4%
North-South 9.7% 8.9%, 9.9% 10.6%, 11.9%
Danube 7.2% 6.8% 6.0%
East-West 1.2% 0.9%, 1.1% 0.8%, 0.9%

Source: NEA (2011) Medium and Long Term Perspectives of IWT in the European Union, commissioned by European Commission, Directorate-General
MOVE.

10. The largest inland ports along the Danube are closely located to the nearest seaport, Constantza.
These are the Romanian inland ports of Braila, Izmail and Tulcea, all within a 100 km distance from the Black
Sea. All the other inland ports along the Danube are much smaller. Although the some of the largest inland
ports in Western Europe, such as Paris, Li¢ge and Brussels, are also located relatively closely to seaports, this
is by no means the exclusive pattern. Some of the large inland ports such as Duisburg and Kéln are further
removed, which is even more to the point for inland ports like Mannheim, Ludwigshafen and Basel.
This is to some extent related to the high population concentration in these regions, generally higher than
in the Danube regions.
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TabuPka 1.1 Predpokladany vyvoj podielu europskych koridorov VVD (vnitrozemska vodna doprava) v roku
2020, 2040

Koridor VVD Rok 2007 Rok 2020 (najnizsi, najvyssi) Rok 2040 (najnizsi, najvyssi)
Ryn 14.3% 12.8%, 14.8% 14.1%, 16.4%
Severojuzny koridor 9.7% 8.9%, 9.9% 10.6%, 11.9%

Dunaj 7.2% 6.8% 6.0%
Vychodo-zapadny koridor 1.2% 0.9%, 1.1% 0.8%, 0.9%

Zdroj: NEA (2011), Strednodoba a dlhodoba perspektiva rozvoja VVD v Eurépskej tnii, objednala Eurépska komisia, Generalne riaditelstvo MOVE.

10. Najvacsie vnutrozemské pristavy na Dunaji sa nachadzaji ned’aleko najbliz§iecho namorného
pristavu Constanza. Ide o rumunské vnuatrozemské pristavy Braila, Izmail a Tulcea, pricom kazdy z nich
je vzdialeny 100 km od Cierneho mora. Vietky ostatné vnutrozemské pristavy na Dunaji su ovela mensie.
Aj ked’ niektoré¢ z najvacSich vnutrozemskych pristavov v Zapadnej Eurdpe, napr. Pariz, Liége a Brusel,
sa nachadzaju pomerne blizko namornych pristavov, v Ziadnom pripade nejde o exkluzivnu schému. Niektoré
z velkych vnutrozemskych pristavov, napr. Duisburg a Kolin, st od nich vzdialenejsie, a o vnatrozemskych
pristavoch Mannheim, Ludwigshafen a Basel to plati eSte viac. Do istej miery to suvisi s vysokou
koncentraciou obyvatel'stva v tychto regionoch, ktora je zvycajne vyssia ako v podunajskych regionoch.
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Figure 1.4: Inland port-cities in Europe
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11. This downstream development of inland ports in the Danube is in line with the spatial development
of inland ports in the US and China. The largest inland ports along the Mississippi River and the Yangtze
River are all located relatively closely to the seaports. This is even more the case for containerised goods than

for other goods (Figures 1.5-1.8).
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Obrazok 1.4. Vnutrozemské pristavné mesta v Europe
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Zdroj: Vlastné spracovanie.

Legenda: Regionalne obyvatelstvo v r. 2010 (v tis. obyvatelov)
Celkovy obrat pristavu v r. 2009 (v tis. ton)

11. Tento nasledny rozvoj vnutrozemskych pristavov na Dunaji je v sulade s Gzemnym rozvojom
vnutrozemskych pristavov v USA a Cine. VSetky najvicSie vnutrozemské pristavy na riekach Mississippi
a Jang-c’-tiang sa nachadzaju pomerne blizko namornych pristavov. To eSte viac plati v pripade tovaru

prevazaného v kontajneroch ako pre iny tovar (obrazky 1.5-1.8).
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Figure 1.5: Inland port-cities along the Mississippi River
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Obrizok 1.5. Vnitrozemské pristavné mesta na rieke Mississippi
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Zdroj: Vlastné spracovanie
Legenda: Celkovy pocet obyvatelov v state v roku 2010 (v tis. obyvatelov)
Celkovy obrat pristavu v roku 2009 (v tis. ton)
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Figure 1.6: Inland port-cities along the Mississippi River (manufactured goods)

Total state population
in 2010 (000s inhab.)
12,869

4,800
682

n

Total throughput of
manufacturgdp:tods

in 2009 (000s tons)
3,349
bulfport
New Orleans f27

vater
Source: own elaborations

Figure 1.7: Inland port-cities along the Yangtze River

Source: own elaborations
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Obrazok 1.6. Vnutrozemské pristavné mesta na rieke Mississippi (vyrobeny tovar)
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Legenda: Celkovy pocet obyvatelov v stdte v roku 2010 (v tis. obyvatelov)
Celkovy obrat vyrobeného tovaru v roku 2009 (v tis. ton)

Obrazok 1.7. Vnutrozemské pristavné mesta na rieke Jang-c’-tiang

Zdroj: Vlastné spracovanie

Legenda: Celkovy pocet obyvatelov v okrese v roku 2010 (v tis. obyvatelov)
Celkovy obrat pristavu v roku 2009 (v tis. ton)
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Figure 1.8: Inland port-cities along the Yangtze River (containers)

Source: own elaborations

The Slovakian part of the Danube

12. The Slovak Republic covers a Danube stretch of around 170 km, in between Bratislava and Sturovo,
not the most intensively navigated stretch of the Danube. The Slovakian part of the Danube is located
in the centre of Europe®. In 2010 a total of 10.1 million tons of goods was transported along the Slovakian
section of the Danube. This amount reflects 13% of the total tonnage being transported across the Danube.
The stretch from the Black Sea towards Belgrade is the most intensely navigated stretch of the Danube
(Figure 1.9). The major part of the goods transported along the Slovakian stretch of the Danube are goods
in transit and are not handled by Slovakian ports as can be illustrated by Figure 1.10.

24



GOV/TDPC/URB(2013)6

Obrazok 1.8. Vnutrozemské pristavné mesta na rieke Jang-c’-tiang (kontajnery)
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Slovensky uisek Dunaja
12. Usek Dunaja prechadzajuci Slovenskou republikou je dlhy priblizne 170 km, nachadza sa medzi

Bratislavou a Starovom, a nejde o najintenzivnej§ie splavovany tsek Dunaja. Slovensky usek Dunaja
sa nachadza uprostred Eurdpy.* V roku 2010 bolo po slovenskom tseku Dunaja prepravenych 10,1 mil. ton
tovaru. Tento objem predstavuje 13% celkovej tondZe prepravenej po Dunaji. Usek od Cierneho mora
po Belehrad je najintenzivnejSie splavovanym tusekom Dunaja (obrazok 1.9). Velka cast’ tovaru
prepravovaného po slovenskom useku Dunaja tvori tovar v tranzite, s ktorym sa v slovenskych pristavoch
nemanipuluje, ako vidiet' na obrazku 1.10.

25



GOV/TDPC/URB(2013)6

Figure 1.9. Transport of goods intensities per waterway in Europe, 2007
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Figure 1.10. Goods transported along the Slovakian stretch of the Danube
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Note: The following figure provides the full distribution of the goods transported divided in national flows (from a Slovakian port to another Slovakian port),
international (import & exports through Slovakian ports) and freight flows in transit
Source: Authors elaboration based on numbers from the Statistical office of the SR
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Obrazok 1.9. Intenzita nakladnej dopravy podl’a eurépskych vodnych ciest, 2007
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Obrazok 1.10 Tovar prepraveny po slovenskom useku Dunaja

7.000

6.000

5.000
w
c
2 )
= 4000 m National
c
g 3.000 B Import
E m Export

2.000 - )

W Transit
1.000
2004 2005 2006 2007 2008 2009 2010 2011
Year

Poznamka: Nasledujuci obrazok znazorfiuje Uplnu distriblciu prepraveného tovaru, rozdeleného na narodné toky (zo jedného slovenského pristavu do
druhého slovenského pristavu), medzinarodné toky (dovoz & vyvoz cez slovenské pristavy) a toky tovaru v tranzite
Zdroj: Elaborat autorov vychadzajuci z ¢iselnych udajov Statistického uradu SR.
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13. The increase since 2007 is due to statistical reasons. Up to 2007, only vessels for Slovakian
operators were recorded by the statistical office. Therefore, the share of goods in transit across the Slovakian
waters of the Danube increased considerably in 2007 according to the statistics. Since then, foreign operators
were reported as well. It can be noticed that the goods in transit form the major part of goods transported
across this part of the Danube. In 2011, 60% of the vessels pass by Slovakia without calling at oneof the ports,
totalling almost 5 million tons. On the other hand, exports from Slovakia by means of IWT via the Danube has
risen in the previous years and form a considerable share as well, 3 million tons and 36%.

14. The Danube is more important for Slovak exports than for imports in Slovakia. Most of the exports
via the Danube are heading upstream for Austria and Germany, while a small part also moves downstream
towards Romania, Ukraine and Bulgaria. Chemicals and chemical products are the most important goods
transported to Germany, as well as some refined petroleum products and agricultural goods. The largest export
products towards Austria and Romania are metal ores and quarrying products, followed by coke and refined
petroleum products (Table 1.3). The type of goods is classified according to NST2007, the standard
classification for transported goods (full list in Annex).

Table 1.2 . Destinations of inland water transport cargo flows loaded in Slovakia, reported by importing country,

2011
Destination Thousand Tons %
Austria 1967 83,1%
Germany 263 11,1%
Romania 62 2,6%
Bulgaria 28 1,2%
Ukraine 25 1,1%
The Netherlands 13 0,5%
Belgium 3 0,1%
Hungary 2 0,1%
Serbia 2 0,1%
France 1 0,0%
Total 2366 100,0%

Source: Eurostat, IWW transport country flows [iww_go_atygofl]
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13. Naérast od roku 2007 je sposobeny zmenou metodiky Statistiky. Do roku 2007 Statisticky urad
zaznamenaval len plavidla slovenskych operatorov. Preto v roku 2007 podiel tovaru v tranzite
prepravovaného po slovenskych vodiach Dunaja podla Statistik podstatne vzréstol. Od tohto roku boli
oznamovani aj zahrani¢ni prevadzkovatelia. Mozeme vidiet, Ze tovar v tranzite tvori podstatnu Cast’ tovaru
prepravovaného po tomto useku Dunaja. V roku 2011 preslo okolo Slovenskej republiky 60% plavidiel
bez toho, aby zavolali niektory z pristavov, ¢o spolu predstavovalo 5 mil. ton. Na druhej strane vyvoz
zo Slovenskej republiky realizovany pomocou VVD po Dunaji v predchadzajicich rokoch vzrastol
a predstavuje aj znaény podiel 3 mil. ton a 36%.

14. Dunaj je dolezitejsi pre slovensky vyvoz ako pre dovoz do Slovenskej republiky. Vac¢Sina vyvozu
po Dunaji smeruje do Rakuska a Nemecka, zatial’ ¢o mala ¢ast’ smeruje do Rumunska, Ukrajiny a Bulharska.
Chemikalie a chemické vyrobky su najdolezitejSim tovarom prepravovanym do Nemecka, spolu s niektorymi
predstavuju kovové rudy a horniny tazené v lomoch, za nimi nasleduje koks a rafinované ropné produkty
(tabul'ka 1.3). Typy vyrobkov su klasifikované podla NST2007, standardnej klasifikdcie prepravovaného
tovaru (plna zoznam je uvedena v prilohe).

Tabul’ka 1.2 Miesta urcenia tokov nikladu prepravovaného vmitrozemskou vodnou dopravou, naloZeného v
Slovenskej republike, podPa dovazajucej krajiny, 2011

Miesto uréenia Objem v tis. ton

Rakusko 1967 83,1%
Nemecko 263 11,1%
Rumunsko 62 2,6%
Bulharsko 28 1,2%
Ukrajina 25 1,1%
Holandsko 13 0,5%
Belgicko 3 0,1%
Madarsko 2 0,1%
Srbsko 2 0,1%
Francuzsko 1 0,0%
Spolu 2366 100,0%

Zdroj: Eurostat, toky tovaru prepravovaného VVD v jednotlivych krajinach [iww_go_atygofil]
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Table 1.3. Type of goods per country of destination for Slovakian exports by IWT 2011

Type (NST2007) Germany Austria Romania

Total | Share | Total | Share Total | Share
3 Metal ores and other mining and quarrying products; peat; uranium and | O 0,0% 1304 | 66,3% 23 36,5%
thorium
Coke and refined petroleum products 51 19,4% | 656 33,4% 24 38,1%
8 Chemicals, chemical products, and man-made fibers; rubber and 167 63,5% | 0 0,0% 3 4,8%
plastic products ; nuclear fuel
10 | Basic metals; fabricated metal products, except machinery and 14 5,3% 8 0,2% 8 12,7%
equipment
1 Products of agriculture, hunting, and forestry; fish and other fishing 24 9,1% 2 0,1% 1 1,6%
products
12 | Transport equipment 1 0,4% 0 0,0% 3 4,8%
4 Food products, beverages and tobacco 5 1,9% 1 0,1% 0 0,0%
16 | Equipment and material utilized in the transport of goods 1 0,4% 1 0,1% 1 1,6%
Total tonnage 263 100% | 1967 | 100,0% | 63 100,0%
15. Inland navigation in Slovakia represents a marginal share of freight transport compared to road and

rail transport. In 2011 inland water transport in tons only covered 4.5% (8.2 million tons) compared to 23.7%
by rail and 71.9% by road (Figure 1.11). This share of road transport is this large because almost all domestic
transport is taking place by road. The share of inland water transport for exports is relatively high (12%)
for exports (Figure 1.12), but marginal (0.9%) for imports.
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Tabul’ka 1.3. Typ tovaru podl’a krajiny urcenia pre slovensky vyvoz realizovany VVD v roku 2011

Typ (NST2007) Nemecko Rakusko Rumunsko
Spolu | Podiel | Spolu | Podiel | Spolu | Podiel

3 Kovové rudy a ostatné nerastné suroviny; raselina; uran a térium 0 0,0% 1304 66,3% 23 36,5%
Koks a rafinérske ropné vyrobky 51 19,4% | 656 33,4% 24 38,1%

8 Chemikalie, chemické vyrobky a syntetické vlakna; guma a plastové | 167 63,5% | O 0,0% 3 4,8%
vyrobky; jadrové paliva

10 | Zakladné kovy; kovové vyrobky, okrem strojov a zariadeni 14 5,3% 3 0,2% 8 12,7%

1 Vyrobky pofnohospodarstva, polovnictva a lesnictva; ryby a ostatné | 24 9,1% 2 0,1% 1 1,6%
rybie vyrobky

12 | Dopravné zariadenia 1 0,4% 0 0,0% 3 4,8%

4 Potravinové vyrobky, napoje a tabak 5 1,9% 1 0,1% 0 0,0%

16 | Zariadenia a materidly pouzivané pri preprave tovaru (ako aj 1 0,4% 1 0,1% 1 1,6%

prazdne kontajnery, palety, Skatule, prepravky a klietky s
kolieskami; vozidla)

Celkova tonaz 263 100% 1967 100,0% | 63 100,0%
Zdroj: Eurostat, toky tovaru prepravovaného VVD v jednotlivych krajinach [iww_go_atygofi].

15. Vnutrozemska plavba v Slovenskej republike ma zanedbateny podiel na celkovej nakladnej
doprave v porovnani s cestou a zelezni¢nou dopravou. V roku 2011 vnutrozemska vodna doprava v tonach
tvorila len 4,5% (8,2 mil. ton) oproti 23,7% tovaru prepraveného zelezni¢nou dopravou a 71,9% tovaru
prepraveného cestou dopravou (obrdzok 1.11). Tento podiel cestnej dopravy je taky velky, lebo takmer cela
domaca preprava tovaru sa uskutociiuje po ceste. Podiel vnutrozemskej vodnej dopravy je relativne vysoky
(12%) pre vyvoz (obrazok 1.12), ale bezvyznamny (0,9%) pre dovoz.
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Figure 1.11. Transport of goods in Slovakia from 2004 to 2011
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Figure 1.12. Exports per mode in thousand tons
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16. The well developed railway network in this central part of Europe is one of the explanations
of limited inland water transport in Slovakia. Multiple rail freight terminals are present in the area, delivering
frequent services. A map of the railway network and presence of terminals illustrates that rail terminals
are well represented in the same catchment area of commaodities to potentially transport per inland waterway.
There are four rail terminals in the direct vicinity of Bratislava (Dunasjka Streda, Sladkovicovo, Bratislava
UNS and Bratislava Palenisko), four around Budapest (BILK combiterminal, Budapest, Budapest
Szabadkikoté and Székesfehérvar) and two in Vienna (Wien Nordwestbahnhof CCT and Wien Freudenau

Hafen CCT), as represented by the blue dots in the Figure 1.13.
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Obrazok 1.11. Nakladna preprava v Slovenskej republike, 2004 - 2011
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Zdroj: Spracovanie autorov vychadzajlci z giselnych Gdajov Statistického Gradu SR.
Legenda: tis. ton — rok — VDD — Zeleznicnd doprava — cestna doprava

Obrazok 1.12. Vyvoz podl’a spésobu dopravy, v tis. ton
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Zdroj: Spracovanie autorov vychadzajdci z &iselnych tdajov Statistického Gradu SR.
16. Dobre rozvinutd zelezni¢na siet’ v tejto centralnej casti Eurdpy je jednym z dévodov obmedzene;j

vnutrozemskej vodnej dopravy v Slovenskej republike. V regione sa nachadza niekolko zelezni¢nych
nakladnych termindlov, ktoré poskytuju Casté sluzby. Mapa Zzelezni¢nej siete a pritomnost terminalov
dokazuje, Ze zelezni¢né terminaly st hojne zastipené v rovnakom zaujmovom tuzemi komodit pre potenciadlnu
prepravu po vnitrozemskej vodnej ceste. Styri Zelezni¢né terminaly sa nachadzaju v priamom susedstve
Bratislavy (Dunajska Streda, Sladkovidovo, Bratislava UNS (Ustredna nakladna stanica) a Bratislava
Palenisko), Styri okolo Budapesti (BILK combiterminal, Budapest, Budapest Szabadkiko6td a Székesfehérvar)
a dva vo Viedni (Wien Nordwestbahnhof CCT a Wien Freudenau Hafen CCT). Tieto terminaly znazorfiuju

modré bodky naobrazku 1.13.
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Figure 1.13. Rail terminals in the vicinity of Bratislava, Vienna and Budapest (Blue dots)
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17.

transport.

Source: BE-LOGIC

Slovakia exports goods by rail especially to the Czech Republic, Germany, Hungary, Austria,
Poland and Slovenia. Considering imports, Russia and Ukraine are main countries of origin as well, apart
from the same countries which are also important for exports. This illustrates the fact that these origin-
destination relations of trade apply on the same axis as the Danube River, though rail is the main mode of

Table 1.4 . Slovakian rail cargo flows by country of destination and origin in 2011

2011

To

Czech Republic
Austria

Poland

Germany
Hungary
Slovenia
Italy

Russia
Croatia
Ukraine
Romania
France
Serbia
Sweden
Greece
Turkey
Belgium
Macedonia
Bulgaria
Kazakhstan
The Netherlands

Belarus

Total

Export
Thousand % From
2.428 23,3% Ukraine
1.780 17,1% Russia
1.602 15,4% Czech Republic
1.026 9,9% Poland
834 8,0% Slovenia
588 5,7% Hungary
398 3,8% Germany
284 2, 7% Austria
283 2,7% The Netherlands
268 2,6% Belarus
179 1,7% Kazakhstan
169 1,6% Serbia
163 1,6% Romania
40 0,4% Belgium
30 0,3% Italy
26 0,2% France
18 0,2% Bulgaria
16 0,2% Turkey
13 0,1% Croatia
10 0,1% Macedonia
9 0,1% Sweden
9 0,1% Greece
10.407 100,0% | Total

Import
Thousand %

5.499 34,7%
3.610 22,8%
2.845 18,0%
1.659 10,5%

559 3,5%

521 3,3%

314 2,0%

208 1,3%

168 1,1%

61 0,4%

52 0,3%

49 0,3%

34 0,2%

27 0,2%

25 0,2%

14 0,1%

10 0,1%

5 0,0%

2 0,0%

2 0,0%

- 0,0%

- 0,0%

15.825 100,0%

Source: Eurostat, datasets rail_go_intcmgn and rail_go_intgong
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Obrazok 1.13. Zelezniéné terminaly v blizkosti Bratislavy, Viedne a Budapesti (modré bodky)
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Zdroj: BE-LOGIC.

17. Slovenska republika vyvaza tovar po Zeleznici najmi do Ceskej republiky, Nemecka, Mad'arska,
Raktska, Pol'ska a Slovinska. Pokial’ ide o dovoz, Rusko a Ukrajina su aj hlavné krajiny pdvodu, okrem tych
istych krajin, ktoré st dolezité aj pre vyvoz. To dokazuje, Ze tieto obchodné vztahy medzi miestom pdvodu
a miestom ur¢enia platia na rovnakej osi ako Dunaj, ale hlavnym druhom dopravy je Zelezni¢na doprava.

TabuPka 1.4.Toky Zelezni¢nej nakladnej dopravy na Slovensku podl’a krajiny urcenia a povodu, 2011

Do Objem v tis. ton. | % z Objem v tis. ton | %
Ceskej republiky 2428 | 23,3% | Ukrajiny 5.499 34,7%
Rakuska 1.780 17,1% Ruska 3.610 22,8%
Pol'ska 1.602 15,4% Ceskej republiky 2.845 18,0%
Nemecka 1.026 9,9% Polska 1.659 10,5%
Madarska 834 8,0% Slovinska 559 3,5%
Slovinska 588 5,7% Madarska 521 3,3%
Talianska 398 3,8% Nemecka 314 2,0%
Ruska 284 | 2,7% Rakuska 208 1,3%
Chorvatska 283 2, 7% Holandska 168 1,1%
Ukrajina 268 2,6% Bieloruska 61 0,4%
Rumunska 179 1,7% Kazachstanu 52 0,3%
Francuzska 169 1,6% Srbska 49 0,3%
Srbska 163 1,6% Rumunska 34 0,2%
Svédska 40 | 0,4% Belgicka 27 0,2%
Grécka 30 | 0,3% Talianska 25 0,2%
Turecko 26 0,2% Francuzska 14 0,1%
Belgicka 18 0,2% Bulharska 10 0,1%
Maceddénska 16 0,2% Turecka 5 0,0%
Bulharska 13 0,1% Chorvatska 2 0,0%
Kazachstanu 10 0,1% Macedonska 2 0,0%
Holandska 9 | 0,1% Svédska - 0,0%
Bieloruska 9 | 0,1% Grécka - 0,0%
Spolu 10.407 100,0% | Spolu 15.825 100,0%

Zdroj: Eurostat, datasets rail_go_intcmgn a rail_go_intgong.
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Future potential for inland water transport in Slovakia

18. There is a market potential for river transport in Slovakia. Markets such as the automotive industry,
machinery, waste transport, agricultural products and forestry and the paper industry are segments suitable
for river transport which are expected to grow in the coming years. This is shown by NEA (2011) forecasts
for the Danube axis (Table 1.5). The forecasts in Table 1.5 assume some policy interventions to take place
in the coming years, including the TEN-T works along the Danube to be completed in 2016 and more
expensive road transport because of measures to internalize external costs. These interventions would reduce
the constraints and increase the potential of the Danube River.

Table 1.5 . Forecast of commodities shipped across Danube axis per NSTR type, in ton-km

agricultural produce 2.967 4.413 6.828

0
1 | foodstuff and fodder 939 1.396 2.160
2 | solid mineral fuels 2.094 2.094 2.094
3 | petroleum and refined products 1.312 1.967 3.716
4 | ores and metal waste 5.050 6.313 8.838
5 | iron, steel and non-ferrous metals 2.070 3.105 5.865
6 | crude minerals and building materials 2.549 2.828 3.456
7 | Fertilizers 930 955 1.264
8 | chemical products 486 553 656
9 | vehicles, machinery and other goods 1.544 2.059 3.089
Total 19.940 25.683 37.966
Source: NEA(2011)
19. Currently, in terms of transit time and frequency of service, train services are still favourable

for many manufacturers and shippers. Many train services exist for the main origin-destination relations
crossing the Danube axis. These rail services are available multiple times a week, on a fixed schedule basis".
Hundreds of TEU are transported on a weekly basis by train (Table 1.6). For a similar service by waterway
between these origin-destination pairs, the transit time would increase considerably, which is shown in the last
column of the table.

Table 1.6 . Overview of train connections along the Danube axis including comparison with inland navigation.

Origin Destination Frequency  Transit Operator Connection TEU/week Distance  Transit Difference
time (km) time
Rail IWT

Dunasjka Streda, SK Hamburg, DE 2 1 Metrans Direct 180 1888 7 -6
Dunasjka Streda, SK | Hamburg, DE 7 3 Metrans Via Prague 630 1888 7 -4
Budapest, HU Hamburg, DE 4 3 Rail Cargo Austria / Rolsped | Via Vienna 360 2103 8 -5
Budapest, HU Vienna, AT 5 1 Rail Cargo Austria Direct 450 525 2 -1
Curtici, RO Duisburg, DE 4 3 Okombi / Rail Cargo Austria | Via Wels 360 2625 10

Duisburg, DE Dunasjka 3 3 Metrans Prague 270 1354 5 -2

Streda, SK
Rotterdam, NL Budapest, HU 5 4 HUPAC Via 450 1791 7 -3
Duisburg
Duisburg, DE Vienna, AT 5 3 Rail Cargo Austria Via Wels 450 1294 5 -2

Source: BE-LOGIC
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Budiuci potencidl vnutrozemskej vodnej dopravy v Slovenskej republike

18. Pre riecnu dopravu v Slovenskej republike existuje trhovy potencial. Trhy, napr. automobilovy
priemysel, strojarstvo, preprava odpadu, polnohospodérske vyrobky, lesnictvo a papierensky priemysel,
st vhodné segmenty pre rie¢nu dopravu, ktoré by mali v nasledujticich rokoch rast. Dokazuju to prognozy
NEA (2011) pre dunajsku os (tabulka 1.5). Progndzy v tabulke 1.5 predpokladaji v nasledujtcich rokoch
politické zasahy, vratane prac na sieti TEN-T pozdiz Dunaja, ktoré buda dokonéené v roku 2016, a zdraZenia
cestnej dopravy z dovodu opatreni zameranych na intrenalizaciu externych nakladov. Tieto zasahy znizia
obmedzenia a zvysia potencial rieky Dunaj.

Tabulka 1.5 Prognéza komodit prepravenych po Dunajskej osi podla typu NSTR, v tkm

0 | Polnohospodarske vyrobky 2.967 4.413 6.828
1 | Potraviny a krmiva 939 1.396 2.160
2 | Tuhé mineralne paliva 2.094 2.094 2.094
3 | Ropa a rafinérske vyrobky 1.312 1.967 3.716
4 | Rudy a kovovy odpad 5.050 6.313 8.838
5 | Zelezo, ocel a nezelezné kovy 2.070 3.105 5.865
6 | Surové nerasty a stavebné materialy 2.549 2.828 3.456
7 | Umelé hnojiva 930 955 1.264
8 | Chemické vyrobky 486 553 656
9 | Dopravné prostriedky, stroje a iny tovar 1.544 2.059 3.089

Spolu 19.940 25.683 37.966

Zdroj: NEA (2011), Strednodoba a dlhodoba perspektiva rozvoja VVD v Eurdpskej unii, objednala Eurdpska komisia, Generalne riaditelstvo MOVE.

19. Z hladiska Casu prepravy a pravidelnosti su Zelezni¢né sluzby stale uprednostiiované mnohymi
vyrobcami a prepravcami. Existuje vel'ké mnozstvo Zelezni¢nych sluzieb pre hlavné trasy z miesta pévodu a
na miesto ur¢enia, prechadzajice dunajskou osou. Tieto zelezni¢né sluzby su dostupné niekolkokrat tyzdenne
podla stanoveného harmonogramu.” Tyzdenne s vlakom prepravené stovky TEU (transportna jednotka)
(tabul’ka 1.6). Pre podobnu sluzbu poskytovanti vodnou dopravou medzi tymito parmi miest povodu a miest
urcenia by sa Cas prepravy podstatne zvysil, ¢o je vidiet' v poslednom riadku tabul’ky.

Tabul’ka 1.6. PrehPad vlakovych spojeni pozdiZ dunajskej osi vritane porovnania s vnitrozemskou plavbou

Miesto pévodu Miesto Frekvencia Cas Prevadzkov Spojenie =y Vzdialeno  Cas Rozdiel
uréenia prepravy atel tyzden st (km) prepravy
Zeleznitna doprava VVD

Dunasjka Streda, SK Hamburg, DE 2 (1 Metrans priame 180 1888 7 -6

Dunasjka Streda, SK Hamburg, DE 7 3 Metrans cez Prahu 630 1888 7 -4

Budapest, HU Hamburg, DE 4 |3 Rail Cargo Austria / cez 360 2103 8 -5
Rolsped Vieden

Budapest, HU Vieden, AT 51 Rail Cargo Austria Priame 450 525 2 -1

Curtici, RO Duisburg, DE 4 3 Okombi / Rail Cargo cez Wels 360 2625 10 -7
Austria

Duisburg, DE DS SK 3 3 Metrans Praha 270 1354 5 -2

Rotterdam, NL Budapest, HU 51| 4 HUPAC cez 450 1791 7 -3

Duisburg
Duisburg, DE Vieden, AT 5 3 Rail Cargo Austria cez Wels 450 1294 5 -2

Zdroj: BE-LOGIC.
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20. Lower prices could realise a shift to inland waterways. Such lower prices could be reached through
economies of scale. For a container barge to be competitive on the longer haul, stacking of 4 high is often
required. This entails a minimum of 9.10 meter bridge height. The UNECE® has set target heights for
all internationally important fairways in Europe. It is required for most stretches along the Danube to reach
this height of 9.10 meter clearance (Table 5.1 in Annex of this report). However, this is currently a problem
on the Austrian/Slovakian/Hungarian stretch of the Danube. The river depth cannot be sufficiently guaranteed
throughout the whole year and low bridges prohibit the higher stacking of containers. Without the removal
of these bottlenecks along the waterway, it will be difficult for a barge operator to provide a frequent service
for a competitive price. Especially when there is not a key customer with significant volume to be transported
along the Danube on a regular basis.

21. In addition, we identified other constraints for using inland water transportation for Slovakian
companies. These chalkenges emerge from a series of interviews conducted in April 2013 with current
and potential shippers in Slovakia. The reasons can be divided into three different categories relating to
business operation, port facilities and waterway conditions.

Reasons related to business operation

22. One of the main reasons is the frequency of inland waterway services and the duration of a trip.
Many manufacturers are not able to wait long for deliveries as they work on a just-in-time base and delays in
the supply of materials will cause major interruptions of their production process, leading to higher production
costs. Using other modes, like rail and road, to transport their materials ensures on time delivery and shortens
the trip considerably (with several days a trip).

23. A second reason for not using inland waterway transport very often are based on cost considerations.
To make IWT an attractive option the volumes to be transported should be sufficient. Many manufacturers
do not produce sufficient amounts of goods to make IWT an attractive option for them. Besides a lack
of sufficient volumes, the companies also face double handling costs, because many larger companies
in Slovakia are not located near a waterway. These companies have to transfer goods twice if they want to use
IWT (from truck to barge and from barge to truck). The double handling costs which will increase their total
costs considerably while using only one modality will save them the handling costs in the port.

24. Sometimes it is not the manufacturing plant that decides which transport mode is used to transport
goods to and from the plant. In some cases it is the head quarter that decides which mode is used.
For all plants over the world this office decides which mode is used and other options are no longer
considered. Sometimes it is the customer who decides which mode will be used. The plant and customer agree
upon the chosen mode when the selling/buying contract is formed. The mode is often influenced
by the location of the customer. Many customers are not located near a waterway and therefore prefer road
or rail transport.

Reasons related to port facilities
25. The ports along the Danube are not always properly equipped for the handling of the goods
produced. For example, to handle steel pipes a large space is needed to make sure that the pipes can

be transferred from truck to barge. In many ports the space is not available. Also other groups of oversized
cargo need specialized equipment which is not available in all ports.
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20. Niz8ie ceny by mohli zabezpecit’ presun Casti prepravy na vnutrozemské vodné cesty. Tieto nizsie
ceny by sa dali dosiahnut’ usporami z rozsahu. Aby kontajnerova lod’ bola konkurencieschopna na dlhse;j
trase, prepravované kontajnery musia ¢asto poukladat’ do 4 radov na seba, ¢o vyzaduje minimalnu svetla
vysku mosta 9,10 m. UNECE?® stanovila cielové vysky pre vietky plavebné drahy medzinarodného vyznamu
v Eurdpe. Vyzaduje sa, aby vacsina usekov na Dunaji dosiahla tato svetlu vysku 9,10 m (tabul’ka 5.1 v prilohe
tejto spravy). Na rakusko-slovensko-mad’arskom useku Dunaja je to v§ak v su¢asnosti problém. Hibka rieky
sa ned4 dostatoCne zarucit’ pocas celého roka a nizke mosty nedovol'uju stohovanie kontajnerov do vicsej
vysky. Bez odstranenia tychto tzkych miest na vodnej ceste bude pre prevadzkovatela lode tazké poskytovat
pravidelnu sluzbu za konkuren¢nu cenu, najméd ked nema klGcového zdkaznika, pre ktorého by mohol
pravidelne prepravovat’ po Dunaji velké objemy tovaru.

21. Okrem toho sme identifikovali aj d’alSie obmedzenia pouzitia vnutrozemskej vodnej dopravy
pre slovenské spolocnosti. Tieto obmedzenia vyplynuli z mnozstva rozhovorov, ktoré sme uskutocnili v aprili
2013 so sti€asnymi aj potencidlnymi prepravcami v Slovenskej republike. Dovody mézeme rozdelit’ do troch
skupin podla typu €innosti, pristavnych zariadeni a podmienok vodnej cesty.

Dévody suvisiace s typom cinnosti

22. Jeden z hlavnych dovodov obmedzeni je frekvencia sluzieb poskytovanych prostrednictvom
vnutrozemskej vodnej cesty a diZka trvania plavby. Mnohi vyrobcovia nemézu dlho ¢akat’ na dodavky, lebo
pracuju na baze ,,just-in-time* a oneskorenie dodavok materialu by sposobilo velké vypadky v ich vyrobnom
procese, co by viedlo k vy$§im vyrobnym néakladom. Pouzitie inych druhov dopravy, napriklad Zeleznicnej
a cestnej, na prepravu ich materialov zaruéi véasné dodanie a podstatne skrati dizku prepravy (aZ o niekol’ko
dni na jednu cestu).

23. Druhym dévodom nepouzivania vnutrozemskej vodnej dopravy casto byvaju vysoké naklady.
Aby sa zvysila atraktivnost’ VVD, objemy tovaru prepravované tymto druhom dopravy musia byt dostatocne
vel'ké. Mnohi vyrobcovia nevyrabaju dostatocné mnozstva tovaru, aby VVD mohla byt pre nich atraktivnou
alternativou. Okrem nedostato¢nych objemov spolo¢nostiam robia problémy aj dvojndsobné naklady
na manipulaciu, lebo vela vicsich spolocnosti v Slovenskej republike sa nenachddza v blizkosti vodnej cesty.
Tieto spoloc¢nosti musia prepravit’ tovar dvakrat, ak chca pouzit’ VVD (z nakladného vozidla na lod’ a z lode
na nakladné vozidlo). Dvojnasobné manipulaéné naklady, ktoré podstatne zvysia ich celkové naklady
v pripade pouzitia len jedného druhu dopravy, im uSetria manipula¢né naklady v pristave.

24, Niekedy o druhu dopravy, ktory sa pouzije na prepravu tovaru do a z tovarne, nerozhoduje vyrobny
podnik, ale centrala spolo¢nosti. Tato centrala rozhodne, ktory druh dopravy sa pouZije pre vSetky jej podniky,
a o alternativach sa uz neuvazuje. Niekedy o druhu dopravy rozhoduje zakaznik. Tovaren a zakaznik
sa dohodni na vybranom druhu dopravy pri uzatvoreni predajno-kipnej zmluvy. Druh dopravy casto
ovplyviluje miesto posobenia zakaznika. Vela zdkaznikov nemd sidlo v blizkosti vodnej cesty a preto
uprednostiuju cestnl1 alebo Zelezniénu dopravu.

Dovody suvisiace s pristavnymi zariadeniami
25. Pristavy na Dunaji nie su vzdy dostatotne vybavené pre manipulaciu s vyrobenym tovarom.
Napriklad manipulacia s ocelovymi rirami vyzaduje velky priestor, aby rury mohli byt preloZené

z nakladného vozidla na lod. V mnohych pristavoch tento priestor chyba. Aj iné druhy nadrozmerného
nakladu vyzaduju Specialne zariadenie, ktoré vo vsetkych pristavoch nie je k dispozicii.
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26. Another reason is associated with a safety concern related to waterway transport. Some
manufacturers fear that their products will be more easily damaged when using IWT instead of rail or road
transport. For some goods the humidity level within a container rises considerably once this container
is in close proximity to water. For these goods road and rail are preferable, because the risk of damaged goods
will be diminished.

Risks related to waterway conditions

217. There are also a few physical limitations to make IWT an attractive alternative. First of all not all
rivers are suitable for certain vessels. Especially the River Vah is not accessible for RoRo barges. A few large
car manufacturers are located near this river and if they would use IWT to transport their final products they
need to use these specialized vessels. A challenge connected to the Vah waterway is the relative absence
of locks, which makes it difficult to ensure fairway parameters. Solution of this challenge would facilitate
the usage of vessels for all types of passengers and goods. Similar bottlenecks with respect to fairways
at the Danube River, which would require construction of water structures to ensure navigability.

28. Another major bottleneck is the weather sensitivity of the rivers, especially the Danube. In summer
the river faces low water levels as a result of droughts. Especially bulk and general cargo vessels face
problems because these vessels, when fully loaded, have a larger depth. Container vessels are less sensitive
to low water levels. In winter the river will face frozen water and navigation becomes more difficult.
These weather conditions make it difficult to have a reliable water transport service. As the delivery of goods
is crucial, many manufacturers choose a more reliable mode, like road or rail which are less weather sensitive.

Incentives to use waterway transport

29. An important incentive to switch from road to inland waterway transport is to reduce
the environmental impact of a company. IWT is considered to be the cleanest transport mode available
and many companies consider switching. It will improve their image, because they can show that their
environmental impact has been reduced. However many other issues need to be solved to make the IWT
an attractive option. First of all sufficient volumes need to be available. If there is not enough cargo available
inland waterway transport will not be cost efficient and many manufacturers will then decide to still use road
and rail transport. The river should also be properly navigable and transport should be reliable. As indicated
above, the delivery time is really important for many stakeholders. If they switch to IWT they have to re-
design their logistical chain, but on-time delivery will still be a major issue. The river should also have
a sufficient depth, so that bulk vessels are able to use the river all year round.

Table 1.7 . Constraints and opportunities to use inland water transport indicated by interviewed companies

Company Used modes Constraints Opportunities
1 Road and rail Transit time, frequency of service Environmental, coopeprlaat ;,Z?swnh other automotive
2 River, rail, road. Low river depth, frozen water Costs, tri-modal terminal Bratislava
3 Road, rail Safety guarantee, reliability, transit time None
4 Rail and road Costs (double handling), location of RDC/EDC Only if frequency is assured
5 Road Lack of flexibility, infrastructure Environmental
6 Rail and road Costs(double handling), transit time, flexibility Environmental, Costs
7 Rail and truck Lacking volumes Little
8 River Costs Warehouses to capture additional volumes.
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26. Dalsi dovod savisi s obavou o bezpeénost vodnej dopravy. Niektori vyrobcovia sa boja,
ze ich vyrobky sa mozu pocas prepravy VVD poskodit’ I'ahSie ako pri preprave vlakom alebo nakladnym
vozidlom. V pripade niektorych druhov tovaru vlhkost’ v kontajneri sa podstatne zvysi, ked’ sa tento kontajner
ocitne v tesnej blizkosti vody. Pre tieto tovary je vhodnejSia preprava po ceste a Zeleznici, lebo riziko
poskodenia tovaru sa pri nej zniZzi.

Rizika suvisiace s podmienkami vodnej cesty

217. Existuje aj niekolko fyzickych obmedzeni, ktoré znizuju atraktivnost VVD. V prvom rade,
nie vSetky rieky st vhodné pre urcité plavidla. Najmd Vah nie je dostupny pre ¢lny RoRo. V blizkosti tejto
rieky sidli niekol’ko velkych automobilick a keby chceli pouzit’ na prepravu svojich finalnych vyrobkov
VVD, museli by pouzit' tieto Specialne plavidla. S touto vodnou cestou je spojeny aj dalsi problém,
a to relativna absencia plavebnych komor, ¢o stazuje dodrzanie parametrov plavebnej drahy. VyrieSenie tohto
problému by ulah¢ilo pouzivanie plavidiel pre vsetky typy cestujucich a nakladu. Podobné problémy existuji
na plavebnych drahach Dunaja, ktoré si vyziadaju vystavbu vodnych diel, aby sa zabezpecila ich splavnost’.

28. Dalim vaznym problémom je citlivost’ riek, najmi Dunaja, na pocasie. V lete je hladina rieky nizka
v dosledku sucha. S problémami zapasia najmi lode prepravujice hromadny naklad a rézny kusovy tovar, leto
ked’ su tieto plavidla plne nalozené, maju vacsi ponor. Kontajnerové plavidla st menej citlivé na nizku vodnti
hladinu. V zime rieka zamfza, ¢im sa plavba stava tazSou. Tieto poveternostné podmienky stazuju
poskytovanie spolahlivych sluzieb vodnou dopravou. Ked'ze dodavka tovaru ma rozhodujici vyznam, vela
vyrobcov si vyberie spolahlivejsi druh dopravy, napriklad cestni alebo Zelezni¢nu, ktord je menej citliva
na pocasie.

Stimuly pre pouzivanie vodnej dopravy

29. Dolezitym stimulom pre prechod z cestnej na vnutrozemskl vodnii dopravu je zniZenie vplyvov
spolo€nosti na zivotné prostredie. VVD sa povazuje za najCistej$i druh dopravy, aky existuje, a vela
spolo¢nosti uvazuje o prechode na tento typ dopravy. ZlepSia tym svoj imidz, lebo budi moct dokazat,
ze znizil vplyv svojich Cinnosti na zivotné prostredie. Ale aby sa VVD stala atraktivnou alternativou, treba
vyrieSit eSte vela problémov. V prvom rade musia existovat dostatotné objemy tovaru na prepravu.
Ak nebude dostatok nakladu, vnutrozemska vodna doprava nebude nakladovo efektivna a mnohi vyrobcovia
sa rozhodnu, ze budi radSej d’alej pouzivat’ cestnu a Zeleznicnu dopravu. Rieka by mala byt aj dostato¢ne
splavna a doprava po nej spolahliva. Ako sme uviedli vyssie, pre mnohych zakaznikov je dodacia lehota
vel'mi dolezita. Ak prejdi na VVD, budi musiet’ zmenit' svoj logisticky ret'azec, ale v€asné dodanie tovaru
zostane vaznym problémom. Rieka musi mat’ aj dostato&nt hibku, aby ju mohli celoroéne pouZivat aj plavidla
prepravujuci hromadny naklad.

Tabul’ka 1.7. Obmedzenia a prileZitosti pre pouZivanie vniitrozemskej vodnej dopravy,
ktoré uviedli opytané spolo¢nosti

Pouzivany druh

Spolo¢nost dopravy Obmedzenia Prilezitosti
1 Cesta a Zeleznica Cas prepravy, frekvencia poskytovania sluzby Environmentalne, spolupraca s inymi vyrobcami automobilov
2 Rieka, Zelez., cesta Mala hibka rieky, zamfzanie vody v rieke Naklady, trimodalny terminal v Bratislave
3 Cesta, Zeleznica Zaruka bezpecno., spolahlivost, ¢as prepravy Ziadne
4 Zeleznica a cesta Naklady (dvojitd manipulacia), umiestnenie Iba ak bude zabezpecéena frekvencia
5 Cesta Nedostato¢na pruznost, infrastruktira Environmentalne
6 Zeleznica a cesta Naklady (dvojita man[pula?la), cas prepravy, Environmentélne, naklady
pruznost
Zeleznica . .
7 a naklad.vozidlo Nedostatoné objemy Malé
8 Rieka Naklady Sklady pre uloZenie dodatonych objemov
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30.

Without additional actions, inland waterway transport will not become as competitive as rail

and road in Slovakia nor as competitive as elsewhere in Europe. On the other hand, if some of the necessary
conditions are facilitated through governmental support and one large company is willing to take the first step
as ‘launching customer’ to use an environmentally friendly, cost-effective mode of transport for their import
and or export shipments, a better use of the Danube and its Slovakian public ports can be realised.
The necessary conditions for better usage of the Danube can be summarised as follows:

Sufficient navigation conditions along the Danube. Too many bottlenecks are restricting year-round
navigation which in turn creates an insufficient use of the capacity of the fleet because
of lacking turnover for the shipping companies. This situation is not optimal, making inland water
transport also not cost-competitive.

Shipping company in place offering a frequent and reliable service. Potential shippers have
indicated that the lack of a frequent service restricts them from using inland water transport as they
cannot structure and plan their supply chain without such a service.

Transport volumes in place to realize such frequent service. Ideally a large shipper with enough
volumes has to be found in the direct vicinity of the Danube for which inland navigation is an option
given their commodity type, markets, suppliers and location.

Sufficient capacity, facilities and conditions of inland ports. The Slovakian ports must be able to
accommodate and handle future volumes.

Presence of modern navigation information systems; RIS (River Information Services).

An advanced system providing nautical and shipping information is required for a safe and efficient
movement of inland waterway traffic.
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30. Bez dodato¢nych opatreni vnutrozemska vodna doprava nedosiahne konkurencieschopnost’
zelezniénej a cestnej dopravy v Slovenskej republike ani v inych krajinach Eur6py. Na druhej strane,

ak niektoré nevyhnutné podmienky buda ul'ahéené prostrednictvom vladnej podpory a jedna velka spolo¢nost’
sa podujme urobit’ prvy krok ako ‘Startujuci zakaznik’ a za¢ne vyuzivat’ ekologicku, nakladovo efektivnu
dopravu na dovoz alebo vyvoz svojich zasielok, bude mozné dosiahnut’ lepsie vyuzitie Dunaja a jeho
verejnych pristavov na uzemi SR. Nevyhnutné podmienky pre lepSie vyuzitie Dunaja mézeme zhrntt
nasledovne:

e Dostato¢né plavebné podmienky na Dunaji. Privela izkych miest brani celorocnej plavbe a to zase
spdsobuje nedostato¢né vyuzivanie kapacita vozového parku z doévodu nedostatocného obratu
lodnych spolocnosti. Tato situacia nie je optimalna a spdsobuje, ze vnutrozemska vodna doprava nie
je konkurencieschopnd z hladiska ndkladov.

e Existencia lodnej spolo¢nosti ponukajucej pravidelné a spolahlivé sluzby. Potencialni
prepravcovia uviedli, Ze absencia pravidelnej sluzby im brani vo vyuzivani vnutrozemskej vodnej
dopravy, lebo bez tejto sluzby nemdzu Struktirovat’ a planovat’ svoj retazec dodavok.

e [Existencia objemov dopravy potrebnych pre poskytovanie tejto pravidelnej sluzby. Idealne
by bolo najst’ velkého prepravcu s dostatoénymi objemami v tesnej blizkosti Dunaja, pre ktorého
by vnutrozemska plavba bola moznostou vzhladom na typ jeho komodity, trhy, dodévatelov
a polohu.

e Dostatocna kapacita, zariadenia a podmienky vnitrozemskych pristavov. Slovenské pristavy
musia mat’ dostato¢né kapacity potrebné pre prijatie budicich objemov tovaru a manipulaciu S nimi.

e Pritomnost’ modernych navigaénych informaénych systémov; RIS (rie€ne informacné sluzby).

Moderny systém poskytujici nautické informécie a informécie o preprave je potrebny pre bezpecnil
a efektivnu premavku na vnatrozemskych vodnych cestach.
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2. PORT PERFORMANCE
2.1 Port characteristics
31. The Slovak Republic has three public inland ports along the Danube, the port of Bratislava on east
part, the port of Komarno in middle and the port of Starovo at the end of waterway. The map below shows
their location with the port of Bratislava in the west of the country, the port of Komarno in the middle and the
port of Starovo in the east of the country.

Figure 2.1. Location of public ports in Slovakia
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Port of Bratislava

32. The port is situated at the left bank of the river close to the city centre of Bratislava. The port is located
near two other capital cities in the region and an important port, i.e. Vienna and Budapest. The port
of Bratislava is located almost in the middle of the water connection between the North Sea and Black Sea.
The territorial district of the Port of Bratislava includes port basins and both banks of the Danube river
between river kilometres 1871,35 and 1862,00. The port consists of three basic parts: a) the old part
of the port, called “Winter Port” consists of a North and South Basin and a section of the free fairway on the
Danube River; b) the new part of the port “Palenisko” which has one basin; c) the Lodenica basin. Detailed
descriptions of these different parts of the port are described below.

33. The port consists of a passenger port and a cargo port. The passenger port is located to the west
of the cargo port and is located between the city“s Old Bridge and New Bridge close to the old historic centre
of Bratislava. The operator, Shipping and ports — Passenger shipping JSC, provides sightseeing, ferry
and charter services. The company also provides river cruises between Bratislava and Vienna.
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2. VYKONNOST PRISTAVOV

2.1 Charakteristika pristavov

31. Slovenska republika ma tri verejné vnutrozemské pristavy na Dunaji — pristavom Bratislava na
zépadnom konci vodnej cesty, pristavom Komarno v strede vodnej cesty a pristavom Starovo na vychodnom
konci vodnej cesty. Nasledujiuca mapa znazorfiuje ich polohu, s pristavom Bratislava na zapade krajiny, s
pristavom Komarno v strede a s pristavom Starovo na vychode krajiny.

Obrazok 2.1. Poloha verejnych pristavov v Slovenskej republike
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32. Pristav lezi na 'avom brehu rieky v blizkosti centra mesta Bratislava. Pristav sa nachadza ned’aleko

dvoch dalsich hlavnych miest v regione a dolezitych pristavov, konkrétne Viedne a Budapesti. Pristav
Bratislava sa nachadza takmer presne uprostred vodného spojenia medzi Severnym morom a Ciernym morom.
Uzemny obvod pristavu Bratislava zahfia pristavné bazény a oba brehy Dunaja medzi rie¢nymi kilometrami
1871,35 a 1862,00. Pristav sa skladd z troch hlavnych casti: a) starej Casti pristavu nazyvaného ,,Zimny
pristav*, pozostavajucej zo severného a juzného bazéna a z useku volnej plavebnej drahy na Dunaji;
b) novej Casti pristavu ,,Palenisko®, ktora ma jeden bazén; c) bazénu lodenice. Podrobné opisy tychto réznych
Casti pristavu su uvedené d’alej v tejto sprave.

33. Pristav sa sklada z osobného pristavu a nakladného pristavu. Osobny pristav sa nachadza na zapad
od nakladného pristavu medzi Starym mostom a Novym mostom blizko historického centra Bratislavy.
Jeho prevadzkovatel, spolocnost’ Slovenska plavba a pristavy — lodnd osobnd doprava, a.s., poskytuje
vyhliadkové, prievozné a chartrové sluzby. Spolocnost’ pontka aj vyletné plavby po rieke medzi Bratislavou a
Viednou.
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34. The cargo port consists of two parts, the older part which was constructed in the 19" and 20"
century and is located at the west site of the cargo port. The older part consists of two basins, the North Basin
and the South Basin. Both Basins used to be winter ports, but nowadays only the South Basin is used
for protective measures while the North Basin can be operated as a commercial port. The second part consists
of the newly developed port which was developed since the early 80’s. This part is located east of the older
cargo port and consists of 1 basin, named the Palenisko Basin. The following map shows the location
of the Basins and the major service providers within the port areas.

Figure 2.2.  Overview of the cargo port and activities port of Bratislava

1. Container terminal

2. Public customs warehouse

3. Mineral oil terminal

4. Oversize load and transshipment facility

5. Ro-ro ramp o
6. Shipyard pool

Source: Based on Blue pages (2011), edited by authors
35. The North Basin can be used for the transhipment of bulk and general cargo (see picture below).

On the north quay several premises are connected with a railway track. One of the premises is used for
the transhipment of fertilizers. For handling the goods two gantry cranes are in use, each with a capacity up to
5 tons. The adjacent premise is used for the handling of iron semi-products and pellets. Two grab tower cranes
with an individual capacity of 16 tons are used. This premise also contains storage capacity for pellets. As said
before the South Basin is used for protective measures only and so no cargo handling activities take place.

36. The Palenisko Basin consists of one basin only which equals the size of both the North and South
Basin. This Basin harbours several warehouses and terminals. On the north quay a container terminal
(1 in Figure 2.2) and public customs warehouse (2) are situated. The container terminal has a theoretical
potential of 50,000 TEU/year. However the capacity utilisation is estimated at 43,000 TEU/year.’
The container terminal is tri-modal including three railway tracks. Two of them with a length of 250 metres
each and one with a length of 350 metres. The terminal has five containers handlers and two KBS cranes.
The terminal offers 8,577 TEU of storage space within the grasp of rail gantry cranes and 12,765 TEU storage
space beyond the range of rail gantry cranes.
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34. Nakladny pristav sa sklada z dvoch casti. StarSia Cast’, ktora bola vybudovana v 19. a 20. storoci,
sa nachadza sa v zapadnej Casti nakladného pristavu a skladd sa z dvoch bazénov — severného a juzného.
Oba bazény kedysi byvali zimnymi pristavmi, ale dnes sa pre ochranné opatrenia pouziva len juzny bazén,
zatial’ co severny bazén moze byt prevadzkovany ako komercny pristav. Druhu Cast’ tvori novy pristav, ktory
bol budovany od zaciatku 80. rokov. Tato Cast’ sa rozprestiera na vychod od star§icho nakladného pristavu
a skladd sa z 1 bazéna s nazvom Pélenisko. Nasledujuca mapa znazoriiuje polohu bazénov a hlavnych
poskytovatel'ov sluzieb v priestoroch pristavu.

Obriazok 2.2. Prehlad nakladného pristavu a ¢innosti pristavu Bratislava

1. Container terminal

2. Public customs warehouse

3. Mineral oil terminal

4. Oversize load and transshipment facility
5. Ro-ro ramp

6. Shipyard pool

Zdroj: Obrazok bol vyhotoveny na zaklade Modrych stranok (2011), upravenych autormi.
Legenda: 1. kontajnerovy termindl, 2. verejny colny sklad, 3. termindl minerdlnych olejov, 4. zariadenie na nakladku a prekladku nadrozmerného
ndkladu, 5. Ro-Ro rampa, 6. bazén lodenice - Severny bazén — Juzny bazén — Dunaj — bazén ,, Palenisko *

35. Severny bazén moéze sluzit na prekladku hromadného nakladu a rézneho kusového tovaru
(pozri obrazok nizsie). Cast’ priestorov na severnom nabreZi je spojenych Zelezniénou tratou. Jeden z tychto
priestorov sa pouziva na prekladku umelych hnojiv. Pre manipulaciu s tovarom sa pouzivaji dva portalové
zeriavy, kazdy s max. kapacitou 5 t. Susedny priestor slizi na manipulaciu so Zeleznymi polotovarmi
a peletami. PouZivaju sa tu dva drapakové vezové zeriavy, kazdy s kapacitou 16 t. V tomto priestore
sa nachadzaju aj sklady na pelety. Ako sme uz uviedli, juzny bazén sa pouziva len na ochranné opatrenia,
takze tu nie si vykonavané ¢innosti manipulacie s nakladom.

36. Bazén Palenisko sa sklada len z jedného bazéna, ktory je velky ako severny a juzny bazén spolu.
Sidli tu niekolko skladov a termindlov. Na severnom nabrezi sa nachadza kontajnerovy terminal
(1 na obrazku 2.2) a verejny colny sklad (2). Kontajnerovy terminal ma teoreticky potencial 50 000 TEU/rok,
ale vyuzitie kapacity sa odhaduje na 43 000 TEU/rok.” Kontajnerovy terminal je trimodalny vratane troch
zelezni¢nych kolaji. Dve z nich maju dizku 250 m a jedna je dlhd 350 m. Termindl ma pit nakladacov
kontajnerov a dva Zeriavy KBS. Terminal pontka skladovacie priestory s kapacitou 8 577 TEU nachadzajuce
sa v dosahu Zelezni¢nych portalovych Zeriavov a skladovacie priestory s kapacitou 12 765 TEU nachadzajice
sa mimo obsahu tychto Zeriavov.
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37. Most containers handled in the port of Bratislava are transported by land modes. The share of inland
waterway transport is much smaller than the share of rail and road. In 2010 inland water transport transported
around 3% of all containers handled at the terminal (Table 2.1). The table also shows that the share of inland
water transport is declining, while the share of inland modes is increasing. The terminal is mainly used
to transfer containers from rail to road or vice versa.

Table 2.1 Containers handled by IWT and land modes between 2007-2010

Inland navigation 2,880 3,542 5,160 2,064
Land modes

40,762 42,170 41,446 66,087
(rail & road)

Based on: Blue pages (2011)

38. On the south bank a mineral oil terminal is located (3). This terminal loads and unloads oil products
for Slovnaft a.s. Products handled at the terminal are gasoline, crude oil, light and heavy fuel oils and other
heavy oil derivates. The refinery receives 6 million tonnes of crude oil per year by pipeline transport from
Ukraine and Russia. The company uses several modes to export the light and heavy fuel produced. Around
2,2 million tonnes is transported by rail, another 2 million tonnes by pipelines, 700,000 tonnes is transported
by barge way with main destinations in Austria and Germany and the remainder of the fuel is transport
by road. The plastics produced are exported by truck and the chemicals by rail. On the east bank
of the Palenisko Basin an oversized load transhipment facility (4) and RoRo ramp (5) are located.
The oversized load transhipment facility has two cranes available with an individual capacity up to 280 tons.
The RoRo ramp is able to handle 400 or more cars per loading or unloading activity. However this facility
is hardly in operation. Located to the east of the Palenisko Basin a shipyard Basin (6) is located. The shipyard
is still operation. Besides building new vessels the shipyard offers are range of related services:
e.g. reconstruction and repair services, renovation of vessel equipment and winter parking of ships and yachts.
Main types of vessels built are tank barges, passenger vessels and patrol boats.

Port of Komarno

39. The port of Komarno is the second largest port of Slovakia and is located 100 km east of Bratislava.
This port is, like the port of Bratislava, situated at the left bank of the Danube River, located between
the river kilometres 1766 and 1769. The port of Komarno is situated at the intersection of the Danube River
and the Vah River. The Vah River is hardly used for shipping activities, because of major bottlenecks
in the river. Once these major bottlenecks are removed the port of Komarno can facilitate transhipment
services for this river as well. A large shipyard used to be located in the Komarno port. This shipyard ceased
operation and 5500 employees lost their jobs. No new operator for the shipyard was found and so the premise
of the shipyard is idle.

40. The port of Komarno is closely located near the city centre of Komarno. The location of the port will
hamper further development, because extension of the port will interfere with the city centre and residential
area. However the port capacity is not yet fully used and the usage of the current port infrastructure and port
area could be intensified and offers some growth possibilities.
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37. Vicsina kontajnerov, s ktorymi sa manipuluje v pristave Bratislava, je prepravovand pozemnou
dopravou. Podiel vnutrozemskej vodnej dopravy je ovela mensi ako podiel Zelezni¢nej a cestnej dopravy.
V roku 2010 priblizne 3% vSetkych kontajnerov, s ktorymi sa manipulovalo v tomto terminali (tabulka 2.1),
bolo prepravenych vnutrozemskou vodnou dopravou. Z tabulky sucasne vyplyva, Zze podiel vnitrozemske;j
vodnej dopravy klesa, zatial ¢o podiel ostatnych vnutrozemskych druhov dopravy stipa. Terminal sluzi
prevazne na prekladku kontajnerov z vlakov na cestné ndkladné vozidla a naopak.

Tabul’ka 2.1. Kontajnery prepravené VVD a pozemnou dopravou v rokoch 2007-2010

Vnutrozemska plavba 2,880 3,542 5,160 2,064

Pozemna doprava
40,762 42,170 41,446 66,087
|_(2elezni¢na a cestna)

Zdroj: Modré stranky (2011)

38. Na juznom brehu sa nachadza terminal minerdlnych olejov (3). V tomto terminali sa nakladaji
a vykladaju ropné vyrobky pre Slovnaft a.s. Vyrobky, s ktorymi sa manipuluje v tomto terminali, st benzin,
surova ropa, l'ahké a tazké vykurovacie oleje, a iné derivaty tazkych olejov. Rafinéria prijme 6 mil. ton
surovej ropy za rok potrubnou dopravou (ropovodom) z Ukrajiny a Ruska. Spolo¢nost’ vyuziva niekol’ko
druhov dopravy na vyvoz lahkého a tazkého oleja, ktory vyraba. Priblizne 2,2 mil. ton sa prepravi
po Zeleznici, d’al§ie 2 miliony ton dial’kovym potrubim, 700 000 ton sa prepravi lod’ami s hlavnym miestom
ur¢enia v Rakusku a Nemecku a zvySok paliva sa prepravi cestnou dopravou. Vyrobené plasty sa vyvazaji
v nakladnych automobiloch a chemikalie vo vlakoch. Na vychodnom brehu bazénu Pélenisko sa nachadza
zariadenie na prekladku nadrozmerného nakladu (4) a RoRo rampa (5). Zariadenie na prekladku
nadrozmerného nakladu ma k dispozicii dva Zeriavy, kazdy s max. kapacitou 280 ton. RoRo rampa ma
kapacitu pre 400 alebo viac osobnych automobilov na jednu nakladku alebo vykladku, ale toto zariadenie
sa takmer nepouziva. Na vychod od bazénu Pélenisko sa nachadza bazén lodenice (6). Lodenica je eSte stale
v prevadzke. Okrem stavby novych plavidiel lodenica ponuka stvisiace sluzby, napr. rekonstrukciu a opravy,
renovaciu lodného vybavenia a zimné parkovanie lodi a jacht. Hlavné typy plavidiel vyrabanych v lodenici
su tankové Clny, osobna plavidla a hliadkovacie ¢lny.

Pristav Komarno

39. Pristav Komarno je druhy najvac¢si pristav Slovenskej republiky a nachadza sa 100 km vychodne
od Bratislavy. Podobne ako pristav Bratislava, tento pristav sa rozprestiera na 'avom brehu Dunaja medzi
rieénymi  kilometrami 1766 a 1769. Pristav Komarno lezi na satoku Dunaja a Vahu.
Vah sa na lodnt prepravu takmer nepouziva, lebo na rieke existuje viacero obmedzeni. Po odstraneni tychto
uzkych miest pristav Komarno bude moct ulahéovat prekladkové sluzby aj pre tato rieku. V minulosti
sa v pristave Komarno nachadzala velka lodenica. Neskor ju vSak zatvorili a 5 500 zamestnancov prislo
o pracu. Ked'Ze novy prevadzkovatel’ lodenice sa zatial’ nenasiel, priestory lodenice sa nevyuZzivaju.

40. Pristav Komarno sa nachddza v blizkosti centra mesta Komarno. Poloha pristavu bude branit
d’alSiemu rozvoju, lebo rozsirenie pristavu zasiahne do centra mesta a do obytnej zony. Kapacita pristavu vSak
zatial nie je uplne vyuZitd a vyuzivanie existujicej pristavnej infrastruktiry a pristavnych priestorov
by sa mohlo zintenzivnit’ a poniknut’ moznosti pre rast.
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Port of Stitrovo

41. The port of Starovo is located east of the Port of Komarno. The port Starovo is also located
on the left bank of the Danube River at the river kilometre 1 718. Nowadays the port is idle. Till 2009/2010
the only operator in the port was paper producing company. This company decided to cease its activities
in the Starovo in the beginning of 2010. Since that date the port is no longer used for commercial purpose.
Because the port has becomes unsuitable for cargo handling the port is nowadays used as a passenger port.
This passenger port is located near the city centre and the pedestrian zone. However the passenger services are
irregular and are a back-up option for passenger’s services to the cities of Komarno, Bratislava and
Gabcikovo.

Table 2.2 General port characteristics

Bratislava Komarno Starovo
Total area 1,431,586 m’ 643,000 m 33,597 m’
Number of basins 3 2 1
Length of quay 2,540 m 3,000 m 100 m
Of which vertical 1,150 m 100 m
Of which sloped 1,390 m 3,000 m
Road connection to nearest highway 1km 9 km 80 km
Number of truck parking facilities 50 n/a 3
Based on: Blue pages (2011)
Table 2.3 Port facilities
Bratislava Komarno Starovo
Gantry cranes 19 (max. 560t) 8 (max 16t) 1 (max 10t)
Mobile cranes 2 (max 28t) 1 (max 17t)
Reach stack number 5
Fork lifters (<3t) 4 1
Covered storage 25,790 m? 6,597 m? n/a
Open storage 75,335 m’ 26,130 m’ n/a
Based on: Blue pages (2011)
2.2 Port performance
42. Port volumes in Slovakia have been more or less flat over the last decade, following a sharp decline

between 1988 and 1992 (Figure 2.3). This sharp decrease in cargo handling activities can be attributed
to the fall of the Iron wall in 1990. Before this date the government was strongly involved in the location
choice of different companies and was able to influence their choice for transport. So during the Communism
years many goods were transported by inland waterway and the usage of inland waterway transport was
highly subsidized. Since the fall of the Iron Curtain companies are able to choose their own location
and modes of transport. Many companies decided that other modes than inland waterway transport is more
favourable. The shift from inland waterway transport to road and rail transport have led to an under capacity
of the three Slovakian ports.
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Pristay Stirovo

41. Pristav Starovo sa nachadza na vychod od pristavu Komarno. Aj tento pristav leZi na lavom brehu
Dunaja, na riecnom kilometri 1718. V stcasnosti sa nepouziva. Do roku 2009/2010 jedinym
prevadzkovatel'om v pristave bola spolo¢nost’ vyrabajiica papier. Zaciatkom roka 2010 sa tato spolo¢nost’
rozhodla ukon¢it’ svoju &innost’ v Starove a odvtedy sa pristav nepouZiva na komeréné ucely. Ked’ze pristav
uZ nie je vhodny na manipuldciu s ndkladom, v sucasnosti sa pouziva ako osobny pristav. Tento osobny
pristav sa nachadza ned’aleko centra mesta a pesej zony, ale osobna doprava je nepravidelna a predstavuje
len zalozni mozZnost’ pre prepravu cestujucich do Komarna, Bratislavy a Gabéikova.

Tabul’ka 2.2. VSeobecna charakteristika pristavov
Bratislava Komarno Sturovo

Celkova plocha 1,431,586 m? 643,000 m? 33,597 m?
Pocet bazénov 3 2 1
Dizka nabrezia 2,540 m 3,000 m 100 m
Z toho kolmé 1,150 m - 100 m
Z toho zoSikmena 1,390 m 3,000 m
Cestné napojenie na najblizsiu 1 km 9 km 80 km
diafnicu
Pocet parkovacich miest pre 50 n/a 3
nakladné automobily
Zdroj: Modré stranky (2011)
Tabul’ka 2.3. Pristavné zariadenia
Bratislava Komarno Starovo
Portalové Zeriavy 19 (max. 560t) 8 (max. 16t) 1 (max.10t)
Mobilné Zeriavy 2 (max 28t) 1 (max 17t)
Pocet zdviznych vozikov 5 -
Pocet vidlicovych vozikov (<3t) 4 1
Kryté sklady 25,790 m? 6,597 m? n/a
Skladovanie na volnom 75,335 m? 26,130 m? n/a
priestranstve
Zdroj: Modré stranky (2011)
2.2 Vykonnost’ pristavov
42. Objemy nakladu preloZzené v pristavoch Slovenskej republiky boli v poslednom desatroci viac-

menej stabilné, s prudkym poklesom v rokoch 1988 az 1992 (obrazok 2.3). Tento prudky pokles ¢innosti
spojenych s manipulaciou s nakladom mozno pripisat’ padu Zeleznej opony v roku 1990. Pred tymto rokom
vlada vyrazne zasahovala spolo¢nostiam do vyberu miesta ¢innosti a mohla ovplyviovat’ aj ich vyber druhu
dopravy. Preto pocas rokov socializmu velké mnozZstva tovaru boli prepravované po vnutrozemskych
vodnych cestich a pouzivanie vnutrozemskej vodnej dopravy bolo silno dotované. Od padu zeleznej opony
spoloénosti si mdézu sami vyberat’ miesto svojho pdsobenia a druh dopravy. Mnohé spolo¢nosti usudili,
ze iné druhy dopravy st vyhodnejSie ako vnutrozemska vodnad doprava. Odklon od vnutrozemskej vodnej
dopravy k zeleznicnej a cestnej doprave viedol k zniZeniu vyuZzivania kapacity troch slovenskych pristavov.
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Figure 2.3.. Commodity flows in the three public Slovakian ports
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43. In 2011 the port of Bratislava handled 2.3 million tonnes of goods, far below its estimated capacity

of 10 million tonnes, which implies an utilisation rate of 20%. Komarno handled only 426 thousand tonnes
in 2011, with an estimated utilisation rate of 5%. Metals ores form the largest commodity group in Bratislava
with a share of 56%, followed by coke and refined petroleum products (share of 31%) and chemical products
(share of 7%). The share of other commodity groups is more or less negligible (Table 2.4). Main commodity
groups in Komarno are oil products (with a share of 36%), metal products (22%), followed by solid fuels
(13%) and agricultural products (11%). This last commodity group seems to be entirely transferred
to the private port of Klizska Nema, which is located in the proximity of the port of Komarno. The port
of Starovo does not have cargo handling activities anymore and the passenger services provided are very
irregular. The passenger flows are not constant and therefore not a steady base to make any conclusions
on port performance.

Table 2.4 Cargo handling statistic according NST 2007 classifications in 2011 (tonnes)

NST 2007 classification Typology Volume ‘
01 Products of agriculture, hunting, and forestry; fish and other 9658

fishing products

03 Metal ores and other mining and quarrying products 1304 889
07 Coke and refined petroleum products 732 053
08 Chemicals, chemical products, and man-made fibers; rubber and | 158 362

plastic products

10 Basic metals; fabricated metal products, except machinery and 39983
equipment

11 Machinery and equipment 10 466

12 Transport equipment 692

14 Secondary raw materials; municipal wastes and other wastes 22 551

20 Other goods 71 308

Total 2349 962

Source: DaHar — IWT Lab Bratislava (2012)
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Obrazok 2.3. Toky komodit v troch slovenskych verejnych pristavoch

Material flows in Slovakian ports
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43. V roku 2011 pristav Bratislava prelozil 2,3 mil. ton nakladu, ¢o je hlboko pod jeho odhadovanou
kapacitou 10 mil. ton a predstavuje mieru vyuzitia 20%. Pristav Komarno prelozil v roku 2011 len 426 tisic
ton pri odhadovanej miere vyuzitia kapacity 5%. Kovové rudy tvoria najvacSiu komoditnu skupinu
v Bratislave s podielom 56%; d’alSou komoditou je koks a rafinérske ropné vyrobky (podiel 31%) a chemické
vyrobky (podiel 7%). Podiel ostatnych komoditnych skupin ja viac-menej zanedbatelny (tabulka 2.4). Hlavné
komoditné skupiny v pristave Komarno su ropné vyrobky (podiel 36%), kovové vyrobky (22%), tuhé paliva
(13%) a polnohospodarske vyrobky (11%). Zda sa, Ze cela tato posledna komoditnd sa presuva
do stkromného pristavu Klizska Nema, ktory sa nachadza v blizkosti pristavu Komarno. Pristav Starovo
uz nevykonava ¢innosti spojené s manipulaciou s nadkladom a osobné dopravné sluzby st tu poskytované
vel'mi nepravidelne. Toky osobnej dopravy st nestile a preto neposkytuju solidny zaklad pre zavery
o vykonnosti tohto pristavu.

Tabul’ka 2.4. Statistika manipulacie s nakladom podla klasifikacie NST 2007 v roku 2011 (v tonich)

Klasifikacia NST 2007 Typolégia Objem

01 Vyrobky polnohospodarstva, polovnictva a lesného hospodarstva; | 9 658
ryby a ostatné rybie vyrobky

03 Kovové rudy a ostatné nerastné suroviny 1304 889

07 Koks a rafinérske ropné vyrobky 732 053

08 Chemikalie, chemické vyrobky a syntetické vlakna; guma a 158 362
plastové vyrobky

10 Zéakladné kovy; kovové vyrobky, okrem strojov a zariadeni 39983

11 Stroje a zariadenia 10 466

12 Dopravné zariadenia 692

14 Druhotné suroviny; komunalny odpad a iny odpad 22 551

20 Ostatny tovar 71 308

Spolu 2 349 962

Zdroj: DaHar — VVD Lab Bratislava (2012)
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44, The situation in the Slovak Republic is representative for inland water transport on the Danube
in general. During the Communism era the national governments subsidized inland shipping heavily
and inland waterway transport was used to transport bulk cargo to the different factories located near the river.
These factories turned out to be economically unviable. In 1987, a year before the collapse of Communism
in Eastern Europe, the Danube carried around 91.8 million tons of cargo. In 1994 this amount had dropped
below 20 million tons for the entire river. Since 1994 volumes are increasing again. However the recovery
is very slow. In 2010 the total volume transported on the Danube had increased to 77.4 million tons; however
this is still below the 1987 level (in this year the highest transported volume so far was reached). It is unclear
what the potential of the Danube is, but it is expected that the river is able to carry much more cargo than
the 91.8 million tonnes achieved in 1987.

2.3 Determinants of port performance
Links between Slovakian ports and the Black Sea

45, In 2011 the Slovakian ports exported almost 2,4 million tons on cargo. Main destinations were ports
in Austria (83% of all trips), Germany (11%) and Romania (almost 3%). Traffic to other countries was
negligible. This means that the largest share of Slovakian exports is transported upstream to the west side
of the Danube (Austria and Germany), while only a very small part is transported to the east and the Black Sea
in particular.

46. This division between traffic flows to the east and west might be historically explained.
After the collapse of the Communism regime the inland waterway transport stagnated. Also the civil
war in Yugoslavia started. During this war NATO bombed eight bridges along the Serbian part of the Danube
and the remaining’s of these bridges blocked a large part of the Danube hinder any inland waterway transport
towards the Black Sea. The remaining’s have been removed, however transport towards the east from
Slovakian ports is still limited.

47. At the Hungarian side of the Danube a large industrial zone is located near the Hungarian port Gyor-
Gonyii. This industrial zone and port are located opposite the port of Komarno, however there is no bridge
between the port of Komarno and Hungary. To connect the industrial zone and the two ports, trucks have
to travel several hundred additional kilometres to reach a bridge that enables them to cross the river
and to transfer the goods from one port to the other. The port of Komarno, therefore, is not a favourable option
to handle goods intended for Hungary. All goods go directly to the Hungarian port and are handled there.
The port of Komarno is missing out on these potential cargoes.

Intra-port competition

48. The intra-port competition in the ports is limited. Intra-port competition can be measured
by the different number of operators active in the port and ownership constructions. In the port of Bratislava
two operators are active. The land and quays are owned by the state owned company, Public ports Plc.
(Verejné Pristavy). The infrastructure is owned by SPaP a.s.. This company owns all the rail sidings, roads
and utilities, like sewer, water, workshops, warehouses, slipway etc. All technical and technological
equipment on the quay wall (e.g. cranes) is owned by SPaP although the quay wall itself is owned by Public
Ports Plc.

49. Also between the commodities and their accessory facilities the competition is limited. In the port
of Bratislava there is only one container terminal, one mineral oil terminal, one RoRo ramp and one facility
for oversized cargo. These facilities are not competing for the same cargo and in their own commodity group
they all have a monopoly, so for each terminal there is no incentive to reduce prices or attract more cargo.
Also in the port of Komarno intra-port competition is limited. In this port only one operator is active, which
represents a monopoly in the port. The land in the port is owned by Public ports Plc. as well.
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44, Situacia v Slovenskej republike je reprezentativna pre vnutrozemski vodnu dopravu na Dunaji
vSeobecne. Pocas obdobia komunizmu néarodné vlady usilovne dotovali vnutrozemsku dopravu
a vnutrozemska vodna doprava sa pouziva na prepravu hromadného nakladu do rdznych tovarni
nachadzajucich sa blizko rieky. Casom sa ukézalo, Ze tieto tovarne nie sii ekonomicky Zivotaschopné. V roku
1987, rok pred padom komunizmu vo Vychodnej Europe, Dunaj prepravil okolo 91,8 mil. ton nakladu. V roku
1994 toto mnozstvo kleslo pod 20 mil. ton pre celu rieku. Od roku 1994 objemy znovu rastd, ale ozivenie
prichddza vel'mi pomaly. V roku 2010 celkovy objem prepraveny po Dunaji vzrastol na 77.4 mil. ton, ale stale
je pod uroviiou roka 1987 (v tomto roku bol dosiahnuty zatial’ najvyssi prepraveny objem). Nie je jasné, aky
je skuto¢ny potencial Dunaja, ale predpoklada sa, ze rieka je schopna prepravit’ viac nakladu ako 91,8 mil. ton
dosiahnutych v roku 1987.

2.3 Determinanty vykonnosti pristavu
Spojenia medzi slovenskymi pristavmi a Ciernym morom

45, V roku 2011 slovenské pristavy vyviezli takmer 2,4 mil. ton nakladu. Hlavné miesta uréenia boli
pristavy v Rakusku (83% vSetkych ciest), Nemecku (11%) a Rumunsku (takmer 3%). Doprava do inych krajin
bola zanedbatel'na. To znamena, Ze najvacsia Cast’ slovenského vyvozu je prepravovana na zapad (do Rakuska
a Nemecka), zatial’ ¢o len vel'mi mala ¢ast’ smeruje na vychod, najméi k Ciernemu moru.

46. Toto rozdelenie tokov dopravy medzi vychodom a zapadom ma historické pri¢iny. Po pade
komunistického rezimu vnutrozemska vodnd doprava stagnovala. Okrem toho vypukla ob¢ianska vojna
v Juhoslavii. Pocas tejto vojny NATO zbombardovalo osem mostov na srbskom useku Dunaja a zvySky
tychto mostov blokovali velka &ast Dunaja, takZe vnitrozemska vodna doprava k Ciernemu moru nebola
mozna. Zvysky mostov boli neskor odstranené, ale doprava zo slovenskych pristavov na vychod je stale
obmedzena.

47. Na mad’arskej strane Dunaja sa nachddza vel'kd priemyselnd zéna ned’aleko mad’arského pristavu
Gyor-Gonyii. Tato priemyselné zona a tento pristav lezia oproti pristavu Komarno, ale medzi pristavom
Komarno a Mad’arskom nie je nijaky most. Aby spojili priemyselni zénu s oboma pristavmi, nakladné auta
musia prejst’ d’alSich niekol’ko stoviek kilometrov k najblizSiemu mostu, ktory im umozni prejst’ cez rieku
a prepravit’ tovar z jedného pristavu do druhého. Pristav Komarno preto nie je priaznivou alternativou pre
manipulaciu s tovarom urCenym pre Madarsko. VsSetok tovar ide priamo do madarského pristavu,
kde sa s nim manipuluje. Pristav Komarno tak prichadza o tento potencialny naklad.

Konkurencia v pristavoch

48. Konkurencia v pristavoch je obmedzena. Konkurencia v pristavoch sa d4 merat’ pomocou r6znych
poctov prevadzkovatel'ov pdsobiacich v pristave a vykladov vlastnictva. V pristave Bratislava pdsobia dvaja
prevadzkovatelia. Pozemky a pristavné hradze si majetkom Verejnych Pristavov a.s.. Infrastruktiru vlastni
spolo¢nost’ SPaP a.s.. Tejto spolocnosti patria vSetky Zeleznicné vlecky, trate a technické vybavenie, napr.
kanalizacia, voda, dielne, sklady, sklz v lodenici atd. VSetky technické a technologické zariadenia na
nabreznej stene (pobrezi), napr. Zeriavy, vlastni spoloCnost SPaP, aj ked’ samotnd nabrezna stena patri
spolocnosti Verejné pristavy.

49. Aj medzi komoditami a ich pridavnymi zariadeniami existuje obmedzena konkurencia. V pristave
Bratislava je len jeden kontajnerovy terminal, jeden terminal na mineralne oleje, jedna RoRo rampa a jedno
zariadenia na nadrozmerny naklad. Tieto zariadenia nesutazia o rovnaky naklad a vo svojej komoditnej
skupine maji monopol, takze ziaden z terminalov nie je motivovany k znizovaniu cien alebo k tomu, aby
prilakal viac nakladu. Aj v pristave Komarno je obmedzena konkurencia. V tomto pristave posobi len jeden
prevadzkovatel’, ktory tu ma monopol. Spolocnost’ Verejné pristavy vlastni aj pozemky v pristave.
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Inter-port competition

50. Also the inter-port competition is fairly limited. The land in all three ports is owned
by the same company, Verejné Pristavy. The company is able to make the decisions related to all three ports
and is able to govern them in the same way. New facilities can be divided between the three ports in a way
that suits the company best. The ports do not have to compete with each other for a particular facility, because
in the end the owner decides where the new facility will be placed.

51. The ports are also not competing for the same cargo, because the ports differ too much. The port
of Starovo is only a passenger port. Although the other two ports are also handling passenger traffic the ports
are not competing. The port of Starovo is used when the other ports and especially the port of Bratislava
is not able to accommodate the passenger vessels. The ports of Bratislava and Komarno are also hardly
competing with each other for cargo. The port of Bratislava is mainly exporting oil products, ores and metal
scrap and metal products while the port of Komarno is mainly exporting agricultural and livestock products,
solid fuels and metal products. Although both ports export metal products, the contribution of the port
of Komarno is very small.

52. Besides these cargo groups the port of Bratislava has a container terminal, a facility for the handling
of oversized cargo and a RoRo ramp. These facilities are lacking in the port of Komarno. However
the container terminal in the port of Bratislava is transferring containers from road to rail and vice versa,
the RoRo ramp is mainly idle and the facility for oversized cargo is also hardly used.

53. The main competitors of the public ports could be considered the Slovakian private ports,
established over the last decade. The private ports seem to capture large shares of commodities previous
handled in the public ports. Near the port of Komarno a private port was established that captured all agri-bulk
that was previously handled by the port of Komarno. The port of Starovo faces a similar competition.
The nearby paper producing company used the port of Starovo to handle all goods, but has in 2010 decided
to establish a dedicated port to handle all their paper products. Since then the port of Starovo is idle and only
occasionally passenger vessels are handled.

54. The private ports in many cases belong to privat ecompanies located near the waterway, usually
with a more favourable location than the public ports. Whereas the public ports are all located close to the city
centre and produce a possible nuisance to the inhabitants of the city, the private ports are located further away
and produce less nuisance to their surrounding. Dust impacts are lower and the trucks used to transport
the commodities to- and from the ports are not contributing to urban congestion, unlike those in public ports.
The private ports are also often better equipped than their public counterparts, because in private ports
all equipment needed is bought more easily than in public ports.

Difficult navigability
55. The Danube is at some parts difficult navigable and sensitive to weather conditions. In winter
the river can be entirely or partly frozen, which will influence navigation and during the summer the river

faces low water levels. Especially 2011 was a very bad year for the water levels and many shipping companies
were unable to provide transport services.
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Konkurencia medzi pristavmi

50. Aj konkurencia medzi pristavmi je dost’ obmedzena. Pozemky vo vsetkych troch pristavoch patria
tej istej spolocnosti — Verejnym pristavom. Tato spolo¢nost’ moéze rozhodovat’ o zaleZzitostiach tykajucich
sa vsetkych troch pristavov a rovnako ich riadit. Nové zariadenia mdze rozdelit’ medzi tieto pristavy tak,
ako jej to najlepSie vyhovuje. Pristavy nemusia medzi sebou sutazit’ o urcité zariadenie, lebo o tom,
do ktorého pristavu pojde nové zariadenie, nakoniec rozhodne vlastnik.

51. Pristavy nesut’azia medzi sebou o rovnaky naklad, lebo sa od seba navzdjom vel'mi odli§uju. Pristav
Starovo je len osobny pristav, a hoci aj d’alsie dva pristavy maji osobnii dopravu, nepredstavujii pren
konkurenciu.  Pristav Stirovo sa pouziva len vtedy, ked ostatné pristavy, najmi pristav Bratislava,
nie je schopny prijat’ osobné plavidla. Pristavy Bratislava a Komdarno nesutazia ani o naklad. Pristav
Bratislava vyvaza prevazne ropné vyrobky, rudy a kovovy srot a kovové vyrobky, zatial’ Co pristav Komarno
vyvaza najmi pol'nohospodarske vyrobky a dobytok, tuhé paliva a kovové vyrobky. Aj ked oba pristavy
vyvazajui kovové vyrobky, prispevok pristavu Komarno je vel'mi maly.

52. Okrem tychto skupin nakladu pristav Bratislava ma kontajnerovy terminal, zariadenie
pre manipulaciu s nadrozmernym nakladom a RoRo rampu. V pristave Komarno tieto zariadenia chybaju.
Kontajnerovy terminal v pristave Bratislava preklada kontajnery z cesty na Zeleznicu a naopak, ale RoRo
rampa je va¢§inou nevyuzita, a aj zariadenie na nadrozmerny naklad sa vyuziva len zriedka.

53. Za hlavnych konkurentov verejnych pristavov by sme mohli povazovat slovenské sukromné
pristavy, ktoré vznikli v poslednom desatroci. Sukromné pristavy zachytia velké mnozstva komodit,
s ktorymi sa predtym manipulovalo vo verejnych pristavoch. Ned’aleko pristavu Komdarno vznikol stikromny
pristav, ktory zachytava vSetok hromadny naklad polnohospodarskych komodit, s ktorym predtym
manipuloval pristav Komarno. Pristav Starovo &eli podobnej konkurencii. Ned’aleka spolo¢nost’ vyrabajica
papier pouzivala pristav Sturovo na manipulaciu so vietkym tovarom, ale v roku 2010 sa rozhodla, e zriadi
$pecidlny pristav pre spracovanie vietkych svojich papierenskych vyrobkov. Odvtedy sa pristav Starovo
nepouziva alebo sa pouziva len prilezitostne pre odbavenie osobnych plavidiel.

54. Stkromné pristavy v mnohych pripadoch patria sikromnym spolo¢nostiam, ktoré¢ sa nachadzaju
blizko vodnej cesty a zvyCajne maji vyhodnejSiu polohu ako verejné pristavy. Zatial o vSetky verejné
pristavy lezia blizko centra mesta a svojou prevadzkou mozu rusit’ jeho obyvatel'ov, sikromné pristavy lezia
o kus d’alej a menej obtazuji svoje okolie. Vplyv prachu je mensi a nakladné autd pouzivané na prepravu
komodit do a z pristavov neprispievaju k dopravnym zapcham v meste, na rozdiel od vozidiel pouzivanych
vo verejnych pristavoch. Sukromné pristavy su casto aj lepSie vybavené ako verejné pristavy,
lebo v sukromnych pristavoch vSetko zariadenie sa kupuje I'ahsie ako vo verejnych pristavoch.

Problematickd splavnost’
55. Dunaj je v niektorych castiach tazko splavny a citlivy na pocasie. V zime mozZe rieka tplne alebo

Clastocne zamrznut', ¢o ovplyvni plavbu, a pocas leta rieka zapasi s nizkymi vodnymi hladinami. Najmi rok
2011 bol vel'mi zly rok pre vodné hladiny a mnohé lodné spolo¢nosti nemohli poskytovat’ dopravné sluzby.
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56. There are also physical constraints, e.g. many bridges are too low to enable sufficient container
transport. To make inland water transport an attractive alternative for rail container transport the bridges
should allow for four layer container transport. This would equal the dimensions of container transport
on the Rhine. However many bridges across the Danube do not allow four layer container transport and some
even do not allow three layer transport To solve this problem bridges could be lifted, however this
is an expensive measure, because not only bridges in Slovakia, but along the entire Danube would have
to be lifted to enable four layer container transport. Many bridges along the Danube are historical bridges
and might be UNESCO protected. Another way to solve the problem is to choose for new vessel concepts,
however most of these concepts are relatively new, aimed at sailing at small waterways, and not operational
yet. Apparent economies of shipsize would of course become considerably smaller, thereby discouraging
inland water transport.

57. The River Vah, one of the main river crossings of the Danube River, flows through one of the richest
parts of Slovakia. In the area around the river many large industrial companies are located, especially some
large car manufactures. Unfortunately the river is not suited for inland car vessels and these companies
are therefore not able to use the waterway to transport their commodities. Besides car manufacturers
also a few large agriculture companies are located near the river. Due to the bad navigable circumstances also
these companies tend not to use the waterway. In the area also a large rail network with connection throughout
Europe and reliable services is available. The major car and agricultural companies tend to use this rail
network to export their commodities all over Europe.

58. Major bottlenecks at the Vah River are the fairway conditions and the problem of icing. During
winter the waterway faces severe icing for three or four weeks a year. Along the river a few power generation
stations are located. These stations prefer an unbroken ice layer to avoid problems with drifting ice. This could
lead to a conflict of interest once inland shipping companies tend to use the waterway extensively. The River
Vah is currently only partly navigable. Between Komarno and Sered the river is suitable for inland shipping
purposes. This strength has a length of 72 km. There are plans to construct new water structures (Kolarova,
Sered“-Hlohovec), the completion of the Selice water structure and relevant navigation structure
reconstruction and facilities, especially locks, with the intention to connect Koméarno and Zilina by waterway
in relevant classes (AGN). This construction would fall within the TEN-T framework of the European
Commission. There are also plans to connect the River Vah with the River Oder.

Synergies between ports
Synergies within Slovak Republic

59. The port of Bratislava is the most active port with different activities ranging for passenger services
to cargo handling activities. Within this cargo handling activities different services take place, e.g. container
handling, mineral oil handling and oversized cargo handling. The port of Bratislava has the potential to grow
in the future. The capacity for additional cargo handling services is already available and the port also own
a tri-modal container terminal which could be used for extensive container transport.

60. The port of Komarno still has some activity remaining. However the capacity available is not used
very intensively and to improve port performance this capacity could be used more intensively and the port
activity could increased. Once the river Vah becomes navigable for inland shipping the potential of the port
could increase, because the port is located at the intersection between the Danube and Vah. However
the location of the port makes expansion of the port area very difficult. To port is closely located near the city
centre and residential areas. An increased port activity will lead to an increased nuisance of the port
of the resident.
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56. Existujii aj fyzické obmedzenia, napr. mnohé mosty st prili§ nizke a neumoziuju dostato¢nu
kontajnerovi dopravu. Aby sa vnutrozemskd vodnd doprava stala atraktivnou alternativou zeleznicnej
kontajnerovej dopravy, mosty musia umoziiovat’ prepravu Styroch vrstiev kontajnerov. To by zodpovedalo
rozmerom kontajnerovej dopravy na Ryne. Ale vel'a mostov cez Dunaj neumoziuje prepravu Styroch vrstiev
kontajnerov, a niektoré dokonca ani prepravu troch vrstiev. Tento problém by bolo mozné vyriesit’ zdvihnutim
mostov, ale toto opatrenie je prili§ nakladné, lebo by bolo treba zdvihnat’ nielen mosty v Slovenskej republike,
ale aj mosty na celom Dunaji, aby umoznili prepravu Styroch vrstiev kontajnerov. Vel'a mostov na Dunaji
je historickych a mozu byt chranené UNESCO. Daliie vyzvy st spojené s parametrami plavebnej drahy
a vyziadali by si vystavbu vodnych diel, aby sa zabezpeéila splavnost’. Dalsim spdsobom mozného riesenia
problému je rozhodnut’ sa pre nové koncepty plavidiel, ale vdc¢Sina z tychto konceptov je relativne nova,
zamerana na plavbu po malych vodnych cestach, a zatial’ nepouzitel'na. Samozrejme, Gspory z velkosti lode
by boli ovel’a mensie a tym by odradili od pouzitia vnttrozemskej vodnej dopravy.

57. Véh, jedna z hlavnych riecnych krizovatiek Dunaja, tecie cez jeden z najbohatSich regionov
Slovenskej republiky. Okolo tejto rieky sa nachadza vela vyznamnych priemyselnych spoloc¢nosti, najmi
vel’kych automobilovych zavodov. Bohuzial’, rieka nie je vhodna pre plavidla prepravujiice osobné vozidla,
takze tieto spoloc¢nosti nemo6zu vyuzivat' tuto vodnu cestu na prepravu svojich komodit. Okrem automobiliek
sa blizko rieky nachddza aj niekolko velkych pol'nohospodarskych podnikov. V désledku zlych podmienok
splavnosti ani tieto spolo¢nosti nevyuzivaju tato vodnu cestu. Region ma aj hustl zelezni¢na siet’ s napojenim
na cela Eurépu a spolahlivé sluzby. Vyznamné automobilové a polnohospodarske podniky zvycajne
vyuzivaju tito zelezni¢nt siet’ na vyvoz svojich komodit do celej Eurdpy.

58. Hlavnymi obmedzeniami plavby po Vahu st podmienky plavebnej drahy a problém so zamfzanim.
Podas zimy tito vodna cesta niekedy zamrzne aj na tri alebo S$tyri tyzdne v roku. PozdiZz toku rieky
sa nachadza niekolko elektrarni. Tymto elektrarniam viac vyhovuje nepreruSovand vrstva ladu, lebo
tak sa vyhna problémom s l'adovou triestou. To by mohlo viest k vzniku konfliktu zdujmov v pripade,
ze vnutrozemské lodné spolo¢nosti sa rozhodnu extenzivnejsie vyuzivat' tito vodnu cestu. Vah je stucasne
splavny len ¢iastocne. Usek rieky medzi Komarnom a Sered’ou je vhodny pre vnitrozemsku lodnt dopravu.
Tento usek je dlhy 72 km. Existuji plany na vystavbu novych vodnych diel (Kolarovo, Sered- Hlohovec),
dokoncenie vodného diela Selice a rekonstrukciu prislusnych plavebnych zariadeni, najmé plavebnych komor,
so zamerom spojit Komarno a Zilinu vodnou cestou prislusnej triedy (AGN). Tato vystavba by spadala
do ramca TEN-T Europskej komisie. Planuje sa aj napojenie Vahu na Odru.

Synergie medzi pristavmi
Synergie na uzemi Slovenskej republiky

59. Pristav Bratislava je najaktivnejsi pristav vykonavajici rézne ¢innosti, od prevadzkovania osobnej
dopravy az po manipulaciu s nakladom. V ramci tejto manipulacie s ndkladom pristav poskytuje rozne sluzby,
napr. manipulaciu s kontajnermi, manipuldciu s minerdlnymi olejmi a manipulaciu s nadrozmernym
nakladom. Pristav Bratislava ma potencial pre budici rast. Kapacita pre dodato¢né sluzby manipulacie
s nakladom uZ existuje a pristav ma aj vlastny trimodalny kontajnerovy terminal, ktory by mohol byt
pouzivany pre extenzivnu kontajnerovi dopravu.

60. Pristav Komarno este vykonava niektoré ¢innosti, ale jeho sucasna kapacita sa velmi intenzivne
nevyuziva. Aby sa zlepSila vykonnost’ pristavu, tato kapacita by sa mohla intenzivnejSie vyuzivat a ¢innost
pristavu by sa mohla zvysit. Az sa Vah stane splavaym pre vnutrozemské plavidld, potencial pristavu by
mohol zvysit, lebo pristav lezi na krizovatke Dunaja a Vahu. AvSak poloha pristavu vel'mi stazuje jeho
rozSirovanie. Pristav sa nachadza blizko centra mesta a obytnych zon. Zvysenie Cinnosti v pristave spdosobi,
ze pristav bude eSte viac obtazovat’ obyvatel'ov mesta.
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61. The port of Starovo is no longer used for any cargo handling activities. Only services provided
by the port are passenger services. However these activities are performed on an irregular basis. Also this port
is located near the city centre and expansion of the port is difficult.

62. The three ports are so different from each other that synergies hardly exist. The ports differ in level
of economic activity and services offered. The port of Bratislava offers a wide range of services while the port
of Starovo is almost idle. The services provided are also different between the ports. There is almost
no overlap between the cargo services offered by the port of Bratislava and the port of Komarno.

Synergies along the Danube Axis

63. Despite the marginal use of river transport, the inland waterway sector might be an attractive
alternative compared to other modes of transport. The capacity of the Danube is not fully used and transport
volumes are still below the volumes transported at the end of the Communism Era. On top of that
it is expected that even in 1987 (the year with largest transport volume via inland water transport) the river
was not used at its full capacity.

64. The Danube region is a region with a large growth potential and transport volumes are expected
to grow the coming years. Goods produced in this region need to be transported and inland water transport
might be able to capture a share of this increased transport volumes. First of all, inland water transport could
help to reduce road congestion. If transport volumes rise sufficiently the goods could not all be transported by
road or rail within causing major congestion. The road and rail networks are already used intensively and
might reach their maximum capacity within the coming years if networks are not extended and upgraded.
Inland water transport has still capacity left and is therefore able capture the increased demand for transport.

65. Environmental concerns become more and more important. Large companies become aware of their
carbon footprint and their overall environmental performance. Inland water transport is one of the cleanest
modes of transport, especially since CO, emissions are much lower for inland water transport than road
transport.
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61. Pristav Stiirovo sa uz nepouziva na manipulaciu s nakladom. Jediné sluzby, ktoré pristav poskytuje,
su sluzby osobnej dopravy, ale aj tieto sluzby su poskytované nepravidelne. Aj tento pristav sa nachadza
blizko centra mesta a jeho rozsirenie je problematické.

62. Vsetky tri pristavy sa navzajom tak odliSujl, ze synergie medzi nimi takmer neexistuju. Pristavy
a liSia troviiou ekonomickej aktivity a ponukanych sluzieb. Pristav Bratislava poskytuje Siroky sortiment
sluzieb, zatial’ &o pristav Stirovo je takmer nevyuzivany. Okrem toho jednotlivé pristavy poskytuju aj rozne
sluzby, napr. nakladna sluzby poskytované pristavom Bratislava sa takmer vobec neprekryvaju so sluzbami,
ktoré poskytuje pristav Komarno.

Synergie pozdl% dunajskej osi

63. Napriek obmedzenému pouZivaniu rieénej dopravy sektor vnutrozemskej vodnej dopravy by mohol
byt atraktivnou alternativou inych druhov dopravy. Kapacita Dunaja nie je uplne vyuzita a objemy dopravy
stale nedosahujti objemy prepravované na konci obdobia socializmu. NavySe sa predpoklada, Zze ani v roku
1987 (v roku s najvacsim objemom ndkladu prepraveného vnutrozemskou vodnou dopravou) nebola kapacity
rieky vyuzivana na sto percent.

64. Dunajsky region je region s velkym rastovym potencidlom a predpoklada sa, Ze objemy dopravy
budil v nasledujucich rokoch rast. Tovar vyrobeny v tomto regione musi byt prepraveny a vnutrozemska
vodnd doprava by mohla zachytit’ urcitd Cast’ tychto zvySenych objemov dopravy. Vnutrozemska vodna
doprava

by mohla v prvom rade pomdct’ znizit' dopravné zapchy na cestach. Ak sa objemy dopravy dostato¢ne zvysia,
vSetok tovar nebude mozné prepravit po ceste alebo po Zeleznici bez toho, aby vznikli velké dopravné
zapchy. Cestna a zeleznicna siet’ je uz teraz intenzivne vyuzivana a v najblizsich rokoch by mohla dosiahnut’
Svoju maximalnu kapacitu, ak nedojde k jej rozsireniu a zdokonaleniu. Vnutrozemska vodna doprava este ma
nevyuzitu kapacitu a preto méze zachytit’ zvyseny dopyt po doprave.

65. Environmentalne otazky nadobudaji coraz vac¢si vyznam. Velké spoloCnosti si postupne
uvedomuju, Ze po sebe zanechavaju ,,uhlikovi stopu®, aj celkovy dopad svojich ¢innosti na zivotné prostredie.
Vnutrozemska vodna doprava je jednym z najcistejSich druhov dopravy, najmi vzhladom na skutoc¢nost,
ze emisie CO, z vnutrozemskej vodnej dopravy st ovel’a nizsie ako emisie vyprodukované cestnou dopravou.
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3. PORT IMPACT
3.1 Economic impact

Current impacts

66. The current economic impacts of the Slovak ports are limited. The low utilisation levels at the ports
generate unsurprisingly moderate economic benefits to the cities and country. The number of port-related jobs
and value added is small. According to the local stakeholders, there are currently 500 people working
in the Port of Bratislava and a few dozens of people in the Port of Komarno. No accurate data is available
to identify the exact total amount of employment or revenue that is contributed by ports and port-related
industries in the Slovak Republic.

67. The 2010 approved “Updated Conception of Development of the Public Ports” (“Updated
conception”) identifies the potential impacts on business environment, economy social exclusion, equal
opportunities, gender equality and employment. It is expected that the new conception of port development
would increase the number of jobs in both the passenger port and cargo port sectors, such as tourism services,
catering services, repair and maintenance of ships, transhipment and warehousing as well. However,
no detailed target or specific timeline has been set in the plan to measure the effects.

68. Other projects like the “Danube Inland Harbour Development” and “Upgrading of Inland Waterway
and Sea Ports”(INWAPO) both funded by the European Commission are also expected to impel
the development of port services and logistics between inland and sea ports in South East Europe and Central
Europe regions. These projects both started in 2011 with a 36-month time length. The impacts are thus yet far
to be shown.

69. There is a certain number of industries connected to port. According to “Updated conception”,
export accounts for about 93% of the cargo at the Port of Bratislava. Typical export commodities by barge
include light fuel and heavy fuels, ores, metal scrap and steel products. There are refineries that use
the Danube to export its oil products to countries like Austria and Germany. But the volume of such ship
freight (700,000 tonnes) is relatively low compared to what is transported via rail (2.2 million tonnes) and
what is transported via product pipelines (2 million tonnes). The other firm that specializes in producing
chemicals and fertilizers also uses the Danube to export about one fifth of its products, approximately 200,000
tonnes annually, to its customers in Central Europe and Germany. For imports, cargo like foods and
feedstuffs, chemicals, liquid gas, fertilizers, ores, metal scrap and steel products are typically transported
by inland waterways. In some cases, raw materials and gas would be firstly imported through other ports such
as the Port of Constantza then transported by river to the Port of Bratislava.

70. The Port of Komarno exports agricultural products, livestock, solid fuels and metal products.
Imports include foods and feedstuffs, oil products, ores and metal scrap. The port also has some activities
on passenger ship transport. Port of Sturovo only serves as a passenger port. The combined number
of passengers and revenue generated from such services at these two ports could almost be neglect able
in comparison to the Port of Bratislava, which handles most of the passenger ship transportation in Slovakia
(Updated Conception). According to some interviewed industry experts, river transportation is suitable for
those goods that have low value, where transit time is relatively less important and where the intermittent use
of the river due to seasonal weather conditions does not cause substantial impacts on the delivery of the cargo.
Therefore the traditional users would include the sectors in agriculture, coal, steel, building materials, and
containers as dry goods, as well as in petroleum products and chemicals that are stored in tankers. In addition,
project cargo and overweight cargo are also considered to be the preferred users for inland water transport.
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3. VPLYV PRiISTAVOV
3.1 Ekonomicky vplyv

Sucasné vplyvy

66. Stcasny ekonomicky vplyv slovenskych pristavov je obmedzeny. Neprekvapuje, ze nizka miera
vyuzitia pristavov prinasa maly ekonomicky uzitok pre mesta a krajinu. Pocet pracovnych miest spojenych
s pristavmi a pridand hodnota vytvarana pristavmi st nizke. Podl'a miestnych aktérov v pristave Bratislava
v sucasnosti pracuje 500 oséb a v pristave Komarno niekolko tuctov osoéb. Nie st k dispozicii presné udaje
potrebné pre identifikaciu presnej celkovej zamestnanosti alebo prijmov, ktorymi pristavy a odvetvia spojené
s pristavmi prispievaju k celkovymi prijmom Slovenskej republiky.

67. Aktualizovana koncepcia rozvoja verejnych pristavov (,,aktualizovand koncepcia‘“) schvalena v roku
2010 identifikuje mozné vplyvy na podnikatel'ské prostredie, ekonomiku, socidlnu exkliziu (vy¢lenenie
zo spolocnosti), rovnost’ prilezitosti, rovnost’ pohlavi a zamestnanost’. Oc¢akava sa, Ze nova koncepcia rozvoja
pristavov zvysi pocet pracovnych miest aj v sektoroch osobnych aj ndkladnych pristavov, napr. v sluzbach
cestovného ruchu, stravovacich sluzbéach, opravach a udrzbe lodi, prekladke a skladovani. V plane v$ak nebol
stanoveny podrobny ciel’ alebo konkrétna ¢asova os pre meranie tychto vplyvov.

68. Iné projekty, napr. ,,Rozvoj vnutrozemskych pristavov na Dunaji* a ,,Modernizacia vnutrozemskych
a namornych pristavov*(INWAPQO), oba financované Eurdpskou komisiou, by tiez mali prispiet’ k rozvoju
pristavnych sluzieb a logistiky medzi vnitrozemskymi a namornymi pristavmi v regionoch juhovychodne;j
a Strednej Eurdpy. Oba tieto projekty sa zacali v roku 2011 a s naplanované na 36 mesiacov, takze ich
vplyvy sa zatial’ neprejavili.

69. S pristavom je spojeny urcity pocet priemyselnych odvetvi. Podl'a ,,aktualizovanej koncepcie“ vyvoz
tvori priblizne 93% nakladu v pristave Bratislava. Medzi typické komodity vyvazané na lodiach patria I'ahké
a tazké vykurovacie oleje, rudy, Zelezny Srot a oceliarske vyrobky. Niektoré¢ rafinérie pouzivaju Dunaj na
vyvoz svojich ropnych vyrobkov do inych krajin, napr. do Raktiska a Nemecka. Ale objem tohto lodného
nakladu (700 000 t) je relativne maly v porovnani s objemom prepravenym po Zzeleznici (2,2 mil. t)
a produktovodmi (2 mil. t). Aj d’alSia firma, ktora sa Specializuje na vyrobu chemikalii a umelych hnojiv,
pouziva Dunaj na vyvoz asi pitiny svojich vyrobkov, priblizne 200 000 t za rok, svojim zakaznikom
v Strednej Eurdpe a Nemecku. V pripade dovozu naklad ako potraviny a krmiva, chemikalie, kvapalny plyn,
umelé hnojiva, rudy, kovovy Srot a oceliarske vyrobky sa zvycajne prepravuju po vnutrozemskych vodnych
cestach. V niektorych pripadoch suroviny a plyn sa najprv dovezll cez iné pristavy, napr. pristav Constanza,
a potom sa prepravia po rieke do pristavu Bratislava.

70. Pristav Komarno vyvaza polnohospodarske vyrobky, dobytok, tuhé paliva a kovové vyrobky.
Dovoz zahfna potraviny a krmiva, ropné vyrobky, rudy a kovovy Srot. Pristav vykonava aj niektoré Cinnosti
stvisiace s osobnou lodnou dopravou. Pristav Stirovo slizi len ako osobny pristav. Pocet cestujucich
a prijmov vytvorenych tymito sluzbami v tychto dvoch pristavoch spolu je takmer zanedbatel'ny v porovnani
s pristavom Bratislava, ktory zabezpecuje vicSinu osobnej lodnej dopravy v Slovenskej republike
(Aktualizovana koncepcia). Podl'a niektorych opytanych expertov rie¢na doprava je vhodna pre tovar s nizkou
hodnotou, kde Cas prepravy je relativne menej dolezity a kde preruSované vyuzivanie rieky v dosledku
sezonnych poveternostnych podmienok nema podstatny vplyv na doru¢enie nakladu. Tradiénymi uZzivatel'mi
budu preto polnohospodarsky sektor, uhlie, ocel, stavebné materialy a kontajnery ako suchy tovar, ako
aj ropné a chemické vyrobky, ktoré sa skladuju v tankeroch. Okrem toho, za preferovanych uzivatelov
vnutrozemskej vodnej dopravy sa povazuju aj tzv. projektové zasielky a zasielky s nadmernou hmotnost'ou.
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71. Automobile manufacturing has become one of the pillar industries in the Slovak Republic.
Major European automotive companies have set up their assembly and production plants in the country.
German company Volkswagen AG first opened up a production site near Bratislava in the early 1990s.
Then in 2006, PSA Peugeot Citroen and KIA Motors also started their operation in Trnava and Zilina,
respectively. These world-known car makers have since boosted the volume of vehicles produced in Slovakia
significantly. In 2012, 926, 555 cars were produced with an astonishing 44.9% increase from the previous
year, Slovakia is the world’s largest car producers per capita. Domestic demand for these cars is rather low
n this country with just more than 5 million populations. Almost 99% of the car produced in Slovakia
is destined abroad for exports to distribution centres or to directly serve the European and overseas markets
like the U.S., China and Russia. Many car plants are actually built in the vicinity of inland waterways or have
close access to the Danube River or River Vah.

72. However, most of the car producers do not utilize the Danube River as transportation means
for its inbound or outbound cargo. One of the reasons is that most car manufacturers adopt the “just-in-time”
approach in order to achieve cost-effectiveness, incoming parts orders therefore have to be in sequence
and delivery timing is the key for its assembly line production. In this respect, the deficiency in flexibility
for river transportation is not the desired option for car makers. Moreover, the lack of dedicated infrastructure
for transporting automobiles by barges, like a Ro-Ro terminal, also hinders the use of water transport
for the automobile manufacture industry. Facing many constraints that are similar to the ones in Slovakia,
car production plants along the Yangtze River in China, however, are starting to actively utilize the inland
waterways to transport automobiles for both imports and exports (Box 1).
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71. Vyroba automobilov sa stala jednym z pilierov priemyslu Slovenskej republiky.Vel'ké automobilové
spolo¢nosti si zriadili montazne a vyrobné prevadzky v tejto krajine. Nemecka spolocnost’” Volkswagen
AG ako prvé otvorila svoj vyrobny zdvod ned’aleko Bratislavy zaciatkom 90. rokov. Neskor v roku 2006 PSA
Peugeot Citroen a KIA Motors zadali svoju prevadzku v Trnave resp. v Ziline. Tito svetoznami vyrobcovia
automobilov odvtedy podstatne znasobili objem vozidiel vyrabanych v Slovenskej republike. V roku 2012
bolo na Slovensku vyrobenych 926 555 automobilov a s prekvapujicim narastom o 44,9% oproti
predchadzajucemu roku sa Slovenska republika stala najva¢sim svetovym vyrobcom automobilov v prepocte
na obyvatela. Domaci dopyt po tychto automobiloch je v tejto krajine len s 5 milionmi obyvatel'ov dost
nizky. Takmer 99% automobilov vyrobenych v Slovenskej republike je urCenych na vyvoz do distribu¢nych
centier alebo priamo na eurépske a zamorské trhy, napr. do USA, Ciny a Ruska. Vela automobilovych
zavodov bolo postavenych v blizkosti vnutrozemskych vodnych ciest alebo maji dobry pristup k Dunaju
alebo Vahu.

72. Viécsina vyrobcov automobilov vSak nevyuziva Dunaj ako dopravny prostriedok pre prepravu
svojho nakladu. Jednou z pri¢in je, Ze vécSina vyrobcov automobilov pouziva pristup ,,just-in-time,
aby dosiahli nakladovu efektivnost’, Cize prichadzajice objednavky na suciastky musia byt zoradené a Cas
dodania ma klacovy vyznam pre vyrobu automobilov na montaznej linke. V tejto suvislosti nepruznost
rie¢nej dopravy spdsobuje, Ze tento druh dopravy nie je preferovanou moznostou pre vyrobcov automobilov.
Pouzivaniu vodnej dopravy automobilovym odvetvim brani aj absencia vyhradenej infrastruktiry potrebnej
pre prepravu automobilov na lodiach, napr. Ro-Ro terminalu. Automobilové zavody leZiace na brehoch rieky
Jang-c’-tiang v Cine, ktoré &elia podobnym obmedzeniam ako vyrobcovia v Slovenskej republike, viak
uz zacinaju aktivne vyuzivat vnutrozemské vodné cesty na prepravu automobilov pri dovoze aj vyvoze
svojich vyrobkov (ramcek 1).
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Box 1. Automobile transportation on the Yangtze River

China has over 123,000km of navigable inland waterways featuring the country’s transport
network. It is also the largest in the world in terms of length and volume of cargo, representing
an estimated 67% of China’s marine freight volumes in 2010. The 6300km-long Yangtze River
is the longest and one of the most important inland waterways in China, flowing through seven
provinces and two municipalities. More than 60% of the national inland waterway transport (IWT)
cargo is transported on the Yangtze and its tributaries, among which it carries 80% of the country’s
metal ores, 83% of the coal and coke, and 70% of the crude oil and oil products. In 2012, its total
cargo volume continued to grow by 8.5% to 1.8 bhillion tonnes.

Located in the centre of China, a crossing from the west to the east, the transportation
advantages of the Yangtze River have spurred a series of industrial corridors, like the “Steel
Corridor”, “Crude and coke Corridor”, “Electricity Corridor”, as well as the “Automobile Corridor”.
China is now both the largest automobile producer and consumer in the world. There are five main
car manufacturing clusters in the country. The Yangtze River Delta has 58 firms and thereare
39 manufacturers in the upper and mid reach of the Yangtze River, which produce approximately
47% of the country’s total volume. This automobile industry cluster along the river has gathered
some of the largest domestic car producers and joint ventures, including Chang’an in Chongging
that produced 1.9 million units in 2012, Shenlong and Dongfeng in Wuhan, Shanghai General
Motors (1.3 million units in 2012) and Shanghai Volkswagen (1.28 million), Nanjing Automotive
and Chery in Wuhu.

Most of the transportation in the automobile industry in China is done by road, accouting
for 70% to 90%. Due to the high costs in automobile logistics, many car producers started to look
at using inland waterways to reduce the costs, which is 20% to 30% cheaper. Over the past ten
years, thanks to the rapid growing domestic demand for automobiles, many ports along the
Yangtze River have developed Roll-on-Roll-off (RoRo) terminals for automobile transportation.
For instance, Nanjing Port built its first RoRo terminal as early as 2002 and now is one
of the largest automobile transshipment base in the Yangtze region with designed annual capacity
of 360,000 cars. Wuhan Port started the operation of its RoRo terminal in 2007 and moved almost
250,000 cars in 2011. The port is currently undertaking an expansion project to increase the RoRo
capacity to 400,000 cars annually.

RoRo terminals are also built at the Chongging Port to move cars from the upper reach
of Yangtze to distribution centres in the lower stream. In order to provide sufficient capacity
for transporting finished cars from its production site to the seaport in Shanghai then exported
to overseas markets, Chery Automobile Corperation built a dedicated RoRo terminal with
a designed capacity at 200,000 cars at the Port of Wuhu in 2009. The biggest RoRo terminal is the
Haitong RoRo Terminal at the Port of Shanghai, which handles about 30% of the nation’s total
imports and exports of automobiles. It moved over 1 million cars in 2011 and is expected to keep
growing its volume. Recently, Zhangjiagang Port was approved by the State Council to become the
first to import completely built unit (CBU) cars in the Yangtze inland waterways areas, which means
that imported cars from overseas can be unloaded from vessels at the port and transported via
barges to consumers in the upper stream of the Yangtze River. Before this establishment, imported
cars will have to be cleared at other approved ports like Shanghai or Tianjin then transported
to inland cities, mostly done by trucks. The Zhangjiagang Port is also a free trade and logistics zone
where it enjoys preferential policies for companies located within the port area. The newly function
of the port will facilitate the transportation and logistics of imports and exports for both CBU cars
and auto parts along the Yangtze River and the Yangtze River Delta regions. It also provides value-
added services for the automobile supply chain in the region.

An important factor that stimulates the fast development for using inland waterways
as a transportation mode is a national strategic policy that was introduced in 2011, namely
a document on “the views of the State Council on Accelerating the development of the Yangtze
river and other inland waterways”. This policy triggered a number of substantial investments
and in improving the navigability of the inland waterways, modernizing and digitalizing
the terminals, upgrading infrastructure and promoting container IWT. It also provided a policy
framework and served as an impetus for the governments from provincial, municipal and local
levels to develop and implement programs and initiatives that will facilitate and increase the use
of inland waterway transport.
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Ramcek 1. Automobilova doprava na rieke Jang-c’-tiang

Cina ma vyse 123.000 km splavnych vnutrozemskych vodnych ciest v ramci dopravnej siete
krajiny. Stuéasne je najvadSia na svete na zaklade dizky a objemu néakladu, ktory predstavuje
priblizne 67% celkového objemu namorného nakladu Ciny v roku 2010. Rieka Jang-c’-tiang dlha
6.300 km je najdihgou a najdélezitejSou vnatrozemskou vodnou cestou v Cine, pretekajucou cez
sedem provincii a dve obce. Po rieke Jang-c’-tiang a jej pritokoch sa prepravi vySe 60% celkového
objemu nakladu prepraveného v Cine vnatrozemskou vodnou dopravou (VVD), z &oho 80% tvoria
kovové rudy, 83% uhlie a koks, a 70% ropa a ropné vyrobky. V roku 2012 jeho celkovy objem
nakladu vzrastol o0 8,5% na 1,8 mid. ton.

KedZe rieka Jang-c-tiang sa nachadza v strede Ciny a prechadza fiou od zépadu na vychod,
vyhody dopravy po tomto toku viedli k vzniku niekofkych priemyselnych koridorov, napr.
soceliarskeho  koridoru®,  ,koridoru ropy akoksu®, ,koridoru elektrickej energie”,
ako aj ,automobilového koridoru*. Cina je v sG&asnosti najva&s$im vyrobcom a sudasne
spotrebitefom automobilov na svete. V krajine je pat hlavnych zoskupeni vyrobcov automobilov.
Pri usti rieky Jang-c’-tiang sidli 58 firiem a na jej hornom a strednom toku 39 vyrobcov, ktori vyrobia
priblizne 47% celonarodného objemu. Toto zoskupenie automobilového priemyslu sa rozprestiera
pozdiZ toku rieky a patri doR niekolko najvaésich domécich vyrobcov automobilov a spoloénych
podnikov, napr. Chang’an v Chongqingu, ktory v roku 2012 vyrobil 1,9 mil. kusov, Shenlong
a Dongfeng vo Wuhane, Shanghai General Motors (1.3 mil. kusov v roku 2012) a Shanghai
Volkswagen (1.28 mil.), Nanjing Automotive a Chery vo Wuhu.

Vadésina prepravy v automobilovom priemysle Ciny sa uskuto&fiuje cestnou dopravou, ktora
tvori 70% az 90%. V doésledku vysokych nakladov na automobilovi logistiku mnohi vyrobcovia
automobilov zacali uvazovat o pouziti vnutrozemskych vodnych ciest, aby zniZili svoje naklady,
lebo tento druh dopravy by ich vysiel o 20% az 30% lacnejSie. Za poslednych desat rokov, vdaka
rychlo rasticemu domacemu dopytu po automobiloch, vela pristavov pozdlZ brehov rieky Jang-c'-
tiang vybudovalo Roll-on-Roll-off (RoRo) terminaly pre prepravu automobilov. Napriklad, pristav
Nanjing vybudoval svoj prvy RoRo terminal zacdiatkom roka 2002 a teraz patri medzi najvacsie
prekladiska automobilov v regiéne Jang-c-tiang s projektovou ro¢nou kapacitou 360.000
automobilov. Pristav Wuhan zacal prevadzkovat svoj RoRo terminal v roku 2007 a v roku 2011
prepravil takmer 250.000 automobilov. Tento pristav v suCasnosti uskutoCriuje projekt zamerany
na rozSirenie €innosti s cielom zvysit RoRo kapacitu na 400.000 automobilov roéne.

RoRo termindly sa buduju aj v pristave Chongqing s ciefom presunut automobily z horného
toku rieky Jang-c’-tiang do distribuénych centier na dolnom toku. Aby zabezpecila dostatocnu
kapacitu pre prepravu hotovych automobilov zo svojho vyrobného zavodu do namorného pristavu
v Shanghai a potom ich vyvoz na zamorské trhy, spolo€nost Chery Automobile Corperation v roku
2009 vybudovala Specialny RoRo terminal s projektovou kapacitou 200.000 automobilov
v pristave Wuhu. Najvac¢si RoRo terminal je Haitong v pristave Shanghai, ktory spracuje cca 30%
celonarodného dovozu a vyvozu automobilov. V roku 2012 prepravil vySe 1 mil. automobilov
a predpokladd sa, Ze jeho objem bude dalej rast. Statna rada nedavno schvalila pristav
Zhangjiagang ako prvy pristav, ktory bude dovézat uplne zmontované automobily do oblasti
s vnutrozemskou vodnou cestou Jang-c’-tiang, €¢o znamena, Ze automobily dovezené zo zdmoria
budd moct byt vyloZzené z plavidiel v tomto pristave a prepravené na lodiach k zakaznikom
na dolnom toku rieky Jang-c’-tiang. Pred tymto rozhodnutim dovazané automobily museli byt
odbavené v inych schvalenych pristavoch, napr. v Shanghaji alebo Tianjine, a potom prepravené
do miest vo vnutrozemi, va¢Sinou na nakladnych autach. Pristav Zhangjiagang je aj zénou volného
obchodu a logistiky, kde sa vyuzivaju preferenéné politiky pre spolo¢nosti sidliace v blizkosti
pristavu. Nova funkcia pristavu ulah¢i prepravu a logistiku dovozu a vyvozu Uplne zmontovanych
automobilov aj automobilovych dielov po rieke Jang-c’-tiang a cez regidny v okoli jej Ustia. Su¢asne
poskytuje sluzby s pridanou hodnotou pre automobilovy dodavatel'sky retazec v regione.

Délezitym faktorom, ktory podporuje rozvoj pre vyuzivanie vnutrozemskych vodnych ciest ako
druhu dopravy je narodna strategicka politika zavedena v roku 2011, konkrétne dokument
0 ,nhazoroch Statnej rady na urychlenie rozvoja rieky Jang-c'-tiang a inych vnutrozemskych vodnych
ciest. Tato politka spustila niekolko vyznamnych investicii do zlepSenia splavnosti
vnutrozemskych vodnych ciest, modernizacie a digitalizacie terminalov, modernizacie infrastruktury
a podpory kontajnerovej VVD. Sugasne poskytla politicky rdmec a sluzila ako stimul pre organy
na provin¢nej, obecnej a miestnej urovni, aby vypracovali a uskutoCnili program a iniciativy, ktoré
ulah¢ia a zvySia vyuzivanie vnutrozemskej vodnej dopravy.
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73. Another factor that is limiting the use of the Danube in Slovakia for goods movement is the handling
costs. For companies that are not located in the adjacency of the inland waterways, they need to use another
transportation means to move the cargo to the terminals and onto barges for exporting, and vice versa
for importing. Thus, the double handling procedure involved in such operation would result in additional costs
to the users. In the meantime, the location of the customers for which these cargos are destined for also plays
an instrumental role in determining the modes of transportation that will be chosen for delivery.

74. The ports cannot be considered drivers of Slovak external trade. Although Slovakia’s automobile
sector accounts for 41 per cent of overall industrial output, the link between the inland waterway ports
and the supply chain that handles such large volumes of cars is low (EU Business, 2013). Therefore, the ports
contribute very little in the export sector where the automobile industry is seen as one of the major driving
forces of the national economy.

Potential impacts

75. The port of Bratislava could potentially be a logistics hub for Europe. It has a favourable
geographical location of Bratislava at the core of Central Europe and at the crossroads of West and East,
as well as North and South Europe, along with well established rail and road connections to the Slovak
industrial and economical areas and to other countries. However, this does not seem to be included
as a strategic objective of the national or respective city governments. In the Vision statement of the V.P.,
the state-owned company that manages the port facilities in Bratislava, Komarno and Starovo, it is described
as “the Company of Public Ports, as becomes manager of public ports in the Slovak Republic and the ports
will be able to ensure the provision of port services at the same or higher level than it is in comparable river
ports on the Danube” (Slovak Port Development Strategy, 2008). Such vision and mission provides little
clarity on the development direction of the ports, also lacks in the identification of its strategic position
in the Danube Axis area.

76. Logistics could be important constituting elements of such a logistics hub function as transit
is essentially the key. A critical step is then the planning of distribution centres, logistics functions
and industrial parks in coherence with the inland waterways. Such strategy will need to be embedded
in a transnational context. With a Rhine-Main axis emerging to Bratislava, Slovakia has a clear interest
in further development of navigation on the Danube.

77. Bratislava have prepared plans for rationalisation of port-city land use, which could free up former
port land for urban development and might provide more favourable conditions for port development.
The Vlcie hrdlo project is believed to spur a new wave of revitalization in the city and the port. It will extend
the originally planned development in the dock area on the left bank between Apollo bridge, Pristavny bridge
and the Slovnaft refinery, into the Vi¢ie hrdlo locality. According to the city’s urban plan, the project zone
is earmarked for the construction of a new wharf with one dry dock, aiming to replace and enhance
the commercial distribution, storage, transhipment and logistics function of the zone, and also boost
the protective and water management function of the Winter Port. The new wharf will be equipped with
a tri-modal transhipment terminal for moving goods between ship, rail and road vehicles in a single location,
and also linked up to the international railway network for smooth transportation. To what extent the tri-modal
transhipment terminal could boost the volumes at river ports still depends on the market response.
But this infrastructure would at least provide another option for the potential port users to consider using
inland waterways as their transportation modal.
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73. Dal§im faktorom, ktory obmedzuje pouzitie Dunaja v Slovenskej republike na prepravu tovaru,
su manipula¢né naklady. Spolocnosti, ktoré sa nenachadzaju v blizkosti vnitrozemskych vodnych ciest, musia
pouzivat’ iny druh dopravy na prepravu nakladu do termindlov a na lode pri ich vyvoze a naopak
pri ich dovoze. Dvojitd manipulacia s tovarom pri tejto prevadzke by spOsobila uZivatelom dodato¢né
naklady. Poloha zakaznikov, ktorym je tento naklad urceny, zatial hra kI'acovu tlohu pri uréovani druhov
dopravy, ktoré budu pouzité pre dodanie tohto nékladu.

74. Pristavy nemozno povazovat za motor slovenského zahrani¢ného obchodu. Aj ked’ automobilovy
sektor Slovenskej republiky tvori 41 percent celkového vykonu priemyslu, prepojenie medzi vnitrozemskymi
pristavmi a dodavatel'skym retazcom, ktory spractva také velké objemy automobilov, je nedostatoéné
(EU Business, 2013). Prispevok pristavov vo vyvoznom sektore, kde automobilovy priemysel je povazovany
za jednu z hlavnych hybnych sil narodnej ekonomiky, je preto vel'mi maly.

MozZné vplyvy

75. Pristav Bratislava by sa mohol stat’ logistickym uzlom Eurdpy. M4 vyhodnu geograficka polohu
v Bratislave leziacej v srdci Strednej Eurdpy a na krizovatkach Zapadnej a Vychodnej, ako aj severnej
a juznej Eurdpy, ako aj osvedcené Zeleznicné a cestné spojenia s priemyselnymi a ekonomickymi oblast’ami
Slovenska a inych krajin. Zd4 sa vSak, Ze to nepatri medzi strategické ciele vlady SR alebo prislusnych
mestskych zastupitel'stiev. Vo vizii Verejnych Pristavov a.s. , ktory spravuje pristavné zariadenia v Bratislave,
Komérne a Starove, sa uvadza, Ze »spolocnost’ verejnych pristavov, ktord sa stane spravcom verejnych
pristavov v Slovenskej republike, a pristavy budu schopné zabezpecit' poskytovanie pristavnych sluzieb
a rovnakej alebo vysSej trovni ako porovnatelné riecne pristavy na Dunaji* (Stratégia rozvoja pristavov
SR, 2008). Tato vizia a poslanie sa jasne nezmiefhuje o smerovani rozvoja pristavov a nedostatoCne
identifikuje strategicku polohu tohto pristavu v rdmci dunajske;j osi.

76. Logistika by mohla byt délezitym prvkom tejto funkcie logistického uzla, lebo tranzit ma zasadny
vyznam. Rozhodujicim krokom je preto naplanovanie distribuénych centier, logistickych funkcii
a priemyselnych parkov v spojeni s vnutrozemskymi vodnymi cestami. Tato stratégia bude musiet byt
zasadena do nadnarodného kontextu. So vznikajucou rynsko-mohanskou vodnou cestou veduicou
az do Bratislavy Slovenska republika ma jasny zaujem na d’alSom rozvoji plavby na Dunaji.

77. Bratislava pripravila plany na racionalizaciu vyuzitia pristavnych a mestskych pozemkov, ktora
by mohla uvolnit byvalé pristavné pozemky pre mestsky rozvoj a poskytnut’ vhodnejSie podmienky
pre rozvoj pristavu. Projekt VI¢ie hrdlo by mal priniest’ nova vinu revitalizacie mesta a pristavu. Rozsiri
pdvodne planovanu vystavbu v oblasti dokov na avom brehu rieky medzi mostom Apollo, Pristavnym
mostom a rafinériou Slovnaft az po lokalitu VI¢ie hrdlo. Podl'a izemného planu mesta zona projektu je
vyhradena pre vystavbu nového pristaviska so suchym dokom, ktory ma nahradit’ a skvalitnit’ komerénti
distribuciu, skladovanie, prekladku a logistiku v tejto zone a sucasne posilnit’ ochrannii a vodohospodarsku
funkciu Zimného pristavu. Nové pristavisko bude vybavené trimodalnym prekladiskovym terminalom, ktory
umozni presun tovaru medzi lod’ou, vagéonom a cestnym vozidlom v jedinej lokalite, a su¢asne bude napojené
na medzinarodni Zelezni¢nu siet, aby sa zabezpecila plynula preprava. Do akej miery sa tomuto
trimodalnemu prekladiskovému termindlu podari zvy$it' objemy v rieCnych pristavoch, to bude zavisiet
od reakcie trhu. Ale tato infraStruktira minimélne poskytne potencidlnym uzivatelom pristavu dalSiu
moznost’ zvazit’ pouzitie vnutrozemskych vodnych ciest pre prepravu tovaru.
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78. A redevelopment plan has also been made in the City of Komarno. Because the port is located
in the central core position of the city, it is limiting the potential for further development both in the port
and the city. The municipal of Komarno hence developed a relocation plan to move the port facility to another
territorial unit in the Nitra region. But considering the current low port volume levels in Komarno,
it is difficult to see how there could lead to positive returns on investment on its port relocation plan, of which
the estimated cost is €500 million.

79. City of Stiirovo also had discussion with the port authorities about the future possibilities to utilize
the Danube waterfront, where the port functions as mainly transporting passengers could be potentially
connected to recreational and cultural functions. There is currently a promenade on the waterfront and the City
is interested in expanding and enhancing the promenade to create more leisure space and option so that more
passengers could be attracted to the City through the port.

80. Inland river ports can have considerable impacts on regional and national economies. A meta-
analysis of 158 port impact studies, conducted for this study, which includes port impact studies of inland
ports, shows the extent of the employment and value added related to ports. It appears that one million ton of
port cargo is on average related with almost 1000 jobs in inland ports (Figure 1) and approximately 800 jobs
in seaports. In terms of value added, one ton of port cargo is related with USD 250 of economic output in
inland ports and USD 100 in seaports, a difference that might be explained by the larger transhipment
functions of large seaports that generate limited economic value added.

Figure 1: Relation between jobs and cargo in inland ports
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Source: own eleboration based on own database with port impact studies

81. The economic sectors that are usually associated with river ports could vary from different regions,
because it is also related to the nature of demand and supply of the industry both domestically
and internationally. For instance, the Dutch inland ports report identified the most important sectors
for largely contributing the growth in value-added at inland ports are chemicals, energy and water, logistics
over water and logistics services (Van der Enden, 2012). In Louisiana, economic impact of the inland ports
is mostly related to the companies located on port property and that of the deep draft river ports is also related
to the transferred cargo at the ports (Richardson, 2012). Agriculture, oil, and chemicals dominate the export
and import commodities in Louisiana. The exports that use Louisiana ports are representative of the industries
that presently serve as the foundation of the state“s economy (ibid.). In terms of employment, the primary
sectors connected to the ports are agriculture, mining, and manufacturing. The transportation and warehousing
sector is also important for its accommodation of transportation services.
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78. Plan prestavby bol vypracovany aj v meste Komarno. Ked’ze pristav sa nachadza v blizkosti centra
mesta, obmedzuje moznost d’alSieho rozvoja pristavu aj mesta. Mestské zastupitel'stvo Komarna preto
vypracovalo plan na premiestnenie pristavného zariadenia do iného izemného celku v nitrianskom regione.
Vzhl'adom na sucasné nizke objemy nakladu spracované v pristave Komarno je vSak tazké posudit’
navratnost’ planovanej investicie do premiestnenia pristavu, kde investi¢né naklady predstavuji 500 mil. EUR.

79. Aj mesto Starovo rokovalo s pristavnymi organmi o buduicich moznostiach vyuZitia nabrezia
Dunaja, kde funkcie pristavu, ktory slazi najmd na prepravu osob, by mohli byt spojené s rekrea¢nymi
a kultirnymi funkciami. Na nébrezi sa v stcasnosti nachadza promenada a mesto ma zaujem na jej rozsireni
a modernizacii, aby vznikol d’al§i priestor a moznost’ travenia volného ¢asu, ¢im by cez pristav prilakali
do mesta viac l'udi.

80. Rie¢ne pristavy moézu mat velky vplyv na regiondlnu a narodnu ekonomiku. Meta-analyza 158
stadii vplyvu pristavov vykonand pre potreby tejto Stadie, ktord zahfna aj Stadie vplyvu vnutrozemskych
pristavov, ukazuje rozsah zamestnanosti a pridani hodnotu pristavov. Vyplyva z nej, Ze milion
ton pristavného nakladu je spojenych v priemere s takmer 1000 pracovnymi miestami vo vnutrozemskych
pristavoch (obrazok 1) a priblizne 800 pracovnymi miestami v namornych pristavoch. Pokial’ ide o pridanu
hodnotu, jedna tona pristavného nakladu je spojena s ekonomickymi vykonmi s hodnotou 250 USD
vo vnutrozemskych pristavoch a 100 USD v namornych pristavoch, pri¢om tento rozdiel méze byt spdsobeny
vacsimi prekladkovymi funkciami velkych namornych pristavov, ktoré vytvaraju obmedzeni hospodarsku
pridana hodnotu.

Obrazok 1: Vzt'ah medzi pracovnymi miestami a nakladom vo vnutrozemskych pristavoch
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81. Ekonomické sektory, ktoré su zvyCajne spojené s rieCnymi pristavmi, sa mozu lisit' v zavislosti
od jednotlivych regidonov, lebo to savisi aj s typom dopytu a ponuky priemyslu na narodnej aj medzinarodne;j
urovni. Napriklad sprava o holandskych vnitrozemskych pristavoch identifikovala ako najddlezitejSie sektory
podla prispevku k rastu pridanej hodnoty vo vnutrozemskych pristavoch chemické vyrobky, energetiku, vodu,
logistiku pre vodni dopravu a logistické sluzby (Van der Enden, 2012). V Louisiane ekonomicky vplyv
vnutrozemskych pristavov vac¢Sinou suvisi so spolo¢nostami, ktoré sa nachadzaju v pristave, pricom vplyv
riecnych pristavov s hlbokym ponorom stvisi aj s typom prekladaného nakladu (Richardson, 2012). Hlavnymi
vyvoznymi a dovoznymi komoditami v Louisiane st polnohospodarske plodiny, ropa a chemikalie.
Vyvozcovia, ktori vyuzivaju pristavy v Louisiane, su predstavitelmi odvetvi, ktoré v stcCasnosti sluzia
ako zaklad $tatnej ekonomiky (tamtiez). Na zaklade zamestnanosti hlavné sektory napojené na pristavy
su pol'nohospodarstvo, tazobny priemysel a vyroba. Dopravny a skladovaci sektor su takisto ddlezité pre
uspokojenie dopytu po dopravnych sluzbach.
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Cruise tourism in Bratislava

82. In recent years, taking a cruise on the Danube River through Central and Eastern Europe has been
a growing leisure interest among tourists. In 2012, about 15 000 passengers travelled to the Danube
on a cruise. A dense and evermore interconnected network of inland waterways allows the ports and their
adjoining cities along the Danube to enjoy an increasing usage for touristic and recreational activities.
According to the Danube Tourist Commission (2010), one of the most popular routes for cruises in 2009
is the Passau-Budapest-Bratislava-Vienna-Passau voyage. Data provided by viaDonau (Annual Report, 2009),
an Austrian state-owned company, about 895 000 cruise passengers were transported by liner services
cabin vessels on the Austrian Danube, of which the two twin city liners carried 130 172 passengers
on the route between Vienna and Bratislava.

83. Being one of the key cities along the Danube, cruise tourism could be further developed in Bratislava
as an important instrument to attract more visitors and promote the economic growth of the region.
The passenger ports in the Slovak Republic could potentially utilize the geographical advantage of being one
of the most visited points on the Danube River and the city“s rich culture and history to market
GOV/TDPC/URB(2013) 6 37 itself to more prospective cruise tourists and strengthen the competitiveness
and image of the ports and cities in Slovak Republic. Studies show that cruise tourism can also contribute
greatly to the local economy and generate significant socio-economic impacts to the port city and region.
For example, the European Cruise Council (ECC) commissioned a study that calculated the total economic
impacts of the cruise industry in Europe in 2011 are €36.7 billion in total output, €15 billion in direct
spending, 315 500 jobs and €9.8 billion in employee compensation (G.P. Wild and BREA, 2012).

84. An interesting example of using the RoRo cruise for tourism is being tested in China on the Yangtze
River. Tourists can drive their cars onto the cruise and travel along the river to enjoy the views of the Three
Gorges Dam. Passengers can also choose to get off the cruise once they arrive in some city along the cruise
route and drive into the city or other destinations according to their own interests. In this sense, river cruises
not only serve as a recreation means to its traditional definition, but also provide another leisure method
that meets the different needs of tourists. Furthermore, the shortened distance on cruises between cities along
the River could attract more visitors who drive cars as it saves their travel time and provides more touristic
options.

3.2. Port-city interface

Land use

85. In the New Land Use Plan of Bratislava (2007), the vision of the city™s local government is to turn
Bratislava at long last into a “City on the Danube”, instead of just a city along the Danube. The focus of this
updated city land use plan is primarily in the south side supported with transport connections on a radial-
circular principle. In terms of waterfront development, two ambitious projects, Eurovea and Riverpark,
are designed to create a top quality new zone on the Danube embankment, as a modern location for shopping,
housing, work and leisure. With a promenade stretching from the central square to the National Theatre
building, the newly built residential complex — “Eurovea” — has already stimulated the real estate market
to a large degree as the average property price has gone up to €2,000 per m®.
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Turistické vyletné plavby v Bratislave

82. V poslednych rokoch medzi turistami rastie zaujem o vyletné plavby po Dunaji cez krajiny Stredne;j
a Vychodnej Europy. V roku 2012 vyletné lode prepravili po Dunaji priblizne 15 000 oso6b. Husta a Coraz
prepojenejSia siet’ vnutrozemskych vodnych ciest umoziuje pristavom a prilahlym mestam na Dunaji,
aby vyuzili rastici zaujem o turistické a rekreacné Cinnosti. Podl'a Komisie pre cestovny ruch na Dunaji
(2010) jednou z najobltbenejSich tras vyhliadkovych plavieb v roku 2009 bola trasa Passau-Budapest-
Bratislava-Vieden-Passau. Podl'a udajov poskytnutych rakuskou Statnou spolo¢nostou viaDonau (ro¢na
sprava, 2009) bolo po raktiskom useku Dunaja prepravenych na parnikoch a kabinovych plavidlach priblizne
895 000 vyletnikov, z toho 130 172 o0s6b bolo prepravenych dvoma rychlymi katamardnmi premavajiicimi
na trase medzi Viednou a Bratislavou.

83. Ked'Ze Bratislava patri medzi dblezit¢ mesta na Dunaji, pobrezny cestovny ruch v tomto meste
by sa mohol dalej rozvijat' ako dolezity nastroj pre prilakanie d’alSich navstevnikov a pre podporu
hospodarskeho rastu v regione. Osobné pristavy v Slovenskej republike by mohli vyuzit' geograficka vyhodu
najnavstevovanejSich miest na Dunaji a bohatd kultiru a histériu Bratislavy na to, aby ,sa predali
perspektivnej$im turistom a posilnili konkurenéna schopnost’ a imidz pristavov a miest Slovenskej republiky.
Stadie ukazuju, Ze turistické vyletné plavby mézu podstatne prispiet’ aj k rozvoju miestnych ekonomik
a vytvorit' vyznamné socialno-ekonomické vplyvy na pristavné mesto a region. Napriklad Eurdpska rada
prevadzkovatel'ov vyletnych lodi (ECC) objednala $tadiu, ktora vypocitala, ze celkovy ekonomicky vplyv
odvetvia vyletnych plavieb v Eurdpe predstavuje 36,7 mld. EUR vo forme celkovych vykonov, 15 mld. EUR
vo forme priamych vydavkov, 315 500 pracovnych miest a 9,8 mld. EUR vo forme odmien zamestnancov
(G.P. Wild a BREA, 2012).

84. Zaujimavy priklad vyuZivania RoRo plavieb pre cestovny ruch sa v sucasnosti testuje v Cine
na rieke Jang-c’-tiang. Turisti sa mézu v autach nalodit’ na parnik, cestovat po rieke a uzit' si pohlad
a Priehradu troch uzin. Cestujiici moézu po prichode do mesta na trase plavby zist' z parnika a odviezt
sa autom do mesta alebo na iné miesto urcenia, ktoré ich zaujima. V tomto zmysle rie¢ne plavby nesliizia
len na rekredciu v tradicnom zmysle slova, ale poskytuju aj d’alsi sposob travenia volného c¢asu, ktory
vyhovuje potrebam turistov. NavySe skratena vzdialenost’ medzi mestami pocas vyletnej plavby po rieke by
mohla prilakat’ d’alSich navstevnikov, ktori cestuju autom, lebo im uSetri ¢as a poskytne viac turistickych
moznosti.

3.2. Rozhranie medzi pristavom a mestom

Uzemné plinovanie
85. V novom tuzemnom plane Bratislavy (2007) mestské zastupitel'stvo vyjadrilo svoju viziu

v dlhodobom horizonte transformovat’ Bratislavu z ,,mesta pri Dunaji* na ,,mesto na Dunaji*“. Centrum zaujmu
tohto aktualizovaného izemného planu mesta sa nachadza najmé na juznej strane podporovanej dopravnymi
spojeniami na radidlno-kruhovom principe. Pokial’ ide o vystavbu na nabrezi, dva ambicidozne projekty,
Eurovea a Riverpark, maji vytvorit prvotriednu novi zoénu na nabrezi Dunaja ako modernti pre nakupy,
byvanie, pracu a travenie volného ¢asu. S promenadou vedicou od centralneho namestia az po budovu
narodného divadla novopostaveny obytny komplex ,,Eurovea™ uz vyrazne stimuloval trh s nehnutelnost’ami,
na ktorom sa priemerna cena nehnutel'nosti zvysila na 2 000 EUR/m’.
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86. In addition, the wharf extension project at VI¢ie hrdlo would free up the area currently occupied
by the Winter docks so that it could be used for development of attractive local amenities linked
to the Pribinova and Mlynské nivy developments (Eurovea, Twin City) bordering the city centre. The project
is also expected to facilitate the integration of services for passenger and recreational cruises and sailing
on the Danube River and provide logistics function at the port through the tri-modal transhipment terminal.
It is an integrated plan that combines urban redevelopment with port related activities. Firstly, the feasibility
of the new area being used for port operation is significant before any implementation as it determines
the cost-effectiveness of the investment. Moreover, it is also necessary to consider the potential impacts from
the interface that will be created between the new port area and local VI¢ie hrdlo area. As the new wharf
would be possibly connected to the national railway network, the associated traffic and other environmental
impacts should also be carefully considered. It is critical for the city to include the port, the investors,
the community and all other stakeholders to coordinate and evaluate the land use plan together as the interests
for land development vary from all parties. Nevertheless, the transformation of previous port land for urban
functions is a desired approach to increase urban attractiveness by eliminating heavy industrial image,
especially by the river banks.

87. However, such master plan did not link inland port development with economic development.
There is no vision on how inland ports could be used as an economic asset, and the abovementioned spatial
planning decisions seem to be taken without much consideration of their potential to strengthen
the competitiveness of the Slovakian ports, nor do plans provide any substantial support for port development.
In Komarno, there are residential apartments near the port area. But port development is also limited
as a result of additional regulation restrictions, like the dust and noise emission and port operations being only
allowed at night.
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86. Okrem toho, projekt rozsirenia pristaviska vo VICom hrdle uvolni pozemky, ktoré v sti¢asnosti
zaberaju zimné doky, takze budi méct’ byt pouzité na vystavbu atraktivnej obc¢ianskej vybavenosti spojenti
s vystavbou na Pribinovej ulici a na Mlynskych nivach (Eurovea, Twin City), hraniiacou s centrom mesta.
Projekt by mal sucasne ulahcit integraciu sluzieb pre osobnu dopravu a rekreacné plavby na Dunaji
a zabezpeCit' logisticki funkciu v pristave prostrednictvom trimodalneho prekladkového terminalu.
Ide o integrovany plan, ktory spdja prestavbu mesta s pristavnymi ¢innostami. Po prvé, pred zaciatkom
akejkol'vek vystavby je potrebné preskiimat’ moznost’ vyuZitia novej zony pre prevadzku pristavu, lebo sa tym
zisti nakladova efektivnost investicie. Po druhé, je potrebné aj posudit’ mozné vplyvy rozhrania, ktoré vznikne
medzi novou pristavnou zonou a lokalitou VI¢ie hrdlo. Ked'Zze nové pristavisko by mohlo byt napojené
na narodnu zelezni¢n1 siet’, je potrebné dokladne zvazit aj vplyvy vystavby na premavku a Zivotné prostredie.
Je dolezité, aby mesto zabezpeCilo ucCast’ pristavu, investorov, spoloCenstva a vSetkych ostatnych
zainteresovanych osob na koordinacii a posudzovani uzemného planu, lebo rézne strany maju rézne zaujmy
na uzemnom rozvoji. Transformacia pristavnych pozemkov na urbanistické funkcie je Zziaduci pristup
pre zvysSenie atraktivnosti mesta vyvratenim jeho imidzu mesta s tazkym priemyslom, najma prostrednictvom
rie¢nych brehov.

87. Tento generel vSak nespojil rozvoj vnutrozemského pristavu s ekonomickym rozvojom. Neexistuje
vizia vyuzitia vnatrozemskych pristavov ako ekonomického aktiva, uvedené tizemno-planovacie rozhodnutia
boli prijat¢ bez riadneho posudenia ich potencidlu pre posilnenie konkurencieschopnosti slovenskych
pristavov a plany neposkytuju dostato¢ni podporu pre rozvoj pristavov. V Komarne sa v blizkosti pristavu
nachéadzaju byty. Rozvoju pristavov vSak brania aj d’alSie regulacné obmedzenia, napriklad emisie prachu
a hluku a povolenie prevadzky pristavu len v noci.
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3.3 Environmental impact

88. Inland waterway transport is widely considered as a competitive alternative to road and rail transport
for being the most environmentally friendly mode in terms of both energy consumption and noise
and gas emissions. The increase share of water transport will contribute to the reduction of green house
gas (GHG) emissions and alleviation of traffic congestion in the port areas.

89. The environmental impacts of the ports are relatively well documented, and seem to be in line with
the level of port activity. According to the port officials, a total amount emission from fuel storage in 2011
is measured at 390 305 kg, and the total amount of waste generated in that same year is 920 525 tonnes. Other
environmental measurements are not strictly monitored or recorded in regards to air quality levels (CO,, NOy,
SO, and PM), dust, carbon footprint, energy use and water quality. The Environment Impact Assessment
(E1A) documents might be available for new port developments funded under the EU infrastructure projects.
With respect to environmental protection, the ports of Slovakia has made long term effort to move
the ecologically dangerous activities undertaken in the port area to areas outside the main flow of Danube
in order to protect the basins. For example, operation on transhipment of mineral oil is moved from free flow
to the basin of Palenisko.

90. Limited traffic congestion is also reported by the port authorities due to the low utilisation
at the ports. The city has been developing the river embankment housing market, and the relevant distance
between the port’s industrial zone and urban residential zone still serves as a limiting factor for ports
to be further developed or expanded. Nevertheless, if there would be large volumes handling at the port
in the future, a possible scenario is that port-related traffic would be immediately mingled with urban traffic
due to the existing port location and transportation network. According to Eurostat, the average time
of journey to work in Bratislava is about 37 minutes per day. Therefore, it is of great importance to develop
an intermodal transport system at the port in order to deal with the potential traffic and other environmental
impacts resulted from increasing port activities.

91. In addition, inland waterways could also be used to ease urban congestion by offering ferry services
to commuters, as well as providing a greener transportation alternative to tackle greenhouse gases.
For example, the New York City launched a new service that will provide year-round ferry transportation
between selected points in Manhattan, Queens and Brooklyn in 2011. This East River Ferry Service
is believed to provide additional commuting options for New York commuters and alleviate the urban
congestion from over-crowded trains and subways. In the meantime, it would also connect the different
boroughs and create more access for the residents and tourists to the waterfront through a robust waterborne
transit service system. Increased port activities could also potentially lead to growing volume of waste.
At the Port of Lille in France, a sustainable transport system based on waterways is built where barges with
open top containers would move the waste away from the metropolis to waterborne valorisation plants. Since
2007, approximately 200,000 tonnes of waste is transported by barges every year.

92. Inland waterway transport is also used in urban logistics as an innovative way to provide efficient
and environmentally-friendly transportation in a congested metropolitan area. For instance, the oldest grocer
in London, Sainsbury’s, is conducting a trial using barges to deliver food to its stores on the Thames.
It demonstrated that moving time-senstive goods via the river is faster than going on roads in central London.
Such initiative of freight transport using inland waterways is a part of the company’s target of reducing CO2
emission by 25% by 2012.
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3.3 Vplyv na Zivotné prostredie

88. Vnutrozemska vodna doprava sa vSeobecne povazuje za konkurencnu alternativu cestnej
a zelezni¢nej dopravy, lebo je ovela ekologickejsSim druhom dopravy z hl'adiska spotreby energie a emisit
hluku a plynov. ZvySenie podielu vodnej dopravy prispeje k zniZzeniu emisii sklenikovych plynov
a k zmierneniu dopravnych zapch v pristavnych zénach.

89. Vplyv pristavov na zivotné prostredie je pomerne dobre zdokumentovany a zda sa, ze je v sulade
s urovilou pristavnych ¢innosti. Podla pristavnych orgédnov celkové namerané mnozstvo emisii zo skladovania
paliv v roku 2011 dosiahlo uroven 390 305 kg a celkové mnozstvo odpadu vytvoreného v tom istom roku bolo
920 525 t. Dalsie environmentilne merania nie st striktne monitorované alebo zaznamenavané, pokial
ide o urovne kvality ovzdusia (CO,, NO,, SO, a PM), prasnost’, uhlikovu stopu, spotrebu energie a kvalitu
vody. V pripade vystavby novych pristavov financovanych v ramci projektov budovania infrastruktiry EU
by mohli byt poskytnuté dokumenty o hodnoteni vplyvov na zivotné prostredie (EIA). Pokial’ ide o ochranu
zivotného prostredia, pristavy Slovenskej republiky dlhodobo vynakladaji tsilie na presun ekologicky
nebezpeénych cinnosti vykonavanych v pristavnej zone do zon nachadzajicich sa mimo hlavného toku
Dunaja, aby sa ochranili bazény. Napriklad prevadzka pri prekladke mineralnych olejov bola presunuta
z vol'ného toku do bazéna Pélenisko.

90. Pristavné organy hlasia aj mensSie dopravné zapchy v dosledku mensieho vyuzivania pristavov.
Mesto buduje trh s bytmi na nabrezi rieky a vzdialenost’ medzi priemyselnou zoénou pristavu a obytnou zénou
mesta stale brani d’alSiemu rozvoju alebo rozsirovaniu pristavov. Napriek tomu, ak bude pristav v budtcnosti
spracuvat’ vel'ké objemy nakladu, méze sa stat’, Zze premavka v pristave sa zmieSa s premavkou v meste v
dosledku existujucej pristavnej lokality a dopravnej siete. Podl'a Eurostatu cesta do prace v Bratislave trva v
priemere 37 minit za den. Preto je vel'mi dolezité, aby v pristave bol vybudovany intermodalny dopravny
systém, ktory vyrieSi mozni premavku a iné vplyvy na Zivotné prostredie vyplyvajuce zo zvySenia
pristavnych ¢innosti.

91. Okrem toho vnutrozemské vodné cesty by mohli byt vyuzité aj na zmiernenie dopravnych zapch
v meste tym, Ze by ponukali prievozné sluzby 'ndom dochadzajucim do prace, a sicasne ekologickejsi spdsob
dopravy, ¢im by sa vyriesil problém so sklenikovymi plynmi. Napriklad mesto New York zaviedlo novu
sluzbu, ktoré zabezpeci celoro¢nu prepravu trajektom medzi vybranymi miestami na Manhattane, v Queense
a v Brooklyne v roku 2011. Predpoklada sa, Ze tato sluzba s nazvom East River Ferry Service poskytne
obyvatelom New Yorku dodatocni mozZnost’ cestovania do prace a zmierni dopravné zapchy v meste
sposobené preplnenymi vlakmi a metrom. Casom spoji aj rozne predmestia a rozsiri pristup obyvatelov
a turistov k nabreziu prostrednictvom robustného systému vodnej tranzitnej dopravy. ZvySenie pristavnych
¢innosti by mohlo viest' aj k ndrastu mnoZstva odpadu. V pristave Lille vo Franctzsku buduji udrzatelny
dopravny systém vyuZzivajuci vodnu cestu, kde lode s otvorenymi hornymi kontajnermi budu odvazat” odpad
z metropoly do recykla¢nych zariadeni. Od roku 2007 je lod’ami prepravenych priblizne 200.000 ton odpadu
za rok.

92. Vnutrozemskd vodna doprava sa pouziva aj v logistike v mestich ako inovativny spdsob
prevadzkovania efektivnej a ekologickej dopravy v preplnenych metropolitnych oblastiach. Napriklad
najstar$i obchodny retazec v Londyne Sainsbury’s testuje pouzitie lodi pre dodavku potravin do svojich
predajni po Temzi. Ukazalo sa, ze preprava Casovo citlivého tovaru po rieke je rychlejsia ako preprava
po cestach v centralnom Londyne. Tato iniciativa nakladnej dopravy vyuzivajicej vnitrozemské vodné cesty
je sucast’ou ciel’a spoloénosti znizit’ emisie CO2 o 25% do roku 2012.
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4. POLICIES
4.1 Stimulating inland water transport
Infrastructure investments
93. The competitiveness of the European economy is influenced by the price and quality of its transport

system. Inland water transport can positively contribute to Europe’s competitiveness because it is a relative
inexpensive and reliable mode of transport with low external costs. These features fit in the overall objectives
of the European Commission to have a competitive and resource-efficient transport system®. Therefore,
several funding programmes and supporting strategies are in place at European level to increase investments
in inland navigation. Because of its potential and underutilization of capacity, the Danube is often prioritized
in these programmes as inland waterway axis where public investments and support is (partially) necessary
and in the end beneficial for society. Examples of initiatives that specifically aim at the Danube are TEN-T,
NAIADES and the Danube Region Strategy.

Trans-European Network of Transport (TEN-T)

94. The TEN-T programme financially supports infrastructure projects in EU-Member States. Projects
are supported by the programme when they contribute to the establishments of a Trans-European Network
for Transport. Developed by the European Community in the 1980’s, the Network initially had to provide
the necessary infrastructure to ensure a good functioning of the Community’s internal market, enable social,
economic and territorial cohesion and upgrading the internal and external accessibility of Europe. In 1992,
the TEN-T was inserted in the Maastricht Treaty, making it part of the European Commission’s policy
of the European Union. At the time, 14 major infrastructural projects were adopted. By 1996, the first official
Guidelines for TEN-T policy were set up as well as a framework for infrastructure planning in the EU. Since
the revision of the TEN-T programme in 2004, funding of projects is concentrated along 30 priority projects.
Priority project No.18 ‘Waterway axis Rhine/Meuse-Main-Danube’ is the only complete waterway axis
defined under TEN-T. The entire axis crosses Europe from North-Sea to the Black Sea (Figure 4.1)

Figure 4.1 Priority Project No.18, overview
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4. POLITIKY
Podnietit’ vnitrozemski vodnu dopravu
Investicie do infraStruktury
93. Konkurencieschopnost’ eurépskych ekonomik ovplyviiuje cena a kvalita ich dopravného systému.

Vnutrozemska vodna doprava moze pozitivne prispiet’ ku konkurencieschopnosti Eurépy, lebo je pomerne
lacnym a spolahlivym druhom dopravy s nizkymi externymi nakladmi. Této charakteristika je v stlade
s celkovymi cielmi Eurdpskej komisie vybudovat’ konkurencny dopravny systém efektivne vyuzivajiici zdroje®.
Na eurdpskej urovni preto existuje niekol’ko programov financovania a podpornych stratégii zameranych
na zvySenie investicii do vnatrozemskej dopravy. Vdaka svojmu potencialu a vzhl'adom na nedostato¢né
vyuzitie svojej kapacity Dunaj je v tychto programoch ¢asto uprednostiiovany ako os vnutrozemskej vodne;j
dopravy, ktora vyzaduje (Ciastocne) verejné investicie a podporu a ktora je v konec¢nom désledku prospesna
pre celu spolocnost’. Priklady iniciativ $pecidlne zameranych na Dunaj st TEN-T, NAIADES a Stratégia
podunajského regionu.

Transeuropska dopravna siet’ (TEN-T)

94, Program TEN-T finanéne podporuje projekty budovania infrastruktiry v &lenskych $tatoch EU.
Projekty st podporované programom v pripade, Ze prispievaju k rozvoju transeurdpskej dopravnej siete. Siet,
ktora Europske spolocenstvo vytvorilo v 80. rokoch, mala pévodne poskytovat’ potrebnu infrastruktaru,
aby sa zabezpecilo dobré fungovanie vnutorného trhu Spolocenstva, umoznila socialna, ekonomicka a izemna
kohézia a zlepSila vnitorna a vonkajSia dostupnost Europy. V roku 1992 TEN-T bola vlozena
do Maastrichtskej zmluvy, ¢im sa stala stcastou politiky Europskej komisie. V tom ¢ase bolo schvalenych
14 velkych infraStruktarnych projektov. Do roku 1996 boli vypracované prvé oficidlne usmernenia pre
politiku TEN-T a vytvoreny rdamec pre planovanie infratruktury v EU. Od revizie programu TEN-T v roku
2004 sa financovanie projektov sustred’uje na 30 prioritnych projektov. Prioritny projekt ¢.18 ‘Vodna cesta
Ryn/Meuse-Mohan-Dunaj’ je jedind Gplna vodna cesta definovana v ramci TEN-T. Celd vodna cesta
prechadza Eurépou od Severného mora po Cierne more (obrazok 4.1)

Obrazok 4.1. Prioritny projekt ¢.18, prehlad
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95. Up to January 2013, a total of €160 million of funds have been assigned to this axis under the 2007-
2013 Financial Framework. Regarding the Danube stretch, several projects are funded to improve the river
bed and provide sufficient draught (Figure 4.2). The river bed is improved in between Vienna and Bratislava,
the draught restrictions of the Hungarian stretch are eliminated, a new rail bridge near Deggendorf
is constructed and research conducted for developing the Straubing-Vilshofen stretch. The only subsidy
assigned to the Slovakian part of the Danube entailed a contribution of €0.5 million for documentation and
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environmental impact assessment of the Bratislava Old Bridge modernisation® This is only a marginal share
of the total funds allocated to this axis.

Figure 4.1. Planned works across the Danube
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96. A second revision of the TEN-T Guidelines was carried out in 2011. This revision was necessary

to align the TEN-T Guidelines with the new policy objectives for transport and mobility in the EU
as determined in the White Paper. The revision has led to a new structure regarding the TEN-T projects. This
new structure will be the basis for the financing proposals for the new Financial Framework of 2014-2020.
The structure around the Priority Projects has been abandoned, and the new structure entails the so called
‘Core Network’ and ‘Comprehensive Network’. The Core Network should, when completed in 2030, function
as the backbone of the European transport network. It takes the form of 10 identified multimodal corridors
that cross Europe and connects: 83 main European ports with rail and road links, 37 key airports with rail
connections into major cities, 15,000 km of railway line upgraded to high speed, and 35 cross border projects
to reduce bottlenecks. Again, the Danube is prioritized. It is part of the multimodal corridor No.10 from
Strasbourg to Constanta. Described as pre-identified core network projects, studies and works are expected
to be funded on several sections, bottlenecks and inland ports along the Main-Danube stretch. It is therefore
possible for Slovakian inland water transport projects to apply for TEN-T funding in the next financing period
of 2014-2020, similarly as done in Austria (Box 2).
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95. Do januara 2013 bolo pre tito vodnu cestu pridelené prostriedky v celkovej vyske 160 mil. EUR
z Finan¢ného ramca pre roky 2007-2013. Pokial’ ide o Dunaj, v sucasnosti je financovanych niekol’ko
projektov s ciel'om zlepsit’ koryto rieky a zabezpecit' dostatoény ponor (obrazok 4.2). ZlepSuje sa koryto rieky
medzi Viediou a Bratislavou, odstraiiuju sa obmedzenia ponoru na madarskom useku, buduje sa novy
zelezni¢ny most ned’aleko Deggendorfu a prebieha vyskum zamerany na rozvoj tseku Straubing-Vilshofen.
Jedinad dotacia poskytnuta pre slovenskil ¢ast’” Dunaja predstavovala prispevok vo vyske 0,5 mil. EUR na
vypracovanie dokumentécie a na hodnotenie vplyvov modernizacie Starého mesta v Bratislave’ na Zivotné
prostredie. Tato Ciastka predstavuje zanedbatel'nu Cast’ z celkovych prostriedkov pridelenych pre tuto vodnu
cestu.
Obrazok 4.1. Planované diela na Dunaji

Planned and ongoing
infrastructure projects
aimed at the
improvement of
navigation conditions
(fairway depths) on the
Danube

Zdroj: NEA (2011), Strednodobé a dlhodobé perspektivy rozvoja VVD v Eurdpskej unii, objednala Eurépska komisia, Generalne riaditelstvo MOVE.
Legenda: Pldnované a prebiehajiice infrastruktiirne projekty zamerané na zlepsenie plavebnych podmienok (hibky plavebnej drdhy) na Dunaji
Nemecko — Rakiisko (Viedeit — hranica SR) — Madarsko (Szob — juznd $tdtna hranica) — Ukrajina (Tchatal Ismail — Cierne more) —
Rumunsko — Chorvatsko/Srbsko (spolocnd hranica) — Bulharsko/Rumunsko

96. Druha revizia usmerneni o TEN-T bola vykonana v roku 2011. Tato revizia bola potrebna
pre zostladenie usmerneni o TEN-T s novymi politickymi ciemi pre dopravu a mobilitu v EU uréenymi
v Bielej knihe. Revizia viedla k novej Strukture projektov TEN-T. Této nova Struktira bude zdkladom
pre navrhy na financovanie pre Finanény ramec 2014-2020. Struktura prioritnych projektov sa prestala
pouzivat’ a nova Struktira prinasa tzv. ‘zakladnu siet” a ‘komplexnu siet”. Zakladna siet’ po dokonceni v roku
2030 by mala fungovat ako chrbtica eurdpskej dopravnej siete. Ma formu 10 identifikovanych
multimodalnych koridorov, ktoré prechadzaju Eurdopou, a spdja: 83 hlavnych eurdpskych pristavov
so Zelezniénymi a cestnymi spojeniami, 37 hlavnych letisk so zelezniénymi spojeniami do velkych miest,
15 000 km Zelezni¢nych trati modernizovanych na vysoku rychlost’ a 35 cezhrani¢nych projektov, ktoré maju
znizit pocet uzkych miest. Dunaj je v nej znovu prioritou. Je sucastou multimodalneho koridoru ¢.10
zo Strasburgu do Constanty. Predpoklada sa, Ze budi financované projekty, §tidie a prace predbezne
identifikovanej zakladnej siete na niekol'kych usekoch, uzkych miestach a vnitrozemskych pristavoch na
useku Mohan-Dunaj. Projekty rozvoja vnutrozemskej vodnej dopravy na Slovensku preto moézu poziadat’
o financovanie TEN-T v nasledujicom finanénom obdobi 2014-2020, tak ako to urobilo Rakusko (raméek 2).
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Box 2. TEN-T: Integrated River Engineering project Austria

The Austrian part of the Danube ranging between Vienna and the Austrian Slovakian border
is a large bottleneck for inland vessels. The depth of the fairway is insufficient for larger vessels and
the fairway conditions are varying strongly. On top of that the river bed is continued deepened
(erosion) and this has a negative impact on the ecological balance of the surroundings. To ensure
more favourable conditions, and stimulate an increase in inland navigation, the Austrian
government has introduced the Integrated River Engineering Project. Purpose of the project
is to improve the fairway conditions and at the same time respecting the environmental
requirements.

Stakeholders involved were
e  The Austrian Ministry of Transport, Innovation and Technology
Via Donau, the Austrian waterway authority
the IWT industry
Danube Floodplain National Park
Several non-governmental organisations
Several interest groups

The project is financed out of the national governmental funds supplemented by the European
TEN-T funds. The total investment costs are yet unknown.The planning of the project started
in 2002. In the planning phase several impact assessments and feasibility studies are carried out.
The total duration of the construction period is estimated at 9 years. The actual construction started
in 2012, so the project will be financed in 2021

NAIADES

97. The European Commission has laid down its inland water transport vision in the multi-annual
European Action Programme for Inland Waterway Transport (NAIADES™), adopted in 2006. On the basis
of consultations with Member States and industry players, the Programme identifies five main action areas.
The creation of favourable market conditions, fleet modernisation, image improvement, infrastructure
provision and human capital investment complete these areas. Through a combination of legislative, policy
and funding instruments, the programme should stimulate the national governments and River Commissions
to support and implement the actions trough their policies, grants or aid schemes in order to make inland
navigation more attractive for the business community.

98. Through Resolution No. 642, the Slovakian Government accepted the NAIADES implementation
programme of the Slovakian Ministry of Transport, Construction and Regional Development (MoTCRD)
in 2009. It was called the ‘General Programme on the implementation of NAIADES in the Slovak Republic’.
Based on the five NAIADES action areas, the Slovak Republic’s General Programme covers the following
main elements:

Improvement of navigation conditions and institutional framework;
River Information Services (RIS) implementation;

Calamity abatement;

Increased tolerance between IWT and the environment;

Support actions for port development;

Education programme.

99. More concrete, it was proposed to remove the navigation obstacles on the Slovak section of Danube
Sap — Starovo, navigation obstacles along the section between Bratislava and the mouth of the river Morava,
the Vah waterway in the section Komarno — Sered— Hlohovec, optimization of maintenance of the navigation
chambers in Gab¢ikovo and the foundation of a state non-profit organisation to start the effective use
of EU funds for the development and modernisation of water transport.
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Ramcek 2: TEN-T: Integrovany projekt tprav toku, Rakusko

Rakusky uUsek Dunaja medzi Viedfiou a rakusko-slovenskou Statnou hranicou je velkym
problémom pre vnatrozemské plavidla. Hibka plavebnej drahy je nedostatoéna pre vacsie plavidla a
podmienky plavebnej drahy su velmi premenlivé. Okrem toho, koryto rieky sa stale prehlbuje
(vplyvom erdzie), €o ma negativny vplyv na ekologicku rovnovahu okolitej krajiny. Aby zabezpecila
priaznivejSie podmienky a podnietila narast vnatrozemskej plavby, rakuska vlada zaviedla
Integrovany projekt Uprav toku. Ciefom tohto projektu je zlepsSit podmienky plavebnej drahy pri
reSpektovani poziadaviek na ochranu zivotného prostredia

Zainteresovanymi stranami boli:

Ministerstvo dopravy, inovacii a technoldgii Rakuska
Via Donau, rakuska spolo¢nost pre vodné cesty
priemysel VVD

Narodny park Dunajské luhy

niekolko mimovladnych organizacii

niekolko zaujmovych skupin

Projekt je financovany z prostriedkov narodnej viady, ktoré su doplnené eurépskym fondmi
TEN-T. Celkové investicné naklady zatial nie su zname. Planovanie projektu sa zacalo v roku 2002.
Vo faze planovania bolo vykonanych niekolko hodnoteni vplyvov a §tudii uskutocnitelnosti projektu.
Celkové trvanie obdobia vystavby sa odhaduje na 9 rokov. Skuto€na vystavba sa zacala v roku
2012, takZe financovanie projektu bude zavi$ené v roku 2021

NAIADES

97. Europska komisia stanovila svoju viziu vnutrozemskej vodnej dopravy vo viacroénom Eurdpskom
akénom programe pre vnitrozemska vodnti dopravu (NAIADES'), schvalenom v roku 2006. Na zaklade
konzultacii s ¢lenskymi §tatmi a zastupcami priemyslu program identifikoval pat’ hlavnych oblasti ¢innosti.
Vytvorenie priaznivych trhovych podmienok, modernizacia vozového parku, zlepSenie imidzu, zabezpecenie
infradtruktiry a investicie do Pudského kapitalu dopliiaju tieto oblasti. Spojenim legislativnych, politickych
a finanénych nastrojov program by mal povzbudit’ narodné vlady a rie¢ne komisie k tomu, aby podporili
a vykonali ¢innosti prostrednictvom svojich politik, grantov alebo programov pomoci s cielom zvysit
atraktivnost’ vnutrozemskej vodnej dopravy pre podnikatel'ov.

98. Prostrednictvom uznesenia ¢. 642 slovenska vlada v roku 2009 prijala program implementacie
NAIADES Ministerstvom dopravy, vystavby a regionalneho rozvoja (MDVRR) SR. Bol nazvany ‘Generalny
program implementacie NAIADES v Slovenskej republike’. Generdlny program Slovenskej republiky
vychédza z piatich oblasti ¢innosti NAIADES a obsahuje tieto hlavné prvky:

Zlepsenie plavebnych podmienok a institucionalneho ramcea;
Zavedenie rie¢nych informaénych sluzieb (RIS);

Pomoc v pripade nehody;

Zvysena tolerancia medzi VVD a zivotnym prostredim;
Podpora ¢innosti zameranych na rozvoj pristavov;

Program vzdelavania.

99. Konkrétne bolo navrhnuté, aby boli odstranené prekazky plavby na slovenskom tseku Dunaja Sap —
Starovo, prekazky plavby na tseku medzi Bratislavou a ustim Moravy, na Vazskej vodnej ceste na Gseku
Komarno — Sered’ — Hlohovec, aby bola optimalizovana Gdrzba plavebnych komér v Gabcikove a aby bola
zaloZena §tatna neziskova organizacia, ktora zacne efektivne vyuzivat' fondy EU pre rozvoj a modernizaciu
vodnej dopravy.
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100. Regarding port development, it was proposed to reconstruct port facilities in the ports of Bratislava
and Komarno. A total of €1.66 million was determined to be used for this purpose. Further, the lack
of qualified personnel for inland water transport needs to be solved. Currently, young people are not very
interested working in this industry. Only two universities educate students for inland water transport
and logistics and the average age working in the industry is more than 50 years old. Therefore, a state
incentive program is proposed to ensure favourable conditions for inland water transport-education
and its working environment.

EU strategy for the Danube region

101. The EU has also initiated a development programme for the Danube Basin. This plan, the EU Strategy
for the Danube Region (EUSDR), has the aim to create better co-operation in developing the river area
and is in place since endorsed by the European Council in 2011. The strategy is build upon 4 pillars
and 11 priorities. Danube Region States were able to propose projects that would fit into these priorities.
The targets of the priority area of inland waterways is similar to the objectives of NAIADES; increase share
of inland water transport, remove navigation obstacles, develop multimodal terminals, implement RIS
and solve the shortage of qualified personnel. However, in order to achieve these targets, coordinators
are in place to ensure this cooperation between project promoters, programmes and possible funding sources.
This method of supranational assistance ensures the timely development and coordination of the multimodal
corridor and inland navigation along a waterway which is embedded in many countries, legislations
and stakeholders.

102. The European Union Strategy for the Danube Region features three exemplary targets for Connecting
the Danube Region (Pillar 1) which is of relevance for EUSDR Priority Area la to improve mobility
and multimodality via inland waterways. The Priority Area Coordinators of EUSDR Priority Area 1a amended
and expanded these three exemplary targets to five targets for which the wording was adopted by all members
of the Steering Group (including the European Commission). The final targets for EUSDR Priority
Area la are as follows:

1. Increase the cargo transport on the river by 20% by 2020 compared to 2010.

2. Solve obstacles to navigability, taking into account the specific characteristic of each section
of the Danube and its navigable tributaries and establish effective waterway infrastructure
management by 2015.

3. Develop efficient multimodal terminals at river ports along Danube and its navigable tributaries
to connect inland waterways with rail and road transport by 2020.

4. Implement harmonised River Information Services (RIS) in the Danube and its navigable tributaries
and ensure the international exchange of RIS data preferably by 2015.

5. Solve the shortage of qualified personnel and harmonize education standards in inland navigation
in the Danube region by 2020, taking duty into account the social dimension of the respective
measures.
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100. Pokial’ ide o rozvoj pristavov, bola navrhnutd rekonStrukcia pristavnych zariadeni v pristavoch
Bratislava a Komarno. Na tento téel bola vy&lenena celkova suma 1, 66 mil. EUR. Dalej treba vyriesit
nedostatok kvalifikovaného persondlu pre vnuatrozemsku vodnu dopravu. Mladi l'udia sa dnes velmi
nezaujimaji o pracu v tomto odvetvi. Len dve univerzity pontkaji Studentom vzdelavacie programy v oblasti
vnutrozemskej vodnej dopravy a logistiky a priemerny vek zamestnancov v odvetvi je 50 rokov a viac.
Preto bol navrhnuty program Statnych stimulov, ktory vytvori priaznivé podmienky pre vzdelavanie
o vnutrozemskej vodnej doprave a pracovné prostredie.

Stratégia EU pre podunajsky region

101. EU iniciovala aj rozvojovy program pre povodie Dunaja. Tento plan nazvany stratégia EU
pre podunajsky regiéon (EUSDR) ma zabezpecit lepSiu spolupracu pri rozvoji krajiny v blizkosti rieky
a uplatnuje sa od svojho schvélenia Eurdpskou radou v roku 2011. Stratégia je postavena na 4 pilieroch
a 11 prioritach. Staty podunajského regionu mali moznost’ navrhnit’ projekty, ktoré by ,,zapadali“ do tychto
priorit. Ciele prioritnej oblasti vnlitrozemskych vodnych ciest sa podobaju cielom NAIADES: zvysit’ podiel
vnutrozemskej vodnej dopravy, odstranit’ prekazky plavby, budovat multimodalne terminaly, zaviest RIS
a vyriesit nedostatok kvalifikovaného personalu. Aby sa dosiahli tieto ciele, boli uréeni koordinatori, ktori
maju zabezpecovat’ spolupracu medzi konecnymi prijemcami, programami a moznymi zdrojmi financovania.
Tato metdda nadnarodnej pomoci zabezpeCuje vcasny rozvoj a koordindciu multimodalneho koridoru
a vnutrozemskej plavby po vodnej ceste, ktora prechadza mnohymi krajinami a je zakotvena v mnohych
legislativach.

102. Stratégia Eurdpskej tnie pre podunajsky region obsahuje tri vzorové ciele pre Spojenie
podunajského regionu (pilier 1), ktory ma vyznam pre prioritni oblast EUSDR ¢. la zlepSit mobilitu
a multimodalitu prostrednictvom vnutrozemskych vodnych ciest. Koordinatori prioritnej oblasti EUSDR
¢. la zmenili a rozsirili tieto tri vzorové ciele na pat’ cielov, ktorych znenie prijali vSetci clenovia riadiacej
skupiny (vratane Europskej komisie). Konecné ciele pre prioritnti oblast EUSDR ¢€. 1a su nasledovné:

1. Zvysit objem nédkladnej dopravy na rieke o 20% do roku 2020 v porovnani s rokom 2010.

2. Odstranit’ prekazky splavnosti, beric do uvahy Specificki charakteristiku kazdého useku Dunaja
a jeho splavnych pritokov, a zaviest’ efektivne riadenie infrastruktary VVD do roku 2015.

3. Budovat efektivne multimodalne terminaly v rieCnych pristavoch na Dunaji a jeho splavnych
pritokoch s cielom spojit’ vniitrozemské vodné cesty so zelezni¢nou a cestnou dopravou do roku
2020.

4. Zaviest harmonizované RieCne informacné sluzby (RIS) na Dunaji a jeho splavnych pritokoch
a zabezpeCit’ medzinarodnt vymenu udajov RIS, optimalne do roku 2015.

5. Vyriesit' nedostatok kvalifikovaného persondlu a zosuladit' vzdelavacie normy pre vnutrozemskui
plavbu v podunajskom regione do roku 2020, beruc do tvahy socialny rozmer prislusnych opatreni.
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Operational Programme Transport 2007-2013

103. The Operational Programme Transport is supported by EU funds as it falls within the Convergence
Objective framework. A total of €877 million is funded by the European Regional Development Fund (ERDF)
and €2.3 billion through the Cohesion Fund. Overall aim is to support sustainable mobility in the Slovak
Republic trough infrastructure and public transport development, increasing the accessibility of its regions.
However, the focus of investments lies in public transport, rail and road infrastructure and intermodal
infrastructure. At the time of preparing the OPT, port and IWT projects could not be included because
of the remained private relations in the public ports from 1997 onwards. Since the foundation
of the VP authority for public ports in 2007, it is possible to include public port related activities for the next
programme period of 2014-2020.

National Transport Strategy Slovak Republic 2020

104. In 2010, the Government of Slovak Republic approved the Transport Strategy of the MTCRD
up to 2020. The strategy contains objectives of enhancing the efficiency and quality of the transport system,
increase the accessibility of less connected and less developed regions, improve safety and security and reduce
the negative external effects from transport. In achieving these objectives, road and rail transport are
specifically mentioned to be developed, as well as a network of multiple intermodal terminals (Table 4.1).
The intermodal terminal to be created in Bratislava has to strengthen the transport link with the Black Sea
through inland water transport. A crucial condition for successful development of these intermodal terminals
is the positioning of logistic centres close to or in connection with these terminals.

Table 4.1 . Indicative investment plan of the Transport Strategy 2014-2020

Type of investment Million € Percentage of total ‘

Rail infrastructure 2977,00 27.0%
Road infrastructure 7 695,81 71.0%
Intermodal terminals 149,37 1.4%
Airport infrastructure 62,50 0.6%
Total 10 884,68 100%

Source: M.Mojs (2010)

105. The table highlights the fact that especially road and rail infrastructure are proposed to be developed
according to the national transport strategy. Intermodal terminals are awarded with a significant smaller share
of 1.4% to be allocated over multiple terminals of which one terminal has a waterway link; Bratislava.

106. So far, EU funds do pay attention to support the infrastructural development of the Danube
waterway. However, the share of funds allocated to the Slovak Republic is limited. This is in line with
the policies of the Slovakian Government which are also more focussed on the rail-mode of intermodal
transport. However, new programming periods of EU funding arise and to succeed in a shift of transport
to the inland waterway, the Slovakian government should aim for capturing some shares of these funds and
prioritize more on inland navigation. An example of a national subsidy scheme for inland navigation is given
in the following box.

86



GOV/TDPC/URB(2013)6

Operacny program Doprava pre roky 2007-2013

103. Operaény program Doprava je podporovany z fondov EU, lebo spada do ramca ciel’a konvergencie.
Celkova suma 877 mil. EUR je poskytovana z Eurdpskeho fondu regionalneho rozvoja (ERDF) a 2,3 mid.
EUR prostrednictvom Kohézneho fondu. Celkovym cielom je podporit” udrzateI'ni mobilitu v Slovenskej
republiky prostrednictvom rozvoja infrastruktiry a verejnej dopravy a zvySenia dostupnosti jej regionov.
Investicie sa vSak sustreduji na verejnu dopravu, Zelezni¢ni a cestnu infrastruktiru a intermodélnu
infraStruktiru. V case pripravy OPD projekty rozvoja pristavov a VVD nemohli byt zahrnuté do tohto
programu z dévodu pretrvavajucich sitkromnych vztahov vo verejnych pristavoch od roku 1997 po sucasnost’.
Vzhl'adom na to, ze v roku 2007 bola zalozena spolo¢nost VP pre verejné pristavy, Cinnosti suvisiace
s verejnymi pristavmi mézu byt zahrnuté pre nasledujiuce programové obdobie 2014 - 2020.

Narodna dopravna stratégia Slovenskej republiky do roku 2020

104. V roku 2010 vlada Slovenskej republiky schvalila Dopravnu stratégiu MDVRR do roku 2020.
Tato stratégia obsahuje ciele zvysit’ efektivnost’ a kvalitu dopravného systému, dostupnost’ menej pripojenych
a menej rozvinutych regionov, zlepSit bezpeCnost a znizit negativne vonkajSie vplyvy dopravy.
Pri dosahovani tychto cielov sa zmiefluje najméd rozvinutd cestna a zelezni¢na doprava, ako aj siet’
intermodalnych terminéalov (tabulka 4.1). Intermodalny terminal, ktory bude vybudovany v Bratislave, musi
posilnit’ dopravné spojenie s Ciernym morom prostrednictvom vniitrozemskej vodnej dopravy. Délezitou
podmienkou uspesného rozvoja tychto intermodalnych terminalov je umiestnenie logistickych centier
v blizkosti tychto terminalov alebo v spojeni s nimi.

Tabul’ka 4.1. Indikativny investi¢ny plan Dopravnej stratégie pre roky 2014-2020

Typ investicie Percentualny podiel
Zelezniéna infrastruktira 2977.00 27.0%

Cestna infrastruktara 7 695,81 71.0%

Intermodalne terminaly 149,37 1.4%

Letecka infrastruktura 62,50 0.6%

Spolu 10 884,68 100%

Zdroj: M.Mojs (2010).

105. Tabul’ka ukazuje, ze narodna dopravna stratégia navrhuje najmid rozvoj cestnej a zeleznicnej
infrastruktiry. Pre intermodélne terminaly je vyCleneny ovel'a mensi podiel prostriedkov — 1,4%, ktoré budu
rozdelené medzi viacero terminalov, z ktorych jeden ma napojenie na vodnu cestu - Bratislava.

106. Fondy EU zatial venujii pozornost podpore rozvoja infraitruktiry dunajskej vodnej cesty,
ale podiel zdrojov pridelenych Slovenskej republike je obmedzeny. To je v sulade s politikami slovenskej
vlady, ktoré sa takisto viac zameriavajl na Zzelezni¢na intermodalnu dopravu. Prichadzaji vSak nové
programovacie obdobia financovania EU, a ak slovenska vliada chce uspesne odklonit ¢ast dopravy
na vnutrozemské vodné cesty, mala by sa zamerat’ na ziskanie Casti tychto prostriedkov a viac uprednostnit’
vnutrozemsku dopravu. Priklad narodného programu dotacii pre vnutrozemsku vodnu dopravu je uvedeny
v nasledujucom ramceku.
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Box 3. Subsidy schemes for inland port and waterway development in the Netherlands

In order to stimulate a shift from road transport to inland waterway the Dutch government
introduced several consecutive subsidy schemes to develop and improve transhipment facilities.
Aim of the schemes is to shift at least 500.000 tonnes per year towards inland navigation. In total
three schemes were introduced. The schemes are successful and numerous facilities have been
established. The program started in 1996 and will, at least, last till 2013.

Stakeholders involved:
e  Dutch Ministry of Transport and Infrastructure
e  Dutch Ministry of Economic Affairs, Agriculture and Innovation
e  Shipper located near inland ports and waterways
e  Transshipment companies

The total costs of all programs were € 222, 45 million euro (for the period 1996-2013).Private
companies, mainly shipping companies, should show a certain commitment, before obtaining the
subsidy. When the private sector is not committed to the project, the public sector should invest
more than initially planned.
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Ramcek 3: Programy dotacii pre rozvoj vnutrozemskych pristavov a vodnych ciest
v Holandsku

Aby podnietila presun €asti dopravy z ciest na vnutrozemské vodné cesty, holandska vlada
zaviedla niekolko programov dotécii zameranych na rozvoj a moderniz4ciu zariadeni pouzZivanych
na prekladku nakladu. Cielom tychto programov je odklonit aspon 500.000 t rocne
na vnutrozemské vodné cesty. Spolu boli zavedené tri program. Tieto programy su UspesSné
a vdaka nim vzniklo vela zariadeni. Program sa zacal uskutoCriovat v roku 1996 a bude trvat
aspon do roku 2013.

Zucastnené strany:
e Ministerstvo dopravy a infrastruktury Holandska
e Ministerstvo pre hospodarske zaleZitosti, polnohospodarstvo a inovacie Holandska
e Lodné spoloCnosti sidliaca nedaleko vnutrozemskych pristavov a vodnych ciest
e  Prekladacie spolo¢nosti

Celkové naklady na vSetky programy predstavovali 222,45 mil. EUR (za obdobie 1996-2013).
Sukromné spolo¢nosti, najma lodné spolo¢nosti, by mali pred ziskanim dotacie prejavit dostatocny
zaujem. Ked sa sukromny sektor nezapoji do projektu, verejny sektor by mal investovat viac, nez
sa pévodne planovalo.
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107. If the Slovakian Government would want to apply for infrastructural and sustainable funds
of the EU, a clear national strategy should be developed having the same objectives as these EU funds
and projects such as the intermodal terminal at Bratislava might be funded. Effective application for these
funds is then a next step. The national strategy should be in line with strategies of Public Ports and its major
users, e.g. with respect to developing an offer of regular services, similarly to the circle lines developed
by the Port of Amsterdam (Box 4).

Box 4. Circle lines of the Port of Amsterdam

The 4th European seaport Amsterdam is an important junction of goods and transport at a strategic
location in the northwest European market. Good accessibility to and from the sea
and the hinterland is of paramount importance. Expecting a double throughput and to reduce
congestion on the roads, the Port of Amsterdam is encouraging sustainable water transport
for goods shipped to the hinterland. Amsterdam is very well connected by waterways to the
European Hinterland. Caused by an important infrastructural improvement realized in 1952 when
the 72 km long Amsterdam-Rhine-canal has been dug. This ensures a directly waterway
connection from Amsterdam to the Rhine and further to the European hinterland. To improve inland
shipping - at the moment 45 % of hinterland transport from Amsterdam - the Port of Amsterdam
creates a new concept for transport systems called Circle lines

Circle lines as a new logistic business model dedicated to making container transportation between
seaports and companies in the hinterland sustainable. It is a new approach whereby all parties
involved in the logistics chain will be running a door-to-door transportation chain together. Each
Circle Line is a joint venture of companies with an operational task within this chain, including
container terminals in seaports and inland ports, carriers (road hauliers, inland navigation vessels,
rail company) an IT support organization and a major shipper. Having a shipper with a large cargo
stream is important as this will provide a basic load that will help initiate the Circle line.

The new system is all about ,circle-shaped® shuttle services (Circle Lines) between transshipment
locations where cargo is collected, bundled and transferred. The (daily) shuttle services between
these transshipment locations are maintained using inland navigation, train and coastal navigation.
For door-to-door transportation between transshipment locations and end users, trucks are used
in most cases. The result is a transport cooperation whereby trucks, ships and trains make one
intercity service offering a set timetable and fixed transportation rates. Bundling cargo helps
to reduce the transport costs as well as the environmental effects considerably. Digitizing all
transport document means costs are pushed down even more. Circle Lines is a neutral
transportation system. It is not linked to any container terminal or shipping company.

Circle lines helps solve problems Randstad (urban agglomeration of western Netherlands) has
been facing in recent years (e.g. more traffic jams, less reliable accessibility of seaports and
companies). In addition, bundling cargo within Circle Lines provides so much more shipping
capacity, the expected increase of road transportation (twice as much) can be handled using
the existing vessels, trucks and infrastructure. Circle Lines is based on pilots that have already
been introduced to parts of the logistics chains of several countries in Europe. The joint venture
is not geared towards individual participants” improvements, but rather towards the end result

of the entire chain.

At this moment the port of Amsterdam is developing inland ports for the missing nodes
in the inter-modal network. The port of Amsterdam is developing 110 ha in port area “Flevokust”
together with the City of Lelystad. An area suited for containers and bulk goods transshipment.
Another concrete example is the initiative of the AMS-barge, a specially designed inland vessel with
its own heavy container crane, AMS-barge now provides a daily pick-up and delivery service
n the northern part of the Randstad (urban agglomeration of the Western Netherlands) for
companies on or near waterways. This is directly linking these companies to fixed (hinterland)
connections from Amsterdam
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107. Keby slovenska vlada chcela poziadat o prostriedky z fondov EU na infrastrukturalne a udrzatelné
projekty, mala by vypracovat' jasnli narodnu stratégiu s rovnakymi cielmi, aké maju tieto fondy EU,
napr. financovanie by mohlo byt poskytnuté pre projekt vystavby intermodalneho terminalu v Bratislave.
Dalsim krokom je efektivna Ziadost' o tieto prostriedky. Narodné stratégia by mala byt v sulade so stratégiou
Verejnych pristavov a jeho vyznamnych uzivatel'ov, napr. s oh'adom na vypracovanie ponuky pravidelnych
sluzieb, podobne ako v pripade ponuky liniek nazyvanych Circle lines, vypracovanej pristavom Amsterdam
(ramcek 4).

Ramcek 4: Circle lines v Amsterdame

Stvrty najvaési eurdpsky namorny pristav Amsterdam je dbélezity uzol nakladnej dopravy
so strategickou polohou na severozapadnom eurdpskom trhu. Dostupnost tovaru na more a z mora
a do vnutrozemia a z vnutrozemia ma velky vyznam. V o€akavani zdvojndsobenia kapacity pristavu a s
ciefom zniZit dopravné zapchy na cestach, pristav Amsterdam podporuje udrZatelnd vodnu dopravu
tovaru prepravovaného do vnutrozemia. Amsterdam je velmi dobre spojeny s eurdpskym vnutrozemim
vodnymi cestami, za ¢o vdaci vyznamnému zdokonaleniu infradtruktury z roku 1952, ked bol vykopany
Amsterdamsko-Rynsky kanal dlhy 72 km. Ten zabezpeluje priame spojenie po vodnej ceste
z Amsterdamu po Ryn a hibSie do eurépskeho vnutrozemia. Aby skvalitnil vnatrozemsku lodnu dopravu,
ktora v sucasnosti tvori 45 % vnutrozemskej dopravy z Amsterdamu, pristav Amsterdam pracuje na novej
koncepcii dopravnych systémov nazvanej Circle lines.

,Circle lines* su novy logisticky obchodny model, ktory zabezpeduje udrzatelnost kontajnerovej
dopravy medzi namornymi pristavmi a spolo¢nostami vo vnutrozemi. Je to novy pristup, pri ktorom vsetci
Ucastnici logistického retazca budu prevadzkovat prepravny retazec ,,od dveri k dveram® spolo¢ne. Kazda
linka je spoloénym podnikom spolo€nosti, ktoré plnia v tomto retazci prevadzkové ulohy, vratane
kontajnerovych terminalov v namornych pristavoch a vnutrozemskych pristavoch, prepravcov (cestnych
dopravcov, rie€nych plavidiel, Zelezniénych spolo¢nosti), organizacie poskytujucej IT podporu a velkej
lodnej spolocnosti. Zastupenie lodného dopravcu vo velkom toku nakladu je dblezité, lebo poskytne
zakladny naklad, ktory pomdze aktivovat takato linku.

Novy systém zahffia ‘kruhovd’ kyvadlovu dopravu (Circle Lines) medzi miestami prekladky, kde sa
zhromazduje, spaja a presuva naklad. (Dennd) kyvadlova doprava medzi tymito miestami prekladky je
zabezpecovana prostrednictvom vnutrozemskej vodnej dopravy, vlakovej dopravy a pobreznej lodnej
plavby. Pre prepravu ,,0d dveri k dveram“ medzi miestami prekladky a kone€nymi uzivatelmi sa pouzivaju
vacésinou nékladné vozidla. Vysledkom je dopravna spolupraca, pri ktorej nakladné vozidla, lode a vlaky
zabezpedluju jedno medzimestské spojenie, ponukajuce pevny cestovny poriadok a pevné prepravné
tarify. Spajanim nakladu sa podstatne znizuju dopravné naklady aj vplyvy na Zivotné prostredie.
Digitalizacia vSetkych prepravnych dokladov znamena, Ze naklady sa eSte viac stlacaju nadol. Circle Lines
su neutralny dopravny systém. Nie su spojené so ziadnym kontajnerovym terminalom a so ziadnou
prepravnou spolo¢nostou.

Circle lines pomahaju riesit problémy Randstadu (mestskej aglomeracie na zapade Holandska),
s ktorymi toto mesto zapasi v poslednych rokoch (napr. ¢astejSie dopravné zapchy, menej spolahliva
dostupnost namornych pristavov a spolo¢nosti). Okrem toho spajanie nakladu v ramci Circle Lines
poskytuje tolko dodatocnej prepravnej kapacity, Ze predpokladany (dvojnasobny) narast cestnej dopravy
sa bude dat zvladnut pomocou existujucich plavidiel, nakladnych vozidiel a infrastruktiry. Model Circle
Lines vychadza z pilotov, ktoré uz boli zavedené v €astiach logistickych retazcov niekolkych eurépskych
krajin. Spolo¢ny podnik sa nesnazi zlepSit situaciu jednotlivych uG€astnikov, skér mu ide o konecny
vysledok celého retazca.

Pristav Amsterdam v su¢asnosti buduje vnutrozemské pristavy pre chybajuce uzly v intermodalnej
sieti. Pristav Amsterdam v spolupraci s mestom Lelystad buduje pristavnu zénu ,Flevokust” na ploche 110
ha. Tato zéna bude vhodna pre prekladku kontajnerov a hromadného nakladu. Dal$im konkrétnym
prikladom je iniciativa AMS-barge, Specialne navrhnutého vnutrozemského plavidla s vlastnym Zeriavom
na presun tazkych kontajnerov, ktoré v su€asnosti kazdy den vyzdvihuje a doru€uje naklad v severnej
Casti Randstadu (mestskej aglomeracie na zapade Holandska) pre rézne spolo¢nosti sidliace v blizkosti
vodnych ciest, ¢im priamo sp4dja tieto spolo¢nosti s pevnymi (vnutrozemskymi) pripojmi z Amsterdamu
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Linking inland port development with economic development

108. The current economic impacts of the Slovakian public ports are limited. As the degree of activities
taking place in the ports is at low level, not so many jobs and value added is created. Further, only a limited
number of industries and companies are truly connected to the ports (in both location and business type
of view). Therefore, the ports can currently not be seen as economic driver of the Slovakian economy in terms
of trade, employment or settlement of hew companies.

109. From a policy perspective, there are also no national/regional or municipal strategies developed
in order to foster economic growth throughout the inland ports. From a national point of view, inland
waterways are the minor mode of transport which possibly explains the prioritization of funds to road and rail.
However, in a growing economy, congestion on roads and a rise of air pollution and CO,-emissions will
become more important negative externalities and will become constraints for future sustainable growth.
Inland waterway transport could then become more attractive as alternative means of transport. The Slovakian
government could take the strategic decision now to shift to a more sustainable mode of transport in order
to accommodate future transport demand. A strategic choice for inland water transport could be linked
to economic development, by attracting businesses along the river (Box 5).

Box 4. Economic Development Programme Tennessee Valley Authority

The attraction of businesses and manufacturing along the river is further stimulated through
the Economic Development department of the TVA. As land owners, they try to attract businesses
through selling mega sites available for large manufacturing companies, such as the automotive
industry. Companies as Volkswagen, Toyota and PACCAR bought sites like these in the last
8 years. Furthermore, several other incentives are in place to attract business in the region.
Examples are the Energy Efficient Loans, providing loans at below market rates for efficient and
sustainable projects and the Valley Investment Initiative for offering attractive rates for
(river generated) energy in case companies commit themselves for a longer time to invest in the
Tennessee Valley. In total, the entire Economic Development support from TVA has created and
retained more than 41.000 jobs in 2010 and attracted 4.3 billion US-dollars in business
investments. Further, because of infrastructural works and navigation improvements of the river,
almost 8 billion US-dollars have been privately invested in terminals and waterfront facilities,
creating around 31.000 jobs.

110. Crucial point for this example is the fact that the land around the Tennessee River is fully owned
by the Authority, together with the power generation facilities along the river. This makes it for TVA
relatively easy to come up with an entire development plan and spatial planning with economic incentives.

111. In case of Slovakia, the public ports are owned by the State, while the ports are situated in or near
the centre of the cities. Intergovernmental relations have to be strengthened to come to a clear and integrated
strategy for the ports to develop. As economic effects arise at the municipal levels as well and to strengthen
the relation between ports and their municipalities in Slovakia, an option would be to share the ownership
in Public ports to the municipalities as well. This has the direct benefit that it will incentivize the municipality
to strengthen its relation with the port and actively aim policies also at port development. Examples of such
constructions of municipalities that involve in the shareholding of ports are Hamburg and Antwerp, where
the port plays a very important role within the municipality as well. Because of the ‘unawareness’ of many
companies of the opportunities inland waterway transport might have for them, there might be a need
to “match” shipping companies and shippers with inland navigation sensitive supply chains.
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Spojenie rozvoja vnutrozemskych pristavov s hospodarskym rozvojom

108. Stcasny ekonomicky vplyv slovenskych verejnych pristavov je obmedzeny. Ked’ze troven ¢innosti
vykonavanych v pristavoch je nizka, nevzniké tu vela pracovnych miest ani vel'k4d pridand hodnota. Okrem
toho len malo odvetvi a spolocnosti je skutocne napojenych na pristavy (z hl'adiska polohy a typu podniku).
Pristavy sa preto v sucasnosti nepovazuji za motor slovenskej ekonomiky z hl'adiska obchodu, zamestnanosti
alebo vzniku novych spoloc¢nosti.

109. Z politického hl'adiska nie st vypracované narodné/regiondlne alebo obecné stratégie zamerané
na podporu hospodarskeho rastu prostrednictvom vnutrozemskych pristavov. Z narodného hladiska
vnutrozemské vodné cesty st menej doblezitym druhom dopravy, ¢o mozZno vysvetluje prednostné
pridelovanie prostriedkov pre cestni a Zelezni¢nu dopravu. V rasticej ekonomike dopravné zapchy a narast
znec€istenia ovzdusia a emisii CO, sa stanti dblezitymi negativnymi externalitami a prekazkami buduceho
udrzatelného rastu. Vnutrozemska vodna doprava by sa potom mohla stat’ atraktivnej$im alternativnym
druhom dopravy. Slovenska vlada by mohla teraz prijat’ strategické rozhodnutie o prechode na udrzateI'nejsi
druh dopravy, aby uspokojila buduci dopyt po doprave. Strategicka volba vnutrozemskej vodnej dopravy by
mohla byt spojena s hospodarskym rozvojom prostrednictvom prildkania podnikov k rieke (ramcek 5).

Ramcek 5: Program hospodarskeho rozvoja Tennessee Valley Authority

Iniciativu s ciefom prildakat podniky a vyroby k rieke podporuje Oddelenie hospodarskeho
rozvoja TVA. Ako vlastnici pozemkov sa pokusaju prilakat podniky prostrednictvom predaja
obrovskych pozemkov velkym vyrobnym spolo€nostiam, napr. automobilkam. V poslednych
8 rokoch kupili tieto pozemky spolo¢nosti ako Volkswagen, Toyota a PACCAR. Okrem toho
v sucasnosti existuje niekolko dalSich stimulov, ktorych cielom je prildakat podniky do regionu.
Prikladmi su Energy Efficient Loans, ktoré poskytuju pézicky za nizSie ako trhové Urokové sadzby
pre udrzatelné projekty, a iniciativa Valley Investment Initiative spocivajuca v ponukani atraktivnych
tarif pre energiu (vyrobenu z vody v rieke), ak sa spolo¢nosti zaviazu, Ze budu dlhodobo investovat
v udoli rieky Tennessee. Podpora hospodéarskeho rozvoja od TVA v roku 2010 celkovo vytvorila
a zachovala viac ako 41 000 pracovnych miest 2010 a prilakala investicie v hodnote 4,3 mid. USD.
Okrem toho, vdaka budovaniu infrastruktury a zlepSeniu plavebnych podmienok na rieke, sukromné
spolo¢nosti investovali takmer 8 mld. USD do terminalov a pobreznych zariadeni, ¢im vytvorili
priblizne 31 000 pracovnych miest.

110. V tomto pripade ma kl'icovy vyznam skutocnost, ze TVA je vyluénym vlastnikom pozemkov pri
ricke Tennessee ako aj elektrarni na rieke. To TVA ulahéuje presadzovanie celkového planu rozvoja
a uzemného planu s ekonomickymi stimulmi.

111. V pripade Slovenskej republiky verejné pristavy vlastni §tat, zatial o pristavy sa nachadzaju
v centre mesta alebo jeho blizkosti. Vztahy medzi vladami musia byt posiliiované, aby sa dosiahla dohoda
0 jasnej a integrovane] stratégii rozvoja pristavov. Ked'Zze ekonomické vplyvy vznikaji aj na arovni obci,
a aby sa posilnil vztah medzi pristavmi a ich obcami v Slovenskej republike, jednou z moznosti by mohlo byt
podelit’ sa o vlastnictvo verejnych pristavov s obcami. To prinesie priamy uzitok v tom zmysle, Ze obec bude
motivovana k tomu, aby posilnila svoje vztahy s pristavom a aktivne zamerala svoju politiku aj na rozvoj
pristavu. Ako priklady obecnych projektov, v ktorych pristavy vystupuji ako spoluvlastnici, méZzeme uviest’
Hamburg a Antverpy, kde pristav hra vel'mi dolezita tlohu aj v ramci obce. Ked’Ze mnohé spolo¢nosti
nevedia o prilezitostiach, ktoré¢ im méze pontknut’ vnutrozemska vodna doprava, bude asi potrebné ,,spojit™
lodné spolocnosti a prepravcov s dodavatel'skymi ret'azcami citlivymi na vnitrozemska vodnu dopravu.
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112. Municipalities, regions and the national government in Slovakia can each play a more active role
in linking their economic policies with port development and inland waterway transport. However, then they
should also have an incentive and possibility to do so. Shared ownership of ports and or port land might create
this incentive. A clear agreement or strategy on how the multiple governmental layers should then move
forward in this development is an important second step to make. As a last example, the port of Duisburg can
be given. This port has historically always been involved in the development of the city and vice versa and the
shares of the Duisburg port authority are in hands of the municipality, the state and the federal republic of
Germany. Currently, the port employs 700 persons and has an indirect employment generation of 40.000
labour positions.

Integrating port development in spatial planning

113. Currently, the regional and cities’ spatial planning is not sufficiently linked with planning on port
development in Slovakia. However, as all three ports are more or less centrally located in the cities,
the involvement of spatial planning in port development is a plausible and possibly beneficial option
to consider. Having a port inside the city can bring both benefits and costs. As the public ports are now state
owned, there is no real platform for intergovernmental discussion on how to increase the benefits for the city
and reduce the costs. Possible involvement of the municipality in this creates therefore opportunities from
a spatial planning perspective and indirectly from an economic perspective as well.

114, Ports, as industrial sites, may have negative external effects to (parts of the) cities. Especially when
they are closely located to the city centre, noise, air pollution, traffic congestion and the general view
on industrial sites may negatively affect citizens and their view on the port. But, when the development
of the port is linked to the municipalities spatial planning, one has the possibility to interfere and adapt
the spatial development of the port to avoid as much negative external costs as possible, and create positive
(economic) spin-offs as well, benefitting these same citizens and thereby creating a more balanced view
on the attractiveness of the port.

115. On the other hand, old and more centrally located port sites which are not used anymore could
be redeveloped, as proposed by for example the cities of Komarno and Bratislava. Redevelopment of older
harbour sites has been very successful in German cities of Hamburg (HafenCity) and Duisburg (Logport,
Inner Harbour, Rhine Park). These areas are now very popular locations for both (maritime) companies
and citizens to settle.

116. Other benefits regarding spatial planning is the location of industrial or logistic companies near
the port or near the waterway. Currently, no priority is given to locate these companies here. Potential is
however present for logistical companies, distribution centres, forwarders and automotive industry.
In the centre of Europe, being well connected through rail, road and inland water transport, Slovakia has
a perfect location as logistical hub. This does not seem to be a strategic objective of the national or respective
city governments. Logistics could be a driver of broader economic development and spatial planning
nd prioritization of companies ranging from value added logistics, manufacturing and services. The inland
ports could be important constituting elements of such a logistics hub function. Important condition is to plan
distribution centres, logistics functions and industrial parks in coherence with the inland waterways.
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112. Obce, regiony a vlada Slovenskej republiky mo6zu hrat' aktivnejSiu lohu pri spajani svojich
hospodarskych politik s rozvojom pristavov a s vnutrozemskou vodnou dopravou. V tom pripade by vSak mali
mat’ aj motivaciu a moznost, aby to urobili. Spoluvlastnictvo pristavov a/alebo pozemkov v pristavoch
vytvara takyto stimul. Dal§im doleZitym krokom je jasna dohoda alebo stratégia, ako by rozne vladne urovne
mali postupovat’ pri tomto rozvoji. Ako posledny priklad mozeme uviest' pristav Duisburg. Tento pristav
sa v minulosti vzdy podielal na rozvoji mesta a naopak, a akcie spolo¢nosti Pristav Duisburg vlastni obec, Stat
a Spolkova republika Nemecko. Pristav v sucasnosti zamestnava 700 osdb a nepriamo vytvara 40.000
pracovnych miest.

Integrdcia rozvoja pristavov do tizemného planu

113. Uzemné plany jednotlivych regionov a miest v su¢asnosti nie su dostatoéne spojené s planmi
rozvoja pristavov v Slovenskej republike. No ked’ze vsetky tri pristavy st viac alebo menej situované v centre
mesta, zapojenie izemného planovania do rozvoja pristavov je jasnou a mozno aj vyhodnou alternativou,
ktora stoji za tivahu. Pristav v strede mesta mdze priniest’ mestu zisk, ale aj ndklady. Ked’ze verejné pristavy
su v sucCasnosti majetkom Statu, neexistuje skuto¢na platforma pre medzivladnu diskusiu o moznosti zvysenia
ziskov pre mesto a znizenia ndkladov. Pripadnd ucast’ obce preto vytvara prilezitosti z hl'adiska 1izemného
planovania a nepriamo aj z ekonomického hl'adiska.

114. Pristavy ako priemyselné zony moézu mat’ negativny vonkaj$i vplyv na mesta (alebo ich Casti).
Najmi ak sa nachadzaju v tesnej blizkosti centra mesta, hluk z pristavov, znecCistenie ovzdusSia, dopravné
zapchy a celkovy pohl'ad na priemyselné zony mdzu negativne ovplyvnit' obyvatel'ov a ich nazor na pristav.
Ale ak rozvoj pristavu bude spojeny s Gzemnym planom obce, Tl'udia budi méct zasahovat' a prispdsobit
uzemny rozvoj pristavu tak, aby zabranili vzniku negativnych externych nakladov a vytvorili pozitivne
(ekonomickeé) vedl'ajsie t¢inky, ktoré prinesu izitok tym istym obyvatel'om a tym vytvoria vyvazenej$i ndzor
na atraktivnost’ pristavu.

115. Na druhej strane staré pristavné zony nachadzajuce sa blizSie k stredu mesta, ktoré
sa uzZ nepouzivaju, mozu byt prestavané, tak ako to navrhli napriklad mesta Komarno a Bratislava. Prestavba
starSich pristavnych zon bola tspesne realizovana v nemeckych mestach Hamburg (HafenCity) a Duisburg
(Logport, Inner Harbour, Rhine Park). Tieto zony su teraz vel'mi vyhl'adavané (namornymi) spolo¢nost’ami
aj ob¢anmi ako sidla podnikov resp. ako miesta vhodné na byvanie.

116. Dal$ou vyhodou spojenou s tizemnym planovanim je umiestnenie priemyselnych alebo logistickych
spolocnosti v blizkosti pristavu alebo vodnej cesty. Umiestiiovanie tychto spolo¢nosti v blizkosti pristavov
a vodnych ciest sa v sucasnosti nepovazuje za prioritu. Existuje vSak potencial pre logistické spolo¢nosti,
distribu¢né centrd, prepravcov a vyrobcov automobilov. Slovenska republika leziaca v strede Europy,
S dobrym spojenim prostrednictvom zelezniCnej, cestnej a vnutrozemskej vodnej dopravy, ma dokonali
polohu ako logisticky uzol. To v8ak zrejme nie je strategickym cielom vlady SR ani prislusnych obci.
Logistika by mohla byt motorom S§irSicho hospodarskeho rozvoja a uzemného planovania a prioritizacie
spolo¢nosti, od logistiky s pridanou hodnotou cez vyrobu az po sluzby. Vnutrozemské pristavy by sa mohli
stat’ dolezitymi prvkami tychto logistickych uzlov. Ddélezitou podmienkou je naplanovat’ distribu¢né centra,
logistické funkcie a priemyselné parky v spojeni s vnitrozemskymi vodnymi cestami.
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NOTES

1. Austria, Bosnia and Herzegovina, Bulgaria, Croatia, the Czech Republic, Germany, Hungary, Moldova, Romania,
Serbia, Montenegro,Slovakia, Slovenia and Ukraine.

2. Danube Commission, Danube navigation statistics

3. In the Appendix, Table 6.1, an overview is made of bottlenecks on the basis of the Bluebook inventory of European
waterways. Several stretches along the German, Austrian, Slovakian and Hungarian stretch of the Danube face
limits for navigation because of shallow depths (lower than 2.50 meters) or low bridges (a clearance of 9.10 meter is
preferred for stacking of 4 containers high)

4 The Danube section along the Slovak boundary runs from the mouth of the Morava river to the Danube river (at
1880,260 km) to the mouth of the Ipel™ river to the Danube river(at km point 1708,200), with total length of 172
km including the water structure Gabc¢ikovo; the joint Slovak-Austrian section is situated from km 1880,260 to km
1872,700, the national section is from 1872,700 km to 1811,000 and the joint Slovak-Hungarian section is from
1811,000 to 1708,200.

5. The complete overview of main train connections along the Danube axis is included in the Annex,

6. As set out in the UNECE (United Nations Economic Commission for Europe) Bluebook database, 2012.

7. IWT Lab Bratislava (2012)

8. According to the White Paper on Transport titled: ,,Roadmap to a single European Transport Area — Towards a
competitive and resource efficient transport system (2011).

9. Source: TEN-T Executive Agency

10. “Navigation and Inland Waterway Action and Development in Europe”
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POZNAMKY

1 Rakusko, Bosna a Hercegovina, Bulharsko, Chorvatsko, Ceska republika, Nemecko, Mad’arsko, Moldavsko, Rumunsko, Srbsko,

9

Cierna Hora, Slovensko, Slovinsko a Ukrajina.
Dunajska komisia, Statistika plavby na Dunaji

V prilohe, tabulka 6.1 sa nachadza prehlad tizkych miest vychadzajtci z prehladu eurdpskych vodnych ciest uvedeného v
Modrej knihe. Niektoré tseky pozdiz nemeckého, rakiiskeho, slovenského a madarského tiseku Dunaja maji uréené limity pre
plavbu z dévodu malej hibky (menej ako 2,50 m) alebo nizkych mostov (svetla vyska 9,10 m je preferovana pre ukladanie
kontajnerov do 4 vrstiev)

Usek Dunaja pozdiz statnej hranice SR vedie od Gistia Moravy po Dunaj (v km 1880,260) a od ustia Ipfa po Dunaj (v km
1708,200) a mé celkovu dizku 172 km vratane vodného diela Gab&ikovo; spoloény slovensko-rakusky usek sa rozprestiera od
km 1880,260 po km 1872,700, narodny usek siaha od km 1872,700 po km 1811,000 a spolo¢ny slovensko-mad’arsky usek vedie
od km 1811,000 po km 1708,200.

Uplny prehFad hlavnych vlakovych spojeni pozdiz dunajskej osi
Ako je uvedené v databaze Modrej knihy EHK OSN (Hospodarskej komisie pre Europu OSN), 2012.
Lab VVD Bratislava (2012)

Podla Bielej knihy o doprave s nazvom: ‘Plan jednotného europskeho dopravného priestoru — Vytvorenie
konkurencieschopného dopravnému systému efektivne vyuzivajiiceho zdroje” (2011).

Zdroj: Vykonna agentura pre TEN-T

10 “Cinnost a rozvoj v oblasti plavby a vniitrozemskej vodnej dopravy v Eurdpe”
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ANNEX
Table 5.1. Waterway restrictions around Slovakia based on the UNECE Bluebook

BlueBook  Section name Section Draught Draught Height Height Description
Number length lower lower bridges bridges
Km limit (P limit (T P T

Germany
80 DANUBE (2,376.8 km - 2,328.4 km) 48.40 2.70 2.70 5.75 8.00 Road bridge at Pfatter.
80 DANUBE (2,328.4 km - 2,249.0 km) 79.40 2.70 2.70 4.74 8.00 Road bridge at Pfatter, railway bridge at

Deggendorf.

80 DANUBE (2,249.0 km - 2,201.8 km) 47.20 2.70 2.70 4.61 8.00 Luitpolbriicke at Passau.

Austria
80 DANUBE (2,201.8 km - 2,038.2 km) 163.60 3.00 3.00 7.42 8.00 Road/railway bridge at Linz.
80 DANUBE (2,008.0 km - 1,949.2 km) 58.80 3.00 3.00 7.85 8.00 Road bridge at Stein/Mautern.

Slovakia
81 VAH (Komarno - Kolarovo (0.0 km - 27.4 km)) 27.40 1.60 2.50 10.20 7.00
80 DANUBE (Devin - Bratislava (1,880.3 km - 1,862.0 km)) 18.30 2.50 3.50 7.59 9.10 Insufficient height under Stary Most
80 DANUBE DERIVATION CANAL (Bratislava - Sap (1,862.0 km - 1,811.0 km)) 51.00 2.50 3.50 8.90 9.10 Insufficient height under bridges at locks of the

Gabcikovo hydro-electrical power complex

80 DANUBE (Sap - Klizska Nema) - Downstream 20.00 2.50 3.50 8.85 9.10
80 DANUBE (Sap - Klizska Nemad) - Upstream 20.00 2.50 3.50 9.10 9.10
80 DANUBE (Klizska Nema - Szob) 1,791.0 km - 1,708.2 km - Downstream 82.80 2.00 3.50 8.65 9.10
80 DANUBE (Klizska Nema - Szob) 1,791.0 km - 1,708.2 km - Upstream 82.80 2.00 3.50 8.68 9.10

Hungary
80 DANUBE (Sap - Klizska Nema) - Downstream 20.00 2.50 3.50 8.85 9.10
80 DANUBE (Sap - Klizska Nema) - Upstream 20.00 2.50 3.50 9.10 9.10
80 DANUBE (Klizska Nema - Szob) 1,791.0 km - 1,708.2 km - Downstream 82.80 2.00 3.50 8.65 9.10
80 DANUBE (Klizska Nema - Szob) 1,791.0 km - 1,708.2 km - Upstream 82.80 2.00 3.50 8.68 9.10
80 DANUBE (Szob - Budapest (1,708.2 km - 1,652.0 km)) 56.20 1.70 3.50 9.10
80 DANUBE (1,652.0 km - 1,642.5 km) - Downstream 9.50 2.50 3.50 7.30 9.10 bridge at Budapest — Lanchid (1,647.0 km).
80 DANUBE (1,652.0 km - 1,642.5 km) - Upstream 9.50 2.50 3.50 7.30 9.10 bridge at Budapest — Lanchid (1,647.0 km).
80 DANUBE (1,642.5 km - 1,433.0 km ) 109.50 1.70 3.50 8.40 9.10 bridge at Baja (1,480.0 km).
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PRILOHA
Tabul’ka 5.1. Obmedzenia vodnych ciest v Slovenskej republike podl’a Modrej knihy EHK OSN

Cislo Modrej Nazov useku Dizka useku Spodna hranica  Spodna hranica  Vyska Vyska
knihy (km) ponoru (P) ponoru (T) mostov (P) mostov (T)
Nemecko
80 DUNAJ (2,376.8 km - 2,328.4 km) 48.40 2.70 2.70 5.75 8.00 Cestny most v Pfatteri.
80 DUNAJ (2,328.4 km - 2,249.0 km) 79.40 2.70 2.70 4.74 8.00 Cestny most v Pfatteri, Zelezni¢ny most v
Deggendorfe.
80 DUNAJ (2,249.0 km - 2,201.8 km) 47.20 2.70 2.70 4.61 8.00 Luitpolbriicke v Passau.
Rakusko
80 DUNAJ (2,201.8 km - 2,038.2 km) 163.60 3.00 3.00 7.42 8.00 Cestno-zelezniény most v Linzi.
80 DUNAJ (2,008.0 km - 1,949.2 km) 58.80 3.00 3.00 7.85 8.00 Cestny most v Stein/Mautern.
Slovenska republika
81 VAH (Komarno - Kolarovo (0.0 km - 27.4 km)) 27.40 1.60 2.50 10.20 7.00
80 DUNAJ (Devin - Bratislava (1,880.3 km - 1,862.0 km)) 18.30 2.50 3.50 7.59 9.10 Nedostato€na vyska pod Starym mostom
80 DUNAJ DERIVACNY KANAL (Bratis.- Sap (1,862.0 km - 1,811.0 km) 51.00 2.50 3.50 8.90 9.10 Nedostatoéna vyska pod mostmi v
plavebnych komorach sustavy vodnych
elektrarni Gab¢ikovo
80 DUNAJ (Sap - Klizska Nema) — po prtde rieky 20.00 2.50 3.50 8.85 9.10
80 DUNAJ (Sap - Klizska Nema) — proti prudu rieky 20.00 2.50 3.50 9.10 9.10
80 DUNAJ (Klizska Nema- Szob) 1,791.0 km - 1,708.2 km - po prude 82.80 2.00 3.50 8.65 9.10
80 DUNAJ (Klizska Nema- Szob) 1,791.0 km - 1,708.2 km - proti pridu 82.80 2.00 3.50 8.68 9.10
Mad'arsko
80 DUNAJ (Sap - Klizska Nema) - - po prude rieky 20.00 2.50 3.50 8.85 9.10
80 DUNAJ (Sap - Klizska Nema) - proti prudu rieky 20.00 2.50 3.50 9.10 9.10
80 DUNAJ (Klizska Nema- Szob) 1,791.0 km - 1,708.2 km - po prude 82.80 2.00 3.50 8.65 9.10
80 DUNAJ (Klizska Nema- Szob) 1,791.0 km - 1,708.2 km - proti pradu 82.80 2.00 3.50 8.68 9.10
80 DUNAJ (Szob - Budapest (1,708.2 km - 1,652.0 km)) 56.20 1.70 3.50 9.10
80 DUNAJ (1,652.0 km - 1,642.5 km) - po prude rieky 9.50 2.50 3.50 7.30 9.10 most v Budapes$t — Lanchid (1,647.0 km).
80 DUNAJ (1,652.0 km - 1,642.5 km) — proti prudu rieky 9.50 2.50 3.50 7.30 9.10 most v Budapesti — Lanchid (1,647.0 km).
80 DUNAJ (1,642.5 km - 1,433.0 km) 109.50 1.70 3.50 8.40 9.10 most v Baja (1,480.0 km).
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Table 5.1. UNECE Classification of transported goods according to NST2007

Type (NST2007)

10

11

12

13

14

15

16

17

18

19

20

Products of agriculture, hunting, and forestry; fish and other fishing products

Coal and lignite; crude petroleum and natural gas

Metal ores and other mining and quarrying products; peat; uranium and thorium

Food products, beverages and tobacco

Textiles and textile products; leather and leather products

Wood and products of wood and cork (except furniture); articles of straw and plaiting materials; pulp, paper and paper products; printed matter and recorded media

Coke and refined petroleum products

Chemicals, chemical products, and man-made fibers; rubber and plastic products ; nuclear fuel

Other non metallic mineral products

Basic metals; fabricated metal products, except machinery and equipment

Machinery and equipment n.e.c.; office machinery and computers; electrical machinery and apparatus n.e.c.; radio, television and communication equipment and apparatus; medical, precision and optical
instruments; watches and clocks

Transport equipment

Furniture; other manufactured goods n.e.c.

Secondary raw materials; municipal wastes and other wastes

Mail, parcels

Equipment and material utilized in the transport of goods

Goods moved in the course of household and office removals; baggage and articles accompanying travellers; motor vehicles being moved for repair; other non market goods n.e.c.
Grouped goods: a mixture of types of goods which are transported together

Unidentifiable goods: goods which for any reason cannot be identified and therefore cannot be assigned to groups 01-16.

Other goods n.e.c.
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Tabul’ka 5.2.  Klasifikacia prepravovaného tovaru EHK OSN podl'a NST2007

Typ (NST2007)

1 Vyrobky polnohospodarstva, polovnictva a lesnictva; ryby a ostatné rybie vyrobky

2 Cierne uhlie a lignit; surova ropa a zemny plyn

3 Kovové rudy a ostatné nerastné suroviny; raselina; uran a térium

4 Potravinové vyrobky, napoje a tabak

5 Textilie a textilné vyrobky; koza a koZené vyrobky

6 Drevo a vyrobky z dreva a korku (okrem nabytku); vyrobky zo slamy a prdteného materialu; buni¢ina, papier a vyrobky z papiera; tlacoviny a zdznamové média
7 Koks a rafinérske ropné vyrobky

8 Chemikalie, chemické vyrobky a syntetické vlakna; guma a plastové vyrobky; jadrové paliva

9 Ostatné nekovové mineraine vyrobky

10 Zakladné kovy; kovové vyrobky, okrem strojov a zariadeni

11 Stroje a zariadenia inde neuvedené; kancelarske stroje a pocitace; elektrické stroje a pristroje inde neuvedené; rozhlasové, televizne a komunikaéné zariadenia a pristroje; zdravotnicke, presné a

optické pristroje; hodinky a hodiny

12 Dopravné zariadenia

13 Nabytok; ostatné vyrobky inde neuvedené

14 Druhotné suroviny; komunalny odpad a iny odpad

15 Listy, baliky

16 Zariadenia a materidly pouzivané pri preprave tovaru

17 Tovar prepravovany pocas stahovania domacnosti a kancelarii; batoZina prepravovana oddelene od cestujlcich; motorové vozidla prepravované na opravu; ostatny nepredajny tovar inde
neuvedeny

18 Zberny tovar: réznorody tovar, ktory sa prepravuje spolo¢ne

19 Neidentifikovatelny tovar: tovar, ktory z nejakého dévodu nemdze byt identifikovany, a preto zaradeny do skupin 01 — 16

20 Ostatny tovar inde neuvedeny
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Table 5.2 . Selection of Origin Destination train connections on main routes along the Danube axis, comparison on transit time and frequency
Origin Destination Connection TEU/week distance TT rail

Frequency Operator

per week iwt (km)

Country Terminal Country Terminal

SK Dunasjka Streda DE Hamburg 2 1 Metrans Direct 180 1888 7 -6
SK Dunasjka Streda DE Hamburg 7 3 Metrans Via Prague 630 1888 7 -4
SK Dunasjka Streda DE Duisburg 3 3 Metrans Via Prague 270 1354 5 -2
SK Dunasjka Streda NL Rotterdam 6 3 Metrans Via Prague 540 1576 6 -3
HU Budapest DE Hamburg 4 3 Rail Cargo Austria / Rolsped Via Vienna 360 2103 8 -5
HU Budapest DE Duisburg 3 2 HUPAC Direct 270 1569 6 -4
HU Budapest DE Duisburg 4 3 Rail Cargo Austria Via Wels 360 1569 6 -3
HU Budapest NL Rotterdam 2 3 Rail Cargo Austria Via Wels 180 1791 7 -4
HU Budapest NL Rotterdam 3 4 Hupac / Kombiverkehr Via Duisburg 270 1791 7 -3
HU Budapest AT Vienna 5 1 Rail Cargo Austria Direct 450 525 2 -1
AT Vienna DE Hamburg 4 1 Rolsped Direct 360 1828 7 -6
AT Vienna DE Duisburg 2 1 HUPAC Direct 180 1294 5 -4
AT Vienna NL Rotterdam 4 3 Kombiverkehr Via Neuss-Hessentor 360 1515 6 -3
RO Curtici DE Duisburg 4 3 Okombi / Rail Cargo Austria Via Wels 360 2625 10 -7
RO Curtici NL Rotterdam 2 3 Okombi / Rail Cargo Austria Via Wels 180 2847 11 -8
Country Terminal Country Terminal

DE Hamburg SK Dunasjka Streda 1 1 Metrans Direct 90 1888 7 -6
DE Hamburg SK Dunasjka Streda 7 3 Metrans Prague 630 1888 7 -4
DE Duisburg SK Dunasjka Streda 3 3 Metrans Prague 270 1354 5 -2
NL Rotterdam SK Dunasjka Streda 6 3 Metrans Prague 540 1576 6 -3
DE Hamburg HU Budapest 3 3 Rolsped / Rail Cargo Austria Via Vienna 270 2103 8 -5
DE Duisburg HU Budapest 5 2 HUPAC Direct 450 1569 6 -4
DE Duisburg HU Budapest 3 3 Rail Cargo Autria Via Wels 270 1569 6 -3
NL Rotterdam HU Budapest 5 4 HUPAC Via Duisburg 450 1791 7 -3
AT Vienna HU Budapest 3 1 Rail Cargo Austria Direct 270 525 2 -1
DE Hamburg AT Vienna 4 1 Rolsped Direct 360 1828 7 -6
DE Duisburg AT Vienna 3 2 HUPAC Direct 270 1294 5 -3
DE Duisburg AT Vienna 5 3 Rail Cargo Austria Via Wels 450 1294 5 -2
NL Rotterdam AT Vienna 4 3 Kombiverkehr Via Neuss-Hessentor 360 1515 6 -3
DE Duisburg RO Curtici 4 3 Rail Cargo Austria / Okombi Via Wels 360 2625 10 -7
DE Duisburg RO Curtici 4 3 Kombiverkehr / Okombi Via Wels 360 2625 10 -7
NL Rotterdam RO Curtici 2 4 Rail Cargo Austria / Okombi Via Wels 180 2847 11 -7

Source: BE-LOGIC
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Tabul’ka 5.3. Vyber vlakov

Miesto povodu

ch spojeni z miesta povodu na miesto uréenia na hlavn
Miesto uréenia

Frekvencia
za tyzden

N

ch trasach pozdlZz dunajske
Prevadzkovatel

osi,

Spojenie

TEU/tyzden

porovnanie podPa ¢asu prepravy a frekvencie
Vzdialenost’
VVD (km)

TT
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Krajina Terminal Krajina Terminal

SK Dunajska Streda DE Hamburg 2 1 Metrans priamo 180 1888 7 -6
SK Dunajska Streda DE Hamburg 7 3 Metrans cez Prahu 630 1888 7 -4
SK Dunajska Streda DE Duisburg 3 3 Metrans cez Prahu 270 1354 5 -2
SK Dunajska Streda NL Rotterdam 6 3 Metrans cez Prahu 540 1576 6 -3
HU Budapest DE Hamburg 4 3 Rail Cargo Austria / Rolsped cez Vieden 360 2103 8 -5
HU Budapest DE Duisburg 3 2 HUPAC priamo 270 1569 6 -4
HU Budapest DE Duisburg 4 3 Rail Cargo Austria cez Wels 360 1569 6 -3
HU Budapest NL Rotterdam 2 3 Rail Cargo Austria cez Wels 180 1791 7 -4
HU Budapest NL Rotterdam 3 4 Hupac / Kombiverkehr cez Duisburg 270 1791 7 -3
HU Budapest AT Vieden 5 1 Rail Cargo Austria priamo 450 525 2 -1
AT Vieden DE Hamburg 4 1 Rolsped priamo 360 1828 7 -6
AT Vieden DE Duisburg 2 1 HUPAC priamo 180 1294 5 -4
AT Vieden NL Rotterdam 4 3 Kombiverkehr cez Neuss-Hessentor 360 1515 6 -3
RO Curtici DE Duisburg 4 3 Okombi / Rail Cargo Austria cez Wels 360 2625 10 | -7
RO Curtici NL Rotterdam 2 3 Okombi / Rail Cargo Austria cez Wels 180 2847 1 | -8
Krajina Terminal Krajina Terminal

DE Hamburg SK Dunajska Streda 1 1 Metrans priamo 90 1888 7 -6
DE Hamburg SK Dunajska Streda 7 3 Metrans Praha 630 1888 7 -4
DE Duisburg SK Dunajska Streda 3 3 Metrans Praha 270 1354 5 -2
NL Rotterdam SK Dunajska Streda 6 3 Metrans Praha 540 1576 6 -3
DE Hamburg HU Budapest 3 3 Rolsped / Rail Cargo Austria cez Vieden 270 2103 8 -5
DE Duisburg HU Budapest 5 2 HUPAC priamo 450 1569 6 -4
DE Duisburg HU Budapest 3 3 Rail Cargo Austria cez Wels 270 1569 6 -3
NL Rotterdam HU Budapest 5 4 HUPAC cez Duisburg 450 1791 7 -3
AT Vieden HU Budapest 3 1 Rail Cargo Austria priamo 270 525 2 -1
DE Hamburg AT Vieden 4 1 Rolsped priamo 360 1828 7 -6
DE Duisburg AT Vieden 3 2 HUPAC priamo 270 1294 5 -3
DE Duisburg AT Vieden 5 3 Rail Cargo Austria cez Wels 450 1294 5 -2
NL Rotterdam AT Vieden 4 3 Kombiverkehr cez Neuss-Hessentor 360 1515 6 -3
DE Duisburg RO Curtici 4 3 Rail Cargo Austria / Okombi cez Wels 360 2625 10 | -7
DE Duisburg RO Curtici 4 3 Kombiverkehr / Okombi cez Wels 360 2625 10 | -7
NL Rotterdam RO Curtici 2 4 Rail Cargo Austria / Okombi cez Wels 180 2847 11 | -7

Zdroj: BE-LO
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