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Foreword 
Efficient transport infrastructure is a major component of a strong and dynamic Ger-
many as a competitive site for economic activity and a crucial prerequisite for growth 
and employment. Investment in transport infrastructure secures the competitiveness of 
the regions and helps to strengthen less favoured regions. It lays the foundation for sus-
tainable mobility for both people and businesses, with improved accessibility and a 
higher quality of life.  

13 years after the reunification of Germany and the political and economic opening-up 
of Eastern Europe, it is just as important as ever that the spatial distribution of the focal 
points of this investment be correct, i.e. balanced and looking to the future, under the 
leitmotif of “upgrading in Western Germany and development of Eastern Germany”.  

It is important to maintain the basic structure of the transport infrastructure while carry-
ing out a targeted programme of upgrading and new construction to create the addi-
tional capacity required. We will remove bottlenecks, improve the quality of life in towns 
and villages by constructing bypasses and enhance the competitiveness of the German 
maritime industry by improving hinterland connections. At the same time, we have to 
create the transport infrastructure that will be necessary to manage cross-border traffic 
in Europe as it enlarges. New transport technologies can also make a major contribu-
tion. The FTIP 2003, with its planning horizon of 2015, reflects these objectives.  

A framework investment plan of such significance, involving costs totalling some 
€ 150 bn, cannot be successful unless it enjoys wide-scale support among the various 
groups in society. For this reason, we have attached great importance to making the 
revision process as transparent as possible. The milestones include the “Transport Re-
port 2000” and the description of the modernized evaluation procedure in the brochure 
entitled “Basic features of the macroeconomic evaluation methodology”. Modern means 
of communication, such as the internet, have helped us here. We have not been afraid 
to engage in discussions, and we are in no doubt that the extensive consideration given 
to all interests, especially those of nature, the environment, spatial development and 
urban development, has been worthwhile.  

I would like to thank all those involved in drawing up the FTIP 2003 – in the Federal 
Government, the federal states, at academic institutes, consulting engineers and other 
experts – and I am confident that the FTIP 2003 will meet with general approval as a 
basis for the requirement acts for federal railway infrastructure and federal trunk roads.  

Dr. Manfred Stolpe, Federal Minister of Transport, Building and Housing  
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1 Introduction 
Mobility is the basis of growth and employment. For most people, being mobile means 
freedom and quality of life. Travelling by modern means of transport and using the exist-
ing infrastructure is something they take for granted. It gives them professional as well 
as personal flexibility. Ensuring sustainable mobility is the Federal Government’s prime 
transport policy objective. A policy to promote efficient infrastructure is economic policy 
in action. It will enhance German competitiveness in the global economy and ensure the 
future prosperity of our country.  

Following extensive preparatory work, the Federal Transport Infrastructure Plan 2003 
(FTIP 2003) has now been finalized. With this document, the Federal Government is 
providing the German Bundestag and all interested members of the public with up-to-
date and reliable information on the prospects for German transport infrastructure. The 
FTIP 2003 is also a sound basis for amending the existing upgrading acts (federal rail-
way infrastructure, federal trunk roads).  

The Transport Report 2000 sets out the guiding principles for a modern, integrated and 
ecologically responsible transport policy at the start of the 21st century. It forms the basis 
for the new Federal Transport Infrastructure Plan. This new plan devotes greater atten-
tion to the challenges of the Single European Market and the enlargement of the EU to 
the east, the globalization of the economy and the development of the service and 
information society, without which we will be unable to accomplish the development of 
Eastern Germany. New traffic forecasts necessitated new strategies and approaches. 
As in the Federal Government’s overall infrastructure policy, the “development of East-
ern Germany and upgrading in Western Germany” are inextricably interlinked in the 
FTIP 2003. 

In order to meet the new requirements relating to the subject matter, the methodology 
has also been modernized A new and objective method of evaluating the almost 2,000 
individual projects has been sought and found. This is documented in the 2001 method-
ology report.  

The Benchmarks for a Mobility Programme for the Future, which were adopted by the 
Federal Cabinet on 6 March 2002, specify the following as the key areas for investment 
between now and the end of this decade:  
– removing transport bottlenecks;  
– relieving congestion and enhancing the quality of life in towns and cities by con-

structing 300 bypasses;  
– enhancing the competitiveness the maritime industry by upgrading hinterland con-

nections;  
– strengthening infrastructure in Eastern Germany;  
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– increasing investment in existing networks;  
– providing support and assistance to modern transport technologies.  

These items are an integral component of the FTIP 2003.  

On the basis of the 2001 to 2003 budgets and the current financial planning of the 
transport budget (departmental budget 12), and with an assumed roll forward of the es-
timate from 2007 to 2015, the financial framework for the rail, federal trunk road and 
federal waterway sectors for the period from 2001 to 2015 is around € 150 bn. The 
FTIP 2003 has thus been placed on a sound financial footing.  

Numerous studies and the reality of everyday life on the railways and roads show that 
responsible policymaking has to focus on investment in existing infrastructure. For this 
reason, the FTIP 2003 earmarks a total of € 82.7 bn for the maintenance of the existing 
networks of the federal railways, federal trunk roads and federal waterways. This means 
that the share of total investment earmarked for maintenance has risen from 46 % 
(FTIP ’92) to almost 56 %.  

The present FTIP 2003 illustrates that maintenance of the basic structure and the nec-
essary upgrading of transport infrastructure in line with requirements will continue to 
require major efforts. The Federal Government has taken up this challenge. Investment 
totalling around € 10 bn per annum will not only improve the efficiency of the infrastruc-
ture. It will also create and secure jobs in the construction industry and allied branches.  

This means that € 66.2 bn is available for the upgrading of existing and the construction 
of new federal transport infrastructure. Because previous experience has shown, espe-
cially in the case of large-scale projects, that sizeable shares of the funding will also be 
required after 2015, provision is made for a planning reserve for upgrading and new 
construction projects with a corresponding preparatory planning stage. Thus, the 
FTIP 2003, with its medium- and long-term perspectives, provides all the stakeholders 
in the private and public sectors with the framework data they require for coordination.  
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2 The task  
Legal context  
Under Articles 89 and 90 of the Basic Law, the Federal Government is the owner of the 
federal trunk roads (federal motorways and federal highways) and federal waterways. 
The federal railway infrastructure is owned by railway undertakings in which the Federal 
Government has a majority holding (federal railways); they are to be managed as busi-
ness enterprises under private law (Art. 87e of the Basic Law). The Federal Government 
meets its constitutional responsibility (federal railway infrastructure: Art. 87e of the Basic 
Law, federal trunk roads: Art. 90 of the Basic Law, federal waterways: Art. 89 (2) of the 
Basic Law) by constructing and maintaining the federal transport infrastructure. The fi-
nancial resources required for this purpose have to be deployed in a manner that is re-
sponsible and conducive to the public good. Accordingly, Section 6 (2) of the Budget 
Policy Act and Section 7 (2) of the Federal Budget Code state that “suitable economic 
efficiency studies” have to be carried out for all measures with a financial impact.  

Intermodal planning  
There are a multiplicity of interrelationships between the individual modes of transport. 
The railways, roads, aviation and shipping can complement one another and, within lim-
its, replace one another. This means that large-scale investment projects compete with 
one another for scarce funds. For this reason, the Federal Government has, since the 
mid-1970s, based its investment policy in the federal transport infrastructure sector on 
intermodal planning.  

This intermodal planning is conducted within the framework of overall transport con-
cepts and is reflected in the Federal Transport Infrastructure Plan (FTIP), each of which 
is drawn up by the Federal Government for a manageable period (usually around 10 
years) and adopted by the Federal Cabinet.1 These Federal Transport Infrastructure 
Plans detail the total level of investment earmarked for the maintenance and upgrading 
of the existing infrastructure – geared to the funding that is likely to be available over the 
lifetime of any given plan. This involves classifying the upgrading and new construction 
projects studied (“under consideration”) in requirement categories in accordance with 
their economic evaluation and an ecological and regional planning assessment. Other 
investment by the Federal Government in the transport sector, e.g. financial aid under 
the Local Authority Transport Infrastructure Financing Act (GVFG) 2 for investment in 
                                            
1  Federal Transport Infrastructure Plan, 1st phase, 3 October 1973;  

Coordinated programme of investment for federal transport infrastructure up to 1985, 9 March 
1977;  
Federal Transport Infrastructure Plan ’80, 7 November 1979;  
Federal Transport Infrastructure Plan 1985 (FTIP ’85), 18 September 1985;  
Federal Transport Infrastructure Plan 1992 (FTIP ’92), 15 July 1992.  

2  Act on Federal Government Financial Aid to Improve Transport at the Local Authority Level (Local 
Authority Transport Infrastructure Financing Act – GVFG) of 18 March 1971, Federal Law Gazette 
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local public transport and local road construction to improve transport at the local au-
thority level, is identified for information purposes.  

The Federal Transport Infrastructure Plan is a framework investment plan. It does not 
contain any decisions regarding the funding and time of realization of a project in the 
Federal Transport Infrastructure Plan; these decisions are taken on the basis of the 
multi-annual plans in accordance with Section 5 of the Federal Railway Infrastructure 
Upgrading Act 3 or Section 5 of the Federal Trunk Road Upgrading Act (FStrAbG) 4. The 
individual projects will be realized depending on the level of funding available each year 
(the so-called budgetary proviso).  

The new FTIP 2003, with its projects that have been evaluated and classified according 
to levels of priority, provides the basis for new requirement plans as an annex to the 
upgrading acts to be amended (Federal Railway Infrastructure Upgrading Act, Federal 
Trunk Road Upgrading Act).  

Revision of the FTIP ’92 
The Federal Transport Infrastructure Plan in force at any given time is updated in the 
light of the results of the revision of the requirement plans for the federal trunk roads 
and federal railway infrastructure, which takes place at regular intervals (every 5 years) 
to determine whether they need to be adapted to economic and traffic trends; this revi-
sion includes the interests affected by requirement planning, in particular those of re-
gional planning, environmental protection and urban development.  

The last update, which resulted in the Federal Transport Infrastructure Plan 1992 
(FTIP ’92) 5, was prompted mainly by the significant changes that the reunification of 
Germany and the opening-up of the borders with Eastern Europe plus the completion of 
the Single European Market entailed for the transport sector (enlarged scope of applica-
tion, traffic growth, change of direction of traffic flows, etc.). More than a decade after its 
publication, the FTIP ’92 needs to be revised with regard to project costs, forecasts and 
evaluation methodology.  

                                            
I, p. 239, as published on 28 January 1988, Federal Law Gazette I, p. 100, as amended by Article 
49 of the Act on Equal Opportunities for Disabled Persons and Amending Other Acts of 27 April 
2002, Federal Law Gazette I, p. 1467.  

3  Act on the Upgrading of Federal Railway Infrastructure (Federal Railway Infrastructure Upgrading 
Act) of 15 November 1993, Federal Law Gazette I, p. 1874, as amended by Article 6 (135) of the 
Act on the Restructuring of the Railways of 27 December 1993, Federal Law Gazette I, p. 2378.  

4  Act on the Upgrading of Federal Trunk Roads (Federal Trunk Road Upgrading Act – FStrAbG) of 
30 June 1971, Federal Law Gazette I, p. 873, in the revised version of 15 November 1993, Federal 
Law Gazette I, p. 1878.  

5  Federal Transport Infrastructure Plan 1992 (FTIP ’92), 15 July 1992.  
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The need for a revision of the FTIP ’92 was also stressed by the parliamentary parties of 
the ruling coalition in their coalition agreements of 20 October 1998 and 16 October 
2002.  

Result  
With the publication of the present Federal Transport Infrastructure Plan 2003 
(FTIP 2003), the Federal Government is providing parliament with an up-to-date, reli-
able basis for the amendment of the existing upgrading acts. The FTIP 2003 distin-
guishes two basic categories, namely first priority projects and second priority projects.  

The “first priority” category comprises the total investment with the anticipated financial 
framework plus planning reserve for the period from 2001 to 2015. For first priority pro-
jects, there is an unrestricted planning mandate under the upgrading acts. This is with-
out prejudice to the reviews pursuant to Section 4 of the two acts. In addition, the infor-
mation in Chapter 3.4.6.2 should be noted. The “second priority” category comprises 
projects that have been proven to be macroeconomically profitable but whose total level 
of investment exceeds the financial framework in the period up to 2015. Project plan-
ning may thus only commence or be continued in justified exceptional cases and only 
with the consent of the Federal Ministry of Transport, Building and Housing.  



– 6 – 

 

3 Bases of the Federal Transport Infrastructure Plan 2003 
3.1 Integrated transport policy  
The crucial challenge facing the transport sector and transport policymakers is the un-
diminished level of growth, with high rates of increase, in the volume of freight and pas-
senger traffic, triggered by economic growth and a multiplicity of social changes. This 
results in significant requirements to be met by transport infrastructure and a need to 
make traffic flows environmentally acceptable. The complexity of the tasks arising from 
this, with all their interaction, cannot be met in a one-dimensional manner. The Federal 
Government is thus committed to an integrated transport policy, which is geared to-
wards an improved overall transport system and which incorporates the various meas-
ures and tools, their interactions, causes and consequences, the different agencies and 
spatial levels involved plus different time horizons in an overall concept.6  

An integrated transport policy can only meet these challenges by adopting a coordi-
nated regulatory and investment policy approach. Such an approach has to be on a 
long-term basis and geared towards a sustainable balance of social, economic and eco-
logical mobility requirements. Measures to tackle short-term problems must not obstruct 
the long-term development objectives. In the new Federal Transport Infrastructure Plan, 
the Federal Government is thus also committed to the strategy of longer-term mobility 
and transport research, in order to make more efficient use of the transport infrastruc-
ture that is threatened by bottlenecks and to help cut costs in the upgrading of transport 
infrastructure. At the same time, tackling short-term problems, ensuring the proper func-
tioning, the environmental compatibility and the social acceptability of the transport sys-
tem, and establishing an equilibrium by reducing the demand for freight transport and by 
means of adaptation to structural change are the stages that have to be managed.  

The forward-looking “integrationist idea” has already been outlined by the Federal Gov-
ernment as a basis of its action in its Transport Report 2000 7 and was echoed in the 
Federal Chancellor’s “mobility offensive” in 2002. The Federal Government’s transport 
policy makes a major contribution to enhancing German competitiveness in the global 
economy and is in line with its environmental and regional planning objectives. Against 
this background, the Federal Transport Infrastructure Plan 2003 is a key measure for 
the realization of an integrated transport system.  

                                            
6  Report by the Integrated Transport Policy Working Group, commissioned by the FMTBH, Septem-

ber 2002.  

7  FMTBH, Verkehrsbericht 2000 “Integrierte Verkehrspolitik: Unser Konzept für eine mobile Zukunft”, 
3  November 2000.  
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3.2 Parameters of the Federal Transport Infrastructure Plan 2003  
3.2.1 Final result of the FTIP ’92  
For the period from 1991 to 2012, the FTIP ’92 made provision for investment totalling 
around DM 454 bn (at 1991 prices, around € 232 bn) for the upgrading of existing and 
construction of new railway infrastructure, federal trunk roads and federal waterways 
and for the replacement and maintenance of the existing networks.  

In the period from 1991 to 2001, i. e. the first half of the period covered by the FTIP ’92, 
around DM 202 bn (around € 103 bn) was realized within the framework of the federal 
budget, private sector pre-financing of federal trunk roads and co-financing by third par-
ties. This is equivalent to around 44 % of the total level of investment envisaged by the 
FTIP ’92. If the FTIP ’92 were to continue to be implemented on the basis of the current 
2002-2012 financial framework, there would be a funding deficit of around € 40 bn at the 
end of its lifetime. The causes are as follows:  
– pre-1998 annual budgets fell below the funding line of the FTIP;  
– the cost assumptions made when drawing up the FTIP were too low, especially in 

the new federal states;  
– environment-related expenditure has increased (noise mitigation requirements, land-

scape conservation);  
– a burden has been placed on the funds for investment by the servicing of debt from 

private sector pre-financing.  

3.2.2 Development of Eastern Germany: German Unity Transport Projects  
In anticipation of the FTIP ’92, the German Unity Transport Projects (VDE) were noted 
and approved by the Federal Cabinet in April 1991, and had thus been finalized for the 
FTIP ’92. Of the total investment of € 35 bn, almost 60 % (just under € 20.5 bn) had 
been realized by the end of 2001 (of which some € 10.7 bn for rail projects).  

Six of the new rail projects have entered into service. These are the Hamburg—Berlin, 
Helmstedt—Magdeburg—Berlin, Eichenberg—Halle, Bebra—Erfurt and Uelzen—Salzwe-
del—Stendal lines plus the first high-speed line between the old and new federal states 
from Berlin to Hanover. As far as the other projects are concerned, they are either under 
construction or sections have been completed. Thus, for instance, in VDE no. 9 (Leip-
zig—Dresden), it has been possible to reduce the journey time between the two cities 
from over 1½ hours to around one hour. In VDE no. 8 (Nuremberg—Erfurt—Halle / Leip-
zig—Berlin), construction work on sub-projects VDE 8.1 (Nuremberg—Erfurt) and VDE 
8.2 (Erfurt—Leipzig / Halle) is continuing in 2003. Sub-project VDE 8.3 (Berlin—Halle / 
Leipzig) has been completed with the exception of the signalling technology required for 
a line speed of 200 km/h.  
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Of the seven road construction projects, two have been completed (A 2 motorway be-
tween Hanover and Berlin / A 10 southern and eastern Berlin orbital motorway with the 
exception of two short sections and the A 14 between Halle and Magdeburg). To date, a 
total of 1,191 km has been opened to traffic following widening or new construction 
work, with a further 386 km under construction. With the exception of one or two sec-
tions, the road projects will have been substantially completed by 2005. Final comple-
tion is scheduled for 2007 / 2008.  

Completion of the entire waterway link from Hanover to Berlin via Magdeburg (VDE 17) 
is scheduled for 2015.  

The German Unity Transport Projects are given priority because they are of paramount 
importance for the development of Eastern Germany and the integration of the new and 
old federal states. In the FTIP 2003, they are thus among the ongoing and definitely 
planned projects. The Federal Ministry of Transport, Building and Housing publishes two 
progress reports each year on the German Unity Transport Projects. 

3.2.3 The 1998 und 2002 coalition agreements 
Work on the new Federal Transport Infrastructure Plan commenced with the decision 
taken by the governing coalition at the beginning of the 14th parliamentary term to revise 
the FTIP dating from 1992. The mandates resulting from the coalition agreements of 
20 October 1998 and 16 October 2002 can be summarized as follows:  
– integrate investment in a comprehensive transport concept;  
– shift as high a proportion as possible of the growth in road and air traffic to the rail-

ways and waterways;  
– gradually approximate investment in the roads and railways;  
– complete preparation of the new Federal Transport Infrastructure Plan speedily;  
– focus on removal of bottlenecks and investment in the existing networks;  
– avoid interruptions of construction work pending new requirement plans;  
– weight the results of the benefit-cost ratios, environmental risk assessments and 

spatial impact assessments plus fundability in the interests of sustainable mobility.  

3.2.4 Conclusions for the revision of the FTIP ’92  
Taking as a starting point the investment made in recent years for efficient transport in-
frastructure, the objectives for the new FTIP 2003 arise from the requirements to be met 
by a transport system that will continue to be modern and well developed and meets the 
requirements of sustainability, and from the mandate to revise the FTIP ’92 contained in 
the 1998 und 2002 coalition agreements. The FTIP 2003 is based on the following key 
transport policy and social objectives:  
– ensure sustainable mobility;  
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– enhance German competitiveness in the global economy in order to create and se-
cure jobs;  

– promote sustainable patterns of development;  
– create fair and comparable conditions of competition for all modes of transport;  
– improve safety for transport users and the general public;  
– reduce the use of nature, the landscape and non-renewable resources;  
– reduce emissions of noise, pollutants and climate change gases (primarily CO2);  
– promote European integration.  

The Programme for Mobility in the Future, which was adopted by the Federal Cabinet 
on 6 March 2002, is based on these objectives and is the principal foundation of the 
FTIP 2003. It focuses on the following points for the basic prioritization of projects:  
– removing transport bottlenecks (incl. widening 1,100 km of motorway to six lanes, 

modernizing the rail network);  
– relieving congestion and enhancing the quality of life in towns and villages by 

constructing 300 bypasses;  
– enhancing the competitiveness of the maritime industry by upgrading hinterland 

connections;  
– strengthening the infrastructure in Eastern Germany;  
– increasing investment in the existing networks;  
– supporting and promoting modern transport technologies (Transrapid, Galileo).  

3.2.5 Review of current requirement plans  
The legal basis for investment in the federal railways is the Requirement Plan (Rail-
ways) 8, which has been in force since 25 November 1993 and was last reviewed in 
1998 9. The current requirement plan for the federal trunk roads entered into force on 
1 January 1991 10 and was last reviewed in 1996 11.  

The FTIP 2003 contains the reviews of the current requirement plans, which are now 
required on a rotational basis by Section 4 (1) of the Federal Railway Infrastructure Up-
grading Act and Section 4 (1) of the Federal Trunk Road Upgrading Act.  

                                            
8  Annex to the Act on the Upgrading of Federal Railway Infrastructure (Federal Railway Infrastruc-

ture Upgrading Act) of 15 November 1993, Federal Law Gazette I, p. 1874, as amended by Article 
6 (135) of the Act on the Restructuring of the Railways of 27 December 1993, Federal Law Gazette 
I, p. 2378.  

9  Report by the FMTBH of 26 April 2000 to the Bundestag Committee on Transport, Building and 
Housing (committee document no. 360).  

10  Annex to the Act on the Upgrading of Federal Trunk Roads (Federal Trunk Road Upgrading Act – 
FStrAbG) of 30 June 1971, Federal Law Gazette I, p. 873, in the revised version of 15 November 
1993, Federal Law Gazette I, p. 1878.  

11  Report by the FMT of 11 June 1998 to the Bundestag Committee on Transport (committee docu-
ment no. 998).  
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3.3 Transport demand and traffic forecasts  
Coordinated overall traffic forecasts are used to estimate future transport demand.12 To 
this end, forecasts of socio-demographic trends in Germany and neighbouring countries 
(structural data forecast) and forecasts on the basis of the integration scenario have 
been drawn up for passenger and freight transport with regional differentiation. In con-
nection with the evaluation of investment projects, they have been fleshed out in greater 
detail and apportioned to individual sections of the respective transport networks. De-
tails are listed and described in the Transport Report 2000 13.  

The traffic forecasts are benchmarks for statements on specific sections, which are 
used to identify infrastructure bottlenecks and resultant requirements for upgrading. The 
forecasts thus provide transport policymakers with aids to decision-making and indicate 
where intervention is needed in the form of control or support measures.  

In the rail freight sector, bottlenecks on the rail network reduce the volume of goods that 
can be carried by the railways. In order to bring about a modal shift to the railways, the 
fiscal, regulatory and investment policy measures described in the integration scenario 
will be accompanied by the investment in railway infrastructure contained in this plan, so 
that the capacity of this infrastructure can be adapted to the market potential that can be 
achieved under the conditions of the integration scenario. 

                                            
12  Intraplan Munich, BVU Freiburg, Planco Essen, ifo Munich, Verkehrsprognose 2015 für die Bun-

desverkehrsplanung, research report commissioned by the FMTBH, 2001.  

13  See Verkehrsbericht 2000, loc. cit., p. 58 ff.  
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Tab. 1  Rough estimate of transport demand for the FTIP 2003  
(market potential) 

Passenger mileage 

 1997 Forecast for 
2015 14 

 bn pkm Share 
[%] bn pkm Share 

[%] 

Change in 
transport 
demand 

2015 / 1997 
[%] 

Rail 74 7.8 98 8.7 + 32 

Private transport 750 79.6 873 77.3 + 16 

Air 36 3.8 73 6.5 + 103 

Public road transport 83 8.8 86 7.6 + 4 

Total 943 100.0 1130 100.0 + 20 

Freight mileage 

 1997 Forecast for 
2015 14 

 bn tkm Share 
[%] bn tkm Share 

[%] 

Change in 
transport 
demand 

2015 / 1997 
[%] 

Rail 73 19.7 148 24.3 + 103 

Long-distance road haulage 236 63.6 374 61.5 + 58 

Inland waterway 62 16.7 86 14.1 + 39 

Total 371 100.0 608 100.0 + 64 
 

3.4 Modernized evaluation methodology and project evaluation  
3.4.1 Macroeconomic evaluation  
Ever since the beginning of federal transport infrastructure planning, decisions on in-
vestment in federal transport infrastructure have been based on an intermodal ap-
proach. The most important element of coordination, alongside the intermodal overall 
traffic forecasts for freight and passenger traffic, is the macroeconomic evaluation, 
based on uniform standards to determine the necessity and degree of priority, of 
planned (“under consideration”) rail, road and waterway projects.  

                                            
14  Rough estimate of transport demand on the basis of the integration scenario. The integration sce-

nario follows an approach that attempts, as far as possible, to reconcile the (not always consistent) 
economic, ecological and social requirements to be met by transport policy. Verkehrsbericht 2000, 
loc. cit., p. 60.  
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All upgrading and new construction projects defined for the FTIP 2003 have been sub-
jected to a uniform evaluation based on  
– benefit-cost analysis,  
– environmental protection and nature conservation, and  
– regional planning (including urban development)  
criteria.  

Fig. 1  Project evaluation in the FTIP (outline)  

 

When selecting and determining the degree of priority of investment in federal railway 
infrastructure, the railways also have to guarantee operational profitability.  

With the support of numerous academic institutions, the methodology of the macroeco-
nomic evaluation procedures for transport infrastructure investment has, over the last 
twenty years – starting with the evaluation procedure for the Federal Transport 
Infrastructure Plan 1985 and, to an even greater extent, with the improved procedures 
for the FTIP ’92, the first all-German Federal Transport Infrastructure Plan – reached a 
high scientific and technical level.  

The need to modernize  

The changes in the social, economic and transport environment as well as the latest 
scientific findings are reflected in the Federal Ministry of Transport, Building and Hous-
ing’s ongoing research for federal transport infrastructure planning, which comprises 
both updates and modifications of details and additions to procedures and major mod-
ernization. There follows an outline of the developments of the macroeconomic evalua-
tion procedure for transport infrastructure investment which have been implemented or 
used for project evaluation. The Ministry has already published a more detailed descrip-
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tion of the basic features of the macroeconomic evaluation methodology for the 
FTIP 2003.15 

3.4.2 Evolution of the benefit-cost analysis (BCA)  
The benefit-cost analysis (BCA) remains at the heart of the macroeconomic evaluations 
for all infrastructure investment projects under consideration. BCA is an evaluation pro-
cedure in which investment is compared with the impacts resulting from it. It involves 
monetizing the impacts and presenting them as (usually positive) benefit (or as disbene-
fits in the case of cost increases, i.e. negative impacts). The standardized procedure, 
which is uniform for all modes of transport, captures all the impacts that could have a 
significant influence on the result of the evaluation. The benefit components can be 
summarized as follows:  
– reducing transport costs;  
– maintaining transport infrastructure;  
– enhancing safety;  
– improving accessibility;  
– positive spatial impacts;  
– relieving environmental pressure;  
– taking induced traffic into account;  
– improving links to and from seaports and airports.  

These benefit components are compared with the investment costs. The result is pre-
sented as a benefit-cost ratio (BCR). If this quotient, consisting of benefits and costs, is 
greater than 1, this is an indication of the economic viability of the project under consid-
eration. As in the approach adopted in previous Federal Transport Infrastructure Plans, 
the level of the BCR is used as a major decision-making criterion for classifying the 
evaluated projects in the priority categories.  

3.4.3 Environmental and nature conservation appraisal: environmental risk and 
Habitats Directive assessment  

In the FTIP 2003, not only the quality and quantity, but also the weighting of environ-
mental and nature conservation aspects within the scope of what is legally possible play 
a more important role than in the past. An environmental risk assessment (ERA), with a 
Habitats Directive assessment (HDA), augments the evaluation procedure by adding the 
qualitative appraisal of spatially related environmental risks and possible conflicts of the 
project under consideration if environmental impacts have not already been monetized 
as part of the benefit-cost analysis.  

                                            
15  FMTBH, Bundesverkehrswegeplan 2003. Grundzüge der gesamtwirtschaftlichen Bewer-

tungsmethodik (English translation available: Federal Transport Infrastructure Plan 2003. Basic 
features of the macroeconomic evaluation methodology), February 2002.  
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In the case of all road projects, a preliminary examination (early identification system to 
select ecologically problematic projects by the Federal Agency for Nature Conservation) 
will always be followed by an ERA or HDA, regardless of the size of the project, if it ap-
pears likely that there will be an accumulation of nature conservation conflicts. In the 
case of railway projects, an ERA or HDA will almost always be necessary, because of 
the size of the projects. In the case of waterway projects, examinations will normally be 
carried out on a case-by-case basis, because of the distinctive features of these pro-
jects.  

New features of the ERA are a methodologically comparable application for all modes of 
transport and the greater account it takes of cultivated landscapes, highly sensitive sites 
and unsevered areas with a low density of traffic. It distinguishes risks that are relevant 
in terms of the environment and nature conservation. The results of the ERA are classi-
fied on a scale from 1 to 5:  
– 1 = very low environmental risk;  
– 2 = low environmental risk;  
– 3 = intermediate environmental risk;  
– 4 = high environmental risk;  
– 5 = very high environmental risk.  

Sites of Community importance (Habitats Directive sites) and special protection areas 
(Birds Directive sites) are components of “Natura 2000”, the coherent European eco-
logical network of special areas of conservation (known as Natura 2000 sites for short). 
They are of outstanding importance because of the national commitments arising from 
Directives 92/43/EEC (“Habitats Directive”)16 and 79/409/EEC (“Birds Directive”)17. The 
Habitats Directive assessment is used to identify possible significant adverse impacts 
on Natura 2000 sites and to incorporate the findings in a suitable manner within the 
scope of FTIP project evaluation and prioritization. Since the Federal Administrative 
Court nowadays usually rules that, regarding potential Habitats Directive sites, the pro-
tection afforded by the Habitats Directive has to be provided even if they are not for-
mally placed under protection, all sites that have reached an advanced stage in the 
process of reporting by the federal states are included in the ERA or HDA.  

In order to ensure that possible conflicts with European nature conservation in the 
FTIP 2003 are taken into account at an early stage and in an appropriate manner, the 
five-tier environmental risk assessment is augmented by a Habitats Directive assess-
ment. The reference sites of the HDA are the proposed Habitats Directive sites and 
                                            
16  Council Directive 92/43/EEC of 21 May 1992 on the conservation of natural habitats and of wild 

fauna and flora (OJ EC No L 206, 22.7.1992, p. 7 ff), as amended by Council Directive 97/62/EC of 
27 October 1997 (OJ EC No L 305, 8.11.1997, p. 42 ff).  

17  Directive 79/409/EEC of 2 April 1979 on the conservation of wild birds.  
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European special protection areas for birds that have been reported or are earmarked 
for reporting, plus sites where it is assumed that they meet the criteria of the relevant 
European nature conservation directive, in particular the Birds Directive. On the basis of 
European Court of Justice case-law, “de facto” special protection areas are, by way of 
precaution, incorporated in the HDA as if they were covered by the provisions of the 
Habitats Directive.18  

A final decision as to whether there are significant adverse impacts within the meaning 
of the Habitats Directive or not cannot be taken with absolute certainty for reasons of 
scale and for reasons relating to the status of planning. For this reason, the phrase “un-
avoidable significant adverse impacts” on a Natura 2000 site, as the most extreme ver-
dict of project evaluation, is delimited from the verdict “significant adverse impacts can-
not be ruled out”. The results of a Habitats Directive assessment are classified on a 
scale from 1 to 3:  
– 1 = significant adverse impacts can be ruled out;  
– 2 = significant adverse impacts cannot be ruled out;  
– 3 = significant adverse impacts are unavoidable.  

A timely assessment of environmental and nature conservation conflicts while the FTIP 
is still at the general planning level makes a major contribution towards minimizing the 
procedural risks of a project. This means that a Habitats Directive assessment (HDA) at 
the level of federal transport infrastructure planning has a different subject matter to the 
formal Habitats Directive impact assessment (HDIA) at the route selection or plan ap-
proval level; on no account does it therefore replace any more detailed HDIA that may 
be necessary in the subsequent planning process.  

In this respect, the result of the HDA can be seen above all as an indicator of whether 
an HDIA will be inevitable in the course of further planning and of the extent to which 
project implementation may entail significantly higher costs to avoid adverse impacts on 
or ensure the cohesion of the Natura 2000 network. Only if the subsequent HDIA defi-
nitely confirms “significant adverse impacts” on a Natura 2000 site “in its components 
that are essential to the conservation objectives” will a decision have to be taken, within 
the framework of route selection or project approval, on mitigation measures or on the 
inadmissibility of the project.  

                                            
18  In its judgment in the “Basses Corbières” case, the European Court of Justice confirmed, in 2000, 

that the 1989 Inventory of Important Bird Areas in the European Community (known as the IBA List 
for short), despite not being legally binding, is deemed to be scientific evidence for assessing 
whether a Member State has complied with its obligation to classify as SPAs the most suitable ter-
ritories in number and size for conservation of the protected species.  
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3.4.4 CO2: estimating the environment-related impact of the FTIP 2003  
In the laissez faire scenario 19, CO2 emissions in the transport sector will rise by 17 % by 
2015 compared with the reference year of 1997 (with introduction of the HGV toll at the 
level currently agreed). This growth can be lowered to 11 % with the regulatory frame-
work and investment projects assumed in an “integration scenario including FTIP 2003 
infrastructure investment”.  

Fig. 2 CO2 emission trends in the transport sector between 1997 and 2015  
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The “integration scenario including FTIP 2003 infrastructure investment” took into ac-
count not only the integration scenario (see footnote to Table 1) but also all first priority 
projects with their impacts on CO2 emissions. 
It is apparent that, even with substantial transport infrastructure investment, it will not be 
possible to achieve a lasting reduction in CO2 emissions. On the other hand, there are 
likely to be sizeable increases in mileages and the volumes of goods carried in the 
transport sector. Whereas the volume of goods carried in the freight sector will rise by 
64 % by 2015 compared with 1997, CO2 emissions will only rise by 26 % in the integra-
tion scenario. In the passenger transport sector, CO2 emissions will rise by a mere 4 % 
in the integration scenario, whereas the total mileage of all means of transport will rise 
by 20 % by 2015 compared with 1997. Thus, if the integration scenario is taken as a 
basis, CO2 emissions will, by comparison, rise at a much lower rate than mileages.  

Against the background of the rising demand for transport, the regulatory and fiscal 
measures of the integration scenario plus the investment projects in the first priority 

                                            
19  See Verkehrsbericht 2000, loc. cit.; the laissez faire scenario assumes that the Federal Govern-

ment does not take any transport policy measures to change the status quo.  
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category in the FTIP 2003 will result in a significant reduction in CO2 emissions com-
pared with the laissez faire scenario.  

3.4.5 Regional planning appraisal: spatial impact assessment  
In the modernized procedure, regional planning aspects – insofar as they cannot be 
captured in the BCA – are captured as an independent evaluation component, the “spa-
tial impact assessment” (SIA), with comprehensible criteria. In the FTIP 2003, the key 
regional planning requirements and objectives are implemented by identifying project-
related contributions with a spatial impact in the following areas: “distribution and devel-
opment objectives” (objective group 1) and “relief and modal shift objectives” (objective 
group 2).  

Distribution and development objectives  
Based on the constitutional mandate to establish equal living conditions, the Federal 
Regional Planning Act 20 calls for the population to be provided with technical infrastruc-
ture throughout the country and for balanced infrastructure conditions in the regions. 
The development objectives formulated in the Act are that locational conditions for eco-
nomic development should be created, each region should be easily accessible from 
any other region, and commerce-related infrastructure should be expanded to improve 
locational conditions.  

Relief and modal shift objectives  
In accordance with the “Plan of action for reducing the volume of vehicular traffic in ar-
eas of high traffic density”, which was adopted by the Standing Conference of Ministers 
responsible for Regional Planning on 3 June 1997, the amended Regional Planning Act 
states that in areas and corridors of high traffic density, the conditions for a modal shift 
to environmentally friendly modes of transport such as railways and waterways should 
be improved. In addition, federal infrastructure projects should help to relieve the pres-
sure on built-up areas and the people who live there. Accordingly, spatial impact as-
sessment also integrates the impacts of a road project on urban quality (relief at the lo-
cal level = effects on the urban environment in the FTIP ’92).  

The evaluation of the contribution to distribution and development objectives takes into 
account deficiencies in accessibility between central places on the basis of the 2015 
federal trunk road network and the present-day structural backwardness of the regions 
linked to each other in any given case. Here the effects on links relevant to regional 
planning are only included if the improvements in journey times that can be achieved as 
a result of the project exceed a specific threshold. Here, it should be borne in mind that 
major investment by the Federal Government in federal transport infrastructure in the 

                                            
20  Federal Regional Planning Act (ROG) of 18 August 1997, Federal Law Gazette I, p. 2081.  
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period up to 2015 on the basis of the spatial impact assessment criteria will result in the 
correction of deficiencies that exist today. 

The relief and modal shift objectives contain both the desired relief in areas and corri-
dors of high traffic density and local relief in built-up areas. The evaluation benchmark 
for the interregional effects is the extent of project-induced modal shift from the roads to 
the railways and waterways in predefined long-distance transport corridors and regions 
of high traffic density. Relief impacts at the local level are quantified using an urban de-
velopment benefit potential.  

The results for the two objective groups of the SIA are classified on a scale from 1 to 5 
(1 = minor regional development significance, 5 = outstanding regional development 
significance).  

3.4.6 Principles of classifying new projects to be evaluated in priority categories  
The appraisal criteria of the macroeconomic evaluation procedure are the benefit-cost 
ratio and the results of the spatial impact assessment, the environmental risk assess-
ment and the Habitats Directive assessment. Classification of projects in the “first prior-
ity” and “second priority” categories is based on economic profitability, which is identified 
using the BCR.  

3.4.6.1 Benefit-cost ratio  
Taking into account the funds available during the investment period for upgrading and 
new construction projects that have not been definitely planned (budget), projects are, 
as a rule, earmarked for the first priority category, in accordance with the level of their 
BCR, until the budgets of the individual modes of transport are exhausted. Within the 
modes of transport, the value of the BCR used to classify new projects in the “first prior-
ity” and “second priority” categories varies over a wide range because of, among other 
things, the different planning status of the projects which has to be taken into account, 
and because of network design requirements. In addition, projects are included in the 
“new projects” category of the “first priority” category for reasons of structural policy in 
particular (spatial impact assessment, see chapter 3.4.6.3). For this reason, no fixed 
values can be given for the classification of new projects in the “first priority” category.  

The result is that more than 40 % of the rail projects have a BCR > 3, with a further 35 % 
having a BCR between 2 and 3. In the case of road and waterway projects, almost 70 % 
have a BCR of over 3.  

In the case of the road mode, the federal states’ share of first priority projects is calcu-
lated from the ongoing and definitely planned projects and from the new projects, re-
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lated to the total level of investment for 2001–2015 for budget items comprising re-
quirement plan measures.  

Projects that are not likely to be fundable before 2015 but are economically profitable 
(BCR > 1) are allocated to the “second priority” category. Projects with a BCR < 1 are 
not pursued any further.  

3.4.6.2 Environmental and nature conservation appraisal  
As far as classification in the “first priority” category is concerned, evaluated projects 
that have been classified as having a “very high environmental risk” (ERA = 5) and / or 
where “significant adverse impacts are unavoidable” within the meaning of Section 34 of 
the Federal Nature Conservation Act 21 (HDA = 3) have to be regarded as critical. If, for 
these projects, no proof has yet been furnished regarding a possible solution to the en-
vironmental and nature conservation problems, or if an environmental impact study and 
/ or HDIA has not yet been drawn up, they are provided with additional information on 
the environmental and nature conservation problems for future planning activities. This 
affects projects  
– that have a very high environmental risk (ERA = 5). The adverse environmental im-

pacts which, according to the results of the ERA, the project could have are to be in-
vestigated in the course of future planning and addressed in accordance with the 
statutory requirements, and / or  

– where significant adverse impacts are unavoidable (HDA = 3). A Habitats Directive 
impact assessment will be carried out in the course of future planning in order to de-
velop a way of making the project compatible with the Habitats Directive (cf. Sec-
tion 34 of the Federal Nature Conservation Act).  

The following also applies to road projects:  

In the case of the specially marked projects, the nature conservation problems identified 
in the environmental risk assessment are to be addressed and tackled. There is a com-
prehensive planning mandate for these projects. This also involves examining the ex-
tent to which, in the case of the projects not yet ready for a decision, previous or alter-
native plans, primarily the upgrading of the existing road network, could be realized. The 
Federal Ministry of Transport, Building and Housing will inform the German Bundestag 
of this result in a timely manner, so that the latter can take the result into account when 
including the projects in the road construction plan as an annex to the federal budget. 
Not until the projects of this category are included in the road construction plan as an 
annex to the federal budget, and through the fiction of law contained in the requirement 

                                            
21  Act on the Conservation of Nature and Maintenance of Landscapes (Federal Nature Conservation 

Act – BNatSchG), amended version, 25 March 2002, Federal Law Gazette I, p. 1193.  
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plan, do they become first priority projects, because an upgrading requirement within 
the meaning of the Federal Trunk Road Upgrading Act has been established for their 
route. 

Fig. 3 Flow chart – environmental risk assessment and Habitats Directive as-
sessment  

22 

3.4.6.3 Spatial impact assessment  

Flagship projects 

For those projects which, on the basis of their BCR value, have been classified in the 
“first priority” category and have a high, very high or outstanding SIA rating – so-called 
                                            
22  Case-by-case review together with the federal state, Federal Ministry for the Environment, Nature 

Conservation and Nuclear Safety, Federal Agency for Nature Conservation or Federal Institute of 
Hydrology.  
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flagship projects – the federal states are recommended to give priority to realizing them, 
wherever possible, because of their regional planning significance, in the future imple-
mentation of the requirement plans or the medium-term construction programmes 
based on the requirement plans Such projects involve total funding of around € 6.5 bn.  

SIA pool projects 

In addition, a pool with funding totalling just under € 1.5 bn will be formed for projects to 
construct new or upgrade existing roads which, because of their evaluations, should, 
from the regional planning perspective of the Federal Ministry of Transport, Building and 
Housing, form an additional component of the new first priority projects. These projects 
meet specific minimum criteria in terms of BCR, SIA rating and project costs. This pro-
cedure ensures that regional planning requirements to be met by transport infrastructure 
investment under consideration in the FTIP 2003 are given an independent and high 
status. This means that additional road projects are included in the “first priority” cate-
gory which are not justified from the point of view of economic profitability alone, but 
whose purpose is rather to give less favoured and poorly accessible regions a chance 
to enjoy flourishing economic development, or to provide towns and cities that suffer 
from a high level of through traffic with opportunities for urban development by relieving 
congestion. Around 60 % of the funds in the pool will be spent in the new federal states.  

In the case of rail projects, studies have shown that most projects with a positive eco-
nomic and operational (DB AG) evaluation are also appraised positively from a regional 
planning perspective and thus become part of the “first priority” category.  

A study of modal shift impacts, relevant in terms of regional planning, from roads to wa-
terways in corridors and regions of high traffic density has not shown any need to give 
regional planning preference to waterway projects.  

3.4.6.4 Taking transport interdependencies into account  
Examples where transport interdependencies arise are:  
– projects of two different transport modes with similar routes are under consideration 

(rail and federal trunk road, but also rail and waterway);  
– two projects to upgrade one mode of transport are under consideration at the same 

time (e. g. upgrading a federal trunk road and constructing a new bypass, or con-
structing a new high-speed line and upgrading a line for high-speeds, each with a 
similar route);  

– constructing several bypasses along one federal highway.  

Significant intermodal shift impacts are systematically captured for all modes of trans-
port and taken into account in project evaluation as part of the BCA. The results of the 
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interaction between projects that complement each other or compete with each other 
are also captured by means of a benefit-cost analysis and provide assistance when se-
lecting the most suitable projects for the “first priority” category.  

3.4.7 Weighing and deepening at the subsequent planning stages 
When decisions are taken on transport infrastructure plans, there are usually several 
conflicting high-level objectives. Balanced solutions call for a weighing of interests in 
which all the aspects affected are to be included. The review and weighing process 
takes place step by step, with a high level of concretization at each subsequent stage.  

The general planning level of federal transport infrastructure planning concludes with 
the policy decision as to whether planning activities on a project described in terms of 
network interlinking, type of upgrade and investment costs are to be continued and sub-
sequent steps towards its realization are to be taken. Planning can only be of a general 
nature at this stage. The subsequent planning stages, namely  
– regional planning, route selection (if appropriate) and  
– plan approval  
are implemented in accordance with the statutory requirements under federal law and 
federal state law and the competencies established therein.  

The Federal Transport Infrastructure Plan can thus not anticipate or replace decisions 
taken at the subsequent planning stages. In other words, it can neither lay down a con-
crete course to be followed nor take decisions on further details. The general planning 
level thus decides whether there is a transport need for a project and not how a project 
is to be realized. It is thus not possible, for technical reasons, to rule out projects at this 
level on the basis of conflicts which, initially, it is assumed will arise but for which firm 
evidence will not be available until later.  
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4 An interlinked transport system for the 21st century  
Mobility is a crucial locational factor in modern industrialized nations. It facilitates the 
unrestricted exchange of goods and personal freedom of movement. The prerequisite is 
intact, efficient and integrated transport infrastructure. The upgrading and maintenance 
of the infrastructure are thus of key importance for enhancing German competitiveness 
and dynamism in the global economy and are absolutely essential for growth and em-
ployment. However, economic growth also means traffic growth. The transport system 
thus has to be continually adapted to the greater mobility needs. The upgrading of exist-
ing transport infrastructure and the construction of new infrastructure pursue two major 
goals: the removal of transport bottlenecks and the development of less favoured re-
gions.  

The FTIP 2003 lays the foundations for the future of mobility in Germany. It thus points 
the way forward to a transport system that meets the requirements of the 21st century. 
The task of transport policymakers is to strengthen the transport system as a whole. 
The FTIP 2003 also pursues this goal. Its key priorities are:  
– strengthening German transport infrastructure in Europe as it enlarges;  
– constructing efficient transport infrastructure in the new federal states;  
– linking up the different modes of transport to form an integrated transport system;  
– taking targeted action to remove bottlenecks in the transport system;  
– stepping up the construction of bypasses;  
– promoting modern transport technologies.  

4.1 Strengthening transport infrastructure in Europe as it enlarges  
Given the dynamic way in which economic and trade relations are developing within the 
EU, it is absolutely essential that Germany have efficient transport infrastructure. An 
important aspect in this context is the development of European transport infrastructure 
to form a cross-border network.  

The TEN-T guidelines provide a reference framework for the establishment and devel-
opment of transport infrastructure of international importance in the EU in the period up 
to 2010. The realization of individual projects is guided by national capabilities and 
prioritization. The TEN-T guidelines and the FTIP are thus closely meshed. Through its 
federal transport infrastructure planning activities, the Federal Government has acquired 
valuable information, which it will contribute to the updating of the TEN-T guidelines to 
ensure that the FTIP 2003 and the TEN continue to be compatible. In this context, for 
instance, the bilateral talks between Germany and Denmark with a view to establishing 
a fixed link across the Fehmarnbelt are being continued. Upgrading the B 207 federal 
highway to the A 1 motorway and upgrading the Hamburg—Lübeck and Neumünster—
Bad Oldesloe railway lines will, in the long term, create the conditions for managing the 
traffic flows between Germany and Scandinavia. Of comparable importance are the 
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plans to upgrade the railway infrastructure for trans-Alpine traffic, which involve upgrad-
ing the feeder lines in Germany to a Brenner base tunnel (e. g. Munich—Rosenheim—
Kiefersfelden upgraded line) and to the new AlpTransit route (NEAT) in Switzerland 
(e. g. Karlsruhe—Basel new high-speed line/upgraded line), to reflect traffic trends. The 
base tunnels will create the conditions that will enable most trans-alpine freight to be 
transported by rail.  

The enlargement of the EU to the East will result in an increase in the volume of cross-
border passenger and freight traffic between the states involved. The resultant need to 
upgrade existing and construct new transport infrastructure in the acceding countries 
has been identified within the scope of a European assessment procedure (Transport 
Infrastructure Needs Assessment – TINA). The results of this assessment are also in-
cluded in federal transport infrastructure planning. The new FTIP reflects the upgrading 
and modernization requirements arising from the enlargement of the EU to the East.  

Going beyond the enlargement of the EU to the East, pan-European transport corridors 
form the backbone of the activities to integrate Central and Eastern Europe into the 
trans-European transport network. These corridors are an extension of the major east-
west transport arteries to the acceding countries and beyond, and those corridors that 
include transport routes with Germany have a crucial role to play. These pan-European 
transport corridors and the enlargement of the EU to the East are given concrete sup-
port by a number of first priority projects in the FTIP 2003. In addition to the projects 
listed below, other measures are of importance as part of the enlargement of the EU to 
the East.  

Tab. 2  Projects related to the enlargement of the EU to the East  
 

Mode Project 

Upgrade the Berlin—Frankfurt/Oder—D / PL border line for a 
speed of 160 km/h 

Upgrade the Hoyerswerda—Horka—D / PL border line to 
two tracks for a speed of 120 km/h and electrify it 

Upgrade the Dresden—Görlitz—D / PL border line for a 
speed of 120 to160 km/h 

Upgrade the Berlin—Görlitz line (electrification between 
Cottbus and Görlitz; double tracking between Lübbenau 
and Cottbus, vmax = 160 km/h)  

Upgrade the Berlin—Dresden line for a speed of 200 km/h 

Federal railways 

Upgrade the Dresden—D / CZ border line (widening to 4 
tracks between Dresden and Pirna, enhancing the Pirna—
border section for tilting trains)  
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Mode Project 

Upgrade the Nuremberg—Marktredwitz—Reichenbach 
(Vogtl.) / D / CZ border line (electrification, enhancing the 
Marktredwitz—border section for tilting trains)  

 

Upgrade the Berlin—Angermünde—D / PL border (—
Szczecin) line 

A 6 (Amberg—Pfreimd) 

A 17 (Dresden (A 4)—D / CZ border) 

A 20 (Stade (A 26)—Szczecin (A 11)) 

B 11 (Bayerisch Eisenstein, Schweinhütt, Regen bypasses) 

B 20 / B 85 A 6—A 93 Furth i. W. 

B 95 (Thum, Ehrenfriedersdorf, Burkhardtsdorf bypasses) 

B 112 (Frankfurt/Oder, Guben, Eisenhüttenstadt bypasses) 

B 158n (B 167—D/PL border with crossing point) 

B 166 (Schwedt bypass with border crossing point) 

B 167 (A 11—B 167— D / PL border)  

B 174 (rerouting between Chemnitz and Gornau, Marien-
berg bypass) 

B 178 (A 4—D / PL/ CZ border) 

Federal trunk roads 

B 303n (A 93—Schirnding) 

Havel-Oder Waterway including  
Hohensaaten-Friedrichsthal Waterway 

Mittelland Canal / Elbe-Havel Canal / Lower Havel Water-
way / Berlin waterways (VDE No. 17)  Federal waterways 

Danube (upgrading between Straubing and Vilshofen, river 
regulation in accordance with variant A) 

  

4.2 Constructing efficient transport infrastructure in the new federal states  
The development of efficient transport infrastructure is of great importance for the de-
velopment of Eastern Germany. Until 1990, the transport systems of East and West 
Germany were primarily geared to the north-south routes. For this reason, the develop-
ment of the transport infrastructure had to focus on restoring the intra-German east-
west railway, road and waterway routes and upgrading them to the necessary level of 
efficiency. Investment focused on the 17 “German Unity Transport Projects” (VDE). 
Many projects are already in operation, while others are still under construction. With 



– 26 – 

 

these projects, it has been possible to close the major gaps in the intra-German trans-
port network and meet some of the backlog requirements for modernization of the 
transport infrastructure in the new federal states.  

With the Federal Government’s May 1999 “Transport Infrastructure” programme, which 
involved funding totalling € 3 bn, it was possible, for the first time in Germany, to use the 
European Regional Development Fund (ERDF) to provide financial assistance to fed-
eral transport infrastructure projects. This co-financing from the EU structural funds to-
talling around € 1.5 bn benefits solely the new federal states (excluding Berlin), with 
which the project proposals have been coordinated.  

Today, the roads and railways already form a well functioning backbone for the devel-
opment of the economy of Eastern Germany and a good prerequisite for the ability to 
absorb new traffic flows, which the enlargement of the EU to the East will also entail. 
Infrastructure is also a lever for economic development in those places where structural 
policy is required.  

The German Unity Transport Projects do not mark the end of the efforts to upgrade the 
infrastructure in Eastern Germany. There is still some catching up to be done, following 
the years of division. The FTIP 2003 stands at the beginning of the second half of the 
process of development and determines future objectives and tasks. The development 
of Eastern Germany will now focus more on the construction of bypasses. The major 
transport networks cannot be fully effective unless they are accompanied by faster traf-
fic in rural areas. In addition, the transport infrastructure will be completed by other 
large-scale projects, including extension of the A 14 from Magdeburg to Schwerin, con-
struction of the A 71 from Erfurt to Sömmerda and construction of the A 72 from Chem-
nitz to Leipzig. For this reason, the Eastern German share of the non-VDE portion of the 
FTIP is being increased by 3.3 % compared with 1992. This will send a signal to busi-
nesses in Eastern Germany and to investors that they can rely on the Federal Govern-
ment’s activities for the development of Eastern Germany.  

Within the framework of the enlargement of the EU to the East, the direct rail link from 
Berlin to the island of Usedom, with an extension to Swinoujście, will play an increas-
ingly important transport role. In this context, the bridge across the Oder lagoon as-
sumes a key function. Reactivation of the railway line can help to increase international 
services as well as improving long-distance and local services. It could thus help to 
remedy the general structural backwardness in the German-Polish border region and 
make a contribution to the development of sustainable tourism. Further studies will have 
to be carried out, including with money from the EU structural funds and in coordination 
with the state of Mecklenburg-Western Pomerania, to finalize the priority level of this 
project.  
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4.3 Linking up the different modes of transport to form an integrated 
transport system 

Optimization of the transport system requires better interaction between all the modes 
of transport involved. Roads are, and will continue to be, the most-used mode of trans-
port in both the passenger and freight sectors. Maintaining and upgrading the road net-
work are thus of key importance. By itself, however, this will not be sufficient to cope 
with the likely growth in traffic. The aim must be that the rail and waterway modes can 
absorb as great a share as possible of the forecast growth, especially that of freight traf-
fic. This growth cannot be completely managed by the roads alone. Each mode of 
transport must be able to exploit its inherent strengths where they are needed. The mo-
bility of the future will only be made possible by the intelligent interaction of the roads, 
railways, waterways and airspace in an interlinked transport system. This includes up-
grading the interfaces at seaports, inland ports, airports, freight villages and combined 
transport terminals. Such a transport system reduces efficiency losses and enhances 
the efficiency of the transport infrastructure. Fair cooperation and the formation of trans-
port chains avoid unnecessary traffic and reduce noise and exhaust emissions. For this 
reason, the Federal Government has raised investment for the railways to the level of 
funding for the roads. The mobility drive launched by the Federal Chancellor in May 
2002 has achieved a high level of consensus among all major representatives of the 
transport industry on the need for cooperation between the different modes of transport.  

4.4 Promoting combined transport  
The crucial factor for effectively interlinking the different modes of transport is the up-
grading of their interfaces. In the freight sector, combined transport (CT) transhipment 
facilities perform a special function, because they permit the simple and speedy transfer 
of goods from one mode to another by the use of loading units (containers, swap bodies 
and semi-trailers, among others). The Federal Government thus provides federal fund-
ing to support the construction and upgrading of combined transport in the rail / road 
and waterway / road sectors 23, with trimodal CT transhipment facilities (rail / waterway / 
road) being given priority. In addition, combined transport is promoted by means of fis-
cal and regulatory measures.  

4.5 Upgrading inland ports  
In an integrated transport system, public and private inland ports play a major role as 
ideal interfaces for trimodal interlinking of the inland waterway, rail and road modes. In-
vestment to modernize transhipment facilities and to make inland ports more efficient is 
absolutely essential if additional modal shift is to be achieved and use is to be made of 
the free capacity of environmentally friendly inland navigation. The Federal Government 

                                            
23  Guidelines on the promotion of combined transport transhipment facilities of 15 March 1998, re-

vised version of 1 November 2002.  
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thus also provides funding for the upgrading of existing and construction of new CT 
transhipment facilities at inland ports.23  

4.6 Enhancing the competitiveness of the maritime industry  
The German seaports are of great importance for regional economies and the national 
economy. The Federal Government thus supports the efforts being made by the federal 
states to enhance the competitiveness of German seaports. For this purpose, a “Joint 
Platform on German Seaports Policy” was adopted with the coastal states in 1999. It 
was supplemented by a catalogue with concrete measures in 2001. In this context, up-
grading the landside and seaward approaches to seaports using federal funding is one 
of the key areas of German seaports policy. To this end, the Federal Government and 
coastal states have drawn up a list of “top priorities”, transcending state boundaries, as 
a jointly sponsored investment concept to enhance the competitiveness of German 
seaports. At the 2nd National Maritime Conference, which was held in Rostock on 
6 November 2001, a number of projects were proposed. The following projects can im-
prove the provision of links to and from national seaports.  

Tab. 3  Hinterland connections of German seaports 
 

Mode Project 

Hamburg / Bremen—Hanover new high-speed line / up-
graded line (“Y-route”) 

Electrify the Hamburg—Lübeck-Travemünde line 

Upgrade the Oldenburg—Wilhelmshaven / Langwedel—
Uelzen line  

Widen the Stelle—Lüneburg line to three tracks 

Upgrade the Berlin—Rostock line 

Federal railways  

Upgrade the Berlin—Pasewalk—Stralsund line 

Widen the A 1 between Hamburg and Bremen and between 
Ahlhorner Heide and Osnabrück (to six lanes) and between 
Heiligenhafen and Oldenburg (to four lanes) and the A 7 
between Hamburg and Bordesholm (to six lanes) 

Extend the A 14 from Magdeburg via Wittenberge to 
Schwerin (A 24) 

Extend the A 20 from Lüneburg (A 1) to Stade (A 26) with 
Elbe crossing 

Construct the new A 26 from Stade (A 20) to Hamburg (A 7) 

Construct the new A 39 from Lüneburg to Wolfsburg 

Federal trunk roads  

Extend the A 281 spur (with Weser crossing) in Bremen 
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Mode Project 

Deepen further the seaward approaches to the ports of 
Hamburg und Bremerhaven  

Locks on the Elbe-Lübeck Canal  Federal waterways  

Upgrade the Middle Weser  

 

4.7 Enhancing the competitiveness of German airports 
In Germany, airport expansion and operation is predominantly a regional responsibility. 
The division of labour between the Federal Government and the federal states is as fol-
lows. While the federal states are responsible as an authorizing authority for airport de-
velopment in the narrower sense, the Federal Government assumes responsibility for 
coordinating these plans from a supraregional and intermodal perspective and ensures 
that the necessary long-distance transport links are provided. In the last parliamentary 
term, the Federal Government developed, for the first time, an airports concept for an 
integrated airports policy throughout Germany 24, which is now with the federal states 
and relevant associations for discussion and comment.  

Given the rising importance of air transport, the determination of requirements and 
planning activities in the fields of airport infrastructure have been included in federal 
transport infrastructure planning. However, federal transport infrastructure planning cov-
ers only the infrastructure projects on the federal railways, federal trunk roads and fed-
eral waterways. The Federal Government’s airports concept thus takes a general look at 
the capacity situation in the aviation sector in Germany, identifying those cases where 
airport expansion is required and where airports need to be linked with the rail and road 
networks, and setting priorities.  

High-speed rail services can constitute an alternative to domestic air services in Ger-
many. This applies, for instance, to German Unity Transport Project no. 8, which will, in 
the future, link the cities of Berlin, Leipzig / Halle, Erfurt, Nuremberg und Munich with 
attractive journey times.  

                                            
24  The Federal Government’s airports concept in accordance with the Federal Cabinet’s decision of 

30 August 2000.  
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Tab. 4  Links between airports and the rail and road network  
 

Existing links Planned links 
Airport 

Local rail Mainline 
rail 

M-
way Type 

Berlin-Schönefeld 25 Rapid transit X  Mainline, rapid transit, 
m-way 

Bremen Tram   M-way 

Dortmund   X  

Dresden Rapid transit  X  

Düsseldorf Rapid transit X X Transrapid 

Erfurt    Tram, m-way 

Frankfurt Rapid transit X X  

Frankfurt-Hahn    Regional rail, four-lane 
federal highway 

Hamburg    Rapid transit 

Hanover Rapid transit  X  

Cologne / Bonn   X Mainline, rapid transit 

Leipzig / Halle Regional rail X X  

Munich Rapid transit  X M-way, Transrapid 

Münster / Osnabrück    Local rail, m-way 

Nuremberg Underground   M-way 

Stuttgart Rapid transit  X Local and regional rail 
 

Airport locations in Germany are the outcome of historical evolution. In addition to 
Frankfurt, and more recently Munich, whose airports have developed their functions as 
national, European and international hubs out of their central locations in Germany and 
Europe, every major city and economic region has one or more international airports (18 
in all). This decentralized structure ensures that all regions of Germany are well linked 
to international air transport. These airports are supplemented by around 25 regional 
airports, which also provide international services.  

In its overall responsibility for air transport infrastructure, the Federal Government is 
keen to ensure that existing airport capacity is preserved and – local and ecological 
conditions permitting – expanded, and that airports are connected to the rail and road 
networks.  

                                            
25  To be called Berlin Brandenburg International (BBI) in the future.  
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Fig. 4  Airports in Germany 
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4.8 Taking targeted action to remove bottlenecks in the transport system 
The growth in traffic in recent years has resulted in bottlenecks in the transport system. 
In our mobile society, with its economic structure based on an extreme division of la-
bour, the transport of goods and journey times have to remain reliable. Bottlenecks and 
the resultant traffic problems and congestion harm the economy and the environment. 
The Federal Government has thus drawn up an anti-congestion scheme to decongest 
the worst traffic hotspots on motorways, the railways and waterways. Its investment is 
made on the basis of clearly defined bottleneck criteria. In addition, the high level of in-
vestment to maintain existing infrastructure can, in many cases, make a tangible 
contribution towards removing bottlenecks that have arisen. The measures of the anti-
congestion scheme are given due consideration in the first priority projects of the 
FTIP 2003.  

International  
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4.9 Stepping up the construction of bypasses  
Traffic growth will only be accepted by society if it does not impose constraints on peo-
ple’s quality of life. Today, many towns and villages suffer from heavy through traffic. In 
some places, noise, exhaust fumes and accidents have become serious nuisances. 
This situation has to be remedied as quickly as possible. In addition, it must also be 
possible to achieve reliable journey and haulage times in regional traffic. This includes 
free-flowing interurban traffic on federal highways, which has to complement high-speed 
motorways links in an appropriate manner.  

4.10 Promoting modern transport technologies  
Modern transport technologies can make a crucial contribution towards controlling the 
traffic volume more intelligently, opening up new capacities in transport and handling 
traffic in manner that is safer and environmentally friendlier. Thus, to launch the intro-
duction of transport telematics in Germany, the Federal Ministry of Transport, Building 
and Housing initiated the “Economic Forum on Transport Telematics” to bring together 
policymakers, industry, the transport sector and service providers.  

Tried-and-tested telematics applications include traffic control systems on federal trunk 
roads. With their help, it has been possible to significantly reduce the risk of accidents 
and congestion on busy sections. In the field of maritime shipping and inland navigation, 
too, the importance of transport telematics is steadily increasing. The worldwide intro-
duction of AIS 26 in maritime shipping means that, among other things, the traffic control 
centres on the coast can control shipping much more simply and much better in terms 
of safety and effectiveness. The subject of telematics in transport is reflected in the 
Federal Chancellor’s mobility drive entitled “Recommended Action to Ensure Mobility in 
the Future”. Together with industry, associations, the transport sector and trade unions, 
the Federal Government has developed a basic understanding on mobility and its eco-
nomic, ecological and social significance.  

Part of this basic understanding is that if our transport systems are to attain maximum 
efficiency, modern transport technologies have to be deployed. In the future, too, it will 
only be possible to realize these technologies by conducting focused research and de-
velopment activities. The Federal Government’s “Mobility and Transport” research pro-
gramme is accelerating the necessary innovative action that will make it possible to 
make more efficient use of the investment-intensive transport infrastructure. The chal-
lenges that we are likely to face in the years ahead will be substantially determined by 
the continuing sharp rise in the levels of road freight traffic. In addition to the prevention 
of danger and sustainable protection against exposure to pollutants and noise, the Fed-
eral Government believes that one of its major tasks is to make freight transport signifi-

                                            
26  AIS = Automatic Identification System.  
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cantly more effective through technological, operational and organizational innovation in 
favour of environmentally friendly modes of transport, especially the railways. 

The Federal Government is also promoting the development and introduction of a new 
mode of transport: the Transrapid magnetic levitation system. Maglev technology is of 
outstanding importance for Germany as a location for industry. It will thus also be ap-
plied in Germany. Currently, two lines are at the planning stage, one in North Rhine-
Westphalia and the other in Bavaria. The Federal Government is prepared to subsidize 
both projects, the development of which is the responsibility of the federal states con-
cerned.  
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5 Total investment and forms of funding 
5.1 Investment requirements and investment in the modes of transport  
Based on the results of the macroeconomic project evaluation, the following tables 
show the upgrading and new construction requirements for the  
– federal railways,  
– federal trunk roads and  
– federal waterways  
with regard to ongoing and definitely planned projects and for maintenance (investment 
in the existing network in the rail mode).  

On the basis of the 2001 to 2003 budgets and the current financial planning of the 
transport budget (departmental budget 12), with an assumed roll forward of the estimate 
from 2007 to 2015, the financial framework for the period from 2001 to 2015 for the rail, 
federal trunk road and federal waterway sectors is around € 150 bn. This figure includes 
the investment for transport infrastructure available from the distance-related motorway 
user charge for heavy goods vehicles and from shipping dues.  

When comparing the funds for investment in federal railways and federal trunk roads, it 
must be borne in mind that the railways also have funds totalling around € 1 bn per an-
num for local and regional transport projects at their disposal from the financial aid pro-
vided under the Local Authority Transport Infrastructure Financing Act and from the re-
gionalization funds. This means that investment in the railways up to 2015 will be at the 
same level as investment in roads.  
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Tab. 5 Total investment requirements (including planning reserve) 

 First priority [€ bn] 

Requirements already 
determined 

 

Second 
priority  
[€ bn] 

 

Mainte-
nance 27 

Ongoing 
and defi-

nitely 
planned 
projects 

New pro-
jects Total  

Federal railway infra-
structure 28 38.4 17.9 16.0 33.9 7.9 

of which  OFS 25.6 7.0 14.3 21.3 7.2 
 NFS 12.8 10.9 1.7 12.6 0.7 

Federal trunk roads 29 37.7 28.7 30 22.8 51.5 30.7 
of which  OFS 28.6 17.1 18.6 35.7 27.0 
 NFS 9.1 11.6 4.2 15.8 3.7 

Federal waterways 29 6.6 4.4 0.7 5.1 — 
of which  OFS 4.9 1.9 0.6 2.5 — 
 NFS 1.7 2.5 0.1 2.6 — 

Total 82.7 51.0 39.5 90.5 38.6 
of which  OFS 59.1 26.0 33.5 59.5 34.2 
 NFS 23.6 25.0 6.0 31.0 4.4 

 
Note: First priority projects incl. projects with a nature conservation planning mandate for the first priority 
category.  

Planning reserve  
The level of funding required in the period under review (2001–2015) will ultimately be 
determined by the outflow of funds in the individual construction years in accordance 
with the ease and speed with which the projects can be carried out. Because previous 
experience has shown, especially in the case of large-scale projects, that sizeable 
shares of the funding will also be required after 2015, provision is made for a planning 
reserve for upgrading and new construction projects with a corresponding preparatory 

                                            
27  Railways: investment in the existing network (talks are still ongoing regarding the level);  

Roads: mainly maintenance.  

28  1999 prices.  

29  2001 prices.  

30  Including € 2 bn federal share for repayment of the costs of federal trunk road projects pre-financed 
by the private sector.  
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planning stage. The size of the planning reserve reflects the different number and size 
of the projects in the individual transport modes.  

Tab. 6  Funding / investment structure (excluding planning reserve)  

FTIP 2003 
2001–2015 

For comparison: FTIP ’92
1991–2000  

[€ bn] [%] [€ bn] 31 [%] 

Federal railway infrastruc-
ture 32 

63.9 42.9 36.2 42.3 

Federal trunk roads 33 77.5 34 52.1 44.1 51.6 

Federal waterways 33 7.5 5.0 5.2 6.1 

Total 148.9 100.0 85.5 100.0 

of which investment for upgrades and new constr. 
 

[€ bn] [%] [€ bn] [%] 

Federal railway infrastruc-
ture 

25.5 39.9 19.7 35 54.4 

Federal trunk roads 39.8 33 51.4 22.9 51.9 

Federal waterways 0.9 12.0 3.1 59.6 

Funding from the ERDF (2003–2006) und TEN (2003–2006) is included in the respective modes.  

Outside the scope of the FTIP 2003, an additional sum of around € 14 bn will be pro-
vided for the railways in the period up to 2015 from funding under the Local Authority 
Transport Infrastructure Financing Act and the Regionalization Act.  

5.2 Special forms of funding  
Funding from the federal budget is the classic form of funding, but there are also com-
plementary forms of funding.  

5.2.1 HGV toll  
In keeping with EU transport policy, transport infrastructure users are to pay a greater 
share of infrastructure costs. This applies specifically to heavy goods vehicles, which 

                                            
31  Actual investment expenditure (i. e. prices of the year in question).  

32  1999 prices.  

33  2001 prices.  

34  Including € 2 bn federal share for repayment of the costs of federal trunk road projects pre-financed 
by the private sector.  

35  1994 level applied to the period from 1991–1993.  
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impose a high level of costs for the construction, maintenance and operation of our mo-
torways. The main advantage of a user-related charge such as the HGV toll is that in-
frastructure charging can be based on the “user pays” principle, because for the first 
time the toll depends on the actual mileage driven. In the future, everyone – Germans 
and non-Germans – will pay for every kilometre they drive on the German motorway 
network. This will also ensure that foreign HGVs make an appropriate contribution to the 
funding of our transport infrastructure. In accordance with Directive 1999/62/EC, the 
level of the HGV toll has to be related to the costs of constructing, operating and devel-
oping, i. e. the infrastructure costs, of the tolled motorways.  

The Motorway Toll Act (ABMG) 36 lays the foundation for tolling in Germany. It stipulates 
that the toll is to be differentiated by axle and emission category. This has been derived 
from an average toll rate of 12.4 cents per kilometre and laid down in regulations made 
by the Federal Government. In addition, the Act also permits differentiation of the toll 
according to the place and time at which a federal motorway is used. This option will not 
be used until a later date.  

The Motorway Toll Act states that the toll revenue shall, after deduction of the expendi-
ture for the operation, monitoring and enforcement of the tolling system, be added to the 
transport budget and all of it shall be ring-fenced to improve transport infrastructure, 
predominantly federal trunk road construction. This will first be used to finance the Anti-
Congestion Scheme for Federal Railway Infrastructure, Federal Motorways and Federal 
Waterways from 2003 to 2007, which involves total funding of € 3.78 bn to remove ca-
pacity bottlenecks on the road, rail and waterway networks. In addition, the Federal 
Government intends to use the instrument of operator models to speed up the widening 
of motorways to six lanes through the involvement of private sector investors. The costs 
they incur as a result are to be recouped partly through start-up financing provided by 
the state and partly through the revenue raised from the HGV toll on the corresponding 
sections.  

The future HGV toll will be collected without hindering the free flow of traffic. A satellite-
based system is to be used, which will collect the toll largely automatically. An additional 
manual toll collection system for occasional motorway users will ensure non-discrimi-
natory access to the motorway network. 

                                            
36  Act on the Introduction of Distance-Related Charges for the Use of Federal Motorways by Heavy 

Goods Vehicles (Motorway Toll Act for Heavy Goods Vehicles – ABMG) of 12 April 2002, Federal 
Law Gazette I, p. 1234, amended by Article 1 of the Act amending the Motorway Toll Act for Heavy 
Goods Vehicles and establishing a Transport Infrastructure Financing Company of 28 June 2003, 
Federal Law Gazette I, p. 1050.  
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5.2.2 Private sector pre-financing 
On the basis of decisions taken by the Federal Government in 1992, 1994 und 1998, 27 
federal trunk road projects, involving total investment of around € 4.5 bn, have been 
selected for private sector pre-financing. A private sector investor assumes responsibil-
ity for the construction work on the project and for funding it on his own account. The 
Federal Government undertakes to acquire the privately funded section by repaying to 
the private sector investor in instalments the sum he requires to recoup his outlay. All 
the costs of repayment, i. e. construction and capital costs, are met from the federal 
trunk road budget. The road construction plan identifies all the costs of repayment and 
due dates for each measure. These projects are thus subject to explicit parliamentary 
consent and control. Repayment normally starts one year after a project has been 
opened to traffic and involves the payment of 15 annual instalments. Repayment for 
these projects will be completed in 2018.  

Because of the great additional burden it places on transport budgets as a result of in-
terest payments and, as a result, the considerable constraints it imposes on future fed-
eral trunk road investment, this form of private sector pre-financing will not be ex-
panded. The same applies to railway infrastructure investment, such as the project to 
construct a new Nuremberg—Ingolstadt—Munich high-speed line and upgrade the exist-
ing line, which was initially pre-financed by the private sector.  

5.2.3 Private sector operator models for federal trunk roads  
The Federal Ministry of Transport, Building and Housing applies the operator model, in 
which responsibility for financing, construction, operation and maintenance is trans-
ferred to the private sector, in two different forms:  
– operator model for widening motorways by adding lanes (the so-called A model);  
– operator model under the Private Sector Funding of Trunk Road Construction Act 37, 

(the so-called F model).  

The models have the following features in common:  
– the infrastructure responsibilities of the Federal Government and federal states re-

main unaffected;  
– projects can only be implemented in agreement with the federal states; 
– there is an opportunity for the German construction and financial industries to tap 

into a new field in their own country;  
– costs are cut through competition, private sector operation and life cycle analysis 

(experience in other countries shows that this is by 10–20 %);  

                                            
37  Act on the Construction and Funding of Federal Trunk Roads by the Private Sector (Private Sector 

Funding of Trunk Road Construction Act – FStrPrivFinG) in the version of1 September 2002, Fed-
eral Law Gazette I, p. 3442.  
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– investment is increased through private sector funding or by investment being 
brought forward;  

– concessions are awarded for fixed terms.  

The current status of the preparatory work and planning activities is that a total of 
17 projects (12 A models, 5 F models) will be included in the FTIP. Other operator mod-
els could be agreed if the appropriate outline conditions were met  

A model 
The A model is made possible by the introduction, scheduled for 2003, of the distance-
related motorway user charge for heavy goods vehicles (≥ 12 t maximum authorized 
mass). This model provides for transferring responsibility for the construction of addi-
tional lanes, maintenance (of all lanes), operation (of all lanes) and funding to a private 
sector investor. The toll revenues from heavy goods vehicles in the section to be wid-
ened are passed on to the private sector investor. The infrastructure costs imposed by 
passenger cars and light goods vehicles using the section are paid in the form of start-
up financing (up to 50 % of the construction costs that would otherwise be customary) 
from the road construction budget.  

Tab. 7  Project list, A model 
 

No State Project Length 
[km] 

1 BW A 5:  Baden-Baden jn—Offenburg/South jn 41.7 

2 BW / RP A 61:  Frankenthal jn—Hockenheim jn 38.1 

3 BY A 8:  W Bubesheim—Augsburg-West jn 45.6 

4 BE / BB A 10:  Havelland jn—Schwanebeck jn 40.8 
 BB A 24:  Neuruppin jn—Havelland jn 31.3 

5 HE A 3 / A 67 / A60:  Flughafen Frankfurt jn—Mainspitz jn 19.8 

6 NI A 1:  Buchholz jn—Bremer Kreuz jn 74.8 

7 NW A 1:  Lotte / Osnabrück jn—Münster / South jn 49.6 

8 NW B 1 / A 44:  Dortmund / East (B 236)—Werl jn 26.0 

9 NW A 57:  Meerbusch jn—Cologne / North jn 37.4 

10 NW A 4:  Düren jn—Kerpen jn 18.4 

11 NW A 2:  Kamen jn—Beckum jn 31.2 

12 SH / HH A 7:  Bordesholm jn—HH-Othmarschen jn 70.7 

  Total 525.4 
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F model 
The Private Sector Funding of Trunk Road Construction Act has laid the legal founda-
tions for application of the F model in federal trunk road construction. In this model, re-
sponsibility for construction, maintenance, operation and financing is transferred to pri-
vate sector investors. To recoup their costs, they are given the right to collect tolls. The 
F model is currently restricted to new construction projects involving:  
– bridges, tunnels and mountain passes along federal trunk roads;  
– multi-lane federal highways with separate carriageways for the two directions of traf-

fic (dual-carriageway federal highways with characteristics similar to a motorway).  

In the 14th parliamentary term, the Private Sector Funding of Trunk Road Construction 
Act was amended to give the private sector operators a more sound basis for invest-
ment and improve their legal certainty (e.g. lending arrangements, cost definitions). 
These amendments to the Private Sector Funding of Trunk Road Construction Act en-
tered into force on 6 September 2002.  

Tab. 8  Project list, F model 

No State Project Length 
[km] 

1 BW A 8:  Mühlhausen jn— Hohenstadt jn (new), Alb incline 8.0 

2 NW A 52:  Link between the A 40 and the A 42 (Essen) 8.7 

3 HB A 281:  Weser crossing 4.4 

4 RP B 50n:  Bridge across the Moselle, Wittlich / Bernkastel 6.1 

5 SH/NI A 20:  Elbe crossing near Glückstadt 6.1 

  Total 33.3 
 

5.2.4 Financial aid granted by the European Union  
5.2.4.1 Providing assistance to the trans-European networks in the transport sector  
Within the framework of the assistance provided to the trans-European networks in the 
transport sector, the European Commission’s multiannual planning for the period from 
2003 to 2006 has earmarked an amount of € 2.4 bn. This sum comprises funds for the 
multiannual indicative programme (MIP) totalling € 1.8 bn and for the annual pro-
gramme (non-MIP) totalling € 0.6 bn. Germany can expect to receive from the MIP – 
leaving aside multilateral telematics projects / Galileo – a sum of € 0.33 bn for transport 
infrastructure projects. Decisions on the distribution of the non-MIP funds are taken an-
nually.  
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In addition, an increase in the TEN budget line of € 100 m for a programme to remove 
cross-border bottlenecks and projects at the borders with the acceding countries is be-
ing coordinated by the competent European bodies. Germany would also participate 
accordingly in such a programme.  

5.2.4.2 European Regional Development Fund  
Under the 2000–2006 ERDF federal programme, resources from the European Re-
gional Development fund (ERDF) are, for the first time in Germany, being used to im-
prove federal transport infrastructure. This means that an additional € 1.592 bn is avail-
able, which is being used to speed up the realization of selected projects in the new 
federal states The objectives are:  
– to significantly improve access to the trans-European transport network (TEN-T), 

thereby also improving structural locational conditions;  
– to remove transport infrastructure bottlenecks hampering economic development;  
– to improve accessibility by transport.  

Tab. 9 ERDF projects (approved to date)  
 

 State 
Length of 
section  

[km] 

Total 
investment 

[€ m] 

ERDF 
funds 
[€ m] 

Federal railway infrastructure  60.3 167.5  103.2 
Upgrade the Berlin—Frankfurt 

(Oder)—D / PL border line; sections 
2 und 3

BB 60.3 167.5 103.2 

Federal trunk roads  185.7 1,176.8 682.7 
Upgrade and construct 

new A 113, B 96 and B 96a BB 23.9 154.0 89.9 

Construct new A 17 between 
Dresden (B 173) and D / CZ border SN 41.0 511.8 277.6 

Construct new B 6n; 
Quedlinburg—Bernburg and Werni-

gerode—Blankenburg sections
ST 56.8 256.0 146.2 

Construct new A 71, Heldrungen jn
—B 85 and Sömmerda East

—Erfurt-Bindersleben jn
TH 64.0 255.0 169.0 

 

Other projects are under consideration, e.g.  

Rail projects:  

– provision of a southern link to Halle (Saale);  
– Central Germany link;  
– city tunnel in Leipzig;  
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– rail link to Berlin Brandenburg International Airport.  

Road projects:  

– B 96n, Stralsund jn (A 20)—Bergen (Rügen feeder road);  
– A 241 motorway, Wismar—Jesendorf.  

5.2.5 Financial aid provided by the Federal Government under the Local 
Authority Transport Infrastructure Financing Act  

Under the Local Authority Transport Infrastructure Financing Act (GVFG), the Federal 
Government promotes investment to improve transport at the local authority level. The 
old federal states account for 75.8 % and the new federal states account for 24.2 % of 
the funds available for investment (Section 10 of the Act).  

80 % of the funds available under the Act are allocated to the federal states on the basis 
of a formula (Section 6 (2) of the Act) – Federal States Programme38 –; the rate of assis-
tance is up to 75 % of the eligible costs. 20 % of the funds are reserved for a special 
federal programme39 that the Federal Ministry of Transport, Building and Housing draws 
up on the basis of proposals submitted by the federal states and in consultation with 
them and updates annually (Section 6 (1) of the Act). The federal programme can be 
used to provide assistance to the construction or upgrading of local public transport 
railway infrastructure in agglomerations and their peripheral areas with eligible costs 
exceeding € 51 m. The rate of assistance is up to 60 % of the eligible costs.  

Tab. 10  GVFG funds for investment, 2002–2006 
 

2002 2003 2004 2005 2006  

[€ m] 

Federal programme 335 335 335 335 335 
of which OFS 254 254 254 254 254 
 NFS 81 81 81 81 81 

Fed. states programme 1,334 1,334 1,334 1,334 1,334 
of which OFS 1,011 1,011 1,011 1,011 1,011 
 NFS 323 323 323 323 323 

Total 1,669 1,669 1,669 1,669 1,669 
 

                                            
38  For local public transport, local road construction and vehicle assistance.  

39  For local and regional passenger rail services.  
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5.2.6 Funding under the Regionalization Act  
Since the entry into force of the Regionalization Act 40 on 1 January 1996, the provision 
and funding of local and regional passenger rail services has been the responsibility of 
the federal states. The Federal Government provides assistance to the federal states 
with funding under the Regionalization Act (around € 7 bn p. a.), with these funds being 
ring-fenced for investment in local public transport. Section 7 of the Act states that these 
funds are to be used to finance local and regional passenger rail services, in particular. 
Of the funds available, the federal states use approximately two thirds to order local 
transport services. The other funds are used to improve local public transport, with ex-
perience showing that around € 850 m p. a. of these funds is used for investment in lo-
cal and regional passenger rail services.  

                                            
40  Act on the Regionalization of Local Public Transport (Regionalization Act – RegG) of 27 December 

1993, Federal Law Gazette I, p. 2378, amended by the First Act amending the Regionalization Act 
of 26 June 2002, Federal Law Gazette I, p. 2264.  
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6 Investment for replacement and maintenance  
Ensuring that the existing transport infrastructure functions properly at all times is of 
outstanding economic and political importance for the competitiveness of industry and 
the mobility of the public. This results in the need for a sustainable maintenance policy, 
which has to be geared to a high utility and safety value of transport infrastructure with-
out structural deterioration at the expense of future generations. To ensure the utility 
value of infrastructure over the long term, high levels of investment to replace capital 
assets and of expenditure on maintenance are required. This brings the infrastructure 
up to present-day standards, i. e. following the principle of preserving the asset value.  

Following this transport policy objective, the FTIP 2003 earmarks € 82.7 bn to be spent 
on maintaining the existing networks of the federal railways, federal trunk roads and 
federal waterways. This will make it possible in the future to significantly increase in-
vestment for maintenance from the previous figure of 46 % (in the FTIP ’92) to almost 
56 % of the FTIP’s total level of investment. Future investment activities will focus on 
investment in the existing networks and investment for maintenance. 

Tab. 11 Distribution of the funds for investment to maintenance and up-
grade/new construction (excluding planning reserve) 

Maintenance 41  Upgrade / new constr.   

[€ bn] Percentage 
share 

[€ bn] Percentage 
share 

Federal railway  
infrastructure 38.4 60.1 25.5 39.9 

Federal trunk roads 37.7 48.6 39.8 42 51.4 

Federal waterways 6.6 88.0 0.9 12.0 

Total 82.7 55.5 66.2 44.5 
 

6.1 Federal railway infrastructure  
6.1.1 The starting point 
Since the separation of governmental and entrepreneurial responsibilities as part of the 
reform of the railways in 1994, the board of Deutsche Bahn AG (DB AG), a private sec-
tor business enterprise, has managed the company along commercial lines following 
the principles of commercial law. In the railway infrastructure sector, there is thus a form 
of organization structured on the same lines as private enterprise.  

                                            
41  Railways: investment in the existing network; roads: mainly maintenance. 

42  With a Federal Government share of € 2 bn for repayments to private sector investors for pre-
financed federal trunk road projects.  
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As part of the first stage of the reform of the railways, DB AG became the owner of the 
railway infrastructure of the former West German Deutsche Bundesbahn (DB) and the 
former East German Deutsche Reichsbahn (DR). The second stage of the reform of the 
railways in 1999 saw DB AG split up into five new joint stock corporations under DB AG 
as a management holding. Since then, DB Netz AG and DB Station&Service AG, as 
federal railway infrastructure companies under Article 87e of the Basic Law, have been 
the owners of the railway infrastructure. In 2002, DB Energie GmbH was also given the 
status of a federal railway infrastructure company.  

The federal railway infrastructure companies have all the rights and obligations ensuing 
from their function as owners of the railway infrastructure. In discharging their entrepre-
neurial functions, they are clients within the framework of infrastructure projects and, 
under Section 8 (4) of the Federal Railway Infrastructure Upgrading Act, pay the costs 
of maintaining and repairing their railway infrastructure themselves. Lawmakers have 
assigned the spheres of maintenance and repair to the entrepreneurial area of respon-
sibility.  

Under Article 87e (4) of the Basic Law, the Federal Government has to ensure that the 
network of federal railways is upgraded and maintained. It funds investment in this rail-
way infrastructure under Section 8 (1) of the Federal Railway Infrastructure Upgrading 
Act. This investment covers construction, upgrading and the replacement of capital as-
sets (= investment in the existing network).  

6.1.2 Bases and objectives for maintaining the existing network  
According to figures provided by DB AG in accordance with its balance sheet of 
31 December 2001 – augmented by the deducted construction cost subsidies granted 
by the Federal Government for investment – the gross fixed assets of the federal rail-
way infrastructure companies were valued at € 114 bn.  

The basis for maintaining the existing network is the “Netz 21” strategy:  
1. Use will be made of the potential inherent in the existing network, i.e. enhancing per-

formance by making optimum use of the existing network. In particular, segregating 
slow and fast services between agglomerations on separate lines will significantly 
increase network capacity and facilitate smoother traffic flows. Journey times will be 
reduced through harmonized speed profiles, which will reduce the need for trains to 
stop for overtaking.  

2. New modern control and signalling technology will significantly increase the capacity 
of the network, reduce costs and ensure a high level of safety.  

3. There will be additional capacity enhancement through the targeted augmentation of 
the existing network by upgrading existing lines and constructing new lines with a 
great impact on the network und through intelligent technologies.  
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“Netz 21”, as an entrepreneurial target of the federal railway infrastructure companies, 
will create optimum network structures, thereby laying the foundations for attracting 
more traffic to the railways by  
– providing sufficient capacity to meet demand,  
– enabling carriers to enjoy competitive journey times and  
– ensuring a high level of availability of the installations.  

Planning will be carried out in around 80 planning corridors, for which “operational terms 
of reference” have been drawn up. The measures will be scheduled and funded accord-
ingly.  

6.1.3 Funding requirements for maintenance of the existing network  
According to information provided by DB AG, the requirements for investment to replace 
capital assets on the existing network, including the “Netz 21” strategy, will, over the 
long term, amount to around € 2.5 bn p. a. Within the framework of the funds available 
from the budget, the Federal Government will place the main emphasis of railway infra-
structure funding on investment in the existing rail network. An extensive analysis of the 
network condition will be carried out to determine when and to what extent a reduction 
of federal funding is possible. The principal areas in which federal funds will be used are 
the modernization of control and signalling technology (construction of electronic signal 
boxes), the removal of speed restrictions and bottlenecks and the refurbishment of se-
lected lines.  

6.2 Federal trunk roads  
6.2.1 Nature and significance of road infrastructure maintenance  
The purpose of road maintenance is not just to ensure that the network functions prop-
erly. Investment committed here makes valuable contributions to the following economic 
and financial objectives:  
– Regional imbalances in the quality and attractiveness of locations can be redressed. 

In particular, the East-West divide that still exists can be narrowed.  
– Investment for maintenance provides a strong impetus to employment policy, be-

cause it is usually more wage-intensive than new construction work.  
– Investment for maintenance is typically the domain of small and medium-sized en-

terprises.  
– Investment for maintenance has a time scope that is large enough to use it as a tool 

for stimulating economic activity, if necessary.  

6.2.2 Analysis of the trunk road network  
Back in the 1990s, more and more damaged road surfaces were gradually becoming 
visible, and since 1996 they have also been confirmed by the regular “carriageway con-
dition surveys” of the trunk road network carried out by fast-moving sensor vehicles. 
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The calculations, derived from these surveys, of the stock of and changes in the struc-
tural fabric of roads confirm the fears regarding the structural deterioration on large sec-
tions of the trunk road infrastructure. A current analysis of the changes in value of the 
road infrastructure between now and 2020 on the basis of wastage or depreciation on 
the one hand and reinvestment on the other hand produced the following findings43:  

With gross fixed assets valued at just under € 175 bn in 2001, the federal trunk roads 
constitute an economic asset whose safeguarding is vital to the economy and society. 
The corresponding present value of the federal trunk roads (net fixed assets) amounts 
to around € 120 bn, i. e. its “degree of modernity” is around 70 %. However, according to 
calculations now available 44, this percentage will have dropped to around 63 % of the 
gross fixed assets by 2020. Taking into account medium- and long-term budgetary plan-
ning, this means further structural deterioration. An answer to the question as to what 
maintenance measures are necessary on trunk roads and their civil engineering struc-
tures is provided by the assessment of the status quo for 2000 of the current mainte-
nance requirement forecast 45. It considers both the quality of carriageway surfaces, 
which is of relevance to road users, as well as the problem of the development of the 
structural fabric of trunk road infrastructure, which is of importance to the operators and 
agencies responsible for construction and maintenance. The result of this assessment 
is as follows (with appraisal based on carriageway surface quality):  

Federal motorways  

– 90 % of the motorway network can be used without limitations on utility value, but  
– 8 %, and thus around 4,000 lane km, exhibits deficiencies, as a result of which they 

are to be classified, on the basis of a use-related appraisal, as “in need of mainte-
nance”, and  

– 2 % of the network, and thus over 1,000 lane km, predominantly the right-hand lanes 
which are used more by heavy goods vehicles, suffers from a severe impairment of 
function and is only serviceable to a limited extent.  

Federal trunk roads  

– 81 % are deemed to be fully serviceable, but a further  
– 15 % of federal highways are classified as suffering from an impairment of function 

and over  

                                            
43  German Institute for Economic Research, Prognose des Ersatzinvestitionsbedarfs für die Bundes-

verkehrswege bis zum Jahr 2020, Berlin, March 2000.  

44  Ibid.  

45  Maerschalk et al., Standardprognose des Erhaltungsbedarfs der Fernstraßeninfrastruktur bis 2015, 
Vol. 6, 2002.  
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– 4 %, i.e. around 1,400 km of federal highways outside built-up areas, are classified 
as suffering from a “severe impairment of function”. They exhibit surfaces that are 
very uneven, have visible rutting with the danger of aquaplaning in wet weather and, 
in some cases, poor skid resistance.  

An analysis of the federal trunk roads based on their current structural condition, i.e. 
aspects of the useful life of the entire pavement structure and substructure, produces 
significantly worse results than the above-mentioned appraisal based on their surface 
quality. Today, around 1,500 lane km of motorways (and thus around 50 % more than in 
relation to surface quality) and at least 3,700 lane km of federal highways (and thus 
more than 2.5 times more than from the surface quality perspective) have to be classi-
fied as in urgent need of maintenance. Moreover, unless there is a significant increase 
in the funding available for maintenance on the motorway network, there would be an 
exceedingly high level of disruption to the flow of traffic in the next ten years, because, 
averaged over the Federal Republic of Germany as a whole, around 40 % of carriage-
ways require resurfacing. The states of Baden-Württemberg, Hesse, North Rhine-
Westphalia and Thuringia exhibit a particularly high requirement. The same applies to 
civil engineering structures. Here, some 15 %, or over 5,000 structures, are in a “critical 
structural condition”46, i.e. repair work is required within the immediate future. Among 
others, many of the large pre-stressed concrete and steel bridges built in the 1960s and 
1970s are affected.  

6.2.3 Current quantification of road maintenance objectives and approaches – 
derived maintenance requirements  

Following a consideration of the political and economic aspects of maintenance – and 
on the basis of the results of the various quality and financial scenarios calculated by 
the consultants – the following objectives have proved to make macroeconomic sense:  
– In the case of motorways, the aim is to restore, by 2015, the level of quality and 

structural condition that existed in the early 1990s.  
– In the case of federal highways, the aim is essentially to maintain – until further no-

tice, in particular for reasons of funding – the level of quality and structural condition 
of 2000.  

– In the case of roads and bridges, the aim is to achieve, by 2015, carriageway quali-
ties and structural conditions that are uniform nationwide.  

6.2.4 Future funding requirements for the maintenance of federal trunk roads 
Building on the regional status quo of each individual federal state, the nationwide fund-
ing requirements have been derived from a simulation of maintenance and moderniza-
tion measures as of 2001 that are justified from a civil engineering perspective and 

                                            
46  FMTBH, Straßenbaubericht 2002, Bonn, 2002.  
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geared to the aforementioned quality and structural fabric objectives. In this simulation, 
specific ceilings on the funding required and economic efficiency criteria had to be ob-
served. In addition, it had to take as its starting point the funds for maintenance actually 
committed / planned for the period from 2001 to 2004. This produces the following re-
sults:  

Starting in 2005, the funding requirements for maintenance of the federal trunk roads 
will rise from an annual figure of around € 1.7 bn previously to around € 2.6 bn per an-
num and, from around 2012 onwards, will level out at € 2.3 bn per annum. In the period 
from 2001 to 2015, this is a total of around € 34.4 bn. These funding requirements will 
be met, partly also in conjunction with motorway widening schemes and in other con-
version and upgrading projects. The funds contained in the FTIP 2003 totalling 
€ 37.7 bn also include expenditure on motor vehicles, equipment, traffic control systems 
and structural engineering work.  

6.2.5 Maintenance strategy  
The material and financial implementation of the maintenance model identified as the 
best solution 47 will meet both the predefined quality objectives and the requirements for 
“sustainable road maintenance”:  
– Only maintenance work that is economically and technologically justified will be car-

ried out.  
– When the time horizon of 2015 is reached, the differences in the quality of trunk road 

surfaces and structural fabric from one federal state to the next, especially between 
Eastern and Western Germany, will have largely been evened out.  

– The pavement management systems that are in use today in the federal states are 
highly suitable instruments for gradually translating the forecast funding require-
ments in the period up to 2015 into medium-term maintenance plans and construc-
tion programmes.  

– The material and personnel capacity of the federal states’ highway authorities will be 
sufficient for implementing the forecast maintenance requirements.  

– Achievement of the surface quality and structural fabric objectives by 2015 is to be 
supported by a Federal Government quality and performance monitoring scheme 
and by periodic updating of the forecast.  

6.3 Federal waterways  
6.3.1 The starting point 
The federal waterways, which include around 450 lock chambers, 290 weirs, 8 bar-
rages, 1,300 bridges und 1,100 km of dykes, represent gross fixed assets valued at 

                                            
47  Maerschalk et al., Standardprognose des Erhaltungsbedarfs der Fernstraßeninfrastruktur bis 2015, 

Vol. 6, 2002.  
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around € 40 bn. The historical evolution of the waterway network, whose parts were 
created at different times and under different conditions, has inevitably resulted in a 
situation where the present-day network exhibits varying levels of development and a 
problematic age structure. Over 50 % of the lock chambers are older than 65 years and 
over 50 % of the bridges are older than 40 years.  

The advanced age of the installations and facilities on federal waterways, in conjunction 
with the usually permanent load imposed by water with its physical and chemical effects 
and the continuous change in user requirements as a result of vessels that are becom-
ing ever larger, more powerful and faster, are causing more and more wear and dam-
age. As the structures, which are usually under permanent water pressure, become in-
creasingly old, there is a disproportionately high increase in the risks to operating safety 
and stability, and with hydraulic structures there is usually not the option of closing an 
installation because of the lack of alternative routes for physical or water management 
reasons.  

This means that today, and to an even greater extent in the future, the focus is not only 
on enhancing the capacity of some waterways and rationalizing traffic flows, but also on 
measures to maintain the basic structure and investment to replace capital assets. Any 
damage discovered is to be repaired systematically, following economic priorities wher-
ever possible, in order to preserve the function of the waterways, to prevent damage 
from spreading and to maintain law and order.  

6.3.2 Funding requirements for maintenance of the federal waterway network  
Because of budgetary constraints, investment to replace capital assets over the last 
decade has been insufficient to maintain the basic structure, and a backlog is apparent. 
The structural deterioration that has occurred can only be tolerated over the short term, 
because otherwise it will be increasingly difficult to repair the damage economically at 
an early stage and traffic restrictions will be inevitable in the medium term.  

The required investment to replace capital assets, minus those shares that are included 
in upgrading projects and plus the backlog requirement, works out at around € 6.6 bn in 
the period up to 2015, or around € 440 m per annum averaged over the planning period. 
These requirements take into account a qualified enhancement of the basic structure to 
present-day standards. They are given priority in the FTIP 2003. This means that almost 
90 % of the investment for federal waterways will be spent on maintenance. It will focus 
on, among others, the installations on the Elbe-Lübeck Canal, on the Middle Weser, on 
the Neckar and on the canal network in Western and Eastern Germany.  
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7 Investment for upgrading and new construction  
7.1 Priority categories  
The FTIP 2003, comprising the road, rail and waterway sectors, is designed for a life-
time of 15 years, i. e. 2001 to 2015, to ensure an adequate level of flexibility in terms of 
priorities, planning progress, funding and construction work. The priority categories are 
established in accordance with the total level of funding available in the period up to 
2015 and with a planning reserve for the period thereafter. 

In addition, when selecting new projects, an extremely strict standard has to be applied 
to their necessity and priority. The total number of projects which can be assumed to be 
economically profitable from a present-day perspective far exceeds the number which 
can be funded during the period from 2001 to 2015. For this reason, the Federal Trans-
port Infrastructure Plan 2003 (like the FTIP ’92) distinguishes between “first priority pro-
jects” and “second priority projects”.  

First priority projects  
This category comprises  
– “ongoing and definitely planned projects” and  
– “new projects”.  

This category is limited by the total funding likely to be available in the period from 2001 
to 2015, plus the planning reserve and minus the funds for investment in maintenance 
(investment in the existing network on the railways). Under the upgrading acts, there is 
an unrestricted planning mandate for first priority projects.  

Second priority projects  
This category comprises projects which, although identified as being economically prof-
itable from a present-day perspective in conjunction with a positive appraisal on the ba-
sis of the usual criteria, involve a level of investment that exceeds the financial frame-
work for the period up to 2015. In justified exceptional cases (transport requirement, 
planning by other agencies responsible for construction and maintenance), project 
planning may commence or be continued with the consent of the Federal Ministry of 
Transport, Building and Housing.  

The following also applies to rail projects:  

Subject to the positive outcome of a review of economic profitability, rail projects that are 
currently still being coordinated with the plans of neighbouring European countries may 
be included in the “first priority” category at a later date.  
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Coordination between the Federal Government and federal states  
The project proposals, which were the result of uniform nationwide selection criteria, 
have been discussed in talks with the federal states and DB AG. Here, the focus was on 
the federal trunk road construction projects whose planning and construction is the re-
sponsibility of the federal states, acting on behalf of the Federal Government. A few of 
the federal trunk road projects were also reclassified, on the basis of uniform nationwide 
criteria, if there were compelling reasons for doing so, and by common consent between 
the Federal Government and federal states. 

7.2 Investment in federal railway infrastructure  
7.2.1 First priority projects  
The “first priority” category comprises: 
– ongoing and definitely planned projects;  
– the as yet uncommenced sub-projects of larger FTIP ’92 measures, which exhibit a 

transport value of their own; the prerequisite is a positive result within the scope of 
the macroeconomic evaluation procedure;  

– new projects for which macroeconomic profitability has been demonstrated during 
the project evaluations;  

– other measures at junctions, train marshalling yards and combined transport installa-
tions.  

7.2.1.1 Ongoing and definitely planned projects 
Ongoing and definitely planned projects as of 2001 comprise the completion of FTIP ’92 
projects under construction plus other projects about which a final decision regarding 
their realization has been taken and which, given their transport impact, are to be real-
ized by 2015. These projects are included in the Investment Programme for the Upgrad-
ing of Federal Railway Infrastructure, Federal Trunk Roads and Federal Waterways 
from 1999 to 2002 and in the Anti-Congestion Scheme for Federal Railway Infrastruc-
ture, Federal Motorways and Federal Waterways from 2003 to 2007. These projects 
have not been re-evaluated.  

Tab. 12  Ongoing and definitely planned first priority rail projects 
 

Se-
rial 
no. 

Project Scope of work 

Invest-
ment 
costs 
2001 – 
2015 48 
[ € m] 

 I. Investment in 2001 Project relationship not shown 2,406.0 

                                            
48  For a detailed breakdown see the Annex, Chapter 9.2.1, Table 20.  
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Se-
rial 
no. 

Project Scope of work 

Invest-
ment 
costs 
2001 – 
2015 48 
[ € m] 

 II. Investment 2002 to 2015   

1 Work with a residual volume 
< € 50 m   373.0 

2 
Upgrade the Lübeck / Hagenow 
Land—Rostock—Stralsund line 
(VDE 1) 

Upgrade for a speed of 160 km/h  395.6 

3 Upgrade the Hamburg—
Büchen—Berlin line (VDE 2) Upgrade for speeds up to 230 km/h  563.8 

4 Upgrade the Stelle—Lüneburg 
line Widen to three tracks 229.6 

5 Upgrade the Berlin—Dresden 
line Upgrade for a speed of 160 km/h  350.0 

6 Upgrade the Hanover—Lehrte 
line Section between Hanover and Lehrte  163.9 

7 Upgrade the Löhne—
Braunschweig—Wolfsburg line 

Widen to two tracks between Hildesheim 
and Groß Gleidingen  118.0 

8 Upgrade the Dortmund—
Paderborn—Kassel line 

Reroute around the Neuenheerse landslip 
site 66.6 

9 
Upgrade the Nuremberg—Erfurt 
line / construct new line (VDE 
8.1) 

Upgrade between Nuremberg and Ebens-
feld; new line between Ebensfeld and Erfurt 3,264.1 

10 
Construct new line from Erfurt—
Leipzig / Halle / upgrade exist-
ing line(VDE 8.2) 

New line between Erfurt and Leipzig; up-
grade between Schkopau and Halle 1,982.2 

11 Upgrade the Leipzig—Dresden 
line (VDE 9) 

Leipzig—Riesa—Dresden-Neustadt—
Dresden Hbf  523.2 

12 Upgrade the Paderborn—
Chemnitz line Refurbish line for tilting trains  180.9 

13 
Upgrade the Karlsruhe—
Stuttgart — Nuremberg—Leipzig / 
Dresden line 

Refurbish line for tilting trains in NFS 1,020.5 

14 Upgrade the Berlin—
Frankfurt/Oder line 

Upgrade for a speed of 160 km/h 
(ERDF deducted: € 111.0 m) 224.1 

15 Upgrade the Cologne—Aachen 
line Cologne—Düren—Aachen  177.6 
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Se-
rial 
no. 

Project Scope of work 

Invest-
ment 
costs 
2001 – 
2015 48 
[ € m] 

16 
Upgrade the Hanau—
Nantenbach line / construct new 
line 

Schwarzkopf Tunnel 49 135.5 

17 Upgrade the Ludwigshafen—
Saarbrücken line 

Ludwigshafen—Saarbrücken; Kehl—Appen-
weier 332.9 

18 Upgrade the Mainz—Mannheim 
line Ludwigshafen—Mannheim + Mainz area 105.8 

19 Upgrade the Fulda—Frankfurt 
am Main line 

Widen to three tracks between Gelnhausen 
and Hailer, Neuhof station 110.4 

20 
Upgrade the Stuttgart—Ulm—
Augsburg line / construct new 
line 

New line between Stuttgart and Ulm for 
250 km/h, incl. integration in the Stuttgart 
hub; upgrade between Ulm and Augsburg 
for speeds up to 200 km/h  

1,266.0 

21 Upgrade the Augsburg—Munich 
line Augsburg—Mering  84.4 

22 Upgrade the Munich—
Mühldorf—Freilassing line Berg am Laim + passing loops  106.7 

23 Upgrade the Ulm—
Friedrichshafen—Lindau line Passing loops  51.0 

24 
Upgrade the Karlsruhe—
Offenburg—Freiburg—Basle line 
/ construct new line 

Rastatt South—Offenburg, incl. line through 
Rastatt 309.0 

25 CT / marshalling yards  295.0 

26 Hubs, junctions  Berlin, Dresden, Erfurt, Halle / Leipzig, 
Magdeburg  2,887.6 

 Total (federal budget)  17,723.4 

 Plus ERDF  209.050 

 Grand total  17,932.4 

Note: This table does not include, inter alia, the first phases of construction work to upgrade the Berlin—
Rostock and Berlin—Stralsund lines, the upgraded line between Dresden and the D / CZ border, or the 
pro rata costs for refurbishment work on the bridges at Rendsburg and Hochdonn. These projects are to 
be financed using federal funding for investment in the existing network. The upgraded / new Nurem-
berg—Ingolstadt—Munich line is a project pre-financed by the private sector. Since 2001, however, the 
project has been financed using federal funding, because such funds are available at present.  
                                            
49  Additional costs resulting from modified technical solution will be funded as part of the investment 

in the existing network.  

50  Including the projects currently at the planning or approval stage.  
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7.2.1.2 New projects  
If all the projects and collective items are added together, the result is a level of invest-
ment for first priority projects totalling around € 16 bn in the financial framework for the 
period up to 2015. Because previous experience has shown that, in the case of very 
large projects, sizeable shares of the funding will not be required until after 2015, a 
planning reserve will be necessary of around one third of the investment for upgrading 
and new construction work (including ERDF und TEN) with a corresponding preparatory 
planning stage. In all, the pro rata investment for upgrading and new construction work 
of around € 25.5 bn will be increased by just under € 8.5 bn, so that large-scale projects 
can be prepared in parallel.  

Tab. 13  New first priority rail projects (including planning reserve)  
 

Se
rial 
no. 

Project Scope of work 

Invest-
ment 
costs 
2001–
2015 
[€ m] 

1 Upgrade the Ham-
burg—Lübeck line 

Widen the Hamburg-Rothenburgsort—Hamburg-Horn section 
to two tracks and raise line speed to vmax = 80km/h; widen 
the Hamburg-Horn—Hamburg-Wandsbek connecting curve 
to two tracks for vmax = 80 km/h; widen the Hamburg-
Wandsbek—Ahrensburg section to three tracks for  
vmax = 160km/h; electrify the Hamburg—Lübeck / Lübeck—
Lübeck-Travemünde sections, vmax = 160 km/h 

405.8 

2 
Upgrade the 
Neumünster—Bad 
Oldesloe line 51 

Widen to two tracks, vmax = 120 km/h, and electrify 304.4 

3 
Upgrade the Olden-
burg—Wilhelmshaven 
/ Langwedel—Uelzen 
line 

Widen the Oldenburg—Wilhelmshaven section to two tracks, 
vmax = 120 km/h and electrify it; electrify the Langwedel—
Uelzen section, Soltau electronic signal box, vmax = 120 km/h 

196.3 

4 
Construct new Ham-
burg / Bremen—
Hanover line / up-
grade existing line 

Construct new double-track line from Lauenbrück (Ham-
burg—Bremen line) to Isernhagen (Celle—Hanover line), vmax 
= 300 km/h; construct new double-track connecting curve 
from the new line to Visselhövede (Bremen—Langwedel—
Soltau line), length 2 km; widen the Visselhövede—
Langwedel section to two tracks, vmax = 160 km/h to the 
Hanover—Bremen line 

1,283.9 

5 Upgrade the Roten-
burg—Minden line 

Widen the Rotenburg (Wümme)—Verden (Aller) section to 
two tracks, vmax = 120 km/h; widen the Nienburg (Weser)—
Minden (Westf) section to two tracks, vmax = 120 km/h 

348.3 

6 Upgrade the Uelzen—
Stendal line 

Widen the Uelzen—Stendal line to two tracks, vmax 
= 160 km/h 139.2 

7 
Upgrade the Seelze—
Wunstorf—Minden 
line / construct new 
line 

Widen the Seelze—Haste section to two tracks / construct 
new double-track line, vmax = 230 km/h; widen the Haste—
Porta Westfalica section to two tracks / construct new dou-
ble-track line, vmax = 230 km/h  

901.3 

8 Upgrade the Hano-
ver—Berlin line 

Widen the old Oebisfelde—Stendal—Wustermark line to two 
tracks and electrify it, vmax = 160 km/h 467.9 

                                            
51  2nd phase of Hamburg—Lübeck project, depending on traffic trends.  
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Se
rial 
no. 

Project Scope of work 

Invest-
ment 
costs 
2001–
2015 
[€ m] 

9 
Upgrade the (Amster-
dam —) D / NL border 
—Emmerich—Ober-
hausen line 

Enhance the capacity of the D / NL border—Emmerich—
Wesel—Oberhausen line and widen it to three tracks 52 572.6 

10 Upgrade the Hagen—
Gießen line Refurbish for tilting trains (vmax = 160 km/h) 53 30.0 

11 
Upgrade the Hoyers-
werda—Horka—D / PL 
border line 

Widen the Knappenrode—Horka—D / PL border section to 
two tracks and electrify it, vmax = 120 km/h 163.0 

12 
Upgrade the Hanau—
Würzburg / Fulda—
Erfurt lines / construct 
new lines 

Widen the Hanau—Gelnhausen section to four tracks,  
vmax = 200 km/h; construct new double-track line between 
Gelnhausen and Mottgers with grade-separated connecting 
curves towards Fulda and Burgsinn linking the new line to 
the existing Fulda—Würzburg high-speed line, vmax = 300 
km/h; Niederaula connecting curve from Fulda—Kassel high-
speed line, vmax = 160 km/h; widen the Niederaula—Bad 
Hersfeld section to two tracks, vmax = 160 km/h; provide a link 
at Bad Hersfeld to the existing line towards Bebra / Blanken-
heim; widen the Bad Hersfeld—Blankenheim section to four 
tracks, vmax = 160 km/h; enhance the infrastructure of the 
existing Eisenach—Erfurt line for vmax = 200 km/h 54  

2,250.0 

13 
Construct new Rhine 
/ Main—Rhine / Ne-
ckar line 

Construct new double-track line between Frankfurt Sportfeld 
and Mannheim and integrate it into the existing Mannheim—
Stuttgart high-speed line, vmax = 300 km/h 54  

1,771.4 

14 Upgrade the Augs-
burg—Munich line 

Widen to four tracks between Mering and Olching,  
vmax = 230 km/h 328.4 

15 
Upgrade the Karls-
ruhe—Offenburg—
Freiburg—Basle line / 
construct new line 

Widen the Offenburg—Kenzingen section to four tracks,  
vmax = 250 km/h; construct new double-track line between 
Kenzingen and Buggingen, vmax = 160 km/h; widen the Bug-
gingen—Basle section to four tracks, vmax = 250 km/h for the 
two new tracks (old line stays at vmax = 160 km/h) and con-
struct a new double-track tunnel (Katzenberg Tunnel) be-
tween Schliengen and Eimeldingen; upgrade the existing 
double-track Kenzingen—Freiburg (Breisgau)—Buggingen 
section (Rhine Valley line) for vmax = 200 km/h  

2,823.1 

16 

Upgrade the Nurem-
berg—Marktredwitz—
Reichenbach / D / CZ 
border (—Prague) 
lines 

Electrify the Nuremberg—Marktredwitz—Hof—Reichenbach 
(Vogtl.) / D / CZ border lines 55 467.4 

                                            
52  The state of North Rhine-Westphalia will contribute a 36 % share of the upgrading costs; the in-

crease in line speed to 200 km/h will be an international project, dependent on the upgrading of the 
HSL-Oost in the Netherlands.  

53  Line improvements for rail freight will depend on traffic trends (cf. second priority projects).  

54  The exact alignment will depend on the result of further coordination and/or of the planning proce-
dures.  

55  Once this project has been realized, electrification between Regensburg and Marktredwitz is to be 
studied as a follow-on project, in accordance with traffic trends.  
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Se
rial 
no. 

Project Scope of work 

Invest-
ment 
costs 
2001–
2015 
[€ m] 

17 
Upgrade the Luxem-
bourg—Trier—
Koblenz—Mainz line 

Widen the Moselle bridge at Karthaus between Wasserbillig 
and Trier to two tracks; improve the alignment between Kar-
thaus and Igel; refurbish the Trier—Koblenz section for tilting 
trains  

39.1 

18 Upgrade the Berlin—
Dresden line 

Upgrade the Berlin outer circle—Böhla section,  
vmax = 200 km/h 216.6 

19 

Upgrade the (Venlo—) 
D / NL border—
Kaldenkirchen—
Viersen / Rheydt—
Rheydt-Odenkirchen 
line 

Widen the Kaldenkirchen—Dülken und Rheydt—Rheydt-
Odenkirchen sections to two tracks 56 19.1 

20 
Upgrade the Munich 
—Mühldorf—Freilas-
sing line 

Widen the Munich East—Markt Schwaben section to four 
tracks; construct connecting curve from the Munich—
Rosenheim line to the Munich—Mühldorf—Freilassing line 56 

160.0 

21 
Upgrade the Münster 
—Lünen (—Dortmund) 
line 

Widen the Münster—Lünen section to two tracks,  
vmax = 200 km/h 177.0 

22 Upgrade the Neu-
Ulm—Augsburg line 

Widen the Neu-Ulm—Neuoffingen section to three tracks, 
vmax = 200 km/h  158.9 

23 Upgrade the Berlin—
Görlitz line 

Electrify the Cottbus—Görlitz section; widen the Lübbenau—
Cottbus section to two tracks, vmax = 160 km/h 237.9 

24 Upgrade the Ham-
burg—Elmshorn line  

Widen the Pinneberg—Elmshorn section to three tracks,  
vmax = 160 km/h 75.0 

25 International projects  400.0 
26 Hubs, junctions 57 See chapter 9.1.1, fig. 7 1,700.0 
27 CT  356.7 

28 
Local and regional 
passenger rail ser-
vices 57,  58 

  

 Total  15,993.3 
 

7.2.2 Second priority projects  
Projects or parts of projects with their own transport value which cannot be completely 
realized by 2015 are assigned to the “second priority” category.  

                                            
56  The federal state will contribute to the upgrading in accordance with its local transport share.  

57  Subject to proof of profitability.  

58  Section 8 (2) of the Federal Railway Infrastructure Upgrading Act states that 20 % of railway infra-
structure investment is to be committed for measures that serve the interests of local and regional 
passenger rail services. This investment is also used to fund upgrading measures (improving local 
transport).  
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Tab. 14  Second priority rail projects  
 

Se-
rial 
no. 

Project Scope of work 

Invest-
ment 
costs 
[€ m] 

1 Upgrade the Ham-
burg—Elmshorn line 59 

Upgrade the Hamburg-Horn—Hamburg-Eidelstedt section for 
vmax = 80 km/h; widen the Pinneberg—Elmshorn section to 
three tracks (residual work), vmax = 160 km/h; refurbish Ham-
burg-Eidelstedt station: improve alignment (to allow trains to 
pass through from N to E) and enhance infrastructure for  
vmax = 80 km/h 

102.4

2 Upgrade the Olden-
burg—Leer line Widen to two tracks 246.5

3 Upgrade the Lübeck—
Schwerin line 

Electrify the Lübeck—Schwerin line and construct a con-
necting curve at Bad Kleinen 119.6

4 
Upgrade the Hagen—
Brilon Wald—Warburg 
line 

Refurbish for tilting trains, vmax = 160 km/h 26.6

5 Upgrade the Pader-
born—Halle line 

Construct a connecting curve between Mönchehof and 
Speele; construct a connecting curve at Sangerhausen  175.4

6 Upgrade the Hagen—
Gießen line  Improve the alignment at several places on the line 60 291.9

7 
Upgrade the Graben-
Neudorf / Heidelberg—
Karlsruhe lines 

Widen the Graben-Neudorf—Karlsruhe section to four 
tracks, vmax = 200 km/h; upgrade the Heidelberg—Bruchsal 
section for vmax = 200 km/h  

483.3

8 
Upgrade the Munich—
Mühldorf—Freilassing 
line 60 

Wide the (Munich East —) Markt Schwaben—Mühldorf—Frei-
lassing section to two tracks and electrify it, vmax = 160 km/h  459.2

9 
Upgrade the Löhne—
Braunschweig—
Wolfsburg line 

Widen the Löhne—Elze section to two tracks,  
vmax = 120 km/h, and electrify it; widen the Elze—Nordstem-
men section to four tracks, vmax = 120 km/h; widen the Groß 
Gleidingen—Braunschweig section to four tracks,  
vmax = 160 km/h; widen the Braunschweig—Fallersleben—
Wolfsburg section to two tracks (“Weddel loop”) 

626.8

10 International projects   3,767.0
11 Hubs, junctions 57 See chapter 9.1.1, fig. 7 1,000.0
12 CT   600.0

 Total   7,898.7
 

7.2.3 International projects  
The lines listed in the following table have a significance that goes beyond the national 
framework. Here, the objective associated with the new construction / upgrading work 
can only be achieved if the work is harmonized with upgrading measures in the 
neighbouring country concerned. Before these lines can be upgraded, therefore, it is 

                                            
59  Planning activities on the project may proceed.  

60  Cf. first priority projects for refurbishment to allow operation of tilting trains.  
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necessary to enter into an agreement with the country concerned and furnish proof that 
the upgrade is profitable.  

Tab. 15  International rail projects  
 

Se-
rial 
no. 

Project title 

Invest-
ment 
costs 
[€ m] 

1 Upgrade the Hamburg—Öresund region line 1,095.0

2 Upgrade the Berlin—Angermünde D / PL border (—Szczecin) line 104.0

3 Upgrade the Berlin—Pasewalk—Stralsund (—Scandinavia) line 200.0

4 Upgrade the Berlin—Rostock (—Scandinavia) line 200.0

5 Upgrade the Munich—Rosenheim—Kiefersfelden—D / A border line 1,570.0

6 Upgrade the Nuremberg—Passau—D / A border line61 200.0

7 Upgrade the Ulm—Lindau—D / A border line61 216.0

8 Upgrade the Stuttgart—Singen—D / CH border line 61 162.0

9 Upgrade the Munich—Lindau—D / A border line61 180.0

10 Upgrade the (Roermond—) D / NL border—Mönchengladbach—
Rheydt line / construct new line (“Iron Rhine”) 18.0

11 
Upgrade the D / NL border—Emmerich—Oberhausen line, raise line 
speed to vmax = 200 km/h to match the upgrading of the HSL-Oost in 
NL61 

222.0

 Total 4,167.0
 

7.2.4 European high-speed rail network  
The projects contained in Tables 13 to 15 will further expand the German high-speed rail 
network. When the lines listed in the first priority category have been completed, some 
400 km will have been added to the rail network for speeds of 200 km/h and above. To-
gether with the existing high-speed lines (with a length of around 1,900 km) and the rail 
projects scheduled to be completed by 2015 (with a length of around 1,600 km), this 
means that by 2015, there will be a high-speed network (200 to 300 km/h) with a total 
length of around 3,900 km. Decisions still have to be taken with neighbouring states and 
railways on some cross-border projects.  

                                            
61  Agreements with the neighbouring countries have already been concluded for these projects.  
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With this programme of upgrading and new construction work, the Federal Government 
is making a major contribution to the development of the trans-European high-speed rail 
network.  

7.2.5 Local and regional transport  
The public service obligation imposed on the Federal Government by Article 87e (4) of 
the Basic Law, which relates to the upgrading and maintenance of the federal rail net-
work, also applies to the railway infrastructure used for local and regional transport. The 
Federal Government complies with the provisions contained in the acts adopted to im-
plement this obligation in the following manner:  
– Investment to replace capital assets in the local transport sector is a sub-set of the 

Federal Government funding that the federal railway infrastructure companies nor-
mally receive for the existing network. This means that the Federal Government pro-
vides most of the local transport shares laid down in the Federal Railway Infrastruc-
ture Upgrading Act. Another stipulation is that the federal railway infrastructure com-
panies coordinate the work on the lines eligible for funding with the respective fed-
eral states.  

– Upgrading schemes (local transport improvement) carried out as part of federal state 
projects in the field of local and regional passenger transport by rail have to be 
viewed separately (e. g. refurbishment for tilting trains, raising line speeds, providing 
additional stops, electrification).  
– Since it is not possible to deal with individual local transport projects within the 

scope of a general plan such as the FTIP, the Federal Government and federal 
states agree that the requirement in Section 3 of the Federal Railway Infrastruc-
ture Upgrading Act can only be met in general terms.  

– Upgrading schemes, or the shares they constitute of investment in projects in the 
field of local and regional passenger transport by rail, are a component of the 
FTIP 2003 and thus of the future requirement plan for upgrading the federal rail-
way infrastructure.  

– Both components will be included in the various funding agreements concluded be-
tween the Federal Government and the federal railway infrastructure companies, 
and will be distinguished according to whether they are investment to replace capital 
assets or upgrading projects.  

7.3 Investment in federal trunk roads  
7.3.1 First priority projects  
The “first priority” category comprises:  
– ongoing and definitely planned projects;  
– projects for which plan approval was granted before 31 December 1999. Projects in 

this category can be exchanged for evaluated new projects. This makes it possible 
to give preferential treatment to projects that are highly effective but whose planning 
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was concluded several years ago, and to give their realization priority over projects 
where the construction go-ahead has been given;  

– new projects, taking into account their status of planning and network design con-
siderations, for which project evaluations have identified a high level of macroeco-
nomic profitability and / or regional planning significance.  

“Projects with a special nature conservation planning mandate for the first priority cate-
gory” belong to the “first priority” investment category in terms of their costs, construc-
tion lengths and their impact on the federal states’ quota.  

7.3.1.1 Ongoing and definitely planned projects  
For the funds available for investment in new construction and widening projects total-
ling € 39.8 bn (excluding planning reserve), there exist the financial commitments total-
ling around € 28.7 bn listed in the following table. The investment projects contained 
here will be included in the Federal Transport Infrastructure Plan as first priority projects 
without another macroeconomic evaluation and will be given priority treatment within the 
framework of the funding available.  

Tab. 16 Ongoing and definitely planned 1st priority federal trunk road projects 
 

Total 
Of 

which: 
NFS  

[ € bn rounded] 

Repayments to private sector investors for pre-financed federal 
trunk road projects (Federal Government’s share)  2.0 0.1 

Repayments to private sector investors for pre-financed federal 
trunk road projects (Federal states’ share, i. e. is offset against 
federal states’ quota)  

2.0 0.1 

German Unity Transport Projects (VDE) 7.7 5.5 

Investment Programme for the Upgrading of Federal Railway In-
frastructure, Federal Trunk Roads and Federal Waterways from 
1999 to 2002 (IP) 

6.6 2.7 

ERDF resources from the EU (projects are part of the IP) 0.9 0.9 

F models (private sector funding; Federal Government’s share) 0.3 0.0 

Programme of Investments for the Future, 2001–2003 (ZIP) 2.3 0.4 

Anti-Congestion Scheme for Federal Railway Infrastructure, Fed-
eral Motorways and Federal Waterways from 2003 to 2007 (ASP) 2.1 0.2 
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Total 
Of 

which: 
NFS  

[ € bn rounded] 

Operator model for the upgrading of federal motorways (A model: 
“build now”) to speed up the urgently needed widening of busy 
sections of motorway 62 

1.9 0.3 

Other definitely planned sections about whose transport impor-
tance there is no dispute 63 2.9 1.4 

Total 28.7 11.6 
 

7.3.1.2 New projects  
For the inclusion of new projects, the level of investment for first priority projects is 
€ 22.8 bn within the financial framework for the period up to 2015, plus planning re-
serve 64.  

Since sizeable shares of the funding of certain projects will not be required until after 
2015, a planning reserve of roughly one third of the total investment for upgrading and 
new construction work with a corresponding preparatory planning stage is advisable. In 
all, the pro rata investment for upgrading and new construction projects will be in-
creased by some € 11.7 bn from around € 39.8 bn 65 to € 51.5 bn.  

Because of its size, an overview in tabular form of all the first priority federal trunk road 
projects is presented in the Annex.  

7.3.1.3 Investment and lengths of first priority projects  
As the first priority projects (ongoing and definitely planned projects plus new projects) 
are realized, the federal trunk road network will evolve as follows between 2001 and 
2015.  

                                            
62  These sections of motorway are to be widened, maintained and operated by private sector opera-

tors. To this end, the revenue from the distance-related HGV toll raised on the corresponding sec-
tion is to be passed on to the operator. In addition, start-up financing provided by the Federal Gov-
ernment and covering up to 50 % of the construction costs is possible.  

63  Given their location and network function, there are unlikely to be any new findings affecting their 
future classification; e.g. A 39, Wolfsburg / Königslutter jn—Rautheim (A 2—A 7 link), A 30, Löhne 
jn—Rehme (closing the gap in the East-West artery from NL to Berlin).  

64  Including SIA pool projects.  

65  With a Federal Government share of € 2 bn for repayments to private sector investors for pre-
financed federal trunk road projects.  
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Tab. 17 Investment and lengths of first priority federal trunk road projects  

 Investment up to 2015 
[€ bn, rounded] 

Lengths up to 2015 [km], 
bypasses [no., rounded] 

 OFS NFS Total OFS NFS Total 

Federal motorways  New  9.2 5.6 14.8 920 810 1,730 

Widen  10.4 2.8 13.2 1,693 469 2,162 

Federal highways, total  12.0 6.1 18.1 2,779 2,114 4,893 

of which bypasses  7.1 4.4 11.5 1,631 1,331 2,962 

no. of bypasses  — — — 412 305 717 

Other financial commit-
ments (repayments, residual 
amounts for projects open 
to traffic, ERDF)  

4.2 1.2 5.4 — — — 

Total  35.8 15.7 51.5 — — — 
 

7.3.1.4 Federal states’ share of first priority projects (quota)  
The federal states’ share for the funding of first priority projects is calculated as follows:  

Total investment available for first priority projects (incl. planning reserve) € 51.5 bn 
Of which ongoing and definitely planned projects  € 28.7 bn 
Remaining amount for new projects € 22.8 bn 

For the new projects, this € 22.8 bn – minus the € 1.5 bn for the SIA pool – is distributed 
to the evaluated projects on the basis of criteria that are uniform nationwide. The quo-
tient obtained from the sum of the investment for projects specific to one state (compris-
ing ongoing and definitely planned projects plus new projects – including the SIA pool 
projects) – and the level of investment for first priority projects produces the share for 
any given federal state.  

Tab. 18 Federal states’ shares of first priority federal trunk road projects (in-
cluding planning reserve) 

 

State 
Ongoing and 

definitely 
planned projects  

[€ m] 

New  
projects

[€ m] 
Total 
[€ m]  

Fed. state 
shares incl. 

VDE  
[%] 

For comparison: 
fed. state shares in
FTIP ‘92 incl. VDE 

[%] 

BW 2,307 3,709 6,016 12.1 11.3 

BY 2,979 3,813 6,792 13.7 14.0 

BE 564 323 887 1.8 2.0 
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State 
Ongoing and 

definitely 
planned projects  

[€ m] 

New  
projects

[€ m] 
Total 
[€ m]  

Fed. state 
shares incl. 

VDE  
[%] 

For comparison: 
fed. state shares in
FTIP ‘92 incl. VDE 

[%] 

BB 1,772 953 2,725 5.5 5.9 

HB 336 173 509 1.0 0.8 

HH 719 226 945 1.9 1.4 

HE 1,929 1,683 3,612 7.3 5.8 

MV 1,737 474 2,211 4.5 5.0 

NI 1,886 2,118 4,004 8.1 8.2 

NW 3,074 4,850 7,924 16.0 15.8 

RP 1,113 1,077 2,190 4.4 4.0 

SL 186 210 396 0.8 0.7 

SN 1,887 1,013 2,900 5.9 7.4 

ST 2,307 677 2,984 6.0 7.7 

SH 622 768 1,390 2.8 2.6 

TH 3,326 726 4,052 8.2 7.4 

Total 26,744 22,793 49,537 100.0 100.0 

o. w. OFS 15,151 18,627 33,778 68.2 64.6 

 NFS 11,593 4,166 15,759 31.8 35.4 

Note: not including € 2 bn Federal Government repayments.  

For a better understanding, the reader is reminded once again that in the new FTIP the 
federal states’ share for the new federal states (excluding the VDE projects) is 3.3 % 
higher than in 1992. 

7.3.2 Second priority projects  
All other necessary projects, involving total investment of € 31 bn, have been allocated 
to the “second priority” category. In justified cases, each of which is marked, the plan-
ning of second priority projects may commence or be continued. This may be necessary 
because of their network design significance or because they are connected with adja-
cent first priority projects (WB*). Because of its size, an overview in tabular form of all 
the second priority federal trunk road projects is presented in the Annex.  
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7.4 Investment in federal waterways  
7.4.1 First priority projects  
The “first priority category” comprises: 
– ongoing and definitely planned projects;  
– new projects for which project evaluations have identified an adequate level of mac-

roeconomic profitability.  

The ongoing and definitely planned projects comprise the completion of projects under 
construction on waterways navigable by sea-going ships and inland waterways. These 
projects are already included in the FTIP ’92, in the Investment Programme for the Up-
grading of Federal Railway Infrastructure, Federal Trunk Roads and Federal Waterways 
from 1999 to 2002 (IP) or in the Anti-Congestion Scheme for Federal Railway Infrastruc-
ture, Federal Motorways and Federal Waterways (ASP) from 2003 to 2007. These pro-
jects have not been subjected to another evaluation.  

In the planning period from 2001 to 2015, € 4.44 bn will be required for the completion 
of ongoing and definitely planned projects. For new projects, a requirement totalling 
€ 660 m has been justified. Since this does not involve any new construction projects, 
but merely upgrading projects, the arguments relating to the planning reserve, as in the 
federal trunk road and federal railway infrastructure sectors, do not apply.  

Taking the funding line of € 7.5 bn as a basis, and with priority being given to investment 
for maintenance (€ 6.6 bn), there remains an arithmetic level of investment amounting 
to € 0.9 bn for the completion of ongoing and definitely planned projects and for new 
projects in the planning period from 2001 to 2015. If a planning reserve (€ 4.2 bn) is in-
cluded, this total is increased to around € 5.1 bn.  

Provision is made for this planning reserve in order to take into account the planning 
and realization periods, which experience has shown to be long, and so as to be able to 
react, in the event of individual projects being delayed, by bringing forward other first 
priority projects. Since waterway projects require comparatively long planning and reali-
zation periods, it is advisable to plan way beyond 2015.  

This planning reserve is also necessary because it is not possible to fully comply with 
the arithmetical approach of giving priority to investment for the replacement of capital 
assets. For the upgrading projects are, for economic reasons, mostly combined and 
synchronized with such investment that is necessary anyway. This means that for nu-
merous projects, it is unavoidable that they will be partly realized at an earlier date, but 
on the whole it is likely that all measures will extend significantly beyond the planning 
horizon.  



– 66 – 

 

As far as the schedule for realizing the ongoing and definitely planned projects and the 
new projects is concerned, priority will normally be given to those partial measures that 
involve safety-related and operationally relevant investment to replace capital assets, 
possibly combined with widening shares. Priority will also be given to completing pro-
jects that are already at a very advanced stage.  

Investment solely for the purposes of widening can only be made if  funding is available 
beyond this. Such projects, which promise a high degree of economic profitability but 
which are not fixed in terms of time and not relevant in terms of safety, are identified by 
a footnote in the project list in Table 19 (“no sizeable shares of investment to replace 
capital assets”).  

Tab. 19 Federal waterway projects (first priority; incl. planning reserve) 
 

Se-
rial 
no. 

Project Scope of work 

Invest-
ment 
costs, 
2001–
201566 
[€ m] 

Ongoing and definitely planned projects 4,440 

 Navigable waterways (maritime) (1–6) 240 

1 Kiel Canal  Repair and renew bridges, tunnels, lock and ferry installa-
tions, embankments  

2 Lower and Outer Elbe  

Up to Hamburg: residual work (ecological remedial and 
replacement measures, accompanying river engineering 
work) for the completed “deepening to 14.5 m” (container 
ships up to 4000 TEU) with 12.5 m draught, not dependent 
upon the tide 

 

3 Outer Weser  

Up to Bremerhaven: residual work (ecological remedial and 
replacement measures, accompanying river engineering 
work) for the completed “deepening to 14 m” (container 
ships up to 4000 TEU) with 12.5 m draught, not dependent 
upon the tide 

 

4 Hunte  Work to complete upgrading for motor coasters up to 1000 t  

5 Coastal vessel traffic 
services systems 

Residual work for radio navigation, traffic control centres, 
conversion to AIS  

6 
Minor projects incl. 
residual work from 
previous FTIPs 

Work to complete: Bremen-Hemelingen lock, river engineer-
ing on the Lower Ems, approaches to the Baltic ports, etc..  

 Navigable waterways (inland) (7–19) 4,200 

7 Middle Weser 
Landesbergen—Bremen (2nd construction phase): deepen 
the channel for large self-propelled barges with 2.5 m full 
load draught 

 

                                            
66  For a detailed breakdown see the Annex, Chapter 9.2.2, Table 21.  
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Se-
rial 
no. 

Project Scope of work 

Invest-
ment 
costs, 
2001–
201566 
[€ m] 

8 Rhine-Herne Canal  East of Gelsenkirchen: upgrade for large self-propelled 
barges and pushed convoys with 2.8 m full load draught  

9 Dortmund-Ems Canal  
Datteln—Bergeshövede: Continue work to upgrade for large 
self-propelled barges and pushed convoys with 2.8 m full 
load draught 

 

10 Datteln-Hamm Canal  
Datteln—Hamm Docks: Continue work to upgrade for large 
self-propelled barges and pushed convoys with 2.8 m full 
load draught 

 

11 Lower Rhine 67 Duisburg—Emmerich: Continue work to improve the stability 
of the bottom, local regulation work   

12 Middle Rhine 67 Mainz—Cologne: improve the stability of the bottom, local 
regulation work  

13 Moselle  Construct second locks at Fankel and Zeltingen (work in 
progress)  

14 Main 67 
Würzburg—Bamberg: Continue work to deepen the channel 
for large self-propelled barges and pushed convoys with 
2.7 m full load draught 

 

15 Coastal canal  Urban section in Oldenburg: Complete work to upgrade for 
Europe-type barges (work in progress)  

16 Elbe-Lübeck Canal  Ongoing investment to replace capital assets: repair dykes; 
embankments, weirs, bridges; lengthen locks if replaced  

17 
Havel-Oder Waterway 
including Hohensaa-
ten-Friedrichsthal 
Waterway 67 

Berlin—D / PL border: upgrade the Havel-Oder Waterway 
for large self-propelled barges with 2.2 m full load draught; 
section between Schwedt and D / PL border: upgrade the 
Hohensaaten-Friedrichsthal Waterway for motor coasters 
with 3.5 m full load draught (work in progress) 68 

 

18 

Mittelland Canal / 
Elbe-Havel Canal / 
Lower Havel Water-
way / Berlin Water-
ways (VDE 17)  

Hanover—Berlin: Continue work to upgrade for large self-
propelled barges and pushed convoys with 2.8 m full load 
draught (to ensure economical operation) 

 

19 
Minor projects incl. 
residual work from 
previous FTIPs 

Work to complete branch canals on the Mittelland Canal, 
Saar, etc.   

                                            
67  No sizeable shares of investment to replace capital assets. 

68  Further upgrading of the Hohensaaten-Friedrichsthal Waterway beyond large self-propelled barges 
to make it navigable by motor coasters will take place on condition that the work required on Polish 
territory (bridge projects or upgrading of a transverse link to the Oder) is contracted; this will be in-
cluded accordingly in the plan approval procedure. An answer also has to be found to the question 
as to how the levying of canal dues can be waived, as on international waterways. Studies of the 
variants regarding the cross-section of the upgrade and the alignment will be carried out within the 
framework of the German-Polish Working Group set up by the two ministers of transport. 
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Se-
rial 
no. 

Project Scope of work 

Invest-
ment 
costs, 
2001–
201566 
[€ m] 

New projects 660 

 Navigable waterways (maritime) (1)  20 

1 Lower Weser 
Nordenham—Bremen: deepen for Panamax ships with 
12.8 m full load draught up to Brake and 11.1 m (depending 
on the tide) up to Bremen  

20 

 Navigable waterways (maritime) (2–6)  640 

2 Main 67 
Confluence with Rhine—Aschaffenburg: deepen for large 
self-propelled barges and pushed convoys with 3.1 m full 
load draught 

30 

3 Danube Straubing—Vilshofen: river engineering work (variant A) 130 

4 Saale 67 Calbe—confluence with Elbe: upgrade (variant with Tornitz 
lock canal without weir (barrage) in the Saale) 69 80 

5 Moselle 67 Construct second lock chambers at Koblenz, Lehmen, 
Müden, St. Aldegund, Enkirch, Wintrich, Detzem, Trier 300 

6 Middle Weser Construct locks at Dörverden und Minden with 140 m mini-
mum useful length in conjunction with replacement 100 

 Total, first priority projects 5,100 
 

7.4.2 Second priority projects  
Because of the high level of the planning reserve, and because of a lack of profitability, 
no projects have been allocated to the “second priority” category.  

Other projects that were reported at a later date (deepening the Outer Weser, deepen-
ing the Lower and Outer Elbe) were not taken into account when the FTIP 2003 was 
drawn up. Because they were reported late, it was not possible to develop these pro-
jects to a degree where they could be evaluated. They will, however, also be studied in 
accordance with the FTIP methodology, and a decision will be taken on them when the 
results of these studies are available.  

                                            
69  The upgrade will depend on the findings of the ongoing studies and the associated nature conser-

vation questions. Dimensioning of the Saale Canal will be based on the mean immersion depth of 
the non-upgraded, free-flowing Elbe. In addition, before formal planning steps are initiated, it will be 
necessary to obtain the consent of the state of Saxony-Anhalt to release the section of river be-
tween the point where the canal branches off and its point of re-entry from its public use for trans-
port purposes upon completion of the Saale Canal.  
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8 Summary  
By publishing the Federal Transport Infrastructure Plan 2003 (FTIP 2003), the Federal 
Government is providing Parliament with an up-to-date basis for amending the existing  
upgrading acts (federal railway infrastructure, federal trunk roads); as far as the federal 
waterways are concerned, the Plan constitutes an up-to-date basis for planning. The 
Programme for Mobility in the Future, which was adopted by the Federal Cabinet on 
6 March 2002, is an integral component of the FTIP 2003. Under the heading “devel-
opment of Eastern Germany and upgrading in Western Germany”, the new Federal 
Transport Infrastructure Plan is based on the following key transport policy and social 
objectives:  
– ensure sustainable mobility;  
– enhance German competitiveness in the global economy in order to create and se-

cure jobs;  
– promote sustainable patterns of development;  
– create fair and comparable conditions of competition for all modes of transport;  
– improve safety for transport users and the general public;  
– reduce the use of nature, the landscape and non-renewable resources;  
– reduce emissions of noise, pollutants and climate change gases (primarily CO2);  
– promote European integration.  

All upgrading and new construction projects defined for the FTIP 2003 have been sub-
jected to a uniform evaluation using modernized evaluation methodology and based on  
– benefit-cost analysis,  
– environmental protection and nature conservation, and  
– regional planning (including urban development)  
criteria.  

The benefit-cost analysis (BCA) remains at the heart of the macroeconomic evaluations. 
In the FTIP 2003, not only the quality and quantity, but also the weighting of environ-
mental and nature conservation aspects within the scope of what is legally possible play 
a more important role than in the past. In the modernized procedure, regional planning 
aspects are, for the first time, captured using an independent evaluation component, 
with the evaluation methodology reflecting both the transport policy objective of ensur-
ing the competitiveness of the maritime industry and the special attention given to na-
tional seaports.  

On the basis of the 2001 to 2003 budgets and the current financial planning of the 
transport budget (departmental budget 12), and with an assumed roll forward of the es-
timate from 2007 to 2015, the financial framework for the rail, federal trunk road and 
federal waterway sectors for the period from 2001 to 2015 is around € 150 bn. Invest-
ment in the railways in the period up to 2015 – including the financial aid provided under 
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the Local Authority Transport Infrastructure Financing Act and from the regionalization 
funds – will be at the same level as investment in roads. The individual projects will be 
realized depending on the level of funding available each year.  

The FTIP 2003 earmarks € 82.7 bn for the maintenance of the existing networks of the 
federal railways, federal trunk roads and federal waterways. This means that the share 
of total investment earmarked for maintenance has been increased from 46 % in the 
FTIP ’92 to almost 56 %, and the main focus of investment has shifted from upgrading 
and new construction to maintenance. € 66.2 bn is earmarked for the upgrading of exist-
ing and the construction of new federal railway infrastructure, federal trunk roads and 
federal waterways. Investment in transport infrastructure is thus continuing at a high 
level. Moreover, investment for maintenance and investment for upgrading complement 
each other.  

Because previous experience has shown, especially in the case of large-scale projects, 
that sizeable shares of the funding will also be required after 2015, provision is made for 
a planning reserve for upgrading and new construction projects with a corresponding 
preparatory planning stage. The funding available in the planning reserve reflects the 
different number and size of the projects in the individual transport modes.  

The present FTIP 2003 illustrates that maintenance of the basic structure und the nec-
essary upgrading of transport infrastructure in line with requirements will continue to 
require major efforts. Investment totalling just under € 10 bn per annum will create and 
secure jobs, mainly in the construction industry and allied branches. At the same time, 
these sectors of our economy, which are important in terms of the economy as a whole 
and employment, are presented with reliable guidance. In addition, the FTIP 2003, with 
its medium- and long-term perspectives, provides other agencies responsible for plan-
ning with the framework data they require for coordination with their own planning activi-
ties.  
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9 Annex  
9.1 Maps  
9.1.1 Federal railway infrastructure 

Fig. 5 Federal railway infrastructure (FTIP ’92 projects scheduled for 
completion by 2015)  
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Fig. 6 Federal railway infrastructure (first and second priority projects, spatial 
impact, international projects)  
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Fig. 7 Federal railway infrastructure (major hubs and major junctions) 
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9.1.2 Federal trunk roads 

Fig. 8 Federal motorways  
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9.1.3 Federal waterways 

Fig. 9 Federal waterways (first priority projects)  
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Inland waterways 
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9.2 Tables  
9.2.1 Federal railway infrastructure  
Tab. 20 Ongoing and definitely planned first priority rail projects (details)  
 

Investment costs 70 [€ m] 
Expenditure 

Se-
rial 
no. 

Project 
Total To 2000 In 2001 

2002–
2015 

2001–
2015 

1 Work with a residual volume 
< € 50 m 

37,283.5 35,418.1 1,492.4 373.0 1,865.4

2 Upgrade the Lübeck / 
Hagenow Land—Rostock—
Stralsund line (VDE 1) 

770.3 338.0 36.7 395.6 432.3

3 Upgrade the Hamburg—
Büchen—Berlin line (VDE 2) 

2,290.3 1,678.0 48.5 563.8 612.3

4 Upgrade the Stelle—Lüneburg 
line 

229.6 0.0 0.0 229.6 229.6

5 Upgrade the Berlin—Dresden 
line 

359.2 0.0 9.2 350.0 359.2

6 Upgrade the Hanover—Lehrte 
line 

371.7 147.1 60.7 163.9 224.6

7 Upgrade the Löhne—
Braunschweig—Wolfsburg line 

214.9 93.5 3.4 118.0 121.4

8 Upgrade the Dortmund—
Paderborn—Kassel line 

450.7 356.9 27.2 66.6 93.8

9 Upgrade the Nuremberg—
Erfurt (VDE 8.1) line / construct 
new line 

3,618.0 304.3 49.6 3,264.1 3,313.7

10 Construct new line from Er-
furt—Leipzig / Halle / upgrade 
existing line (VDE 8.2) 

2,310.0 274.0 53.8 1,982.2 2,036.0

11 Upgrade the Leipzig—Dresden 
line (VDE 9) 

929.1 349.6 56.3 523.2 579.5

12 Upgrade the Paderborn—
Chemnitz line 

236.8 32.1 23.8 180.9 204.7

13 Upgrade the Karlsruhe—
Stuttgart —Nuremberg—Leipzig 
/ Dresden line 

1,499.2 389.7 89.0 1,020.5 1,109.5

14 Upgrade the Berlin—Frankfurt/ 
Oder line 

230.1 0.0 6.0 224.1 230.1

15 Upgrade the Cologne—Aachen 
line 

426.4 180.6 68.2 177.6 245.8

16 Upgrade the Hanau—Nanten-
bach line / construct new line 

135.5 0.0 0.0 135.5 135.5

17 Upgrade the Ludwigshafen—
Saarbrücken line 

398.6 37.6 28.1 332.9 361.0

18 Upgrade the Mainz—Mannheim 
line 

212.7 100.9 6.0 105.8 111.8

19 Upgrade the Fulda—Frankfurt 
am Main line 

302.2 191.8 0.0 110.4 110.4

20 Upgrade the Stuttgart—Ulm—
Augsburg line 

1,349.8 83.9 0.0 1,266.0 1,266.0

                                            
70  The 2001 und 2002 instalments are subject to the results of the review of the expenditure of federal 

funds used.  
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Investment costs 70 [€ m] 
Expenditure 

Se-
rial 
no. 

Project 
Total To 2000 In 2001 

2002–
2015 

2001–
2015 

21 Upgrade the Augsburg—
Munich line 

159.4 41.5 33.5 84.4 117.9

22 Upgrade the Munich—Mühl-
dorf—Freilassing line 

118.9 12.2 0.0 106.7 106.7

23 Upgrade the Ulm—Friedrichs-
hafen—Lindau line 

51.0 0.0 0.0 51.0 51.0

24 Upgrade the Karlsruhe—Offen-
burg—Freiburg—Basle line / 
construct new line 

1,412.0 1,060.7 42.3 309.0 351.3

25 CT / marshalling yards 1,046.3 736.6 14.7 295.0 309.7
26 Hubs, junctions  5,267.6 2,123.4 256.6 2,887.6 3,144.2

 Total (federal budget) 61,673.8 43,950.5 2,406.0 15,317.4 17,723.4
 Plus ERDF 209.0    209.0 209.0
 Grand total 61,882.8 43,950.5 2,406.0 15,526.4 17,932.4

 
9.2.2 Federal waterways  
Tab. 21 Federal waterway projects (first priority projects; with planning reserve, 

details) 
  

Investment costs [€ m] 
Expenditure  

Total To 2000 in 2001 
2002–
2015 

2001–
2015 

Ongoing and definitely planned projects 6,540.0 2,100.0 320.0 4,120.0 4,440.0
Navigable waterways (maritime) (1–6) 540.0 300.0 35.0 205.0 240.0
1. Kiel Canal (maintain basic structure) 254.5 170.5 11.5 72.5 84.0
2. Lower and Outer Elbe  

(deepen to 14.5 ) 
114.5 76.0 9.0 29.5 38.5

3. Outer Weser (deepen to 14.0 m) 51.0 24.0 11.5 15.5 27.0
4. Hunte (upgrade) 17.5 2.5 0.5 14.5 15.0
5. Coastal VTS systems 63.5 27.0 2.5 34.0 36.5
6. Minor projects incl. residual work from pre-

vious FTIPs (as of 2001)  
39.0 0 0 39.0 39.0

Navigable waterways (inland) (7–19) 6,000.0 1,800.0 285.0 3,915.0 4,200.0
7. Middle Weser (deepen) 47.0 13.0 0.5 33.5 34.0
8. Rhine-Herne Canal  

(residual upgrade east of Gelsenkirchen) 
71.0 8.5 8.0 54.5 62.5

9. Dortmund-Ems Canal  
(partial upgrade, southern section)  

651.5 224.0 49.5 378.0 427.5

10. Datteln-Hamm Canal  
(upgrade western section)  

69.5 35.5 0.5 33.5 34.0

11. Lower Rhine  
(improve stability of bottom)  

306.0 164.5 10.0 131.5 141.5

12. Middle Rhine (regulation)  356.0 237.5 2.0 116.5 118.5
13. Moselle  

(second locks at Fankel, Zeltingen)  
84.5 3.0 0.5 81.0 81.5

14. Main (deepen channel, Upper Main)  504.5 320.5 11.0 173.0 184.0
15. Coastal Canal (residual upgrade)  51.0 37.0 0 14.0 14.0
16. Elbe-Lübeck Canal (maintain basic struc-

ture)  
113.5 62.5 6.5 44.5 51.0

17. Havel-Oder Waterway incl. Hohensaa-
ten-Friedrichsthal Waterway (upgrade)  

586.5 34.0 5.5 547.0 552.5
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Investment costs [€ m] 
Expenditure  

Total To 2000 in 2001 
2002–
2015 

2001–
2015 

18. VDE 17 Mittelland Canal / Elbe-Havel 
Canal / Lower Havel Waterway/ Berlin 
Waterways (upgrade)  

2,310.0 660.0 127.0 1,523.0 1,650.0

19. Minor projects incl. residual work from pre-
vious FTIPs (as of 2001) 

849.0 0 64.0 785.0 849.0

New projects  660.0 — — 660.0 660.0
Navigable waterways (maritime) (1)  20.0 — — 20.0 20.0
1. Lower Weser (deepen)  20.0 — — 20.0 20.0
Navigable waterways (inland) (2–6)  640.0 — — 640.0 640.0
2. Main (deepen Lower Main)  30.0 — — 30.0 30.0
3. Danube (upgrade Straubing—Vilshofen 

section, regulating work in accordance 
with variant A)  

130.0 — — 130.0 130.0

4. Saale (upgrade, variant with Tornitz lock 
canal (without weir))  

80.0 — — 80.0 80.0

5. Moselle (second lock chambers) 300.0 — — 300.0 300.0
6. Middle Weser (extend locks in conjunc-

tion with replacement) 
100.0 — — 100.0 100.0

Total, first priority projects  7,200.0 2,100.0 320.0 4,780.0 5,100.0
 

9.2.3 Federal trunk roads (first and second priority projects) 
Tab. 22  Federal trunk roads – List of abbreviations and glossary of terms 

(German – English) 
 

Abbreviation Meaning 

AD Motorway Y-junction 

AK Motorway interchange 

AS Motorway junction (with non-motorway network) 

Bgr. National border 

Lgr. Federal state border 

OU Bypass 

N-OU, S-OU, T-OU Northern, southern, partial bypass, etc. 

n, s, sw North of, south of, southwest of, etc. 

N, S, NO North, South, North East etc. 

1. BA First construction phase 

T+R-Anlage Service area 

VUNO Sub-projects of the Northeastern Germany Transport Study  
(Lüneburg—Schwerin—Magdeburg—Wolfsburg area) 

FH Airport 

A A model projects (operator model for the widening of federal 
motorways) 
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F F model projects (operator model under the Private Sector 
Funding of Trunk Road Construction Act) 

VDE German Unity Transport Projects 

RWA SIA pool projects 

02/24/46 etc. Number of lanes (1st digit: today, 2nd digit: in the future) 

KK/KB/KL/BB etc. Hard shoulder (1st letter: today; 2nd letter: in the future;  
k = none, b = on both sides, l = on the left, r = on the right) 

Repayment Repayments to private sector investors for pre-financed projects

VKE Transport unit (section of federal trunk road with independent 
transport value) 

NB Subsequent evaluation 
 

German English 

Abstufung – danach Abstufung Downgrading – followed by downgrading 

Abzweig Turn-off 

Anbindung Link 

Anteil – Anteil Bund Share – Federal Government share 

Ausbau Widening 

Bahnhof Station 

Bahnparallele Road parallel to railway line 

Basistunnel Base tunnel 

Baustufe Construction phase 

Brücke Bridge 

DB-Strecke railway line 

Durchstich unter der DB Underpass under railway line 

Eckverbindung Spur  

Entlastungstunnel Relief tunnel  

Erweiterung Widening 

Grenzbrücke Border bridge 

Grenzübergang (GÜ) Border crossing point 

Hafen Docks 

im Bereich in the vicinity of 

Kernstadtentlastung Relieving congestion in town and city centres 

kleine Tunnellösung Small tunnel option 
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German English 

Lärmschutz integriert Noise mitigation integrated 

linkselbisch on the left of the Elbe 

Lückenschluss Gap closure 

Mitte Town/city centre 

Mittelteil, Mittelabschnitt Central section 

Netzergänzung, Netzschluss Network completion 

Nordabschnitt, nördl. Abschnitt, 
Nordteil Northern section 

ohne (o) excluding 

Ostteil Eastern section 

Prüfung Review 

Querspange Connecting road 

Querung Crossing 

Ring(straße) Circular (road) 

Spange Connecting road 

Stadtgrenze Town/city boundary 

Stadttunnel City tunnel 

Steige Incline 

Südteil, Südabschnitt Southern section 

Tangente Ring road 

Teilstück Stretch 

Tieflage Cutting 

Troglage Trough 

Umbau Reconstruction 

Umfahrung Bypass 

Untersuchung Study 

Verbindung Connection 

Verlegung;  ~ in …; ~ bei … Rerouting; ~ in …; ~ near … 

Verteilerkreis Roundabout 

Vorleistung Preliminary work 

Westteil Western section 

Zubringer Feeder road 
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