PART 2: DESCRIPTION OF REFORMS AND INVESTMENTS

A. COMPONENT 1: Protection of the territory and water resources

1. Description of the component

Summary box

Policy area/domain: Protection of the territory and water resources

Objective:

The safety of the territory, understood as the availability of water resources, the elimination
of soil, water and air pollution and the mitigation of hydraulic and hydrogeological risk, is a
fundamental aspect not only for protecting the health of citizens, but also for attracting
businesses, investors and tourism.

The objectives of this Action (“Component”) are as follows:
1) To strengthen the forecasting capacity of the effects of climate change;

2) To prevent and contrast the effects of climate change on hydrogeological instability
phenomena and on the vulnerability of the territory;

3) To safeguard the quality of the air and the biodiversity of the territory through the
protection of green and marine areas and soil;

4) To ensure the sustainable management of water resources along the entire cycle and the
improvement of the environmental quality of inland and maritime waters.

Therefore, this Action contributes significantly to the green transition by promoting a more
efficient and sustainable use of water resources and prevention actions against the risks
associated with climate change. Great attention is also paid to the digitalization of processes,
with particular reference to the digital management of water resources and the efficiency of
the networks, to be transformed into a “smart network™.




Summary box

Reforms and/or investments:

Objective 1. To strengthen the forecasting capacity of the effects of climate change

Investment 1.1. Implementation of an advanced and integrated monitoring and forecasting
system

Objective 2. To prevent and contrast the effects of climate change on hydrogeological
instability phenomena and on the vulnerability of the territory

Investment 2.1. Measures for flood risk management and hydrogeological risk reduction

Investment 2.2. Interventions for the resilience, the enhancement of the territory and the energy
efficiency of the Municipalities

Reform 2.1. Simplification and acceleration of the procedures for implementing interventions
against hydrogeological instability

Objective 3. To safeguard the quality of the air and the biodiversity of the territory
through the protection of green and marine areas and soil

Investment 3.1: Protection and enhancement of urban and peri-urban forests
Investment 3.2: Digitization of national parks

3.2.a: Nature conservation - monitoring of pressures and threats on species and habitats
and climate change

3.2.b: Digital services to visitors to national parks and marine protected areas

3.2.c: Administrative simplification - Digitisation and simplification of procedures for
services provided by Parks and Marine Protected Areas

Investment 3.3: Re-naturification of Po area

Investment 3.4. Remediation of “orphan-sites soil”

Investment 3.5: Restoration and protection of the seabed and marine habitats
Reform 3.1. Adoption of national programs on air pollution control

Objective 4. To ensure the sustainable management of water resources along the entire
cycle and the improvement of the environmental quality of inland and maritime waters

Investment 4.1. Investments in primary water infrastructures for the security of water supply

Investment 4.2. Reduction of losses in water distribution networks, including digitization and
monitoring of networks

Investment 4.3. Investments in the resilience of the irrigation agrosystem for a better
management of water resources

Investment 4.4. Investments in sewerage and purification

Reform 4.1. Simplification of legislation and strengthening of governance for the
implementation of investments in the water supply infrastructures

Reform 4.2. Measures to ensure full managerial capacities for integrated water services_

Estimated cost overall: 15,06 billion, requested under RRF




2. Main challenges and objectives

The Action represents a clear and effective response to the priority challenges identified for
Italy in the Council Recommendation of 20 July 2020 on “the 2020 National Reform
Programme of Italy and delivering a Council opinion on the 2020 Stability Programme of Italy”
(published in the Office Journal of the European Union n. 2020/C 282/12). In the
aforementioned document, the Council of the European Union highlighted, among other things,
that Italy is very vulnerable to extreme meteorological phenomena and hydrogeological
catastrophes, and that infrastructural deficits in water management generate an environmental
and health impact that entails considerable costs and loss of income for the Italian economy.

Overall, the Action is coherent with the priorities of the European Green Deal, in particular
with the Climate Action and the European Biodiversity Strategy 2030. The Action is also
coherent with the new EU Climate Adaptation Strategy. Through the national planning process,
its coherence and complementarity will be ensured with the policy objective "A greener
Europe" of the cohesion policy 2021 - 2027 (specific objectives b.4 "promoting adaptation to
climate change, risk prevention and resilience to disasters" and b.5 "Promoting sustainable
water management").

The investments and reforms proposed in the Component are fully in line with the priorities
established in the national investment strategies and plans, consistent with the European
framework defined as a priority by the Flood Risk Directive (2007/60 / EC) and the main
directives in the integrated water sector, such as the Water Framework Directive (2000/60 /
EC), the Drinking Water Directive (1998/83 / EC) and the Urban Waste Water Treatment
Directive (1991/271 / EC).

In particular, investments in water resources are defined in the "National plan of interventions
in the water sector”", currently divided into a "aqueducts" section, on the initiative of the
Regulatory Authority for Energy, Networks and the Environment (ARERA) and the Ministry
of Infrastructure and Transport, and in a "invasi” section, on the initiative of the Ministry of
Infrastructure and Transport (Directorate General for Dams and Water and Electricity
Infrastructures).

Investments in purification are instead defined in the “Plan for the collection and purification
of wastewater and overcoming EU infringement procedures” of the Ministry of the
Environment and Protection of the Territory and the Sea (formerly MATTM, now MiTE).

Furthermore, at the local level, there are the "Hydrographic District Plans" for the various uses
of water resources (irrigation, industrial, civil, electricity) and the "Area Plans" for the
Integrated Water Service, which define the priorities for intervention and investments. in water,
irrigation and purification infrastructures in the various hydrographic districts and territorial
areas.

With specific reference to the issue of the integrated water service tariff, since 2012 the tariffs
have been regulated by the Regulatory Authority for Energy, Networks and the Environment
(ARERA) as a national regulator in line with the EU principles of cost coverage and the
"polluter pays principle". With Resolution 580 of 27 December 2019, ARERA approved the
Method for the 2020-2023 tariffs, a regulatory scheme which, in full consistency with the
European regulatory framework, intends to bring up to date those who are behind in terms of



national standards and ensure the objectives of efficiency in operating and management costs,
as well as greater awareness of citizens regarding their habits. '

Finally, investments for the reduction of hydrogeological risk are fully in line with the priorities
established by the National Strategy for mitigation and adaptation to climate change, the
National Strategy for the protection of forest heritage and the development of its supply chains,
as well as the "National Plan for the mitigation of hydrogeological risk, the restoration and
protection of the environmental resource" (so-called Proteggitalia), referred to in the DPCM of
20 February 2019. The latter Plan pursues the formation of a unitary framework of needs and
is structured around different areas and intervention measures (emergency measures, prevention
measures, maintenance and restoration measures, as well as simplification and governance
strengthening measures).

The measures of the Component are therefore defined within a broader and more general
framework to ensure the complementarity of the various programs and full synergy with other
European and national funds. In this regard, it is planned to integrate and strengthen the
investments envisaged in the PNRR with:

- EAFRD resources (1 billion euro) for sustainable forest management actions, with
particular reference to the prevention of forest fires and the restoration of areas affected by
disasters;

- REACT-EU resources for the reduction of losses in the water distribution network (313
million euros);

- Ordinary national resources, as provided in particular by the latest Budget Law, for
interventions to combat hydrogeological instability (160 million euros) and for the
resilience and enhancement of the territory in the municipalities (600 million);

a) Main challenges
Significant negative impact of hvdrogeological instability on the population and on the
economic and productive fabric of Italy

- According to the data collected by the Higher Institute for Environmental Protection and
Research (ISPRA) and reported in the Report on hydrogeological instability in Italy (2018
edition), 7,275 municipalities (91% of the total) are at risk from landslides and / or floods;
16.6% of the national territory is classified as particularly dangerous; 1.28 million inhabitants
are at risk of landslides and over 6 million inhabitants at risk of floods. Only with reference to
the landslide phenomenon, major events (those that caused deaths, injuries, evacuees and
damage to buildings, cultural heritage and infrastructures) number a few hundred a year and
this number is constantly rising: 70 events in 2011, 85 in 2012, 112 in 2013, 211 in 2014, 311
in 2015, 146 in 2016, and 172 events in 2017.

- There are huge costs for the restoration from damages and the reconstruction of the territories
affected by emergency events: only in 2018, with the Legislative Decree 119/2018 (tax decree)
and the law 145/2018 (budget 2019), more than 3.1 billion EUR were allocated for the

In the context of water tariffs for agricultural use, there are regional regulations to quantify water uses for irrigation
(based on the guidelines issued by MIPAAF with DM 31/07/2015), as well as a database (Webgis SIGRIAN) to quantify
collective and individual water uses (and allow monitoring of illegal abstractions).



mitigation of hydrogeological risk in areas where disasters had occurred and a state of
emergency had been declared.

The amounts assigned to the Fund for National Emergencies (FEN) from 2014 to 2021 to
address hydrogeological risk amount to 1.7 billion, against a much higher amount requested by
the Regions.

Delays in the implementation of hvdrogeological risk reduction projects

- The project selection procedure and the method of transferring financial resources is complex
and lengthy, and the awarding by tender, often conducted by small local authorities, has led to
delays in the time required for carrying out the works. Added to this is the limited number of
projects that can be set up, which the establishment of planning funds has only partially
overcome.

- The identification of extraordinary commissioners to address issues of hydrogeological
instability has signalled the beginning of an improvement in the overall spending capacity.
However, not being equipped with adequate technical support structures, often for the
performance of the contracting authority functions, and sometimes also for the verification /
approval of projects, the Commissioners rely on local authorities, whose weakness constitutes
a bottleneck for the progress of procedures.

- Also with reference to the activities of residual risk reduction and restoration of damage
following a calamitous event, in most cases the local administrations are identified as
implementing subjects. They indicate to the person responsible for the implementation of the
measures (Delegated Commissioner/Region/Autonomous Province) the interventions to be
implemented and manage their implementation. The task of the person responsible is to identify
the priority interventions by coordinating the activities within the territory and this planning
often requires numerous discussions and refinements.

Fragmented and inefficient management of water resources, characterized by high losses and
incomplete systems

- Lack of strong public governance at the basin level to ensure integrated management of water
resources - for civil, irrigation and industrial use - and of solid wholesale managers from a
technical and financial point of view.

- Lack of extraordinary maintenance interventions and the need to complete and upgrade primary
water supply systems, in order to increase the efficiency and resilience of water infrastructures
and water schemes for potable and/or irrigation use.

- Fragmentation of the managers in the Integrated Water Service (there are 290, more than 3 for
the Optimal Territorial Area) and poor effectiveness and industrial capacity of the subjects
implementing investments in the water sector in the South.

- Lack of measurement and knowledge about the effective water volume used in agricultural
sector, both for collective irrigation by Local Agencies for Water Management - LAWM (the
irrigation and reclamation bodies) and for self-supply.

- High level of water resource losses: in distribution for civil uses, the average loss is 41% (51%
in the South) and causes rationing in periods of drought. Even in irrigation use, the losses are
very high and the possibilities for improving efficiency are significant. “Intelligent”
extraordinary maintenance is therefore required, using digital tools and pressure regulation in
order to efficiently reduce leaks.



Sewerage and purification not in line with Community Directives, especially in the South

- 4 infringement procedures have been opened by the EU against Italy, for more than 900
agglomerations which do not comply with the requirements of Directive 91/271/EEC They are
concentrated in Sicily (255 cases), Calabria (190), Campania (104), as well as in Lombardy
(147 cases).?

- There are delays in spending the funds available for the Integrated Water Service (SII) in the
South. The data from the Department for Cohesion Policies and the Agency for Territorial
Cohesion show that funds and contributions (from the EU) are available for the Integrated
Water Service - ESI - and national - FSC funds), but that the spending capacity is rather limited?.
Currently, around EUR 4 per capita per year vs. EUR 40 per capita per year nationwide.

Loss of biodiversity and ecosystem services

- In order to improve the effectiveness and efficiency of the system of national protected areas
responsible for safeguarding the most at-risk treasure chests of the country's biodiversity and
ecosystem services, action is taken through a digital infrastructure of management tools and
services to citizens and visitors. It is recalled that the loss of biodiversity reduces agricultural
yields and fish catches, increases economic losses due to floods and other disasters, and
deprives us of potential new sources of medicines. Through digitalisation, the managing bodies
of protected areas will be able to increase the accuracy and timeliness of their actions to prevent
threats from climate change and, at the same time, ensure the conditions for the growth of a
nature-based economy that ensures territorial protection and sustainability of social and
economic dynamics

Lack of digital, smart and organic management of information and monitoring systems

- Climate change and short-sighted planning have made our territory, already very fragile, subject
to increasing risks and problems that affect the lives of citizens and that now require to impose
a careful management of the territory to avoid that resources that today we consider abundant
become rare in the near future. In order to improve the effectiveness and efficiency of
investments in land and water infrastructures and in the protection of the territory, it is necessary
to have: (i) integrated surveillance/monitoring system to deploy both preventive measures,
targeted interventions to optimize the use of resources and emergency management
interventions; (i) monitoring of water networks to detect malfunctions and reduce waste; (iii)
monitoring of irrigation uses of water resources both on collective networks and for private uses
(iv) monitoring of water infrastructures for the prediction of their useful life and the planning /
verification of maintenance interventions; (v) monitoring of Waste eater treatment plants
(WWTPs) with potential for irrigation reuse.

Contaminated soils and “orphan sites”

2 Since May 2018, Italy has been ordered to pay 30 million euros for each six-month delay in bringing the over
70 agglomerations over 15,000 equivalent inhabitants without adequate sewerage systems and purifiers into
compliance with the law.

3 For the 2007-2013 and 2014-2020 programming cycles, the total amount of public resources available is €
10.3 billion. Of these, about 83% is destined for the territories of the South and the Islands, 12% to the North
and 3% to Central Italy. The area of the South and the Islands is experiencing significant delays: the rate of
completion of the interventions in July 2019 was "only" at 18%, for an amount of 760 million euros of
expenditure, while 22% of the projects, corresponding to 1,464 million euros in loans, has not yet started.



1)

In Italy, the total surface of contaminated sites is (ha) 18.026 and the surface of sites likely
contaminated (still under assessment) is (ha) 14.185.

Within these areas, there are a number of contaminated sites where the polluter cannot be
identified and the site owner is not liable anymore and therefore the polluter pays principle
cannot be fully applied. Those sites, referred as “orphan sites”, are been defined from the legal
point of view, with the provisions of the Ministerial Decree n.269 of 29th December 2020.

Despite the lack of a specific estimation of the orphan sites, there is clear evidence that the
problem affects a lot of municipalities and constitutes a risk for the population, the environment,
and indirectly for the economic growth of the concerned territories and the neighbouring
industrial areas.

b) Objectives

To strengthen the forecasting capacity of the effects of climate change

Develop a future-proofed and integrated surveillance/monitoring system to deploy both
preventive measures (planned maintenance of the territory and maintenance/ upgrades of
infrastructures), targeted interventions to optimize the use of resources and emergency
management.

2) To prevent and contrast the effects of climate change on hydrogeological instability phenomena
and on the vulnerability of the territory;

3)

Mitigate the risks related to hydrogeological instability by combining structural and non-
structural measures, in order to reduce the damage caused by the increasingly frequent extreme
weather events;

Increase the resilience of territories affected by calamitous events of a hydrogeological nature
by improving the integration of post-event measures aimed at reducing residual risk with
preventive ones. Promote the resumption of normal living and working conditions in the
territories affected by flood and weather events;

Increase the resilience of territories in urban areas through interventions aimed at reducing their
vulnerability to the negative effects of climate change and through preventive and mitigation
actions aimed at favoring the enhancement and sustainable development of the territory.

To safeguard the quality of the air and the biodiversity of the territory through the protection of
green and marine areas and soil

Introduce relevant measures for the reduction of the emissions of the air pollutants and
greenhouse gas emissions;

Strengthen green urban and peri-urban green areas and equip national protected areas with
digital tools to monitor biodiversity, prevent threats from climate change, improve quality of
use and simplify permit processes

Contribute to the recovery of the ecological PO area, consisting of considerable diversity of
environments (e.g., shores, islands, sandbars, etc.) which must be protected and restored.



Provide large-scale interventions for the restoration and protection of the seabed and marine
habitats in Italian marine waters aimed at reversing the trend towards the degradation of
Mediterranean ecosystems enhancing their resilience to climate change.

To give the land a second use, fostering its re-entry into the real estate market, reducing the
environmental impact, and promoting the circular economy. This general objective will be
reached by taking actions for the identification of orphan sites, their characterization, and their
remediation if necessary.

4) To ensure the sustainable management of water resources along the entire cycle and the
improvement of the environmental quality of inland and maritime waters

Improve the security of water supply by planning extraordinary maintenance, upgrading and
completion of water supply systems (dams, reservoirs, diversions and supply networks),
including through monitoring and control systems for identifying the main vulnerabilities.
Primary water infrastructures for civil, agricultural, industrial and environmental uses must be
made efficient and resilient, with a view to adapting to climate change in progress, so as to
ensure the overcoming of increasingly frequent water crises and an "emergency ".

Increase the efficiency and resilience of the irrigation agroecosystem to extreme climatic
events, such as instability and drought, by investing both in infrastructural interventions and in
monitoring uses (through the digitization, technological innovation of networks and data
collection systems), for a better and more sustainable management of water resources and a
reduction in losses.

Encourage the quantification and metering of water volume used in agriculture, both for
collective irrigation by Local Agencies for Water Management (the irrigation and reclamation
bodies) and for self-supply as a prerequisite for reaching water pricing policie based on the
actual volumes for promoting an efficient use of water resources, and to reduce illegal water
withdrawals in rural areas.

Obtain a significant reduction in the dispersion of water in the water distribution networks, also
with the aid of new technologies, to favor the complete transformation of the networks into a
"smart network" and increase the resilience of systems to climate change.

Achieve a higher quality of inland and maritime waters through investments in purification and
wastewater treatment plants, which have beneficial effects on public health and the environment
and allow for a reduction in infringements of Community directives;

Contribute to overcoming the water service divide between the South and the Center-North of
the country, giving a concrete impetus to the start of industrial management in areas of the
country where the integrated service has not yet been entrusted to managers able to guarantee
effective implementation of interventions.

3. Description of the reforms and investments of the component

Objective 1) To strengthen the forecasting capacity of the effects of climate change

Investment 1.1: Implementation of an advanced and integrated monitoring and forecasting
system

Challenges



Climate science and models clearly show how climate is already changing, and further change is
unavoidable: the planet’s temperature has risen by about 1.1 degrees on average since the 1880s
making weather and climate extremes (e.g. heat waves, extreme rains and snow falls, winds) more
frequent and severe, and additional warming will be inevitable even after cessation of emissions4.

Climate change and short-sighted planning have made our territory, already very fragile, and
several infrastructures subject to increasing risks. Being able to monitor and predict these risks in
a granular way, leveraging state of the art knowledge and technologies, is a prerequisite to optimize
the resources allocation and to ensure the appropriate prevention and resiliency plans for the
territory and the infrastructures.

Objectives

The objective is to develop a future-proofed and integrated surveillance/monitoring system to
deploy both preventive measures (planned maintenance of the territory and maintenance/ upgrades
of infrastructures), targeted interventions to optimize the use of resources and emergency
management. The system will be built around four building blocks:

- Remote sensing applications and data field sensors: Collection and homogenization of data
from land, sea, agricultural crops, and urban context leveraging both satellite observation
systems, unmanned aeronautical systems, ground based sensors and Information systems of
facilities on the territory (integrating all the map assets of the AGEA air flight database). A
crucial aspect of the project will be the choice of sensors to be installed and their location:
CCTV (video cameras), ANPR (license plate readers), Radar, Electro-Optical Systems and
Environmental sensors.

- Telecommunications network: Continuous operation with most advanced security requirements
guaranteeing the protection of information. The communication system allows operators in the
Control Rooms to coordinate personnel in the field who may belong to different organizations
(ARPA, civil protection, carabinieri, police, etc.). The project considers already available
infrastructure transmission network (backbone) and the design/provision of additional
communications networks which may be necessary.

- Central and Regional Control Rooms: heart of the system and allows operators to access the
information collected by the field through a system of Command and Control highly
sophisticated. Acquires heterogeneous and diversified information sources and integrates
different vertical systems, each oriented to a specific function, providing a synthetic view of
the situation: e.g., climate events probabilistic projections with granular geographical
resolution, real-time data integration and management (analysis of signals from on-site sensors
and environmental monitoring units), modelling and simulation of interventions (through 3D
modelling of land and Earth digital twin), predictive maintenance through data analytics and
machine learning (analysis of subsidence and landslides, status pollutants, soil moisture and
vegetative state, analysis of anthropic activities).

- Cyber-security systems and services: fundamental component of the proposed system to protect
from dedicated and specific cyberattacks.

The applications of this Integrated Monitoring System are modular and scalable to manage
multiple "verticals" of the Italian heritage (i.e, a nature, agriculture and biological ecosystem as
well as relevant infrastructures exposed to extreme climate events) with possible synergies and
with the aim of extending its use to multiple stakeholders in parallel. In the short-term, 5 “use-
cases” will be prioritized:

4 A Climate Resilient Europe, European Commission Directorate-General for Research and Innovation, 2020



- Hydrogeological instability monitoring: INSAR technology (Interferometry Satellite Radar)
allows to identify and monitor slow kinematic deformation phenomena with millimeter
precision, providing the evolution in time, even in historical, over vast areas of the territory and
on single structures. The results of the analysis allow the early detection of phenomena of
instability (landslides, subsidence) and, in complement to traditional technologies, can guide
interventions with instrumental monitoring systems.

- Smart Agriculture: Satellite images and drones monitoring allow to evaluate site
characterization, crop zoning, and real-time data management for yield analysis and crop health
status. Precision farming will enable significant benefits: resource saving, conscious
management of water, targeted and careful management of fertilizers, respect for the
phenological cycle of plants, etc.

- Maritime and coastal pollution monitoring: The integration of multi-source data allows to
provide services to support the conservation of the coastal environment e.g., monitoring of
coastal waters in terms of pollution (e.g., “oil spill” and marine litter prevention — in line with
“Global partnership on marine Litter” and and, as the plastic-free healthy Mediterranean sea
pilot, launched by the “Bluemed” initiative), monitoring of water quality, assessment of coastal
erosion trends also through the extraction of wave and wind fields, support to the monitoring
of coastal landslides and subsidence phenomena.

- Environmental crimes identification: Multi-temporal analyses from high-resolution aerial data
allow the identification of suspicious areas in the territory on which to perform inspections, also
leveraging drones. This will be particularly effective in tackling illegal disposal of waste
affecting central and southern Italy (e.g. “Terra dei Fuochi”’) and open-air waste combustion.
Furthermore, monitoring activities could be addressed to strategic waste treatment plants.

- Emergency support (natural disasters): Satellite analysis is the first data available that can
provide information about very large areas even in remote locations and in a short time with
detailed maps on: e.g., event extension (delineation), damage analysis (grading).

Implementation

The implementation foresees a “preliminary design” phase carried out by the MITE, with the
support of the Civil Protection Department. Coordination with other Ministries will be deployed
for specifications development and on a case-by-case basis, depending on the objective of the use-
case (e.g., MIPAAF on Smart Agriculture). A call for tender, organized by MITE together with the
Civil Protection Department, will be intended for private infrastructure entities in co-funding for
the improvement of proprietary monitoring systems, and for public entities for the creation of the
new “Center” to serve the territory.

Target population: cities and urban and rural territories of the entire country, with focus on the
areas characterized by greater risk and criticality.

Timeline: the expected milestones for initiative are: approval of the detailed operational plan (by
Q3 2021); launch of the calls for tender (by Q4 2021); successful completion of the Preliminary
Design of the integrate monitoring system (by Q1 2023); start of Operations/utilization Phase (by
Q2 2024)

State aid: not relevant (the measure will be implemented through public procurement managed by
public entities)

Objective 2) To prevent and contrast the effects of climate change on hydrogeological
instability phenomena and on the vulnerability of the territory
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Investment 2.1. Measures for flood risk management and hydrogeological risk reduction

2.1.a)

Challenges:

The threats due to hydrogeological instability in Italy, exacerbated by the effect of climate change,
compromise the safety of human life, the protection of productive activities, the protection of
ecosystems and biodiversity, the protection of environmental and archaeological assets, agriculture
and tourism. To reduce emergency interventions, increasingly necessary due to frequent disasters,
it is necessary to intervene in a preventive way, through a broad and widespread program of
measures.

Objectives:

Securing of built-up areas and hydrographic basins exposed to hydrogeological risk;
Environmental remediation and mitigation of the effects of climate change;
Greater level of control and management of flood risk;

In order to achieve the indicated objectives, it will be necessary to combine structural measures
(such as those aimed at securing landslides or reducing the risk of flooding in metropolitan areas)
with the additional non-structural measures envisaged by the water and flood risk management
plans, focused on active maintenance of the territory, requalification, monitoring and prevention.
Furthermore, in order to preserve and improve the state of water bodies and reduce land
consumption, it will be necessary to increase the use of "nature-based" and "land-based"
interventions, which allow for the integration of risk mitigation needs. with the protection and
recovery of ecosystems and biodiversity.

These interventions benefit from complementary resources of 160 million euros from the
appropriations of the Budget Law.

Furthermore, in addition to the measures described, interventions for sustainable forest
management, with particular reference to the prevention of forest fires and the restoration of areas
affected by disasters; will be financed by the EAFRD (for 1 billion euro).

Implementation:

The interventions may concern the entire national territory and, as regards structural measures,
will be selected by the MITE starting from those inserted in the ReNDiS database on the basis of
technical and objective criteria (such as people and goods at risk, the frequency of calamitous
events to be addressed, the approved design level and the construction site), considering the
necessary compatibility with the timing of the Recovery Plan (dictated not only by the design
maturity, but also by the type and size of the intervention).

Thus, the investments — some of which located in urban areas - will be equally distributed across
regions on the basis of the territorial area, the resident population in the region and the risk of
landslides, flood and coastal erosion. Although the interventions are addressing a nationwide need,
the priority areas are identified by the regions, with the help of the territorial competent River
Basin Authorities, in order to address the most significant risk situations.

As regards the methods of implementation, starting from Legislative Decree 91/2014,
interventions regarding hydrogeological instability are implemented by the Presidents of the
Regions as extraordinary Government Commissioners. However, even within the same regulatory

framework, the regional administrations do not act in the same way and in many cases the
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Commissioners, lacking adequate technical support structures, delegate the implementation of the
interventions to the beneficiary Municipalities. This situation is part of the motivation behind
reform no. 2.1 which aims, inter alia, at strengthening the technical structures of the
Commissioners.

Target population: inhabitants of areas classified as at greatest risk, throughout the national
territory.

Timeline: project selection by Q4 2021; award of the works by Q4 2023; completion of the works
by Q2 2026.

State Aid: not relevant (resources allocated by public entities through public procurement

2.1.b)

Challenges:

The threats due to hydrogeological instability in Italy, exacerbated by the effect of climate change,
compromise the safety of human life, the protection of productive activities, the protection of
ecosystems and biodiversity, the protection of environmental and archaeological assets, agriculture
and tourism. To reduce emergency interventions, increasingly necessary due to frequent disasters,
it is necessary to intervene in a preventive way, through a broad and widespread program of
measures.

Objectives:

Integration of post-disaster measures aimed at reducing residual risk with preventive ones;
Increase of resilience in local communities affected by calamitous events.

In the areas affected by disasters, interventions will be carried out to restore damaged public
structures and infrastructures (¢ype E interventions) and to reduce residual risk strictly connected
to the event and aimed primarily at protecting public and private safety, in line with existing
programming and planning tools (type D interventions).

Implementation:

With reference to the interventions resulting from calamitous events, for which the declaration of
the national state of emergency has occurred, the residual risk mitigation and restoration action is
carried out on the basis of investment plans drawn up at a local level and approved by the Head of
the Civil Protection Department.

Target population: inhabitants of areas affected by disasters.

Timeline: approval of the intervention plans / investment plans by the responsible party (Delegated
Commissioner / Region / Autonomous Province) by 2021; award of 100% of the works by Q2
2025; completion of the works by Q2 2026.

State Aid: not relevant (measure includes interventions carried out by public entities; there are no
measures to support enterprises or private entities).

Investment 2.2. Interventions for the resilience, enhancement of the territory and energy
efficiency of the municipalities

Challenges:
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In urban areas, where the majority of the population lives, some of the most delicate challenges
are concentrated. Climate change and the increase in the frequency of extreme events observed
make it increasingly urgent to address the geological-hydraulic criticalities in cities, such as floods,
erosion and gravitational instability, and the consequent damage (consisting, among other things,
of deterioration of the building stock, damage to the underground service networks and
interruptions to the road network).

Nevertheless, on the basis of ISTAT data, has been estimated a contraction of about 40% of local
Authorities investments in the period 2008-2017 (-6.5 billion of euro). The discussions with local
authorities revealed that this trend was due to budget constraints that involved lack of resources
and complexity and uncertainty of public finance rules. To reverse the above-mentioned trend,
starting from 2019, has been adopted a simplification of the system of public finance constraints
aiming to allow local authorities medium-term planning; in this context, the investment detailed
below represents the completion of the strategy adopted for the revamping of investments aimed
at resilience, enhancement of the territory and the energy efficiency of the Municipalities.

Objectives:

The investment in question aims to increase the resilience of the territories and promote their
enhancement and sustainable development, through a varied set of interventions, of medium-small
size, located in urban areas. The safety measures, aimed at reducing the vulnerability of territories
to the negative effects of climate change and limiting damage, are accompanied by preventive and
mitigation actions with respect to climate change and promote energy sustainability within the
territories.

The planned interventions have, in particular, the objective of Prevention and mitigation of risks
connected with hydrogeological risk and safety of the inhabited areas exposed to these risks;
Making buildings safe (through seismic improvement and adaptation interventions); Energy
efficiency of buildings and public lighting systems.

Implementation:

The interventions have already been the subject of current legislation and concern the urban areas
of the entire national territory (they will affect municipalities).

The implementing bodies are the Municipalities. In particular, the resources are assigned to the
Municipalities by decrees of the Ministry of the Interior.

Target population: inhabitants of urban areas throughout the national territory.

Timeline: Q2 2026

The investment consists of two submeasures, indicated below. Both contribute to challenges and
objectives of the component, in particular the objective 1 (to prevent and contrast the effects of
climate change on hydrogeological instability phenomena and on the vulnerability of the territory),
through the revamping of the local authorities’ investments.

The implementation procedure provides for constant monitoring of the implementation of the
interventions. In the event of non-compliance with the deadline for the start of the works or with
the other conditions laid down, the same contribution shall be cancelled, in whole or in part, and
reallocated.

SMALL PUBLIC WORKS (about 39.000 works for an average amount of about 75.000€)
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First submeasure is aimed to stimulate small public works, easy to carry out and with direct effects
on the territories concerned, of sustainable land development, safety of schools, public buildings
and municipal heritage, removal of architectural barriers, respecting the environment and the
landscape and limiting the consumption of the territory. The small public works also concern
energy efficiency interventions that may contribute to the objectives and the challenges of the
component “Energy efficiency and building requalification”.

The local authorities that may obtain the contribution are all the Italian Municipalities. The
financial contribution®, for each year from 2020 to 2024, is calculated, on the basis of resident
population on the date of 1/1/2018.

The interventions that can be carry out by Municipalities are the follow:

a) Promotion of territorial development aimed at protecting the environment and the territory;

b) safety of schools, public buildings and municipal heritage, removal of architectural barriers;

¢) Energy efficiency of public buildings also through the installation of plants for the production of
renewable energy.

MEDIUM PUBLIC WORKS (about 7.200 works for an average amount of about 450.000 €)

Second submeasure is aimed to stimulate medium public works in safety of public buildings and
municipal territory. The submeasure also concern energy efficiency interventions that may
contribute to the objectives and the challenges of the component “Energy efficiency and building
requalification”.

The local authorities that may obtain the contribution — presenting specific application — are all the
Italian Municipalities. The financial contribution, for each year from 2020 to 2024, is calculated,
on the basis of resident population.

The financial contribution is allocated on the basis of the follow order of priority:
(a) Investments in the safety of the territory at hydrogeological risk;
(b) Investments in the safety of roads, bridges and viaducts;

(c) Investments in the safety and energy efficiency of buildings, with priority to school buildings,
and other facilities owned by the municipalities.

The distribution of the financial contribution shall take place on the basis of progress of works.

State Aid: not relevant (resources will be allocated exclusively to municipalities that will use them
trough public procurement.

Reform 2.1. Simplification and acceleration of the procedures for implementing
interventions against hydrogeological instability

Challenges:

In its investigation relating to the 2016-2018 planning fund, the Court of Auditors highlighted the
absence of an effective national policy to combat hydrogeological instability, of a preventive and
non-emergency nature; the difficulty of administrations in incorporating the protection of the
territory into their ordinary functions; the weakness of the subjects implementing the interventions

5 Doubled for 2021.
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and of the Extraordinary Commissioners / Presidents of the Region, who do not have dedicated
technical structures. The Court of Auditors also underlined the procedural stickiness, the absence
of adequate controls and a unitary system of databases.

Objectives.:

Simplification of project implementation and financing procedures.

Strengthening of the extraordinary Commissioners and strengthening of the technical structures
to support them in the design, procurement and supervision of projects.

Strengthening the operational capacity of the district and provincial authorities.
Systematization of information flows in order to eliminate redundancy in reporting between the

various information systems of the State.

Some corrective actions have already been introduced with the so-called "Simplification Decree"
(Law 11 September 2020, n. 120), which also provides that:

the Extraordinary Commissioners for hydrogeological instability can avail themselves of
technical assistance and operate in derogation from the Code of Public Contracts, always in
compliance with the mandatory constraints deriving from belonging to the European Union;
the maximum deadline for issuing opinions at the conference of services is thirty days.

Implementation:

In order to speed up the whole process of planning, programming and implementing the
interventions, other actions to reform the current legislation have been undertaken by the Ministry
of the Environment. One of the most important is the revision of the Prime Ministerial Decree of
28 May 2015 (containing the criteria and methods for establishing the priorities for assigning
resources to the interventions), with which the aim is to simplify the preliminary procedure for
projects, including:

the involvement of the District Authorities right from the insertion of the interventions in the
ReNDiS database (so as to instruct, for the purposes of selection, only the interventions that
have already obtained a positive opinion from the same Authority);

the standardization of processes by establishing timelines for each phase;

updating of the classification criteria on a technical-scientific basis, with the support of ISPRA;
the inclusion of financial penalties in the event of a slowdown in spending by the Region.

Furthermore, a Decree Law is being defined by the competent Offices of the Ministry of the
Environment which aims to further simplify the various processes, to insert innovative elements
in terms of interoperability of IT reporting systems, to rationalize and systematize the regulatory
framework of the sector. The provision provides for the strengthening of the operational capacity
of Government Commissioners, also through the use of in-house state companies. Furthermore -
to lay the foundations for a future, gradual return to ordinary management of resources - it has
been planned to strengthen the role of the Provinces, setting up a specialized office within them
for the activities of contrasting hydrogeological instability, of which the Commissioner can also
avail.

Finally, a strengthening of the control at central level is envisaged, with the establishment of a
technical control room at the MITE (formerly MATTM) and the possibility of activating a National
Task Force for specialized technical support for implementation.

Target population: cities and urban and rural territories of the entire country, with particular

reference to the areas characterized by greater risk and criticality.

Timeline: final approval of the decree law and revision of the Prime ministerial decree (DPCM) of
28 may 2015 by Q2 2022.
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Objective 3) To safeguard the quality of the air and the biodiversity of the territory through
the protection of green and marine areas and soil

Investment 3.1: Protection and enhancement of urban and peri-urban forests

Challenges:

Italian cities are increasingly exposed to problems related to air pollution, the impact of climate
change and the loss of biodiversity, with evident negative effects on the well-being and health of
citizens (more than 65,000 premature deaths per year in Italy due to PM2.5 particles alone). This
makes it important to implement measures aimed at environmental sustainability and the
enhancement of the territory in the urban environment.

Objectives:

In line with national and European Union strategies, the project includes a series of large-scale
actions aimed primarily at the 14 metropolitan cities, to improve the quality of life and well-being
of citizens through the development of urban and peri-urban forests.

The goal is to plant at least 6.6 million trees (for 6,600 hectares of urban forests), identifying

locations and quantities according to the principle of using "the right tree in the right place". The

Charter of the Ecoregions of Italy drawn up at the level of “34 ecoregions” will make it possible

to select and assign to each metropolitan area the most suitable trees in terms of ecological,

biogeographical and response to different local needs. In this way, it will be possible to contribute
to:

- preserve and enhance diffuse naturalness, biodiversity (in line with the European Biodiversity
Strategy), and ecological processes linked to fully functional ecosystems;

- contribute to the reduction of air pollution in metropolitan areas, thereby helping to protect
human health,;

- help reduce air quality infringement procedures;

- recover man-made landscapes by enhancing internal areas in direct ecological relationship with
urbanized areas (ecological corridors, territorial ecological networks) and enhancing the system
of protected areas present in the immediate vicinity of metropolitan areas;

- curb soil consumption and restore useful soils.

The project also responds to social and economic needs. In many urban areas, especially in the

South, green infrastructures could represent an important opportunity for employment

development both in the field of plant production and in the management of green areas.

Implementation:

The implementing bodies of the interventions will be the Municipalities, with a focus on
Metropolitan Cities. The project is consistent with the experimental activity for urban reforestation
launched pursuant to article 4 of the law of 12 December 2019, 141 (so-called climate law).
The implementation foresees a planning phase carried out by the metropolitan cities, after the
elaboration of basic technical-scientific documentation by the MITE, in collaboration with the
CIRBISES - Sapienza Research Centre and other subjects of the special Cabina di regia, such as
ISPRA, ISTAT and the Committee of Public Green. Once the planning phase on the part of the
metropolitan cities has been completed, the MITE will verify the coherence of the projects with
the criteria elaborated in the previous phase.
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Target population: inhabitants of the municipalities of the 14 metropolitan cities (almost 22 million
inhabitants)

Timeline: in 2021 design activities of the interventions to be carried out by the metropolitan cities,
after elaboration of the basic technical-scientific documentation by MITE; in 2022 planting of 1.65
million trees; in 2023 planting of another 1.65 million trees; in 2024 planting of another 3.3 million
trees.

Investment 3.2: Digitization of national parks

3.2.a: Nature conservation - monitoring of pressures and threats on species and habitats and
climate change

Challenges:

The impacts of threats and pressures on habitats and species and the effects of climate change on
biodiversity act through complex interactions. It is difficult to fully assess their scope, capable of
modifying both the structure of habitats and their ecological functions, changing the composition
of communities and consequently trophic networks, inducing the movement of species within
biocenoses. These affect both physical elements of the systems, the relationships between species
and their ability to survive, in particular for migratory species and the mountain environment. The
most direct and immediate effects of climate change in our country are expected on mountain
environments (Alpine and Apennine) affected by the system of national protected areas. The
orographic characteristics, isolation and difficulty of access have helped to preserve relative
integrity of the natural and cultural heritage with the maintenance of a consequent and
extraordinary diversity not only biological but also cultural.

Objectives:

- Deepen knowledge and fill knowledge gaps on the consistency, characteristics and conservation
status of habitats and species and of the ecosystem services they provide, as well as on direct
and indirect threat factors;

- Deepen knowledge about the value of ecosystems and services they provide, with the
identification of potential beneficiaries and actors playing an effective role in the management
of these systems;

- Promote sustainability in the use of natural resources and introduce the application of the
ecosystem approach and the precautionary principle in their management;

- Integrate biodiversity issues at the regulatory level within large-scale and local-scale planning
tools to ensure the maintenance of the flow of ecosystem services and the ability to mitigate
and adapt to climate change;

- Implement policies aimed at ensuring the satisfactory conservation status of native habitats and
species, also through the implementation of pilot actions of protection and restoration, in situ
and ex-situ;

- Implement policies to remove and/or mitigate the anthropogenic root causes of climate change
and, at the same time, implement an adaptation strategy aimed at reducing the impact of climate
change on the species and habitats used, with particular reference to migratory species and
mountain environments;

- Develop a permanent monitoring action of migratory species in relation to climate change.

For the achievement of the objectives, collection and processing of big data are planned from
heterogeneous sources, both for the monitoring of climate change and for scientific purposes, for
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example the study of the effects on target habitats and species, and for the direct use of threat alerts
on the territory, land and sea, through apps or web portals.

Sources of data collection will be proximity sensors, which can be installed without the need for
power supply, even placed directly on IP systems, to measure the different environmental
parameters of air and water (pollution, CO2, temperature, humidity, ...). Other specific sensors,
also usable to make audio/video recordings (phototraps) will allow the monitoring of target species
and the acquisition of large amounts of scientific data while updating those already available.
Particular importance will be given to the planned and continuous use of drones with sensors
installed (both in national parks and marine protected areas), and open data collected by the
Sentinel satellites of the Copernicus program (https://scihub.copernicus.eu/). For the marine
environment, it is foreseen the installation, on the buoys of perimeter zoning of marine protected
areas, of multiparameter probes for the monitoring of parameters such as optical dissolved oxygen,
specific and absolute conductivity, pH, salinity, temperature, level, the visual census.

The data will be included in the database of the Marine Strategy which, in implementation of the
European Directive, has set up a monitoring network. Crossing this large amount of big data,
stored in e Cloud infrastructure, predictive models and artificial intelligence algorithms can be
applied to detect and prevent phenomena related to pressures on species and habitats, the spread
of pathogens and other threats to plant species to the occurrence of fires. From an economic point
of view, it has been estimated a cost module for an area of 5,000 hectares equal to €256,000, to be
considered as a comprehensive cost that includes the supply of proximity sensors
(temp/humidity/CO2/CO/PM10/PM5/PM2,5), soil sensors, phototraps, gateways/routers,
terrestrial and marine drones, satellite data collection, support for installation and management,
cloud-based IT platform, Big Data analysis with artificial intelligence algorithms.

Implementation:

The intervention is promoted by the Ministry of Ecological Transition. The implementing entities
will be the Management Bodies of national parks and marine protected areas.

With regard to the provision of tools and equipment, the management bodies will provide them on
the basis of indications and guidelines provided by the Ministry of Ecological Transition.
Following the cognitive analysis of management needs and the most suitable measures to improve
their effectiveness carried out in the first 6 months, the interventions - which will cover the entire
system of National Parks and AMP - will be identified according to the characteristics of the
protected areas.

With regard to the adoption strategy, a network is proposed for each national park of 5000 hectares,
an average representative extension of the integral reserve areas, of maximum naturalistic and
environmental value, which can be activated in 3 months from start of the project. The data
collection in the trial should cover a period of 9 months for the observation of phenomena linked
with seasonal change.

With reference to training and information measures, specific guidelines will be developed by the
Ministry of Ecological Transition, also with the support of other subjects with digital and
naturalistic expertise.

Target population: the populations of the 600 municipalities affected by National Parks and
Marine Protected Areas

Timeline: the cognitive activity will end with the definition of the aforementioned agreements
between the Ministry of Ecological Transition and the AAPP management bodies. For the
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subsequent realization of the interventions planned for digitization, a time frame of 4 years is
estimated, from the design to the final realization.

3.2.b: Digital services to visitors to national parks and marine protected areas

Challenges:

The areas covered by the parks suffer from a lack of services that are essential for an aware and
consistent use of protected places. This is a deficit resulting from the location of protected areas
outside the main lines of services and communication, which has a strong impact on park policies,
both in terms of managing visitor flows during peak periods and in terms of difficulties in
enhancing the little-known territories. The creation of services for visitors on digital platforms
ensures an infrastructure of the PN and AMP system that could provide a model for mobility and
accessibility solutions that should not be identified in expensive infrastructure investments, but
rather in the integration between different mobility systems and in the implementation of
innovative management solutions based on intermodality and car pooling.

Objectives:

- Prevent and minimize impacts on biodiversity components and landscape resulting from
tourism activity and promote restoration actions;

- Promote integration between conservation and sustainable use of biodiversity and tourism
development;

- Ensure basic information, also through specific indicators, enabling assessments and informed
decisions at all levels on tourism and biodiversity;

- Increase the level of safety and awareness of visitors to natural environments;

- Create the conditions for a natural capital-based economy through services and activities
focused on local resources (nature, food and wine, crafts, art, culture, etc.);

- Promote education, training, information and awareness on the issues of sustainable tourism
and critical consumption of resources;

- Promote the national image in a perspective of sustainable tourism on world markets, enhancing
the Italian system of parks, biodiversity, resources and characteristics of different territorial
areas.

To achieve these objectives, it is planned to extend free Wi-Fi coverage, to facilitate access to

emergency services, to provide weather updates, to allow people to stay in touch with friends and

relatives in case of accidental separation, to ensure the possibility of calling rescue workers and,
at the same time, to make the Parks closer to the new "tech-focused" generations. At the same time,
the platform of parks and marine protected areas (Naturaltalia.it) will be implemented with a series
of services dedicated to the visitors and with virtual tours of the park (Virtual reality, Snapchat and
Facebook Live, augmented reality app for the display of virtual environments through smartphones,
especially for children, park podcasts); Installation of webcams for live transmission from
particular points of each park; opening of a channel "Talk to the Park" (also apps) to establish
contact with citizens (chatbots, mail) to report proposals /disruptions. For example, some functions
already active and to be implemented such as the Naturaltalia.it portal, the street view function
managed by Google on the paths of some parks, or a virtual environments function with updated
views in 2020. Investments will be made in sustainable mobility with a specific edition for national
parks of a dedicated App, in order to enhance the intermodality of the public transport network (in
particular those by rail), with the offer of sharing services, both bike and electric vehicles, together

with the network of cycle paths or dedicated routes. The App itself, in addition to acting as a

service for mobility, will be used to convey services consistent with the Park and the AMP

(companies with the Park and AMP Brand, operators of the European Charter of Sustainable
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Tourism CETS, park guides, typical local products, etc.) to allow the visitor to choose a solution
that enhances the places in line with the aims of the protected area, also ensuring an added value
to the territory with the purchase of additional services (catering, accommodation, guides,
purchase of products, etc.) that bring economic and employment repercussions.

Implementation:

The intervention is promoted by the Ministry of Ecological Transition. The implementing entities
will be the Management Bodies of national parks and marine protected areas.

With regard to the provision of tools and equipment, management bodies will provide them on the
basis of indications and guidelines provided by the Ministry of Ecological Transition.

Following the cognitive analysis of the needs for the creation of digital services for visitors and
the most suitable measures to improve their effectiveness carried out in the first 6 months, the
interventions - which will concern the entire system of National Parks and MPAs - will be
identified on the basis of the characteristics of the protected areas and the potential of the tourist
market for the nature offer.

With reference to training and information measures, specific guidelines will be developed by the
Ministry of Ecological Transition, also with the support of other subjects with digital and
naturalistic expertise.

Target population: the populations of the 600 municipalities affected by National Parks and
Marine Protected Areas

Timeline: the cognitive activity will end with the definition of the aforementioned agreements
between the Ministry of Ecological Transition and the AAPP management bodies. For the
subsequent realization of the interventions planned for the creation of digital services and the
release of the Apps, it is estimated a total time frame of 3 years, from the design to the final
realization.

3.2.c: Administrative simplification - Digitisation and simplification of procedures for
services provided by Parks and Marine Protected Areas

Challenges:

Currently in each protected area, depending on the size and characteristics of naturalness and
anthropization, there is a considerable work effort to acquire, instruct and conclude the technical-
administrative procedures for the issue of opinions, authorizations, authorizations, impact
assessments for interventions in Natura 2000 sites (VINCA). Many of these procedures include
detailed, sometimes complex, requirements due to the particular attention that interventions in the
park area require and above all for the possible impacts on protected flora and fauna and landscape.
Often the analyzes carried out to support the requested interventions are lacking and the Park is
necessarily forced to request project integrations and /or carry out inspections and / or foresee the
contribution of more subjects with specialized roles, such as the legal office and the Carabinieri
Forestry Department, in order to produce an informed decision. Moreover, the opinions or the
authorizations of the Park Authority are preparatory to the continuation or definition of procedures
for other subjects, thus constituting a bureaucratic burden for the Park citizen (emblematic is the
case of building interventions in already urbanized areas), less acceptable if not easy to face and
solve with certain times.

Objectives:
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- Promote an effective system of protected areas, organically included in the strategies for the
conservation of nature and in those for the economic and territorial development of the country,
based on the identification of common and differentiated, far-sighted and ambitious objectives
and on the strategies to be adopted for their achievement;

- Lay the foundations for a real systemic approach to protected areas by encouraging, in
particular, the creation and strengthening of technical structures capable of guaranteeing,
through assistance and the provision of qualified digitalized services, the development of the
system of protected areas in terms of ecological, social and economic performance;

- Simplify procedures for citizens in the municipalities of protected areas and ensure clarity of
terms and certainty of response times to requests;

- Make the protected areas effective focal points in the territory for the issues cpncernig relations
with the PA, the authorization processes and incentives and facilities provided for the
Environmental Economic Zones (ZEA).

In order to achieve these objectives, a standardized platform will be created for all parks, where to
enter and implement a data set of information, agreed to ensure the confidentiality of sensitive
data. Data will be articulated spatially and by type of intervention, in order to immediately provide
the user, through free consultation, a picture of the context of reference (pressures and threats to
habitats and species, planning, regulatory and disciplinary provisions) useful to orient and properly
submit their application. At the same time, a Telematic One-Stop Shop will be set up for
applications to provide simplified way of presentation with access by the citizen and/or the
technician in charge through SPID and online uploading of the request and the related
documentation; to protect the citizen and for the benefit of timing compared to incorrect or non-
complete paper instances, the online procedure will allow the request to be registered only after
having duly filled in the required fields and attached all the necessary documentation. Also in the
case of AMP, digitization will support administrative action through the automation of the issuance
of permits for the performance of professional or recreational activities for which the managing
body must issue authorizations on request (professional and recreational fishing, boat rental,
passenger transport).

Implementation:

The intervention is promoted by the Ministry of Ecological Transition. The implementing entities
will be the Management Bodies of national parks and marine protected areas.

With regard to the provision of tools and equipment, the management bodies will provide on the
basis of indications and guidelines provided by the Ministry of Ecological Transition.

Following the cognitive analysis of the needs of creating digital services for citizens and the most
suitable measures to improve their effectiveness carried out in the first 6 months, the interventions
- which will cover the entire system of National Parks and AMP - will be identified on the basis of
the characteristics of the protected areas and the legislation provided for relations with the PA.

With reference to training and information measures, specific guidelines will be developed by the
Ministry of Ecological Transition, also with the support of other subjects with digital and
naturalistic expertise.

Target population: the populations of the 600 municipalities affected by National Parks and
Marine Protected Areas

Timeline: the cognitive activity will end with the definition of the aforementioned agreements
between the Ministry of Ecological Transition and the AAPP management bodies. For the
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subsequent implementation of the interventions planned for the creation of digital services and the
one-stop shop, a total time frame of 3 years is estimated, from design to final implementation.

State aid: not relevant (measure will not relate to any economic activity)
Investment 3.3: Re-naturification of Po area

Challenges

The "European Union Biodiversity Strategy by 2030" sets the ambitious goal of drafting a nature
restoration plan to "improve the health of existing and new protected areas and bring back diverse
and resilient nature across all landscapes and ecosystems: reducing pressures on habitats and
species and ensuring that ecosystems are always used sustainably; Also supporting nature
restoration, limiting soil sealing and urban sprawl, and combating pollution and invasive exotic
species”. The challenge launched by the European Commission with the European Green Deal
and the European Strategy for Biodiversity is great and requires an equally great commitment to
organize all available resources with the complexity of ensuring proper integration between
different lines of policy.

Po is one of the six priority areas for ecological connectivity and adaptation to climate change,
where to start a widespread action of environmental restoration, representing a first step for the
largest and most important action of restoration ecology and adaptation in our Country. The
excessive "canalization" of the riverbed and the consumption of land, which has seen in the last
50 years a significant loss of natural flooding areas with the reduction of ecosystem services, have
increased the hydrogeological risk and the fragmentation of natural habitats. It is therefore
essential to initiate a widespread renaturation action along the entire area to reactivate the natural
processes and promote the recovery of the longitudinal and transverse connectivity of the great
river.

The area taken into consideration by the proposal, extends from the province of Pavia to Rovigo,
involving Lombardy, Emilia Romagna and Veneto. 37 areas have been identified for
renaturalization, with priority along the middle Po Valley, in addition to 7 areas in the Po Delta.
The proposal embraces the principles and contents of the Sediment management programs of the
Po River, drawn up in the implementation of the management of sediments Directive, adopted
with resolution n. 9 of the Institutional Committee of April 5, 2006.

The deployment of resources for more integrated and sustainable management of waterways, the
protection and improvement of the quality of water and ecosystems in the next three years, are
essential to achieve the goal of ecological quality and overcome the EU Pilot and infringement
procedures set by the European Commission.

Objectives

Besides addressing priority targets of the National Strategy for Adaptation to Climate Change and
the European Strategy for Biodiversity and EU objectives in general, the project allows the
development of the intentions of the UNESCO MAB "Po Grande”. Moreover, the requalification
of the Po area meets the goal of strengthening the security and resilience of the country in the face
of natural disasters, climate change, epidemic crises and geopolitical risks. The project aims to
balance active morphological processes, by lowering the embankments for navigation, which over
the years have become too high to be overflown by the ordinary flow of the Po, but which are
adjusted to ensure the renaturation of the river and the guarantee of the current conditions of
navigability.
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More specifically, the resources will be deployed for the following interventions:

- Requalification of 1.559 ha of abandoned oxbows and branches

- Reactivation and reopening of 51.486.900 mc of abandoned oxbows and branches

- Reduction of 37 km of riverbed artificiality

- Other interventions (i.e., 337 ha of naturalistic reforestation, forest maintenance, preservation
of Delta, ecc.)

The proposal aims to contribute to the recovery of the ecological corridor represented by the
riverbed, consisting of considerable diversity of environments (e.g., shores, islands, sandbars, etc.)
which must be protected and restored. Natural reforestation to consolidate and enlarge the present
wooded strips are promoted, and interventions for the restoration and reactivation of lateral
branches and oxbows are planned.

The executive projects will guarantee an adequate diversity of habitats, supported by a comparison
with the managing bodies of Rete Natura 2000. In addition, the project foresees a broad range of
actions for the containment and eradication of invasive alien plant species.

Among the objectives, the priority to define and propose a linear authorization process to simplify
the implementation of interventions persists.

The total cost estimated for this Investment amounts to 0,36 billion euros, to be attributed to the
NPRR.

More specifically, the investment demand for the renaturation of Po River includes the following:

- Requalification of abandoned oxbows and branches: 0,02 billion euros

- Reactivation and reopening of abandoned oxbows and branches: 0,19 billion euros

- Reduction of riverbed artificiality: 0,08 billion euros

- Other interventions (i.e., naturalistic reforestation, forest maintenance, preservation of Delta,
ecc.): 0,07 billion euros

Implementation

The implementation phase of the projects will involve the District Basin Authority, the
Interregional Agency for the Po, the Regions and all competent local authorities. Po River Basin
District Authority will coordinate the implementation of the project and will promote the
establishment of a round table involving the Regions, AIPO, as well as all relevant public bodies,
scientific institutions and non-institutional actors and other territorial stakeholders. The identified
governance will promote and ensure participation for the design and implementation of
interventions.

Target population: the main beneficiaries are the populations along the Po river. The
environmental improvement benefits the local populations and the development of tourism; there
is a collective benefit for the improvement of ecosystem services. Moreover, the rehabilitation
works will allow the involvement of many companies for the implementation of the works.

Timeline: by Q1 2022 the Basin Authorities and the Regions prepare the operational programmes
to implement the general sediment programme and to prepare the reforestation and alien species
vegetation control programmes; in 2023 the projects are prepared and all the necessary
authorisations (VINCA, VIA, etc.) are obtained and AIPO prepares, according to the current
regulations, the procedures for awarding the works; works will be awarded by Q1 2024 and will
be completed by Q1 2026.
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Investment 3.4. Remediation of “orphan-sites soil”

Challenges:

At present time in Italy, many orphan sites may pose a significant risk to human health and the
environment. Moreover, the quality of life of their neighbourhood is strongly impacted by their
presence. On the contrary, redeveloped sites should be considered as a resource for economic
development and planners should give priority to these areas in comparison to using greenfields
that would mean losing additional natural capital and a potential impact on biodiversity.

The contaminated sites were picked up in the debate on innovation in several EC initiatives. The
European Commission with the provisions of the No Net Land Take by 20506 has long advocated
the re-use of this kind of site. In fact, reading the COM (2011) 5717 we find this strong political
statement “By 2020, EU policies take into account their direct and indirect impact on land use in
the EU and globally, and the rate of land take is on track with an aim to achieve no net land take
by 2050; soil erosion is reduced and the soil organic matter increased, with remedial work on
contaminated sites well underway.”

Re-using orphan sites for development is socially, economically, environmentally, and culturally
important for the development of our cities and regions and a valuable alternative to urban sprawl.
They may comprehend also abandoned urban industrial, mining, or others.

The main challenges are:

- Integrating characterization with subsequent remediation as a contribution to a comprehensive
land-use strategy for the entire urban or rural area
- Addressing the high rate of orphan sites in Italy. The current economic crisis following COVID-
19 pandemic has led to considerable new problems including the raising of a number of orphan
sites from various sectors.
Policymakers and municipalities may stimulate different stakeholder perspectives when
considering orphan site redevelopment.
The need to take a ‘circular’ view to save soil and groundwater from being contaminated.
How can these actions encourage a move towards more compact, sustainable, and cohesive
cities that avoid sprawl? The local land planning should consider the development of those areas
as a priority.
These sites are both a challenge and an opportunity. Although the technical problems of restoring
contaminated sites could be many, the challenge is to give them a useful after or second life. In the
context of the 2050 vision for Europe the re-use of land could be a major contributor to the smart
growth agenda. This could be combined with the Circular Economy in which everything is
designed for re-use which means to use again something that was originally built for a similar or
a completely different purpose.

Objectives:

The general objective of this component is to give the land a second use, fostering its re-entry into
the real estate market, reducing the environmental impact, and promoting the circular economy.
This general objective will be reached by actively taking actions over these situations, following
these specific objectives:

6 https://ec.europa.eu/environment/integration/research/newsalert/pdf/no_net land take by 2050 FB14 en.pdf
7 https://eur-lex.curopa.eu/legal-content/EN/TXT/?uri=CELEX %3 A52011DC0571
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1. Identification of orphan sites in all 21 Regions/Autonomous Provinces (in Italy there is
an estimation of hundreds of orphan sites, also if clear numbers are not available yet);

2. Characterization of orphan sites;

3. Remediation (when needed) with sustainable remediation techniques that work on site-
specific basis

Regarding the first point, Regions/Autonomous Provinces will be able to:
- Evaluate which contaminated sites already in their Database fall in the definition of orphan
sites;
- Evaluate if these orphan sites are eligible for being funded (art. 4, Ministerial Decree 269/2020);
- Identify other orphan sites that may be eligible.

Regarding the second point, the project will use the best innovative investigation technologies
available in order to identify the actual remediation needs and to allow the development of the area
respecting the target objectives that will be set for current and future human and environmental
receptors. The main objective of the project is in particular to create a virtuous system that uses
innovative and green technologies to achieve its aim. The project is scalable and it could be applied
to a number of sites according to the available funds.

Regarding the third point, which is the core of the activity, following the characterization phase,
some orphan sites will not need remediation activities but just management and land-use
limitations. For the other, the project will transform orphan sites by means of the above-mentioned
objectives to obtain a new area available for the community’s beneficial use.

The expected impact of this investment is relevant for different elements such as employment,
growth, environment, public health. The implementation of these solutions might increase new
jobs and the employment-related to the site reuse. The general growth of the quarter/area/city is
linked not only to the new use of the area but also to the related activities. Environment and public
health will be brought at a level acceptable for the relevant receptors identified according to the
applicable laws and standards.

Implementation:

The nature of the investment is due to a set of activities and materials.

The total amount need for this investment is 500.000.000 euro up to 2% will be used in services.
The investment is in continuity with the "National program for financing interventions of
remediation and environmental restoration of orphan sites", adopted with Ministerial Decree no.
269 of December 29, 2020, whose budget amounts to a total of € 105,589,294.00.

Target population: polulation living near orphan sites

Timeline: the activity of the investment will implement in 4 years (48 month). The timeline of the
investment will be:

IV quarter 2021 Identification of orphan sites defined by Ministerial Decree n. 269/2020

IV quarter 2022 Definition of program agreements economic resorces allocation

IT quarter 2024 Projects approved by the competent authorities

IT quarter 2026 Conclusion of contamination management actions

State aid: not relevant (no economic advantage for private entities derives from the investment)

Investment 3.5: Restoration and protection of the seabed and marine habitats

Challenges
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The 2030 EU Biodiversity Strategy sets the goal of protecting and/or restoring and managing
through various types of solutions, at least 30% of marine areas, 10% of which through strict
protection measures.

The Marine Strategy Framework Directive (MSFD - Directive 56/2008/CE) requires monitoring
of marine waters to assess the achievement of Good Environmental Status and effectiveness of the
program of measures.

In Italy, to date, 19,1% of national waters are under conservation measures. However, Italy will
soon establish its EEZs resulting in a sharp increase in the surface of national waters and thus
increasing the gap to be filled to reach 2030 Biodiversity protection goal. These objectives impose
a series of actions that require an in-depth knowledge of location, extent and status of coastal and
deep-sea habitats of the EU interest, for their protection and restoration.

Monitoring data from the MSFD confirm the recent report of the European Court of Auditors
which considered the environmental protection policies adopted at the Mediterranean level
insufficient to counteract the serious depletion of marine resources.

Objectives

The plan we have developed is meant to provide large-scale interventions for the restoration and
protection of the seabed and marine habitats in Italian marine waters aimed at reversing the trend
towards the degradation of Mediterranean ecosystems enhancing their resilience to climate change
thus favoring the maintenance and sustainability of fundamental activities not only for coastal
areas, but also for essential production chains of the Country (fishing, tourism, food, blue growth).

- Adequate mapping of seafloor habitats and environmental monitoring are a prerequisite for
defining effective protection measures and disclosing the potential of a sustainable blue growth.

- In order to ensure the adequate planning and implementation of large scale restoration and
protection measures it is necessary to strengthen the national research and observation system
for marine and coastal ecosystems, including the availability of up-to-date research vessels,
currently lacking in Italy and, more generally, in the entire Mediterranean basin. Additionally,
marine observation platforms need to be enhanced and strengthened in order to increase the
technical-scientific capacity to monitor the marine environment, and in particular to assess the
effectiveness of protection and management measures under the climate change scenario. Such
investments will then enable a systematic and comprehensive mapping of sensitive habitats in
Italian marine waters, to implement environmental restoration and the designation of protected
areas, in line with the 2013 EU Biodiversity Strategy and the Marine Strategy Framework
Directive. This large scale, geo-referenced, knowledge-base will also support the
implementation of the Maritime Spatial Planning Directive. Investments in the implementation
of the observation system will generate long-term benefits beyond the duration of the foreseen
project. Indeed, they will allow Italy to build the last generation observing system, whose use
will continue for decades both for monitoring purposes (e.g. assessing the effectiveness of
protection measures), completing the mapping on benthic habitats, and for supporting research
activities and blue growth initiatives.

As for digital objectives, the proposal aims at promoting an upgrade of marine monitoring facilities
in terms of up-to-date research vessels and observation platforms equipped with enhanced data
management infrastructures, elaboration data capabilities and security.

As for the green objectives (climate tag), the investments are expected to promote biodiversity and
nature-based solutions to enhance resilience against climate change (restoration of marine
ecosystems, including those acting as carbon sinks; improvement of infrastructures in marine
protected areas).
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Implementation

The overall plan will be coordinated by the Ministry for Ecological Transition together with the
Italian National Institute for Environmental Protection and Research (ISPRA).

Target population: seabed and marine habitats in [talian marine waters

Timeline:

As for the milestones: public procurements for coastal habitat mapping, marine (beyond 12 NM)
habitat mapping by Q2 2024; public procurements for research vessels and for operational buoys
by Q2 2023.

As for the targets: marine and coastal observation systems (to be completed by June 2025); marine
coastal and deep-sea habitat mapping (to be completed by Q2 2026).

State aid: not relevant (measure will not relate to any economic activity)

Reform 3.1. Adoption of national programs on air pollution control

Challenge

The EU legislation promotes a progressive reduction in the emissions and concentrations of
atmospheric pollutants to protect, in an integrated way, the environment and the health of citizens
from possible damage caused by certain substances, as well as ambitious goals in terms of
reduction of the greenhouse gas emissions (GHGs), with clear reduction targets in both areas.
Italy has aligned its relevant national legislation with the approval of the legislative decree 30 May
2018, n. 81, transposing the directive, 2016/2284 setting National Emission Ceilings (NEC) for
air pollutants.

The full application of such reform will require the adoption of some implementing acts, both at
national and regional level, in order to develop the specific regulatory framework that is needed
to translate the objective of the legislation into concrete measures.

Objectives

The reform aims at aligning national and regional legislation, and introducing relevant
accompanying measures, for the reduction of the emissions of the air pollutants (in compliance
with targets set by Directive 2016/2284 on national emission ceilings) as well as the ones of the
greenhouse gas emissions (GHGs). Due to the relevant impact of the measures on the citizens and
economic operators the reform will request for its implementation a strong support and
involvement of the institutional sector, at central and regional level.

Implementation

The reform proposed by the Ministry of Ecological Transition (MITE) provides the adoption of a
National air pollution control Program pursuant to EU Directive 2016/2284.
The reform will be implemented through specific monitoring indicators, as follows:
Spared emissions of the target pollutants of directive 2016/2284 expressed int/ y;
Air quality improvement expressed in pg/m3.
Reduction of 33% CO2 emissions by 2030 compared to the target in 2005 in non-ETS sectors
expressed in Mt CO2 eq.

Target population:
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The target of the reform are the citizens in terms of improvement of services (better transport
infrastructures, incentives etc) and of reduction of the risk of health damages due to air quality
pollution.

Timeline: within 1 year.

Objective 4. To ensure the safeguarding and protection of water resources and the
improvement of the environmental quality of inland and maritime waters

Investment 4.1 Investments in primary water infrastructure for the security of water supply

Challenges:

The increasingly frequent water crises due to ongoing climate change entail the need to make
primary water infrastructures for civil, agricultural, industrial and environmental uses more
efficient and resilient, so as to guarantee the security of water supply in all sectors and overcome
the "emergency policy".

Objectives:

- Water supply security of important urban areas and / or large irrigated areas;

- Adjustment and maintenance of the safety of structural works;

- Greater resilience of infrastructures, also with a view to adapting to climate change underway;

- Recovery and increase of the useful transport capacity, with consequent economic
repercussions, and improvement of the quality of the water resource.

In order to achieve the objectives indicated, investments will be financed in extraordinary
maintenance and in the upgrading and / or completion of the derivation, storage and primary supply
infrastructures®.

The interventions will cover the entire national territory, with different purposes depending on the
geographical area. In particular:

- the completion of large unfinished systems mainly in the south;

- extraordinary maintenance interventions aimed at static and seismic safety and greater
efficiency in large irrigation systems or for multiple purposes, especially in the center-north;

- interventions on strategic works, which have also been in operation for more than 60-80 years,
and the related interconnections, to make them more resilient, throughout the territory;

Implementation:

The program is in continuity of objectives and contents with the National Plan for interventions in
the water sector (with particular reference to the “Invasi” section and to the interventions on large
drinking water aqueducts in the “Aqueducts” section).

The competent central administration is the MIT Directorate General for "Dams and water
infrastructures" which, for each work, signs an agreement with the implementing body to regulate
the conditions and methods of intervention. For the “Aqueducts” section, ARERA works alongside
MIT in the selection of investments. The implementing bodies will be the primary supply managers,
the Reclamation Consortia, the Irrigation Bodies, and the managers of the integrated water service.

8 The interventions on the distribution networks will be financed on the investment line no. 2.1.
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Investments will be distributed over all regions, according to: 1) a strategic assessment of the needs;
11) the capacity of final beneficiaries to implement the interventions in due time. A percentage of
around 45-50% of the resources is estimated to be allocated to the southern regions.

To ensure the completion of the projects within the time horizon of the RRF, interventions with
defined and clear project profiles will be selected, proposed by subjects with proven spending
capacity and without particular uncertainties in the authorization and possibly expropriation phases.
In any case, constant monitoring will be carried out by MIT and ARERA and accompanying and
replacement mechanisms will be provided in the event of forecasts of non-compliance with the
deadlines. It should also be noted that the procedure for selecting the interventions has already
been launched by MIT, since September 2020, together with the preliminary activity relating to
the National Plan for interventions in the water sector.

Target population: Users of the integrated water service, reclamation consortia, irrigation bodies

Timeline: completion of the design suitable for the contract of works by 2022; awarding of works
during 2023 and completion of works in mid-2026.

State aid: not relevant

Investment 4.2. Reduction of losses in water distribution networks, including digitization and
monitoring of networks

Challenges:

The recovery of investments in the water sector that has been observed after the attribution to
ARERA of the competences in the field of regulation and control of water services, still appears
insufficient compared to the actual needs for modernization and development of Italian water
infrastructure. The data acquired referring to 2016 show a replacement rate of the adduction and
distribution networks equal to 0.39% (compared to an outdated infrastructure: about 35% of the
pipelines are aged between 31 and 50 years). This is a low replacement rate, still far from the value
of 2%, consistent with a technical useful life of 50 years relating to such infrastructures. The value
of the linear water losses (indicator calculated by comparing the total losses to the length of the
network) is on average equal to 24 cubic meters / km / day, with an average value of the percentage
water losses equal to 41%. The remote controlled district networks are equal to 21.8% of the total
distribution networks. The data on service interruptions is strongly influenced by certain critical
situations at a territorial level (especially in the South and Islands).

Objectives:

- Obtain a reduction in losses in networks for drinking water;

- Increase the resilience of water systems to climate change;

- Strengthen the digitization of networks, to be transformed into a "smart network", to promote
optimal management of water resources, reduce waste and limit inefficiencies.

In order to achieve the objectives indicated, investments will be financed for the modernization
and efficiency of the water distribution networks, favoring innovative projects that involve the use
of new technologies. To this end, it will be essential to provide advanced control systems that allow
monitoring not only of the main nodes, but also the sensitive points of the network, through the
measurement and acquisition of flow rates, operating pressures and water quality parameters.

An example of a “flagship” project of great economic, social and environmental value could be

that relating to the restructuring of the water networks of the cities of Potenza and Matera in
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Basilicata. The managing body is the in-house company Acquedotto Lucano, which already has a
feasibility study available and which could quickly prepare a technical-economic feasibility
project to be tendered by the end of 2021. Current losses in the water distribution networks there
are very high (over 50%) and the supply cost is very high as it is purified water and obtained from
a distance of a few hundred meters. The manager's difficult financial situation does not allow these
investments to be activated exclusively based on the tariff.

In addition to the PNRR resources, € 313 million from the REACT-EU will also be allocated for
reducing the losses in the water distribution network.

Implementation:

As regards the aims and procedures, the proposed intervention is in continuity with the National
Plan for interventions in the water sector (with particular reference to the interventions concerning
the drinking water distribution networks in the “Aqueducts” section).

Investments will be distributed over all italian regions, according to: 1) the strategic and assessed
needs; ii) the capacity of final beneficiaries to implement the interventions in due time. A
percentage of around 45-50% of the resources is estimated to be allocated to the southern regions.

The investments will be implemented by the Integrated Water Service Operators. The selection of
projects will be carried out by the Ministry of Infrastructure and Transport and by ARERA on the
basis of a series of criteria, including: the existence of an integrated operator, in line with Italian
and European legislation; the current level of losses and their expected reduction; the technical
quality of the proposals taking into account the existing level of digitization; the characteristics of
the territory and the population; environmental impact; the ability of the operator, also from a
digital point of view; the level of co-financing and coherence with general water planning tools.

Target population: Users of the integrated water service.

Timeline: selection of 70% of projects by Q3 2021 and the remaining 30% by mid-2022; award of
works by Q3 2023 and completion by mid-2026.

State aid: not relevant

Investment 4.3. Investments in the resilience of the irrigation agrosystem for the better
management of water resources (including digitalisation and technological innovation of
distribution networks)

Challenges:

The spectrum of continuous water crises, due to scarcity and the different distribution of resources,
has important effects on agricultural production, in particular where constant irrigation is a
necessary practice and an essential condition for competitive agriculture. To increase the capacity
to deal with emergency situations, it is essential to quantify the volumes used for irrigation
purposes to increase the efficiency in irrigation and to encourage the use of non-conventional water
to supplement conventional sources. Actually, there is a lack of knowledge about the effective
water volume used in agricultural sector, both for collective irrigation and for self-supply. These
volumes are often estimated rather than measured.

Objectives:
- Improve water resource management and reduce losses;
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- Encourage the measurement and monitoring of uses both on collective networks (through the
installation of meterers and remote-control systems) and for self-supply uses (through a
monitoring system of private licenses) as a prerequisite for completing the introduction of water
pricing policie based on the water volumes for an efficient use of water resources in agriculture;

- Reduce illegal water withdrawals in rural areas;

- Increase the resilience of the irrigation agro-ecosystem to extreme climatic events, with
particular reference to drought events.

In order to achieve the objectives indicated, infrastructural interventions on the networks and
irrigation systems and on the related digitalisation and monitoring systems will be financed,
consisting in: the conversion of irrigation systems towards higher efficiency systems; the
adaptation of distribution networks in order to reduce losses; the installation of technologies for
an efficient use of water resources, such as meterers and remote control. For each intervention on
distribution networks, water metering enabling measurement of water use must be in place or must
be put in place as part of the supported investment. In addition, monitoring systems about Waste
Weater Treatment Plans WWTPS with potential for irrigation reuse will be implemented. The
measure does not directly provide for interventions on the re-use of reclaimed water but aims to
support mapping and the identification of those WWTPs that are suitable for the production of
treated wastewater for agricultural uses or that can become so with appropriate investments. This
identification will take into account the characteristics of the WWTPs but also the proximity to
irrigable crops with treated wastewater and the required quality characteristics (also in line with
the new European regulation that will come into force in 2023). Downstream of this, the design
and financing of targeted collective infrastructures for reuse can be envisaged where feasible and
convenient based on the monitoring carried out. Finally, a monitoring system of Water Abstraction
Licenses (WALs) for private use and their connection to the data system for collective uses
(SIGRIAN) will be promoted in the Regions and Public Administrations, with the aim of recording
and monitoring the volumes used in self-supply and preventing illicit uses of water (also thanks to
the joint measurement of the volumes used on collective distribution networks).

Overall, the proposed irrigation investments, promoting an efficient use of water, will allow for a
greater and more constant availability of water for irrigation and are configured, therefore, as a
measure of adaptation of the agricultural sector to climate change, increasing the resilience of the
agro-ecosystem to drought events.

The proposed irrigation investments do not intervene on company agricultural practices but on the
collective water distribution infrastructure to farms, outside the farms. Irrigation measures can be
made more efficient also through the adoption of sustainable agricultural practises, such as
switching to less water consuming crops, adopting natural water retention measures. These
measure at farm level will be promote under the National Strategic Plan of CAP and, they could
be required as accompanying measures by beneficiaries for the interventions to be financed under
this Plan.

Implementation:

The implementation of the interventions will be entrusted to the Local Agencies for Water
Management - LAWM. They are legal entities with public law personalities that carry out activities
of public interest. By law, the collective irrigation infrastructures belong to the State property and
are therefore public. The owner of the infrastructure is therefore the State. Therefore, the rules on
State aid do not apply to these entities. They apply only if the beneficiary of a measure is the farm.
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The Ministry of Agricultural, Food and Forestry Policies will carry out the reconnaissance and
selection of the interventions in the initial phase, for the launch of the Plan, using the National
Database of investments for Irrigation and the Environment (DANIA). The latter will make it
possible to make a selection based on objective criteria, being a tool that collects the interventions
(implemented by the irrigation bodies, already financed or only planned), cataloging them
according to technical, financial-procedural information, as well as according to the territorial
classification. Specifically, priority will be given to projects with a high level of construction
capability and deemed to be of greater territorial strategic importance by the regional authorities.
Only projects ensuring an adequate water saving and measurement by meterers of water volume
used will be financed. For the selection of projects, the presence of a water abstraction licence
(WAL) from the water body interested by the interventions will be required as a precondition for
financing, regardless of the state of the water body.

Moreover, a prerequisite for funding will be the compliance with the statement of National
guidelines on the quantification of irrigation volumes by Regions (Mipaaf Ministerial Decree
31/07/2025) regarding the methods of quantifying and metering irrigation volumes by Regions
(then implemented by individual regional regulations) as well as the use of the Sigrian webgis for
the quantification of collective and self-supply irrigation uses.

The National guidelines, approved to fulfill ex ante conditionality for water resources under
Cohesione Policies, provide for an obligation for the LAWM to quantify (by measuring or
estimation) collective irrigation volumes and to transmit the data to the SIGRIAN to introduce
water prices based on water metering.

Therefore, the compliance with this obligation represents both a prerequisite for access to public
financing for interventions on irrigation infrastructures, and an ex-post obligation for the
beneficiaries of public funds. As a consequence, LAWM that does not meet monitoring obligations,
cannot have access to funding under this measure, as ita already happens for national and EU funds.
The compliance with quantification and monitoring obligations and transmission to SIGRIAN is
verified by Regions/AA.PPs through SIGRIAN and then registered in DANIA in a in a dedicated
field (“Compliance by SIGRIAN™).

Target population: agricultural production sector, ecosystems related to water.

Timeline: definition of the selection criteria by Q2 2021; project selection by Q3 2021; financing
deeds of the selected projects by Q3 2022; assignment of works for 100% of the projects financed
by Q4 2023; completion of 100% of the interventions financed by Q2 2026.

State aid: not relevant (measure is implemented by public entitities)

Investment 4.4. Investments in sewerage and purification

Challenges:

The quality of water resources has long been in a state of crisis, exacerbated in recent years by
climatic variations, by the development of urban agglomerations with an increasingly intense
consumption of land and by the presence of emerging pollutants, with consequent problems of
safeguarding water resources and more generally f human health. The water systems present a high
degree of obsolescence; in particular, sewerage and purification systems, which are not always
present, are frequently not adequate in terms of European standards, with consequent burdensome
infringement procedures. Since 2016, the establishment of a Single Commissioner has been
planned to speed up the implementation of the collection works.
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Objectives:

- Make the purification of wastewater discharged into marine and inland waters more effective,
also by means of technological innovation;

- Where possible, transform purification plants into “green factories”, which allow energy and
sludge recovery, and the reuse of purified wastewater for irrigation and industrial purposes;

- Contribute to overcoming EU infringement procedures in this area.

An example of a “flagship” intervention, relating to the purification plants, could be that in the
province of Palermo relating to the completion of the sewage networks and the construction of the
new purification plants of Altavilla Milicia, Bolognetta and Partinico. In this case, the managing
body would be the in-house company AMAP, which has already available the executive projects
or has already started the design tenders to quickly dispose of the definitive projects that allow the
tender for the works to be started by the end 2021. These agglomerations are all in infringement
proceedings and the financial dimension of the complex of interventions does not allow these
investments to be activated exclusively based on the tariff.

In addition to the measures described above, further interventions related to the integrated water
service (aqueduct, sewerage and purification) will be financed with the resources of the 2021-27
programming cycle of the cohesion policy.

Implementation:

The Ministry of the Environment and the Protection of the Territory and the Sea (now the Ministry
for Ecological Transition, MiTE) has the task of controlling and monitoring the state of
implementation of the interventions. The implementation of the interventions will be entrusted to
the Integrated Water Service Managers. Their selection will be made by the MiTE and the ARERA
regulator, on the basis of a series of criteria, such as: the existence of an integrated operator, in line
with Italian and European legislation; the need to deal with an open infringement procedure; the
expected improvement in the quality of receiving water bodies; the technical quality of the
proposal; the characteristics of the territory and the population and possible synergies with other
interventions; the ability of the operator; the level of co-financing; consistency with general water
planning tools.

Target population: users of the integrated water service

Timeline: selection of 70% of projects by Q3 2021 and the possibility of selecting the remaining
30% by mid-2022; awarding of works by the end of 2023 and completion by Q2 2026.

State aids: None of the interventions of the component fall within the scope of the legal framework
on State aids.

Reform 4.1 Simplification of legislation and strengthening of Governance for the
implementation of investments in the field of water supply infrastructures

Challenges:

The articulated regulatory framework and the fragmented management of water resources and
related supply infrastructures have a negative impact on the capacity for planning and
implementing investments.

Objectives:
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- Simplification and more effective implementation of the legislation relating to the National Plan
for interventions in the water sector;

- Provision of support and accompanying measures for implementing bodies not able to carry out
investments relating to primary procurement within the foreseen time frame.

More specifically, the reform in question intends to act on the legislation that regulates the National
Plan for interventions in the water sector (Law 205/2017, article 1, paragraph 516 and following),
according to the following lines of action:

- making the National Plan the central public financing instrument for investments in the water
sector by unifying the economic resources relating to water supply infrastructures under the
Plan;

- overcome the division between the “reservoirs” and the “aqueducts” sections;

- involve ARERA for support in the formation of the entire Plan;

- simplify the training and updating procedures of the Plan;

- simplify the procedures for reporting and monitoring the investments financed;

- provide for central accompanying measures by MIT (directly or through a state company) for
subjects with less capacity for planning, design and implementation.

Implementation:

The Ministry of Infrastructure and Transport will present a reform proposal relating to the water
supply sector. The reform proposal will be shared with the institutional bodies involved (including
MITE and MIPAAF).

Furthermore, to promote the planning and implementation of interventions according to a systemic
and organic logic and strengthen the governance of the sector, the process of strengthening the
district basin Authorities will continue9, as already begun by MiTE through a community project
(We create PA - Line L6W 1, funded under the PON Governance 2014-2020).

Target population: users of water resources for different uses.

Timeline: approval of the regulatory provision by Q12022 and finalization of the "internal"
procedures for the implementation of the reform (methods for recognizing needs, selection criteria,
guidelines for the evaluation of investments) within 2022.

Reform 4.2 Measures to ensure full managerial capacities for Integrated water services

Challenges:

In the South, the insufficient presence of industrial managers and the large number of small direct
award contracts for the management of the services reveales a very fragmented context of the water
sector: there are 1,069 operators of which 995 are represented by Municipalities which manage
the service throught small direct award contracts (in particular, 381 in Calabria, 233 in Sicily, 178
in Campania, 134 in Molise). In this context, an initiative of the central authorities aiming at
stimulating a process of managerialization could be crucial to improve structurally the water sector
in the South.

Objectives:

% In complementarity with the measures to strengthen the district authorities themselves envisaged in the

context of reform no. 1.1, for a more effective contrast to hydrogeological risk.
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- Promote / strengthen the industrialization process of the sector (meaning by it the support to
integrated operators, public or private, with the aim of achieving economies of scale and
guaranteeing efficient management of investments and operations);

- Reduce the existing gap (water service divide) between the center-north of the country and the
South, where there is a lack of industrial managers.

Implementation:

In order to give concrete and specific impetus to the industrialization process of the sector, the
establishment of the Local Government Bodies and the successful entrusting of the integrated
service to capable managers will be established as a necessary condition for the allocation of PNRR
resources so as to ensure the effective implementation of interventions.

The areas that currently do not meet the aforementioned criteria will have a deadline (Q2 2022)
for adaptation to the national and European regulatory framework, so that they too can take
advantage of PNRR funding. In particular, it is planned to reserve up to 30% of available funding
for one year, in order to allow the lagging regions to align themselves.

In this regard, the MITE, with the project Mettiamoci in Riga - Intervention Line 7, as part of the
PON Governance 2014-2020, provided for the definition and signing of specific Memoranda of
Understanding with Regions and Government Bodies in the area, to provide support, where delays
are recorded, in the preparatory activities for the drafting of the Area Plans and the award of the
integrated water service. To date, discussions are underway with the Regions of Sicily, Calabria,
Molise and Campania to finalize the memoranda of understanding and start the support activity
through a specific working group.

Target population: users of the integrated water service

Timeline: signing of the Memorandum of Understanding between the MITE and the Regions
concerned by Q2 2021; verification of the constitution of the ATOs and of the award of the SII by
Q2 2022.

4. Open strategic autonomy and security issues

Not relevant.

5. Cross-border and multi-country projects

Not relevant.

6. Green dimension of the component

The Regulation (EU) 2021/241 of The European Parliament and of the Council of 12 February
2021 establishing the Recovery and Resilience Facility establishes, as a binding objective, that at
least 37% of the total allocation of the PNRR must be allocated to the mitigation of and/or
adaptation to climate change and the challenges that arise from it.
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This Action, comprising over 62% of expenditure for the climate (see Table 1), contributes very
significantly to the green transition by promoting a more efficient and sustainable use of water
resources and prevention actions against the risks associated with climate change.

In particular, through investments 4.1, 4.2, 4.3, 4.4 and 3.4, the improvement of the environmental
infrastructures for the management of water and the reduction of soil and water pollution are
pursued, protecting the health and well-being of citizens from environmental risks and their
impacts. Through investments 1.1, 2.1, 2.2, 3.1, 3.2, 3.3 and 3.5 the aim will be to protect and
restore biodiversity and natural ecosystems, to increase carbon absorption capacity, and to
strengthen resilience in the face of climate change.

With reference to the climate and environmental objectives defined in the EU Regulation 2020/852
(Taxonomy Regulation), this Action provides a specific contribution in almost all the areas
indicated:

- Adaptation to climate change (through measures to reduce hydrogeological and drought risks);

- Mitigation of climate change (through interventions for energy efficiency in municipalities and
measures concerning urban and non-urban green areas);

- Sustainable use and protection of water and marine resources (through measures relating to
water supply infrastructures, the resilience of the irrigation agrosystem and water distribution
networks);

- Pollution prevention and reduction (in particular, through investments in the “sewerage and
purification” sector, aimed at reducing pollution of maritime and inland waters, and through the
investment related to orphan-sites soil);

- Protection and restoration of biodiversity and ecosystems (to which we contribute mainly
through the restoration of the marine ecosystem and through measures concerning urban and
peri-urban forests, the Po area, Parks and Marine Protected Areas).

Please refer to Table T2.

7. Digital dimension of the component

The Regulation (EU) 2021/241 of The European Parliament and of the Council of 12 February
2021 establishing the Recovery and Resilience Facility establishes, as a binding objective, that at
least 20% of the total allocation of the PNRR must be allocated to the digital transition and the
challenges that derive from it.

This Action provides for important measures to favor the "digital management" of water resources
and related networks, to be transformed into a "smart network". In particular, the installation of
software equipment and applications and hardware platforms for the implementation of remote
control systems and the digitization of measuring instruments is envisaged.

The most relevant measure in terms of digitization is investment no. 1.1, whose objective is to
develop a future-proofed and integrated surveillance/monitoring system to deploy both preventive
measures, targeted interventions to optimize the use of resources and emergency management.

Other important measures in terms of digitization are those relating to the Marine Ecosystem
Restoration (3.5) and to parks and marine protected areas, which concern monitoring systems
(3.2.a), digitization of services (3.2.b) and administrative simplification (3.2.c).
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Please refer to Table T2.

8. Do no significant harm

Please refer to “DNSH Table”

9. Milestones. targets and timeline

Please refer to Table T1.

10. Financing and costs

See Tuble T2.

11. Loan request justification (if a

Thd.

licable
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Annex II: M/Ts of Component 4 of Mission 2

Disclaimer: The selection and specific wording of the M/T in the CID, further specification in the OA and associated deadlines are subject to further reflection and adjustment, in light of the final version
of the component, and given the need to ensure consistency across components and to ensure full respect of the Regulation.

Timeline CID Further specifications included in the OA | . Mom?ormg Additional comment
included in the OA
Based on the new European’s
Strategy on Adaptation will be
updated the Italian National Strategy
on Climate Change Adaptation
(approved in 2013).
Consequently will be revised also the
Q4-2023 Italian National Plan on the
adaptation, that is still under SEA
procedure, The Plan will be
completely revised in line with the
updated Italian National Strategy on
Climate Change Adaptation (SNAC)
and will include the inputs collected
during the SEA procedure.
Inv. 1.1. Implementation of an advanced and integrated monitoring and
forecasting system
Q32021 | Milestone. Approval of the detailed operational plan of integrated
surveillance/monitoring - Ministerial Decree adopted
Q32021
Inv. 1.1. Implementation of an advanced and integrated monitoring and
forecasting system
Q32024
Target. % surface of Southern regions monitored
Baseline 0 goal 90% by Q3 2024
Reform 2.1. Simplification and acceleration of the procedures for
implementing interventions against hydrogeological instability
Q2-2022 | Milestone: Adopt a Law that (as a minimum):
e Prioritises prevention interventions in line with the National Risk
Assessment in line with Article 6 of the Decision 1313/2013 EU and




Risk Management Capability Assessment and the Do No Significant
Harm principle

o Sets general principles to simplify project implementation and financing
procedures;

e Harmonises the information flows to reduce redundancy in reporting
between the various information systems of the State, in line with the
recommendations of the Italian Court of Auditors;

e Creates joint databases on incidents (‘dissesto’), in line with the
recommendations of the Italian Court of Auditors;

e Reinforces the coordination of interventions among different
government levels in line with the recommendations of the Italian Court
of Auditors;

o Establishes maximum timelines for each phase.

e Sets a plan to strengthen the capacity of the relevant entities

Reform 2.1 Simplification and acceleration of procedures for
implementing measures against hydrogeological risks

Milestone: Revision of Prime ministerial decree of 28 may 2015 for a
better identification of hydrological risks and for a more efficient
implementation of projects against hydrogeological risks in line with the
conclusions of the Italian Court of Auditors.

Q2 2022: Revision of the Prime ministerial
decree (DPCM) of 28 may 2015 on
coordination and strengthening of action

Q2-2022 The law shall in particular aim to, against hydrogeological risk
e Accelerate the procedures for project design and implementation
of hydrological risks projects;
e  Streamline information flows and data sources and develop a
system of indicators for a better identification of hydrological
risks and for the monitoring of projects aimed at tackling them;
The investment for the reduction of
Inv. 2.1.a. Measures for flood and hydrogeological risk reduction hydrogeological risk contemplates
two types of interventions:
Milestone: Award of the contracts for the interventions on risk | The contracts will be awarded to the regions - 2.1 a. the first which acts according
management and reduction of hydrogeological risks. Q4 2023 on the basis of the surface, the resident to the sector planning carried out by
population in the region and the risk of the district authorities and is aimed at
Q4-2023 Int. 2.1.b landslides, flood and coastal erosion reducing the risk.

Milestone: adoption of the decree approving the first intervention plan /
investment plan by the responsible party (Commissioner delegate /
Region / Autonomous Province) for flood and hydrogeological risk
reduction. Q4 2021

For the non-structural measures the
contracts will be awarded to the River Basin
Authorities on the basis of the surface.

- 2.1 b. the second which acts
downstream of emergencies and is
aimed at restoring the starting
conditions. This second type acts on
the basis of interventions proposed
with  specific emergency plans
proposed by the regional

2




administrations to the National Civil
Protection Department, has
streamlined procedures to guarantee
the resilience of the territories to
disasters

Q2-2026

Inv. 2.1.a. Measures for flood and hydrogeological risk reduction

Target: reduction in the number of people at direct flood and hydrological
risks.
Baseline: 1.750.000; goal 250.000 by Q2 2026

People considered at direct risk are
defined as those living in P2, P3, and P4
areas as per the indicators developed by the
Istituto Superiore per la Protezione e la
Ricerca Ambientale defined by the Flood
Risk  Management Plans and by the
Hydrogeological ~ Plans(piani ~ Asseto
Idrogeologico)  set out by River Basin
Authorities

People at direct risk are people who risk their
own safety in the areas of intervention.

The target measures the reduction of people
at direct risk in these areas made possible
thanks to the structural interventions
financed by the PNRR

The target will be measured through the
Database ReNDiS web, which collects all
the information about mitigation measures
and projects, provided by the Regions.

Since the target is considered
achieved only when the measure is
fully implemented, it is difficult,
considering all the variables (e.g.
problems during the tender, delays
due to expropriation or EIA
procedures), giving an intermediate
target.

However, each year we can send the
EU the estimated target for the next
year, in order to keep better track of
the implementation.

Q4-2023

Inv. 2.2: Interventions for the resilience, the enhancement of the territory
and the energy efficiency of the Municipalities

Target: Complete at least 7 500 interventions for small public works. At
least 10% of investments for small public works realized in municipalities
are dedicated to energy efficiency of public lighting, of public buildings
and/or at the installation of systems for the production of energy from
renewable sources.

The percentage of investments is calculated
on the total amount of euro assigned for
small public works in municipalities (3 bln
euro)

Details on the territorial distribution will be
reported.

Small public works should include at least
one of the following interventions,

a) energy efficiency projects aimed at
improving the efficiency of public lighting,
improving the energy efficiency of public
buildings and at the installation of systems




for the production of energy from renewable
sources;

b) interventions in the field of sustainable
mobility for the adaptation and safety of
schools, public buildings and municipal
heritage and for the removal of architectural
barriers.

Q2-2026

Inv. 2.2: Interventions for the resilience, the enhancement of the territory
and the energy efficiency of the Municipalities

Target: Complete at least 30 000 interventions for small public works.. At
least 30% of investments for small public works realized in municipalities
are dedicated to energy efficiency of public lighting, of public buildings
and/or at the installation of systems for the production of energy from
renewable sources

The percentage of investments is calculated
on the total amount of euro assigned for
small public works in municipalities (3 bln
euro)

Details on the territorial distribution will be
reported.

Small public works should include at least
one of the following interventions,

a) energy efficiency projects aimed at
improving the efficiency of public lighting,
improving the energy efficiency of public
buildings and at the installation of systems
for the production of energy from renewable
sources;

b) interventions in the field of sustainable
mobility for the adaptation and safety of
schools, public buildings and municipal
heritage and for the removal of architectural
barriers.

Medium public works should include at least
one of the following interventions,

a) investments for the safety of the territory
against hydrogeological risks;

¢) investments in the safety and energy
efficiency of buildings, with priority for
school buildings, and other structures owned
by the institution.




Q4-2023

Inv. 2.2: Interventions for the resilience, the enhancement of the territory
and the energy efficiency of the Municipalities

Target: Complete at least 1 000 interventions for medium works. At least
10% of investments for medium public works realized in municipalities
are dedicated to safety of the territory against hydrogeological risks.

The percentage of investments is calculated
on the total amount of euro assigned for
medium public works in municipalities (3
bln euro)

Details on the territorial distribution will be
reported.

Medium public works should include at least
one of the following interventions,

a) investments for the safety of the territory
against hydrogeological risks;

c) investments in the safety and energy
efficiency of buildings, with priority for
school buildings, and other structures owned
by the institution.

Q2-2026

Inv. 2.2: Interventions for the resilience, the enhancement of the territory
and the energy efficiency of the Municipalities

Target: Complete at least 5 000 interventions for medium works. At least
40% of investments for medium public works realized in municipalities
are dedicated to safety of the territory against hydrogeological risk.

The percentage of investments is calculated
on the total amount of euro assigned for
medium public works in municipalities (3
bln euro)

Details on the territorial distribution will be
reported.

Medium public works should include at least
one of the following interventions,

a) investments for the safety of the territory
against hydrogeological risks;

c) investments in the safety and energy
efficiency of buildings, with priority for
school buildings, and other structures owned
by the institution.

Q42021

Reform 3.1 Adoption of national programs on air pollution control

Milestone. Adoption of a National air pollution control Program pursuant
to EU Directive 2016/2284. Decree of the President of the Council of
Ministers (DPCM) by Q4 2021




Inv. 3.1: Protection and enhancement of urban and peri-urban forests

Milestone: Adopt the urban forestation plan in line with the objectives of

Q4-2021 of the law of 12 December 2019, 141 (‘climate law’) and following a
planning phase to be carried out by the metropolitan cities.
Q42021
Inv. 3.1: Protection and enhancement of urban and peri-urban forests
The goal is to plant at least 6.6 million trees
Target: Total number of trees planted (cumulative over the years) for (for 6,600 hectares of urban forests),
urban reforestation launched pursuant to article 4 of the law of 12 identifying locations and quantities
December 2019, 141 (so-called climate law) according to the principle of using "the
Q4-2024 right tree in the right place". The Charter of
Baseline 0 Goal 6.600.000. By Q4-2024 the Ecoregions of Italy drawn up at the
level of “34 ecoregions” will make it
possible to select and assign to each
There are two Intermediate targets: metropolitan area the most suitable trees in
- Baseline 0; goal: 1.650.000 by Q4-2022; terms of ecological, biogeographical and
- Baseline 1.650.000; goal: 3.300.000 by Q4 2023 response to different local needs
Int. 3.2.a. Collection and processing of big
Inv.3.2: Digitization of national parks - 3.2.a. Nature conservation - | data are planned from heterogeneous
monitoring of pressures and threats on species and habitats and climate | sources, both for the monitoring of climate
change change and for scientific purposes, for
example the study of the effects on target
Target: Percentage of hectares of Italian national parks and marine | habitats and species, and for the direct use of
protected areas where the new monitoring system is active: threat alerts on the territory, land and sea,
Baseline 0 goal 33% by Q4 2025 through apps or web portals.
Q4-2025 Sources of data collection will be proximity

Intermediate target

Hectares involved in the experimentation of the new monitoring system of
pressures and threats on species and habitats and climate change (HA):
5000 by Q2 2022

sensors, which can be installed without the
need for power supply, even placed directly
on IP systems, to measure the different
environmental parameters of air and water
(pollution, CO2, temperature, humidity, ...).
Other specific sensors, also usable to make
audio/video recordings (phototraps) will
allow the monitoring of target species and




the acquisition of large amounts of scientific
data while updating those already available.
Particular importance will be given to the
planned and continuous use of drones with
sensors installed, and open data collected by
the Sentinel satellites of the Copernicus
program (https://scihub.copernicus.eu/). For
the marine environment, it is foreseen the
installation, on the buoys of perimeter
zoning of marine protected areas, of
multiparameter probes for the monitoring of
parameters such as optical dissolved oxygen,
specific and absolute conductivity, pH,
salinity, temperature, level, the visual
census.

The data will be included in the database of
the  Marine  Strategy  which, in
implementation of the European Directive,
has set up a monitoring network. Crossing
this large amount of big data, stored in e
Cloud infrastructure, predictive models and
artificial intelligence algorithms can be
applied to detect and prevent phenomena
related to pressures on species and habitats,
the spread of pathogens and other threats to
plant species to the occurrence of fires.

Inv.3.2: Digitization of national parks - 3.2.b. Digital services to visitors
to national parks and marine protected areas

Q12022 | Milestone. Agreements signed between Ministry od Ecological Transition
(MITE) and National Parks and Marine Protected Areas to develop digital
services for visitors. Ministerial decree by Q1 2022
Int. 3.2.b We will invest in sustainable
mobility with a specific edition for Parks and
Inv.3.2: Digitization of national parks - 3.2.b. Digital services to visitors | MPAs of the apps currently available for
Q4-2023 to national parks and marine protected areas carpooling (Uber type) as an alternative

Target. Percentage of National Parks and Marine Protected Areas which
have developed Digital services for park visitors (at least two among the

service to Local Public Transport - LPT. The
service connects private service partner
drivers to users who need to reach a
destination. For the Parks, this service will




connection to the Naturitalia.it portal, the 5G/wifi or the sustainable
mobility app

Baseline 0, goal 70% by Q4-2023

cover certain sections identified by the Park
as critical and for which this service helps to
optimise the transit of private vehicles and,
at the same time, acts as an alternative to
LPT in poorly served areas. The same App,
in addition to serving as a service for
mobility, will serve to convey services
consistent with the Park and the AMP to
allow the visitor a choice that enhances the
places in line with the purposes of the
protected area, thus ensuring an added value
to the territory with the purchase of
additional services. The App will also allow
the automation of the issuing of permits for
the performance of certain activities in
protected marine areas, for which the
managing body must issue specific
authorisations upon request.

Q4 2024

Inv.3.2: Digitization of national parks - 3.2.c. Administrative
simplification - Digitisation and simplification of procedures for services
provided by Parks and Marine Protected Areas

Target. Percentage of Park Authorities fully connected to the digital
platform for simplification of procedures for services.

Baseline 0, goal 100% by Q4-2024

Int. 3.2.c Currently in each PN and MPA,
depending on the size, there is a considerable
effort to respond to requests for permits,
authorisations, clearances, VINCA. Many of
these  procedures involve  detailed,
sometimes even complex, requirements. The
variety of investigated proceedings is
therefore extremely wide, therefore there is
a large margin of optimization for
proceedings that occur in recurring form that
can be dismissed in less time, leaving space
and resources for the more complex ones.
The digitalisation of services involves the
acquisition ~ of  authorisations  and
information via the web, optimising the
system for issuing authorisations, provided
for by the Regulations, and aimed at both the
tourism sector and the professional sector.
For each park and AMP, an interface will be
organised for the authorization requests set
up with the logic of the Single Desk in which
the citizen find useful information to guide
requests according to the measures of the
park.




Inv. 3.3 Re-naturification of Po area

Q3-2023 | Milestone: Planning and acquisition of authorizations - Approval of the

AIPO through adequate administrative measures by Q3 2023
Reduction of riverbed artificiality (n.
complainent groyne):

The project involves the lowering of 24
navigation groynes (Groyne) which are
rigid bank structures for hydraulic defense
that had been built in the past decades and
have helped to close the lateral branches of
the Po; the renaturation project foresees

Inv. 3.3 Re-naturification of Po area their lowering and the reopening of the
oxbow lakes / lateral branches upstream to

Target: Reduction of riverbed artificiality (n. complainent groyne): restore th'e d1ver51ty'of hablltats and increase

Q1-2026 | Bascline 0 goal 24 by Q1 2026. the capacity of the river to invade.

Intermediate target - .

Naturalistic reforfstation and forest maintenance (HA): 100 by Q2 2024 Nat.urahstlc reforest.atlon and. forest
maintenance  (HA): a  widespread
reforestation action with native species is
planned to restore the riparian woodlands of
the river to improve biodiversity, increase
the protection of the banks and river strips
and improve the self-purification capacity of
the ecosystem and an initial coverage of at
least 100 hectares is expected by 2024

Inv. 3.4. Remediation of “orphan-sites soil” . . .

The Ministry of Ecological Transition

Milestone: Approve an Action Plan for the revitalisation of orphan sites | transfers to the Regions the resources

to reduce land take and enhance urban regeneration. It should include as a | 2ssigned through the signing of agreements.

minimum: The agreements define, moreover, a chrono

Q4-2022 | e The identification of orphan sites in all 21 program of the interventions that respects

Regions and/or Autonomous Provinces

e The specific interventions to be made in every orphan site to reduce
land take and enhance urban regeneration

Q4-2022

the timing fixed by the recovery funds. The
milestone refers to the publication of the list
of agreements.




Q2-2026

Inv. 3.4. Remediation of “orphan-sites soil”

Target: Percentage of surface revitalized to reduce land take and enhance
urban regeneration
Baseline:0 Goal:70% by Q2-2026

Q22024

Inv. 3.5. Restoration and protection of the seabed and marine habitats

Milestone: Public procurements for coastal habitat mapping, marine
(beyond 12 NM) habitat mapping, restoration activities completed

Q22025

Inv. 3.5. Restoration and protection of the seabed and marine habitats

Target: Number of Marine and coastal observation systems.
Baseline 0, goal 22 by Q2 2025

Q22026

Inv. 3.5. Restoration and protection of the seabed and marine habitats

Target: Percentage (%) of Marine and coastal habitat mapping.
Baseline 10% at Q4 2025, goal 90% by Q2 2026

Intermediate target
Baseline 10% goal 55% by Q4 2024

Q12022

Reform 4.1 Simplification of legislation and strengthening of governance
for the implementation of investments in the water supply infrastructures
Objectives:
- Simplification and more effective implementation of the legislation
relating to the National Plan for interventions in the water sector;
- Provision of support and accompanying measures for implementing
bodies not able to carry out investments relating to primary
procurement within the foreseen time frame.

Milestone. Approval of the regulatory measure for simplification and
more effective implementation of the legislation relating to the National

10




Plan for interventions in the water sector. Legislative measure approved
by Q1 2022

Q2-2021

Reform 4.2 “Measures to ensure full managerial capacities for Integrated
water services”

In order to give concrete and specific impetus to the industrialization
process of the sector, the establishment of the Local Government Bodies
and the successful entrusting of the integrated service to capable managers
will be established as a necessary condition for the allocation of PNRR
resources.

The areas that currently do not meet the aforementioned criteria will have
a deadline (Q2 2022) for adaptation to the national and European
regulatory framework, so that they too can take advantage of PNRR
funding. In particular, it is planned to reserve up to 30% of available
funding for one year, in order to allow the lagging regions to align
themselves.

In this regard, the Ministry of Ecological Transition (MITE) provided for
the definition and signing of specific Memoranda of Understanding with
Regions and Government Bodies in the area, to provide support, where de
lays are recorded.

Milestone: Start of support activities to the Regions concerned, late in the
implementation of the integrated water service - Memoranda of
understanding Ministry od Ecological Transition (MITE) -Regions
concerning support for implementation of projects for integrated water
services by Q2 2021.

Q32023

Inv. 4.1. Investments in primary water infrastructures for the security of
water supply

11




Milestone. Completion of the procurement procedure of the selected
projects for the security of water supply. 100% of financed project with
official award of the tender by Q3 2023

Inv. 4.1. Investments in primary water infrastructures for the security of
water supply

Target: Number of complex water systems (at regional, sub-regional or
at irrigation district level) for which security of supply has been
increased.

Baseline 0 goal 25 by Q2-2026

‘Complex water systems’ and ‘increase
security of supply’ are [as a minimum]
defined as follows:
o More resilient infrastructures to climate
change
o Improved quality of water, where relevant
o Increased safety standards of the water
infrastructure
o Optimisation of water supply, including
losses reduction where relevant
and ‘increase’ means at least:
e  More water efficiency of supply
systems
e More water storage

Q2-2026 . e
e i.e., more availability of water for
Intermediate target users - )
Baseline 0, goal 7 by Q4 2025 e  Adaptation/mitigation during
water scarcity and drought events
Complex water systems are water systems
supplying large areas/districts, that could
need several interventions/works
(maintenance or new infrastructures) for
increasing the security of primary water
supply (e.g. big cities or residential areas,
large irrigation districts).
Inv. 4.2. Reduction of losses in water distribution networks, including
digitization and monitoring of networks
Q32023 | Milestone. Completion of the procurement procedure for the realization

of interventions for the modernization and efficiency of the water
distribution networks. 100% of financed project with official award of the
tender by Q3 2023

12




Inv. 4.2. Reduction of losses in water distribution networks, including
digitization and monitoring of networks

Number of km of aqueduct divided into
homogeneous districts, not too vast
territorially, in order to improve the
management and maintenance of the

Q2-2026 Targgt: Kilometers of districtized water network network also through digitalisation for
Baseline 128.000, goal 153.000 by Q2 2026 pressure and flow rate control to reduce
. water losses.
Intermediate target
Baseline 128.000 Km; goal 137.000 Km by Q4 2024
Inv. 4.3 Investments in the resilience of the irrigation agrosystem for better
management of water resources
Q42023 Milestone: Completion of the procurement procedure for the realization
of the financed infrastructural interventions on the networks and irrigation
systems and on the related digitalisation and monitoring system - 100% of
financed project with official award of the tender by Q4 2023
Inv. 4.3. Some of the main objectives are:
- Encourage the measurement and
Inv. 4.3. Investments in the resilience of the irrigation agrosystem for the monitoring of uses both on collective
better management of water resources networks (through the installation of
meters and remote-control systems) and
Target: Increase in the percentage of withdrawal sources equipped with for self-supply uses (through a monitoring
Q22026 | meters. Baseline 24%; goal 40% by Q2 2026 system of private licenses) as a
prerequisite  for  completing  the
Intermediate target introduction of water pricing policy based
Baseline 24%, Goal 29% by Q4 2024 on the water volumes for an efficient use
of water resources in agriculture;
- Reduce illegal water withdrawals in rural
areas.
Inv. 4.3. Investments in the resilience of the irrigation agrosystem for the | To be considered more efficient the
better management of water resources. irrigation system should provide for
Q2-2026 installation of meters at the supply source

Target. Increase in the percentage of irrigated area affected by efficient
use of irrigation resources as a results of interventions

and on the distribution network, provide for
an adequate water saving in absence of
increase in irrigated area.

13




baseline 8%, goal 15% by Q2 2026

Intermediate target
Baseline 24%, Goal 29% by Q4 2024

Q4 2023

Inv. 4.4 Investments in sewerage and purification

Milestone. Completion of the procurement procedure for the realization of
interventions in sewerage and purification. 100% of financed project with
official award of the tender by Q4 2023

Q2-2026

Inv. 4.4 Investments in sewerage and purification

Target: Non-compliant equivalent inhabitants of the agglomerations
subject to interventions
Baseline 2.572.911, goal 0 by Q2 2026

Intermediate target
Baseline 2.572.911, Goal 2.011.879 by Q4 2024

The indicator shows the reduction of the
number of equivalent inhabitants who do
not comply with the requirements of
Directive 91/271/EEC.

The choice of reducing the number of
equivalent inhabitants compared to
the previous hypothesis is a direct
consequence of the elimination of the
East Naples treatment plant. It was,
indeed, a revamping and not the
construction of a new purifier in a
territorial reality characterized by a
very high population density. The
replacement interventions are located
in very different and minor territorial
realities (hence the lower number of
equivalent inhabitants brought up to
standard) require the construction of
pipelines and often a new plant and
not just a revamping. These are the
reasons why the financial endowment
has remained unchanged in the face
of a reduced number of equivalent
inhabitants brought into compliance.
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Annex II: M/Ts of Component 4 of Mission 2

Disclaimer: The selection and specific wording of the M/T in the CID, further specification in the OA and associated deadlines are subject to further reflection and adjustment, in light of the final version
of the component, and given the need to ensure consistency across components and to ensure full respect of the Regulation.

Further specifications included in the

Timeline CID OA

Monitoring included in the OA Additional comment

Q4-2021 | Milestone:

Milestone: Adopt Law/Regulations and/or modify
DPCM May, 28 2015 so that the new legal
framework (as a minimum),

e  Prioritises prevention interventions in line
with the National Risk Assessment and with
Article 6 of the Decision 1313/2013 EU and
Risk Management Capability Assessment
and the Do No Significant Harm principle;

e  Sets general principles to simplify project
implementation and financing procedures
and hydrological risk projects;

Q2-2022

e  Harmonises the information flows to reduce
redundancy in reporting between the various
information systems of the State, in line with
the recommendations of the Italian Court of
Auditors;

e Reinforces the coordination of interventions
among different government levels in line
with the recommendations of the Italian
Court of Auditors;

Milestone: Adopt a general Law / Regulations on water
services for their sustainable use and incentivise
investment in water infrastructure, which contains
Q3-2022 | measures, which at least:

e Reduces fragmentation of entities through
rules and aggregation mechanisms by stop




allowing currently autonomous managing
operators that have to be integrated into the
unique operator for the entire ATO;

e Provides for proper incentives for a
sustainable use of water in agriculture.
notably to support the use of the common
monitoring system for water uses
(SIGRIAN) for collective and self-supply
irrigation uses;

Comment: Comment: As highlighted in investment
4.3 “Investments in the resilience of the irrigation
agrosystem for the better management of water
resources (including digitalisation and technological
innovation of distribution networks)”, the common
monitoring system is already in operation (SIGRIAN),
managed by MIPAAF. National investments on
irrigation infrastructures by MIPAAF are reserved
only to irrigation entities compliant with the statement
of National guidelines on the quantification of
irrigation volumes by Regions (Mipaaf Ministerial
Decree 31/07/2015), regarding the methods of
quantifying and metering irrigation volumes by
Regions (then implemented by individual regional
regulations) as well as the use of the SIGRIAN
webgis for the quantification of collective and self-
supply irrigation uses.

The National guidelines, approved to fulfil ex ante
conditionality for water resources under Cohesion
Policies, provide for an obligation for the Local
Agencies for Water Management (LAWM) to
quantify (by measuring or estimation) collective
irrigation volumes and to transmit the data to the
SIGRIAN to introduce water prices based on water
metering. Furthermore, guidelines provide for the
obligation for region to implement regional database
on volumes used in self-supply and trasmsission od
data to sigrian.

Therefore, the compliance with this obligation
represents both a prerequisite for access to public
financing for interventions on irrigation
infrastructures, and an ex-post obligation for the




beneficiaries of public funds. As a consequence,
LAWM that does not meet monitoring obligations,
cannot have access to funding under this measure, as
it already happens for national and EU funds.

A proper Technical support will be provided for the
LAWM for the completion of the monitoring
information in SIGRIAN.

Finally, a monitoring system of Water Abstraction
Licenses (WALSs) for private use and their connection
to the data system for collective uses (SIGRIAN) will
be promoted in the Regions and Public
Administrations, with the aim of recording and
monitoring the volumes used in self-supply and
preventing illicit uses of water (also thanks to the joint
measurement of the volumes used on collective
distribution networks).

Sets a system of regulated prices that takes adequately
into account environmental resource use and pollution
in accordance with the polluter-pays principle
Comment: the regulated price are set at regional level.
With regard to the regulation of irrigation fees and
tariffs on the national territory, in July 2016 a technical
table was set up at the MATTM (now MITE) to which,
among other things, the definition of the general
criteria for the determination, by the Regions, of the
concession fees for the use of public water, taking into
account the environmental and resource costs, in
implementation of Article 154, paragraph 3, of
Legislative Decree 152/2006. For this purpose, the
recognition of the regional regulations concerning the
concession fees currently in force was applied, with
respect to which to provide for homogeneous revision
criteria. During the works, parameters were
hypothesized with respect to which to determine the
concession fee for each use of water (mainly the
amount of water withdrawn and appropriate corrective
factors related to the impact of the derivation). With
regard to agricultural use, specific factors of reduction
of the use of the resource are highlighted, linked to the
good practices introduced for the measurement of
volumes and the improvement of irrigation efficiency,
as well as with respect to the positive externalities




produced (vivification of canals, groundwater
recharge, etc. ). To date, however, the drafting process
is suspended as work is being carried out, in parallel
with the new planning cycle of the River basin
management plans - which will have to carry out an
analysis of the context and an economic analysis of
water use - to define the current’% of cost recovery
through the tariff and, possibly, provide for a
modification of the derivation concessions in terms of
volume and / or amounts or other different instruments
for internalising the environmental cost and the
resource (operation to be completed following the
analysis economic).

Q2-2022

Milestone: Revise the current legal framework to as a
minimum,

e  Ensures full compliance with the Water
Framework Directive for irrigation purposes
so as there is no net-deterioration in the
status of surface water bodies.




Mission
M2
M2
M2
M2
M2
M2
M2
M2
M2
M2
M2
M2
M2
M2
M2
M2
M2

Componen Id

ca
ca
c4
ca
c4
ca
ca
ca
ca
ca
ca
ca
ca
ca
ca
ca
ca

Inv1.1
Ref2.1
Inv2.1a
Inv2.1b
Inv2.2
Ref3.1
Inv3.1
Inv3.2
Inv3.3
Inv3.4
Inv3.5
Ref4.1
Ref4.2
Inv4.1
Inv4.2
Inv4.3
Inv4.4

Name

Integrated monitoring system

Simplification and acceleration of the procedures for implementing interventions against hydrogeological instability
Measures for flood risk management and hydrogeological risk reduction

Measures for flood and hydrogeological risk management

Interventions for the resilience, the enhancement of the territory and the energy efficiency of the Municipalities
Adoption of national programs on air pollution control

Development of urban and peri-urban forests

National Parks digitalisation

Re-naturification of Po area

Management and remediation of orphan sites

Marine Ecosystem Restoration (MER)

Simplification of legislation and strengthening of Governance for the implementation of investments in the field of water supply infrastructures
Measures to ensure full menagerial capacities for Integrated water service

Investments in primary water infrastructure for the security of water supply

Investments aimed at reducing losses in water distribution networks, including digitization and monitoring of networks

Stato

Validato

Validato- Rivista numerazione nel tab
Validato- Rivista numerazione nel tab
Validato- Rivista numerazione nel tab
Validato- Rivista numerazione nel tab
Validato- Rivista numerazione nel tab
Validato- Rivista numerazione nel tab
Validato

Validato- Rivista numerazione nel tab
Validato

Validato- Rivista numerazione nel tab
Validato

Validato

Validato

Validato

Investments in the resilience of the irrigation agrosystem for a better management of water resources (including digitalization and technological innovation of distribu' Validato

Investments in sewerage and purification

Validato
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Does the measure have no or an Insignificant
fareseeable Impact on this ablective or
contribute to support s objective?

Justification 1 A, B ar C has been sefected

Questions

Yes/No

Substantive fustification if NO has been selected

1. Climate change mitigation

A, The measure has no or an insignificant
foreseeable impact on the environmental objective
related to the direct and primary indirect effects of

its lfe cycle, given its nature,
and as such is considered compliant with DNSH for
the relevant objective

he measure is assignable to the intervention fieds 035 and
o “Adaptation to climate change measures and
prevention ant
management of climate related risks: floods and other
risks, such as storms and droughts (including awareness
raising, civl protection and disaster management systems,
infrastructures and ecosystem based approaches) " in the.
annex of the REGULATION (EU) 2021/241, with a climate
change coefficient of 1009%. In force of this, DNSH
considered complied with for the relevant climate change
Objective. Since the program measuires aim to reduce the
rogeslogcal st ssoctedwith e chngs with
interventions that repair the consequences of
disasters (floods, storms, landslides, etc ), they P
the achievement of the objective.

2. Climate change adaptation

. The measure ‘contributes substantiall’to an

felds 035 ahd
o e

Taxonomy Regulation, and as such is considered
compliant with DNSH for the relevant objective.

calamitous events (hydraulic

o hydrogeological) by providing for urgent structural and
Infrastructural investments. Those structural and

Infrastructural interventions have the following goas:

3. The sustainable use and protection of water and

The measure has no or an insignificant
foresceable impact on the environmental objective
related to the direct and primary indirect effects

he measure across its lfe cycle, given its nature,
o s comidrecompians with ONSH o
the relevant abjective

The measure has different purposes, which concern the.
safety and resumption of norma lving conditions of the
territories affected by calamitous hycro-geological events.
The measure does not have any interferences with the
environmental abjective

(leadtoa the
generation, incineration or disposal of waste; or (i) lead to

bic investment,

significant
inefficiencies:
T Lo

Centiantneftene i et o ek i or vy s
P o ter o S |, it o el s e el
o p: preparation for and recycling,
: fo st o
R S Sun SR DCEL R ) hierarchy and the EU Protocol on the Management of Construction and Demolition
e
5. Polluion rvenion snd conrt 3 vate o - e s eqlrsa st DS e e somtelto o asgnfcnt e e kel s i e ons o compeen aunons, e
o . applicable, during the "Conference of Services".
‘ P g e
DNSH good condition and resilience of ecosystems; or (i) detrimental to nsposing
6. e protctonaa resaraton
" assessment. the conservation status of habitats and species, including those of N Directives 2014/52/EU and 2011/92/EU, are designed by canmz out nnwmnmnnm

into the final project.
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Environmental objectives

Does the measure have no or an insignificant foreseeable impact
on this objective or contribute to support this objective?

1. Climate change mitigation

4. The measure has no or an insignificant foreseeable impact on the
environmental objective related to the direct and primary indirect effects of the
measure across its ife cycle, given its nature, and as such s considered compliant
with DNSH for the relevant objective

lustification if A, B or C has been selected

The remediation interventions do not include among the impacts those
relating to the mitigation of climate change as the purposes focus on
environmental and health aspects in terms of recovery of degraded areas
and protection of the health of the population in those areas. No
technology anolied to remediation as such invlves ereenhouse eas.

Questions

Is the measure expected to lead to significant GHG emissions?

Substantive justification if NO has been selected

2. Climate change adaptation

A" The eastire has o or an insignificant foreseeable mpact on the

tothe direct and pr effects of the
measure acrossits ife cycle, given its nature, and as such s considered compliant
with DNSH for the relevant abiective.

The measure does not contribute directly and substantially to adaptation
[to climate change as it is aimed at the efficient and more eco-sustainable
use of the sail resource.

Is the measure expected to lead to an increased adverse impact of the current cliimate and the expected
future climate, on the measure itself or on people, nature or assets?

3. The sustainable use and protection of water and marine resources

C. The measure ‘contributes substantiall’ to an environmental objective,
pursuant to the Taxonomy Regulation, and s such is considered compliant with
DNSH for the relevant objective.

The remediation interventions fully comply with the indication of art. 12
of the Taxonormy, as they contribute substantially to achieving the good
status of bodies of water, ensuring the progressive reduction of pollutant
by carrying out their recovery and preventing their deterioration.

Is the measure expected to be detrimental: i) to the good status or the good ecological potential of
bodies of water, including surface water and or (i to the good
marine waters?

4. The circular economy, including waste prevention and recycling

D. No, the measure requires a substantive DNSH assessment.

Is the measure expected to: (i) lead to a significant increase in the generation, incineration or disposal of
waste, witt of the incineration of ; or i lead to significant
inefficiencies in the direct or indirect use of any atany stage of are not
minimised by adequate measures; or

(i) cause significant and long-term harm to the environment in respect to the circular economy (art. 27 of
the Taxonomy)?

NO

T i IS T
to promote Th the disposal of polluted
material 2o through the use of phytodepuration technologies thus ensuring a circularity of the
resources by e/ The waste generated will be

correctly disposed of in accordance with the current regulation.
The remediation interventions by their nature produce various types of waste. The BATS available
today make it possible to guarantee their management in recovery and recycling processes (soil
washing, thermal desorption of activated carbon, etc ). In addition to the necessary technical
requirements, the design of the interventions must also refer to the adoption of i situ
remediation technologies (bioremediation, bioaugmentation, natural attenuation, etc.) capable of
guaranteeing the recovery of areas without the production of large quantities of waste generated

5. Pollution prevention and control to air, water or land

B. The measure is tracked s supporting a climate change or environmental
objective with a coefficient of 100%, and as such is considered compliant with
DNsH for the relevant objective

The measure is assignable 1o the intervention field 046 and 04661 of the
Annex 6 of the Taxonomy. Futhermore, the remediation interventions
fully comply with the provisions of art. 14 of the Taxonomy. The
remediation activities envisaged by this measure guarantee the removal
of nollutants from the soil and eroundwater matrix

Is the measure expected to lead to a significant increase in the emissions of pollutants into air, water or
land?

6. The protection and restoration of biodiversity and ecosystems

C. The measure ‘contributes substantiall’to an environmental objective,
pursuant to the Taxonomy Regulation, and as such is considered compliant with
DNSH for the relevant objective.

The remediation interventions fully comply with the provisions of art. 15
of the Taxonomy, letter a), as of
terrestrial ecosystems by improving their condition and the ability to
provide ecosystem services The measure contributes to the protection

Is the measure expected to be: (i) significantly detrimental to the good condition and resilience of
(i) detrimental to status of habitats and fuding those of Union

and restoration of ecosystem
o both from an biodiversity
point of view allows its reuse of the same avoiding to comprormise

further areas with their ecosystems, thus preserving their biodiversity.

interest?
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Substantive justification If NO has been selected

Does the measure have no or an insignlficant foreseeable Impact on this B CQuestions
objective or contribute to support this oblective?
o
efficient
A an nsig use of the resource,
1. Climate change mitgation i This il lhyin
nature, Givenal the above, s clar tha the|
. ifnotit
the
compliant wiht ONSH for the rlevant obiectiv.
the
Integrated
an eficent
. e use ofthe resource,
2. Climate change adaptation the years. This willlow, especaly |11 climate, on the measre tself oron people, nature or assets?
» . i clear that the
the
compliant wint DNSH forthe relevant objectiv.
o
efficient
A an nsig use of the resource,
! e This il lhyin
nature, Givenal the above, i
. ifnotit
the
compliant wiht ONSH for the rlevant obiectiv.
o disposal o
efficient
. use of the resource, fz=z,
4 Thecircular i This il lhyin
" iven al the above, i clear that the
e G e that o
e of the Taxonomy)?
compliant wiht ONSH for the relevant obiectiv.
o
efficient
A an nsig use of the resource, e or
5. Polluton prevention and control o ar, water or land i This il lyin [1>her g
nature, Given al the above, s clear tha the|
. ifnotit
the
compliant wiht ONSH for the rlevant obiectiv.
o
efficient
. use of the resource,
3 it This il liyin. |ecosystems;
i Givenal the above, i
. ifnotit
the
compliant wiht ONSH for the relevant obiectiv.
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1 Clmatechange migtion
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PART 2: DESCRIPTION OF REFORMS AND INVESTMENTS
A. COMPONENT M3C1 - Investments in railway network

1. Description of the component

Summary box

Policy area/domain:

National rail and road mobility
Objective:

The objectives of this component are: (i) the decarbonization and reduction of emissions through
the shift of passengers and freight traffic from road to rail; (ii) the increased territorial connectivity
and cohesion by reducing travel times; (ii1) the digitalization of transport networks and improved
security of bridges, viaducts and tunnels; (iv) the increased competitiveness of the productive
systems in the South by improving railway links. These objectives are in line with the nationwide
strategy on mobility of the Ministry of Sustainable Infrastructures and Mobility (MIMS) outlined
in “#ItaliaVeloce”.

The component is focused on the rail network known as Integrated National Transport System of
Ist level (SNIT), with a clear priority on the TEN-T network (core and comprehensive). The
implementing entity is primarily the public national company “Rete Ferroviaria Italiana” (RFI),
besides some works to be carried out by regional railways.

In the railway sector the interventions are focused on: (i) High-speed railway connections to the
South for passengers and freight; (ii) High-speed lines in the North connecting to Europe; (iii)
Diagonal connections; (iv) Introducing the European Rail Transport Management System
(ERTMS); (v) Strengthening metropolitan nodes and key national links; (vi) Strengthening
regional railway lines (management RFI); (vii) Upgrading, electrification and resilience of railways
in the South; (viii) Upgrading railway stations in the South.

Reforms and/or Investments:

Outcome 1: Transfer passengers and freight traffic from road to rail, increase rail
speed/capacity/connectivity and improve service quality along key national and regional links,
strengthen cross-border connections and EU railway interoperability

Reform 1.1:  Acceleration of the approval process of the Contract between the MIT and RFI

Reform 1.2:  Acceleration of the authorization process of projects

Investment 1.1: High-speed railway connections to the South for passengers and freight;
Investment 1.2: High-speed lines in the North connecting to Europe;
Investment 1.3: Diagonal connections;




Investment 1.4: Introducing the European Rail Transport Management System (ERTMS);

Investment 1.5: Strengthening metropolitan nodes and key national links;
Investment 1.6: Strengthening regional lines (management RFI);

Investment 1.7: Upgrading, electrification and resilience of railways in the South;
Investment 1.8: Upgrading railway stations in the South;

Outcome 2:  Support the safety and climate/seismic resilience of bridges, viaducts and tunnels

Reform 2.2: Implementation of the recent “Decree Simplification” (converted into Law n.120
dated 11 September 2020) by issuing a decree concerning the adoption of “Guidelines for the
classification and management of risks, the evaluation of security and the monitoring of existing
bridges”

Reform 2.1:  Transfer the property of the bridges and viaducts from the lower level ranking roads
to the higher ranking ones (highways and main national roads), in particular to ANAS

Estimated cost overall:
Investments in railway network: EUR 24,77 billion to be covered by RFF.

Total investments: EUR 24,77 billion to be covered by RFF.




2. Main challenges and objectives

National strategic context

The component is fully aligned with the priorities of the national strategy for mobility, which are
outlined in the document “#ItaliaVeloce”. The proposed investments and related reforms focus on the
key links of the rail network of national and international interest, known as the Integrated National
Transport System of 1% level (SNIT). A priority is given to the TEN-T network.

In the rail sector, the 1% level SNIT covers 8,800 km (around 50% of the national network) and 48
lines. The focus of the component is on the following TEN-T corridors:

e the Mediterranean Corridor crossing Northern Italy from West to East (Lyon-Turin-Milan-
Verona-Venice-Trieste).

e the Rhine-Alpine Corridor from Genova to the Alps;

e the Scandinavian-Mediterranean corridor connecting Italy from North to South (Brenner-
Trento-Florence-Rome-Naples-Bari-Messina-Palermo).

In terms of cross-border links, the ones included under the RFF are Italy-Switzerland (Genoa-Alps)
and Italy-Austria (the Brenner). The Lyon-Turin line has not been included, since its completion is
envisaged beyond 2026.

In terms of interoperability to favour the EU Single Market, priority will be given to the roll out the
ERTMS along 3,400 km of the railway lines.

Overall, railway investments in the South of Italy under the RRF are estimated to amount to around
40% of total investments. The decision on the use of additional ERDF funds for the railway sector in
the South has to be taken, but will in any case be complementary to the RRF.

Most of the investments proposed under the RRF are based on the Investment plans of “Rete
Ferroviaria Italiana” (RFI), which operate under “Contratti di Programma” signed with the Italian
Ministry of Sustainable Infrastructures and Mobility (MIMS), which are renewed at regular intervals.
In order to accelerate the start of the investments, it is being considered that all works inserted in the
Recovery Plan should be automatically included in the “Contratti di Programma” with RFI, without
the need for a separate approval process.

a) Main challenges’

Current passenger traffic in Italy is heavily skewed towards roads

e At present passenger traffic in Italy is 90% on roads (860 billion passenger kilometres per
year), while the railway represents only 6% of passengers (vs. 7.9% in Europe). The
national transport sector is hence responsible for significant GHG emissions, with fossil
fuels still representing the main source of energy.

! The source of most of the data in this section is the 2020 “#ItaliaVeloce” document of the MIMS.



e Most railway lines (72%) are electrified, while some diesel lines remain mainly at the
regional level.

Freight volumes by road are concentrated in the North and at cross border links

Freight volumes travel 51% on roads (1.05 billion tons in 2019) and 13% by rail (vs. 18.7%
in Europe?). Most of the freight volume (65%) is concentrated in Northern Italy (20% in
Lombardy). As a result, in the North the traffic of heavy vehicles exceeds 30% of total vehicles
in circulation, creating congestion and security problems.

Road transport is especially relevant for Italy-EU imports (80% share) and exports (90%
share), passing through the following key border links: Italy-France with 92% of freight
volume on roads; Italy-Switzerland with 30% of freight on roads; Italy-Austria with 72% of
freight on roads; and Italy-Slovenia with 94% of freight on roads.

The total freight traffic crossing the Alps represents 223 million tons, whereby the situation
of congestion is particularly critical along the Brenner cross border link, which handles 25%
of the Italian trade through the Alps.

e In order to increase freight volumes by rail, an increase in the capacity of the network and
nodes is necessary. Also the connectivity of railways to ports and airports needs to be
increase. In the long run (by 2050) Italy aims to raise the share of freight traffic by rail up
to 50% (for trips exceeding 300 km).

Limited railway connectivity to and within the South and in the Centre

e The high-speed network of Italy runs primarily from North to the South (along the
Scandinavian-Mediterranean corridor), until Naples/Salerno.

e The population living south of Salerno is hence disconnected from the high-speed
network. Overall in the South the capacity, reliability and frequency of the railway
services is limited, resulting in long travel times.

e Also in the Centre of the country, West-East rail connections (e.g. from Rome to Pescara
and from Orte to Falconara) are in need of upgrading, and the population living in the
internal areas does not have access to a modern rail network.

Guidelines for the definition of homogenous criteria for the classification and management of risks,
the evaluation of security and the monitoring of existing bridges, viaducts and tunnels along the road
network.

There is insufficient knowledge of the status of the bridges, viaducts and tunnels along the national
road network (of ANAS and/or of highway Concessionaires). In addition, the property and
responsibility for the maintenance of the bridges and viaducts is not clearly allocated. An in-depth
analysis and evaluation, the transfer of the responsibility for all bridges and viaducts to highway
operators, and the setting up of maintenance guidelines and a maintenance plan are hence necessary
to ensure the resilience of the infrastructure versus climate and seismic risks.

2 Data Eurostat 2020.



b) Objectives

The objectives of the component are:

(1)

(i)

(iii)

the decarbonization and reduction of emissions through the passage of passengers and
freight traffic from road to rail; furthermore, in the field of rail freight transport, the
reduction of emissions is envisaged also through an action of renewal with scrapping and
refitting of the obsolete part of the current fleet (locomotives, wagons, intermodal
transport units), as well as the electrification of the connecting infrastructures for the
transfer of goods on the national railway system.

the increased territorial connectivity and cohesion by reducing travel times (an objective
of the national strategy is that 80% of the population should be at most 1 hour away from
a high-speed connection);

the increased competitiveness of the productive systems in the South by improving traffic
links.

In particular, in order to increase the attractiveness and competitiveness of the railway network, the
focus of this component will be on:

High-speed railway connections to the South for passengers and freight: three high-speed
railway lines will be extended towards the South of Italy, i.e. the Naples-Bari (funded so
far from ERDF), the Palermo-Catania and one functional lot of the Salerno-Reggio
Calabria (the completion of other lots will be funded from national funds and ERDF).
These lines will also increase the capacity to transport freight from the ports of the South.

High-speed lines in the North connecting to Europe: the freight transport capacity of the
Brescia-Verona-Padova line will be increased, in parallel to an increase of freight capacity
of the Verona-Brenner link. In addition, the freight transport capacity from Genoa and its
port through the Alps will be strengthened.

Diagonal connections across Italy: investments are foreseen in the following three lines
crossing Italy west to east: Orte-Falconara; Rome-Pescara (mainly passenger traffic along
the line, including commuters); and Salerno-Battipaglia-Taranto.

Introducing the European Rail Transport Management System (ERTMS) to ensure
interoperability and security: the focus will be on the TEN-T network, starting with
passenger traffic lines and then extending the ERTMS also to freight traffic lines.

Strengthening metropolitan nodes and key national links: a nationwide investment
programme of RFI will be dedicated to improve the capacity, reliability, safety and service
levels at 12 metropolitan nodes and along key railway links.

Strengthening of regional railway lines: upgrading investments will also concern a series
of regional railway lines managed by RFI.

Upgrading railway stations in the South of Italy by improving their accessibility.



The investments foreseen in the railway are in line with the 2020 and 2019 Country Specific
Recommendations (CSR) for Italy. In particular, 2020 CSR mention the need to “front-load mature
public investment projects and promote private investment to foster the economic recovery, focusing
investments on the green and digital transition, including sustainable public transport”. Also the 2019
CSR mention that “investment is needed to raise the quality and sustainability of the country’s
infrastructure” and that “in the transport sector, Italy has not delivered on its infrastructure investment
strategy (Connettere 1’Italia)”, with the result that “the EU transport scoreboard shows that the quality
of Italy’s infrastructure is below the EU average”.

Twin transition:

By supporting the shift of passengers and freight traffic from road to by rail and reducing road
congestion, the component will reduce GHG emissions. In particular, RFI estimates that an increase
of the share of passengers using the railway from 6% to 10% could result in annual CO2 saving of
2.3 million tons by 2030.

In addition, the digitalization of railway services through the ERTMS will increase the safety levels
of these transport modes, allowing to improve the planning of effective maintenance activities and
reducing life cycle maintenance costs, while increasing the resilience of the network.

Jobs and Growth:

In an increasingly connected world with raising trade flows, a digitalized, green and efficient transport
network is a necessary condition for economic growth. The investments in smarter, quicker and safer
connectivity across Italy will hence improve the competitiveness and productivity of the connected
territories.

People will spend less time traveling for work, including commuters. Tourist flows will be able to
move more quickly across the country, discovering new areas of cultural interest and reducing the
pressure on the main tourist centres.

Freight transport services will be more competitive, facilitating imports and exports of goods, and
attracting companies to locate their production sites and/or services close to efficient transport nodes.
The increase of rail connectivity to ports in the North, Centre and South of the country will improve
the competitiveness and environmental sustainability of the logistic corridors across Italy.

Social resilience:

The investments in national and regional railway networks and nodes in the South of Italy (including
the accessibility of railway stations) will reduce the gap in terms of the existing railway infrastructure,
reducing travel times and improving social cohesion.

The increase of the capacity of key railway nodes in 12 metropolitan areas will have positive spill-
over effects on regional trains, making the city centres more accessible and improving the quality of
life of commuters. In addition, some investments will be directly targeted at regional/urban lines that
are primarily used by the commuters.



3. Description of the reforms and investments of the component

| 1) Investments in railway network

Reform 1.1: Acceleration of the approval process of the Contract between the MIT and RFI

Challenges: The long approval times currently required for the Contract defining the investments
between the MIMS and RFI (Program Agreement - CdP) do not allow an adequate planning of the
investments by RFI and the implementation of the works within established dates.

Objectives: Through the proposed reform, the approval process of the 5-year CdP between MIMS
and RFI and of the annual variations will be accelerated, allowing to speed up the planning and
implementation of the works.

Implementation: The MIMS will propose a legislative amendment. It could foresee that the competent
parliamentary commissions should express an opinion on the strategic guidelines of the CdP and not
on the list of investments, prior to the opinion of the CIPE. In addition, the Court of Auditors could
carry out in parallel concurrent checks on the CdP at the request of the Government or of the
competent parliamentary commissions (as recently foreseen in the "Simplification Decree Law"
2020).

Target population: RFI and rail users.

Timeline: the legislative amendment will be presented by the MIMS by end of 2021.

Reform 1.2: Acceleration of the authorization process of projects

Challenges: The uncertainties concerning the duration of the authorization processes of projects, as
well as the time required for the adaptation of the final project design to the prescriptions made by
the various administrations, cause delays and cost increases.

Objectives: The MIMS will propose a regulatory change, in order to allow to anticipate the
geographic location of the works at the time of the “Economic Technical Feasibility Project” (PFTE),
instead of waiting for the definitive project design phase. The location will hence be included as a
variation of the urban planning instruments, with a constraint linked to expropriation. The additional
authorizations, which cannot be acquired on the PFTE, would be obtained in subsequent project
design phases, without convening the “Conferenza dei Servizi”, as an exception to Law no. 241/1990.

The following positive effects are expected from the proposed regulatory change:

- all the observations of the various administrations will be collected at the stage of the PFTE,
allowing to incorporate them, with savings in terms of time and resources, in the subsequent phases
of the project design process;

- the land affected by the works will be reserved from the urban planning point of view, inhibiting
building activities by third parties and allowing economic savings for future expropriations;



- the overall time for the authorization process of projects would be reduced from currently 11 months
to 6 months.

Implementation: The MIMS, in coordination with the Ministry of the Ecological Transition (MITE)
and the Ministry of Culture (MiC), will propose a legislative amendment of art. 13 of Law no.
120/2020 (Simplification Decree Law), and of related regulations included in the Code of Contracts,
in the Environmental Code and in administrative procedures.

Target population: RFI and rail users.

Timeline: Legislative amendment to accelerate the permitting process will be proposed by Q4 2021.

Investment 1.1: High-speed railway connections to the South for passengers and freight

Challenges: In order to ensure territorial cohesion and equity, there is a need to improve the
connection of the inhabitants in the regions of the South to the high-speed railway network.

Objectives: The proposed investments in the High Speed Network (AVR) allow to develop the long-
distance railway passenger and freight services in an effective manner, consistent with the structure
of the Italian territory and with the connectivity needs of the southern regions. The proposed
interventions will be integrated with the regional transport systems, which play a primary role in
supporting the demand of local mobility, and also feed the system of High Speed connections at the
national level.

In particular, the High-speed network interventions planned in the South will make it possible to
reduce journey times and increase capacity, as illustrated below:

- Naples-Bari: upon completion of the project the Naples-Bari section will be covered in 2
hours, instead of the current 3hours 30 minutes; there will be an increase in capacity from 4
to 10 trains/hour on the sections with double tracks, and an adjustment of the performance to
allow the transit of freight trains;

- Palermo-Catania: upon completion of the entire project there will be a reduction in the
journey time of 60 minutes on the Palermo-Catania section, and an increase in capacity from
4 to 10 trains/hour on the sections being doubled;

- Salerno-Reggio Calabria: upon completion of the entire project, the journey time will be
reduced by 60 minutes on the Rome-Reggio Calabria section, with a recovery of up to 40
minutes on the priority lots of the Salerno-Battipaglia-Paola section; in addition, there will be
a performance upgrade to allow the transit of freight trains, in particular for the port of Gioia
Tauro. The Salerno Reggio Calabria project involves the construction of a new HS standard
line that can be implemented in functional phases, which minimizes the impact on the territory
and is consistent with the ongoing and planned investments. The intervention included in the
PNRR is Battipaglia — Romagnano (a section of 33 km).

Implementation: the interventions are part of the current RFI Investment Programme in the Contratto
di Programma, approved by the MIMS. The Naples-Bari intervention proposed for funding by the
RREF (a section of around 90 km) is under construction, with completion of approximately 32 km
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foreseen in December 2023. The Palermo-Catania intervention proposed under the RRF (a section
of approximately 150 km) is mainly in design phase, while the Bicocca-Catenanuova section
(approximately 37 km) is planned for completion by December 2023. The priority lot of the Salerno-
Reggio Calabria intervention is in design phase with completion in June 2026.

RFI has demonstrated over the years a strong capacity to implement investments, starting from the
planning phase, design, obtaining the necessary permits, launching calls for tenders, selecting and
supervising contractors. Furthermore, it is expected that for the works included in the RRF, which
still need to start the authorization process, further simplifying procedures will be activated through
specific legislative procedures, in order to compress the time required for the authorization procedures
foreseen in the planning process (Conferenza dei Servizi - environmental authorizations - cultural
heritage superintendence authorizations, etc.).

Target population: users of the indicated railway lines.
Timeline: by 2026.

State aid: The existence of State Aid can be excluded, in accordance with the Commission Notice on
the notion of State aid as referred to in Article 107 of the TFEU and the paragraph 31 of the Guiding
Template related to “Other low emission transport modes — rail and inland waterway”, taking into
account that measures have no discernible effect on trade between the Member States and there is no
distortion of competition.

Investment 1.2: High-speed lines in the North connecting to Europe

Challenges: In order to increase the freight traffic by rail and to ensure the modal shift from road to
rail in the cross-border trade, it is necessary to increase the capacity of railway connections in the
North of Italy and with the rest of Europe.

Objectives: The proposed High Speed Network (AVR) interventions will allow to strengthen freight
transport services by rail, according to an intermodal logic and by establishing connections with the
system of existing ports and airports. In particular, the planned High-speed interventions allow the
reduction of travel times and the increase of capacity, as indicated below:

- Brescia-Verona-Vicenza-Padua: the proposed interventions refer to the Brescia-Verona
section (of 48 km) and the Verona-Bivio Vicenza section (of 44 km). Upon completion of the
entire project up to Padua, the journey time on the Milan-Venice section will fall by 15
minutes. The main benefits will be an increase in capacity and in the regularity of traffic due
to a specialisation of the services (traditional vs. HS), a significant improvement in the
regional transport system due to the higher capacity on the historic line, and a better
accessibility of the new station at Vicenza Fiera;

- Liguria-Alpi: the intervention will allow the transit of freight trains with as length up to 750
meters. Upon completion of the entire project, journey times will be reduced by 60 minutes
on the Genoa-Milan section (compared with the current time required of 1h 30 minutes) and
on the Genoa-Turin section (compared with the current time required of 1h 35 minutes). In
addition, capacity will be increased from 10 to 24 trains/hour on the sections subject to
quadrupling close to the node of Milan (Rho-Parabiago and Pavia-Milano-Rogoredo). The
proposed intervention will allow the elimination of bottlenecks at the node, due to the
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separation of long-distance passenger and freight traffic flows from metropolitan-regional
flows, and due to the increase in the transport offer and of the frequency of regional and
metropolitan trains (from 10 to 12 trains/hour on the Voltri-Brignole link);

- Verona-Brennero - adduction works: the section that will be built is the Trento bypass. It is
part of the project which includes the quadrupling of the Fortezza-Verona line, the bypass of
Bolzano and Rovereto city centers and the rationalization of flows from the north entering the
node of Verona. Upon completion of the entire project there will be a significant increase in
the capacity of trains in transit at the Brenner connection (target 400 trains/day).

Implementation:

The implementing entity is RFI. The Brescia-Verona-Vicenza line is in the implementation phase
with completion foreseen in June 2026 for the Brescia-Verona section, and in June 2026 for the
Verona-Bivio Vicenza section. The Liguria-Alpi project is under construction for the Genoa Node
and Third Giovi Crossing section (of 64 km), with completion foreseen in August 2025, and in June
2026 for the remaining sections (of 20 km). The Verona-Brenner adduction works (of 15 km), related
to the Trento bypass, are in design phase with completion expected in June 2026.

Target population: users of the indicated railway lines.
Timeline: by 2026.

State aid: the existence of State Aid can be excluded, in accordance with the Commission Notice on
the notion of State aid as referred to in Article 107 of the TFEU and the paragraph 31 of the Guiding
Template related to “Other low emission transport modes — rail and inland waterway”, taking into
account that measures have no discernible effect on trade between the Member States and there is no
distortion of competition.

Investment 1.3: Diagonal connections

Challenges: In the center-south of the country there is the need to improve the connectivity to the
High speed railway network through diagonal lines.

Objectives: the objective of the proposed interventions is to reduce the time required to travel by rail
and to transport freight from the Adriatic and Ionian seas to the Tyrrhenian Sea, through an
improvement of the speed, frequency and capacity of existing diagonal railway lines. In particular,
the envisaged upgrading interventions are expected to allow a reduction in travel times and increases
in capacity that can be summarized as follows:

- Rome-Pescara: upon completion of the entire project there will be a time saving of 80 minutes
on the Rome-Pescara stretch and an increase in capacity from 4 to 10 trains/hour on the
doubled stretches (with the possibility to set up metropolitan services between Chieti and
Pescara); in addition, the performance of the line will be adjusted to allow for the development
of freight traffic;

- Strengthening Orte-Falconara: upon completion of the entire project there will be a reduction
in travel times of 15 minutes on the Rome-Ancona section and of 10 minutes on the Rome-
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Perugia section, an increase in capacity from 4 to 10 trains/hour on the sections subject to
doubling of the tracks, and a performance adjustment to allow the transit of freight trains;

- Taranto-Metaponto-Potenza-Battipaglia: upon completion of the entire project, journey times
will be reduced by 30 minutes on the Naples-Taranto section (via Battipaglia) compared with
the current time required of 4 hours, capacity will be increased from 4 to 10 trains per hour
on the sections being upgraded, and the railway line will be adjusted to allow the passage of
freight trains.

Implementation:

The implementing entity is RFI. The selected interventions are in project design phase, with expected
completion by end 2026: Rome-Pescara (about 32 km), the Orte-Falconara upgrading (about 20 km),
and the priority lot of the Potenza-Metaponto section (around 35 km) of the Taranto-Metaponto-
Potenza-Battipaglia line.

Target population: users of the indicated railway lines.
Timeline: by 2026.

State aid: the existence of State Aid can be excluded, in accordance with the Commission Notice on
the notion of State aid as referred to in Article 107 of the TFEU and the paragraph 31 of the Guiding
Template related to “Other low emission transport modes — rail and inland waterway”, taking into
account that measures have no discernible effect on trade between the Member States and there is no
distortion of competition.

Investment 1.4: Introducing the European Rail Transport Management System (ERTMS)

Challenges: At present the coverage of the ERTMS, which allows interoperability between European
railway networks and an improvement of the performance of the railway systems in terms of safety,
capacity and maintenance, is limited to a few railway sections.

Objectives:

- Upgrade of the existing safety and signalling systems to the European ERTMS standard;
- Guarantee of full interoperability with European railway networks;

- Increase and optimization of network capacity and performance;

- Higher efficiency of maintenance operations;

- Improvement of safety standards.

Implementation: RFI will proceed with the roll-out of ERTMS mainly in stand-alone mode, starting
with the passenger transport sections, in order to allow freight operators time to adapt to the new
standard. In particular, from 2022 to 2026 the ERTMS coverage is expected to be extended over 3,400
km of the RFI network. RFI has defined an accelerated plan for the extension of ERTMS, which
envisages equipping the core trans-European railway network by 2030, anticipating the time
objectives set by EU Regulation no. 1315/2013.
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Target population: users of lines with ERTMS and related traffic catchment areas.
Timeline: by 2026.

State aid: the existence of State Aid can be excluded, in accordance with the Commission Notice on
the notion of State aid as referred to in Article 107 of the TFEU and the paragraph 31 of the Guiding
Template related to “Other low emission transport modes — rail and inland waterway”, taking into
account that measures have no discernible effect on trade between the Member States and there is no
distortion of competition.

Investment 1.5: Strengthening metropolitan nodes and key national links

Challenges: Besides developing new railway sections (see investments 1.1-1.3 above), RFI also
carries out a nationwide investment programme to upgrade its key railway nodes and national links.
The railway nodes at 12 metropolitan cities require an increase of capacity to handle the connections
between the national and the regional networks. In addition, existing key national railway links are
also in need of upgrading, since they exhibit bottlenecks and low performance, due to reduced
capacity and the interference between passenger and freight traffic.

Objectives: RFI envisages an investment programme regarding nodes and key links on the national
territory with the following objectives:

- infrastructural development (doubling/quadrupling) and technological enhancement of key
links of national interest, of connecting lines to the main freight terminals and of last mile
connections to ports;

- adaptation of performance levels (module, gauge, axle weight) to allow the transit of higher
freight volumes on the TEN-T corridors, on freight lines, and on the connecting lines with the
main ports and intermodal terminals;

- mitigation of bottlenecks for the development of passenger and freight traffic, including
punctual interventions to manage interferences between passenger and freight traffic flows;

- increases in capacity and reduction in journey times through the elimination of critical points;
increases in the capacity of lines close to saturation;

- increase in the capacity of the suburban access lines to the nodes being doubled;

renovation of stations.

As outlined in the national strategy in the document "Italia Veloce", the interventions on the nodes
can be distinguished as follows:

- aim to enhance “metropolitan" or "suburban" connections, in order to guarantee capillary
services with high frequencies, thereby supporting the demand for mobility expressed by large
metropolitan cities (and also by medium-sized urban areas);

- focus on “fast regional” connections, capable to guarantee medium-range travel services,
supporting the demand for mobility expressed by large diffuse urban areas, with competitive
speed and comfort levels compared to the use of private cars;
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- improve the accessibility and interchange between railway stations and other mobility
systems.

The interventions foreseen on key national links concern the following geographic areas:

- Liguria-Alps link (strengthening of connections with the swiss border passes, speeding up of
the line Turin/Milan-Genoa, infrastructural and technological upgrading of the lines Genoa-
Ventimiglia and Genoa-La Spezia);

- Transversal link (infrastructural and technological upgrading of the line Turin-Venice);
- Bologna-Venice-Trieste/Udine link (connections to the eastern border crossings);

- Central and North Tyrrhenian link (infrastructural and technological upgrading of the Central
Dorsale HS line and of access lines to the Tyrrhenian ports);

- Adriatic-Ionian link (doubling of Termoli-Lesina line, upgrading and speeding up of Bologna-
Lecce, infrastructural and technological upgrading Adriatic link);

- Southern Tyrrhenian link (technological upgrading of the node of Naples);

- Sicilian network: upgrading of Caltagirone-Gela line and electrification of Palermo-Trapani
line;

- Sardinian network (infrastructural and technological upgrading of Cagliari-Sassari/Olbia
lines).

Implementation: The investment programme of RFI includes numerous works all over the country.
RFI will closely follow the implementation of this national programme, including the phases of
project design, works award and works supervision.

Target population: mainly users in the 12 metropolitan cities and users throughout the country
affected by the upgrading of key links.

Timeline: by 2026.

State aid: the existence of State Aid can be excluded, in accordance with the Commission Notice on
the notion of State aid as referred to in Article 107 of the TFEU and the paragraph 31 of the Guiding
Template related to “Other low emission transport modes — rail and inland waterway”, taking into
account that measures have no discernible effect on trade between the Member States and there is no
distortion of competition.

Investment 1.6: Strengthening of regional lines

Challenges: There is a need to upgrade regional railway infrastructures in various areas of the country.
Regional railway lines can be distinguished as follows: interconnected lines with the national network
(as described in Annex 1 of Ministerial Decree dated 5 August 2016) and non-interconnected lines.
The fragmented management of the regional rail networks has caused connection problems with the
main national network. The separate management of the national and regional lines has led to the
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adoption of different technological and operating systems; this has created overall safety problems of
the railway network and a potential risk of accidents.

Objectives: The interventions foreseen on the regional lines have the following objectives:

- To strengthen the interconnected regional railway lines, in order to reach the safety levels, set
by the National Agency for Railway Safety (ANSF);

- To support the connection of regional lines with the national high speed network.

As concerns the interconnected regional lines, which are expected to be transferred and managed by
RFI, interventions are planned in the following regions:

Piedmont:

e upgrading and modernisation of the Torino Cerese-Canavesana: improving the regularity of
traffic flows;

Friuli Venezia Giulia:

e FUC railway: infrastructural and technological works on the Udine-Cividale line:
improvement of the regularity of traffic flows;

Umbria:
e Umbrian Central Railway (FCU): infrastructural and technological interventions;
Campania

e (EAV): Strengthening and modernisation of the Cancello-Benevento line: improvement of
safety standards for railway operations;

Puglia:

e Bari-Bitritto line: infrastructural upgrading: compliance with technical/regulatory standards
of the National Railway Infrastructure;

e Ferrovie del Sud Est (FSE): infrastructural upgrading of the Bari-Taranto line: the intervention
will allow the adaptation to the performance standards of RFI and to the technical
specifications of interoperability;

e FSE: Completion of SCMT/ERTMS equipment on the network: improvement of traffic
performance, optimisation of capacity, improvement of safety standards;

e FSE: Realisation of intermodal Hubs and upgrading of 20 stations: the intervention aims at
improving the accessibility of the stations and creating areas for exchanges rail-bus, rail-
private car and rail-bike;

Calabria:
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e Rosarno-S. Ferdinando line: upgrading of the equipment of the Rosarno and San Ferdinando
lines for connection to Gioia Tauro.

In general, the following interventions have been considered:

- necessary to improve the safety conditions of railway traffic, both through the installation of
technological systems and through the adaptations of the existing infrastructure;

- useful for improving the transport system in terms of number of passengers transported,
increasing commercial speed, interconnection between urban centers and other
infrastructures, both by acting on the infrastructure and on the number of rolling stock that
can be used;

- which considerably reduce polluting emissions into the atmosphere.

Implementation: In order to ensure the safety of the interconnected regional railway lines, regulatory
provisions have identified RFI as the entity responsible for managing some of these lines and carrying
out the technological interventions required to adapt these regional lines to the technological and
safety standards of the national railway network.

So far, the FCU (Umbria) has been transferred to RFI and the FSE Ferrovie del Sud Est (Puglia) has
been transferred to Gruppo Ferrovie dello Stato Italiane (FSI), while the other interconnected regional
lines are still in the process of being transferred from the Regions to RFI.

Pending the formal transfer of the above-mentioned interconnected lines to RFI, the interventions
will be carried out through specific agreements between RFI, the Regions and the current
infrastructure managers, with the exception of the interventions related to the Bari-Bitritto and
Rosarno-San Ferdinando lines, which will be included in the MIMS-RFI Contratto di Programma.

Target population: users of the lines indicated and their associated traffic areas.

Timeline: 2026

State aid: . The existence of State Aid can be excluded, in accordance with the paragraph 219 of the
Notice on the notion of State aid and the paragraph 31 of the Guiding Template related to "Other low
emission transport modes - rail and inland waterway", considering that, on one hand measures have
no discernible effect on trade between the Member States and there is no distortion of competition
and, on the other hand, there is no economic benefit or other advantage directly referable to the
planned investments that an undertaking could not have obtained under normal market conditions.
RFI and Regions operates it on the bases of a legal monopoly which excludes any possible
competition to become the exclusive provider.

Article 47, paragraphs 4 and 5, of Legislative Decree 50/2017 (converted with Law 96/2017) provides
that RFI (hereinafter also the incoming manager):

a) can take over the management of the regional railway infrastructure subject to an agreement
between the Region, the current manager and RFI;

b) can take over the ownership of the infrastructure, among the lines identified as being of
relevance to the national railway network, consequently becoming the manager, through a
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procedural phase which first involves the transfer from the Region to the unavailable and
available assets of the State and, subsequently, the free of charge handing over from the State
to RFI.

There are two possible scenarios following the art. 47 of the decree 50/2017:

RFI takes over the management of the infrastructure according to an agreement with the involved
Region and current manager. The relation among them is regulated by a contract ("contratto di
programma") that has the same contents of the contract between RFI and the Ministry about the
management of the national railway network and, with reference to operating and investment costs,
is regulated by the Directive 2012/34/EU;

RFI became the owner of the infrastructure because it is considered as a part of the national railway
network. In this perspective the State acquires the ownership of the infrastructure from the Region
and then give it for free to RFI that also operates the infrastructure. It is appropriate to repeat that the
ownership of regional networks, initially passed on free of charge from State to the Regions pursuant
the legislative decree n. 422/1997, now can be only returned to the State in accordance with the article
47 of decree n. 50/2017.

In both cases RFI operates the network and is also responsible for the realization and development of
the planned infrastructure.

With reference to regional railway lines that are managed separately from the national railway
infrastructure manager RFI all the conditions underlined by the Commission can be confirmed. It is
also appropriate to repeat to this purpose that all regional railway networks managed by other regional
entities typically faces no direct competition by other railway lines managed by RFI with respect to
which they complement each other. There is no private financing in the sector in Italy and the
infrastructure is not designed to selectively favour a specific undertaking as far as it is managed in
accordance with the Regulation 1370/2007. The funding provided for the construction of rail
infrastructure cannot be used to cross-subsidize or indirectly subsidize other economic activities, as
far as any manager is required to comply with the accounting separation principle provided by
Directive 2012/34/EU and related National Transport Regulation Authority acts.

Investment 1.7: Upgrading, electrification and resilience of railways in the South

Challenges: Several railway lines in the South of Italy need upgrading and electrification, and present
bottlenecks in their connection to the rest of the railway network and at key traffic nodes.

Objectives: Specific investments are foreseen to upgrade the railway network in various critical points
in the South of Italy, to increase the competitiveness and connectivity of the intermodal logistic
system (railways-airports-ports) and the connections with the major cities. In particular, investments
are planned on the following lines:

e Molise region:
(i) Rome-Venafro-Campobasso-Termoli;
(i1) Electrification and speeding up Roccaravindola-Isernia-Campobasso

e Apulia region:
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(1) Upgrading of Bari — Lamasinata;

(i1) electrification Barletta — Canosa;

(ii1))  Pescara-Foggia

(iv)  Modernization linea Potenza-Foggia

(v) Strengthening links Brindisi

(vi)  Strengthening links Taranto
e (alabria region: Upgrading Ionian Sibari-Catanzaro Lido-Reggio Calabria/Lamezia Terme
e Basilicata region: completion of Ferrandina-Matera
e (Campania region: completion of Salerno Arechi — Aeroporto Pontecagnano
e Sicily:

(1) Node of Catania

(1)  Upgrading Palermo - Agrigento - Porto Empedocle

(i11)  Intermodality and accessibility to Trapani Birgi airport

(iv)  Link to the port of Augusta
e Sardinia:

(1) Olbia airport railway link

(11) Track-doubling Decimomannu-Villamassargia.

Implementation: RFI will implement the above investment plan, following the various phases of
project design, getting authorizations, tendering the works, awarding and supervising the works.

Target population: users of the upgraded railway lines.
Timeline: by 2026.

State aid: The existence of State Aid can be excluded, in accordance with the Commission Notice on
the notion of State aid as referred to in Article 107 of the TFEU, considering that there is no economic
benefit and/or other advantage.

Investment 1.8: Upgrading railway stations in the South

Challenges: Numerous railway stations in the South present problems in terms of accessibility and
integration with the territory. Investments are needed to upgrade the stations, improve the
functionality of their buildings, the quality of the services provided to users and the energy efficiency
levels.
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Objectives: The proposed investment programme includes the following types of interventions:

e Urban hubs and metropolitan lines (8 stations): interventions aim at the development,
upgrading, accessibility and energy efficiency of individual stations and railway nodes, which
act as mobility hubs (Messina, Villa S. Giovanni, Taranto, Salerno, Benevento, etc.) or
metropolitan lines (e.g. the stations of the L2 metro line in Naples, etc.), which need to be
upgraded/renovated in order to guarantee their centrality as a transport hub and service
centres;

e Enhancing the accessibility, attractiveness and energy efficiency of medium-large sized
stations with high traffic volumes (30 stations): interventions related to stations of strategic
importance from a transport and/or touristic point of view, described as Easy&Smart circuit
stations (including Chieti (Abruzzo), Potenza Centrale and Potenza Superiore (Basilicata),
Lamezia Terme, Cosenza, Sibari and Catanzaro Lido (Calabria), Sapri, Scafati, Nocera
Superiore, Torre del Greco and Sarno (Campania), Termoli (Molise); Foggia, Polignano a
Mare, San Severo and Barletta (Puglia), Macomer and Oristano (Sardinia), Palermo
Notarbartolo, Acireale and Marsala (Sicily));

e Functional requalification, improvement of accessibility and intermodality, and energy
efficiency of small-medium sized stations (10 stations): all the interventions aim at improving
the accessibility and attractiveness of the stations, as well as its energy efficiency and
environmental sustainability.

Implementation: RFI will implement the above investment plan.
Target population: the users of the upgraded stations.
Timeline: by 2026.

State Aid: The existence of State Aid can be excluded, in accordance with the Commission Notice on
the notion of State aid as referred to in Article 107 of the TFEU, considering that there is no economic
benefit or other advantage (SGEI) neither any effect on trade between the Member States and/or
distortion of competition (legal monopoly and open access to the facility).

| 2) Safe roads

Reform 2.2 Fulfilment of the recent “Simplification decree” (Law Decree no. 76 of 16 July
2020, converted into Law no. 120 of 11 September 2020) concerning the adoption of the
"Guidelines for the classification and management of risk, safety assessment and
monitoring of existing bridges"'.

Reform 2.1: Transfer the ownership of the works of art (bridges, viaducts) related to lower
type roads to the owners of higher type roads (motorways and main suburban roads), in
particular from the Municipalities, Provinces and Regions to the State.

Challenges: in the absence of a binding standard for bridge safety assessments and classification,
each operator applies non-homogeneous and non-standard criteria to classify the risk level of the
bridges. A further issue is the unclear ownership of some overpasses of road infrastructures.

Objectives: The reform foresees:
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- the adoption of "Guidelines", which will allow the application of common standards and
methodologies on the entire national road network;

- the transfer of the ownership of the bridges, viaducts and overpasses from the lower type roads
to the higher type roads (motorways and main suburban roads): this will allow an increase in
the overall safety of the road network, as the bridges, viaducts and overpasses will be
maintained by ANAS and/or the motorway concessionaires, who have better planning and
maintenance capacities than the individual municipalities or provinces.

Implementation: the transfer of the ownership of the works of art will have to take place within six
months of the entry into force of Law 120/20. It is expected to be completed in 2021, with a special
"handover report" according to the rules of the Codice della Strada (Legislative Decree 285/1992)
and its Regulations (Presidential Decree 495/92), which dictate provisions on the transfer of
ownership between road-owning entities.

Target population: entire national territory.

Timeline: the transfer of ownership of bridges and overpasses from lower type roads to higher type
roads will take place by 2021.

4. Open strategic autonomy and security issues

Investments and reforms included in M3C1 contribute to the diversification of key European supply
chains. In particular, they will reinforce national transport networks, thereby improving the EU
connectivity towards neighbouring and third countries, especially in the Mediterranean area.
Furthermore, M3C1 will represent a key contribution to guarantee greater resilience of urban nodes
and strategic infrastructures.

Investments and reforms focused on digital connectivity, for example the upgrade of ERTMS
technology on the national infrastructure, will be developed in line with the relevant national and
Union laws and policies, and they will respect the technical specifications in place.

5. Cross-border and multi-country projects

No cross-border links have been proposed for RRF financing.

6. Green dimension of the component

EU Regulation 2021/241 establishes that at least 37% of the total allocation of the PNRR must be
allocated to the green transition.

This Action contributes significantly to the green transition, about 75% (see Table 1), by promoting
a more efficient and sustainable use of transport and, in particular, of the railway mode. In particular,
investments nr. 1.1, 1.2, 1.3 relating to the High-speed railway network and the intervention 1.5
Strengthening metropolitan nodes and key national links have a green impact (climate) of 100%,
while the remaining railway investments have a green impact (climate) of 40%.

With reference to the climatic and environmental objectives, as defined in the EU Regulation
2020/852 (Taxonomy Regulation), this Action provides an important contribution on the prevention
and reduction of pollution (in particular of atmospheric pollution, thanks to the important transfer of
road traffic rail, both passengers and freight) and consequently on the mitigation of climate change.

Please, see Table 2.
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7. Digital dimension of the component

The EU Regulation 2021/241 establishes, as a binding target, that at least 20% of the total PNRR
allocation must be allocated to the digital transition.

This Action contributes to the achievement of the aforementioned target, with a digital impact of
16%.

In particular, in the railway sector, only the investment of 1.4 Introducing the European Rail
Transport Management System (ERTMS) has a Digital impact of 100%.

All other investments have a digital impact of 0%.

Please, see Table 2.

8. Do no significant harm

Please refer to “DNSH Table”.

9. Milestones, targets and timeline

Please refer to Table T1. Milestones and targets

10. Financing and costs

Please refer to Table T2. Green Digital & Costs

In the selection of the candidate investments for the Recovery Fund, the 2020-2026 expenses that are
associated with the EU funding of the 2014-2020 programming both Connecting Europe Facility and
Structural Funds (National Operational Plan and Regional Operational Plan), as well as related
sources of funding (Development and Cohesion Fund).
With reference to the loans under the PON FESR program, it should be noted that there are the
following investments financed by both the PON FESR that have been candidates for the Recovery
Fund:

- Naples-Bari itinerary;

- Palermo-Catania itinerary.
For these investments, the share relating to this type of source was subtracted from the total
expenditure in the period 2020-2026 and therefore there are no overlaps of a financial nature.
The approach followed in identifying projects and the project controlling methodologies adopted
ensure the necessary synergies and make it possible to avoid overlaps between the various financial
instruments.
The company management systems and subsequent reporting of sources implemented and used by
RFI make it possible to avoid the risk of double financing on the basis of allocation rules that take
into account the relative constraints as defined by the regulations and the reference standards as well
as the financial framework of every project. In addition, the expenses already reported and considered
eligible by the providers are excluded by default from future reporting from the same source and/or
other sources, thus ensuring the absence of overlapping between loans.
Estimates of investment costs are made by means of expeditious evaluations and / or metric estimates
based on the in-depth design achieved.
There are three design levels:

- Technical and Economic Feasibility Projects (PFTE)

- Definitive Projects

- Executive Projects.
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For projects in which funding from other Eu sources is also envisaged, additional information on the
specific part of the project and on the type of cost that it is proposed to finance with the RRF (e.g.
Palermo-Catania-Messina or Brenner rail link) are provided in Back-up sheets.

The list of projects that have benefited from the co-financing of various programs is provided:
- Line Battipaglia - Reggio Calabria + Naples-Bari + Messina-Catania-Palermo;
- Ring of Palermo;

- Palermo junction;

- Naples junction or Circumetnea;

- Apulo Lucane Railways;

- Ferrovie della Calabria;

- Ferrovie del Gargano;

- Vesuvian lines;

- Flegrean Lines or partly EAV network;
- Bari - Lamasinata line;

- Catania junction;

- Metaponto - Reggio Calabria line and Catanzaro Lido - Lamezia connection;
- Palermo-Agrigento line.

The proposals for infrastructural and technological interventions included within the Recovery Plan
respond to the strategies inspired by the European Commission in terms of:

- contribute to the environmental transition;

- contribute to resilience and social sustainability;

- contribute to the digital transition, innovation and competitiveness.

The goal of having works to be activated for operation by 2026 characterized the selection of the
intervention’s candidates for funding. For the success of the Recovery Plan, first of all the initiatives
that have a design maturity and consensus character were implemented, to which were added some
investments of high strategic value which, although they constitute only a first stage (think of the new
High Speed sections of Rete), are representative of a broader design of infrastructural development.
The mission relating to the country's infrastructural development aims to complete by 2026, the final
year of Next Generation EU, a first and significant step on an ambitious path towards the creation of
a modern, digitized and sustainable mobility infrastructure system from environmental point of view.
With the impetus of the Recovery Fund and the FSC 2021-2027 in synergy with state sources, a huge
volume of investments estimated at over 130 billion can be launched, which must however be, for
full realization, supported by additional state and EU funds.
By way of example, it is worth mentioning the possibility of applying for the next programming of
the Connecting Europe Facility 2021-2027 the construction of the Fortezza-Ponte Gardena section,
lot 1 of the quadrupling of the access line to the Brenner pass which:

- has a value of 1,523 million;

- has no Community co-financing;

- 1n 2020 it was the subject of a tender for the civil works.

Similarly, it is worth noting the possibility of applying for any funding from the European Regional
Development Fund both the continuation of the HS/HC lines in the Southern Regions that still need
resources, and investments of smaller economic dimensions already in the start-up phase and financed
by state resources.
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11. Loan request justification (if applicable)

Financial needs: Member States should explain the reasons for loan support, justified by higher
financial needs linked to additional reforms and investments set out as regular components of the
recovery and resilience plan. Additional reforms and investments: For each of the components
supported by a loan, Member States should describe them including all elements mentioned in part 2
sections 1 to 9 of the guidance.
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Annex II: M/Ts of Component 1 of Mission 3

Disclaimer: The selection and specific wording of the M/T in the CID, further specification in the OA and associated deadlines are subject to further reflection and adjustment, in light of the final version
onents and to ensure full respect of the Regulation.

of the component, and given the need to ensure consistency across com

Timeline

CID

Further specifications included in the
OA

Monitoring included in the OA

Additional comment

Q4-2021

Milestone: Adopt a legislative amendment that reduces
the time for the approval process of the Contratti di
Programma (CdP)

The legislative amendment is expected to
address the following elements,

The competent parliamentary
commissions should express an opinion
on the strategic guidelines of the CdP.
The reform provides certain times for the
approval process of the CdP

The Court of Auditors may carry out in
parallel concurrent checks on the CdP at
the request of the Government or of the
competent parliamentary commissions.

Q4-2021

Milestone: Adopt a regulatory change that reduces the
authorisation time of projects from 11 to 6 months

A legislative provision will make an
important regulatory modification to
allow the geographic location of the works
to be anticipated in the “Technical and
Economic Feasibility Study” (TEFS),
instead of waiting for the definitive
project design phase. The location will
hence be included as a variation of the
urban planning instruments, with a
constraint linked to expropriation. The
additional authorizations, which cannot be
acquired on the TEFS, would be obtained
in subsequent project design phases,
without convening the “Conferenza dei
Servizi”, as an exception to Law no.
241/1990.

The following positive effects are
expected from the proposed regulatory
change:

Publication in the Official Journal of the
Italian Republic




- all the observations of the various
administrations will be collected at the
stage of the TEFS, allowing to incorporate
them, with savings in terms of time and
resources, in the subsequent phases of the
project design process;

- the land affected by the works will be
reserved from the urban planning point of
view, inhibiting building activities by
third parties and allowing economic
savings for future expropriations;

- the overall time for the authorization
process of projects would be reduced from
currently 11 months to 6 months.

Q4-2022

Milestone: Award of the contract (s) to build/complete
of high-speed railway in the lines Napoli-Bari, and
Palermo-Catania in full compliance with the public
procurement rules

The contract (s) will refer to the following
parts of those lines:

Napoli Bari: Orsara Bovino

Palermo Catania: Catenanuova - Dittaino
e Dittaino - Enna

The tender (s) will set clear, non-
discriminatory and transparent criteria for
the eligibility and the selection of the
proposals

The public procurement rules are
provided by the legally binding obligation
according to art.2 of DL 120/2020 and in
line with the Public Procurement
Directives

Q1 -2024

Milestone: Award of the contract to build/complete of
high-speed railway in the lines Salerno Reggio
Calabria

The contract will refer to the following
parts of this line: Battipaglia - Romagnano

The tender (s) will set clear, non-
discriminatory and transparent criteria for
the eligibility and the selection of the
proposals




The public procurement rules are
provided by the legally binding obligation
according to art.2 of DL 120/2020 and in
line with the Public Procurement
Directives

Q2-2024

Target: 69 km of high-speed rail for both passengers
and freight in the lines Napoli-Bari and Palermo-
Catania built, ready for authorisation and operational
phases

The 69 km will be built in the following
segments

Bicocca Catenanuova (Palermo Catania)
37 km

Cancello Frasso (Napoli Bari) 16 km
Napoli Cancello (Napoli Bari) 16 km

Q2-2026

Target: 274 km of high-speed rail for both passengers
and freight in the lines Napoli-Bari, Salerno-Reggio
Calabria, Palermo-Catania  built, ready for
authorisation and operational phases

The indicative breakdown is the
following,

- 93 km in the line Napoli-Bari

- 33 km in the line Salerno-
Reggio Calabria

- 148 km in the line Palermo-
Catania

The 274 km will be built in the following
segments

Napoli Bari: Napoli - Cancello, Cancello-
Frasso, Frasso -Telese, Telese-Vitulano,
Apice-Irpinia, Orsara- Bovino;

Salerno Reggio: Battipaglia  —
Romagnano;

Palermo Catania: Bicocca-Catenanuova,
Catenanuova-Dittaino, Dittaino-Enna,
Caltanisetta  Xirbi-Lercara, Enna -
Caltanisetta Xirbi.

The High-speed network actions planned

in the South will make it possible to

reduce journey times and increase
capacity, as illustrated below:

- Naples-Bari: upon completion

of the project the Naples-Bari

section will be covered in 2

hours, instead of the current




3hours 30 minutes; there will be
an increase in capacity from 4 to
10 trains/hour on the sections
with double tracks, and an
adjustment of the performance
to allow the transit of freight
trains;

- Palermo-Catania: upon
completion of the entire project
there will be a reduction in the
journey time of 60 minutes on
the Palermo-Catania section,
and an increase in capacity from
4 to 10 trains/hour on the
sections being doubled;

- Salerno-Reggio Calabria: upon
completion of the entire project,
the journey time will be reduced
by 60 minutes on the Rome-
Reggio Calabria section, with a
recovery of up to 40 minutes on
the priority lots of the Salerno-
Battipaglia-Paola section; in
addition, there will be a
performance upgrade to allow
the transit of freight trains, in
particular for the port of Gioia
Tauro. The Salerno Reggio
Calabria project involves the
construction of a new HS
standard line that can be
implemented in  functional
phases, which minimizes the
impact on the territory and is
consistent with the ongoing and
planned  investments.  The
intervention included in the
PNRR is Battipaglia —
Romagnano.

Q1-2024

Milestone: Award of the contract to build/complete of
high-speed railway in the line Verona-Brennero

The contract will refer to the following
parts of this line: Circonvallazione di
Trento (Trento bypass)




The tender (s) will set clear, non-
discriminatory and transparent criteria for
the eligibility and the selection of the
proposals

The public procurement rules are
provided by the legally binding obligation
according to art.2 of DL 120/2020

Q4-2025

Target: 53 km of high-speed rail for both passengers
and freight in the line Liguria-Alpi built, ready for
authorisation and operational phases

The 53 km will be built in the following
segments:

Liguria Alpi: Genoa Node and Third
Giovi Crossing section

Q2-2026

Target: 180 km of high-speed rail for both passengers
and freight in the lines Brescia-Verona-
VicenzaPadova; Liguria-Alpi and Verona-Brennero
built, ready for authorisation and operational phases

The 180 km will be built in the following
segments

Brescia-Verona 48 km
Verona-Bivio-Vincenza 44 km

Genoa Node and Third Giovi Crossing 53
Rho-Parabiago 9km
Pavia-Milano-Rogoredo 11 km

Trento bypass 15 km

The planned High-speed actions allow the
reduction of travel times and the increase
of capacity, as indicated below:

- Brescia-Verona-Vicenza-
Padua: the proposed actions
refer to the Brescia-Verona
section (of 48 km) and the
Verona-Bivio Vicenza section
(of 44 km). Upon completion of
the entire project up to Padua,
the journey time on the Milan-
Venice section will fall by 15
minutes. The main benefits will
be an increase in capacity and in
the regularity of traffic due to a
specialisation of the services
(traditional vs. HS), a
significant improvement in the
regional transport system due to




the higher capacity on the
historic line, and a better
accessibility of the new station
at Vicenza Fiera;

- Liguria-Alpi: the intervention
will allow the transit of freight
trains with as length up to 750
meters. Upon completion of the
entire project, journey times
will be reduced by 60 minutes
on the Genoa-Milan section
(compared with the current time
required of 1h 30 minutes) and
on the Genoa-Turin section
(compared with the current time
required of 1h 35 minutes). In
addition, capacity will be
increased from 10 to 24
trains/hour on the sections
subject to quadrupling close to
the node of Milan (Rho-
Parabiago and Pavia-Milano-
Rogoredo). The  proposed
intervention will allow the
elimination of bottlenecks at the
node, due to the separation of
long-distance passenger and
freight traffic flows from
metropolitan-regional  flows,
and due to the increase in the
transport offer and of the
frequency of regional and
metropolitan trains (from 10 to
12 trains’/hour on the Voltri-
Brignole link);

Verona-Brennero - adduction works: the
section that will be built is the Trento
bypass. It is part of the project which
includes the quadrupling of the Fortezza-
Verona line, the bypass of Bolzano and
Rovereto  city centers and the
rationalization of flows from the north




entering the node of Verona. Upon
completion of the entire project there will
be a significant increase in the capacity of
trains in transit at the Brenner connection
(target 400 trains/day)

Q1-2024

Milestone: Award of the contract (s) to build/complete
the connections in the lines Roma-Pescara and Orte-
Falconara

The contract (s) will refer to the following
parts of those lines:

Roma-Pescara

Orte Falconara

The tender (s) will set clear, non-
discriminatory and transparent criteria for
the eligibility and the selection of the
proposals

The public procurement rules are
provided by the legally binding obligation
according to art.2 of DL 120/2020

Q2-2026

Target: 87 km of high-speed rail for both passengers
and rail in the line Roma-Pescara, Orte-Falconara e
Taranto -Metaponto-Potenza-Battipaglia built, ready
for authorisation and operational phases

The 87 km will be built in the following
segments:

Roma-Pescara 32 km

Orte-Falconara 20 km

Taranto — Metaponto — Potenza -—
Battipaglia 35 km

In particular, the envisaged upgrading

actions are expected to allow a reduction

in travel times and increases in capacity
that can be summarized as follows:

- Rome-Pescara: upon

completion of the entire project

there will be a time saving of 80

minutes on the Rome-Pescara

stretch and an increase in

capacity from 4 to 10

trains/hour on the doubled

stretches (with the possibility to

set up metropolitan services

between Chieti and Pescara); in




addition, the performance of the
line will be adjusted to allow for
the development of freight
traffic;

- Strengthening Orte-Falconara:
upon completion of the entire
project there will be a reduction
in travel times of 15 minutes on
the Rome-Ancona section and
of 10 minutes on the Rome-
Perugia section, an increase in
capacity from 4 to 10
trains/hour on the sections
subject to doubling of the
tracks, and a performance
adjustment to allow the transit
of freight trains;

Taranto-Metaponto-Potenza-Battipaglia:
upon completion of the entire project,
journey times will be reduced by 30
minutes on the Naples-Taranto section
(via Battipaglia) compared with the
current time required of 4 hours, capacity
will be increased from 4 to 10 trains per
hour on the sections being upgraded, and
the railway line will be adjusted to allow
the passage of freight trains

Q4-2022

Milestone: Award of the contract (s) to introduce the
European Rail Transport Management System
(ERTMS)

The contract (s) will refer to the following
lines.

The tender (s) will set clear, non-
discriminatory and transparent criteria for
the eligibility and the selection of the
proposals

Q4-2024

Target: 1400 km of rail lines equipped with the
European Rail Transport Management System in line
with the ERTMS European Deployment Plan, ready for
authorisation and operational phases

The 1400 km will include the completion
of the "Rhine Alpine" Corridor from
Chiasso to Milan and from Milan to the
port of Genoa via Tortona; of the
"Mediterranean" Corridor from Novara to
Trieste / Villa Opicina via Milan - Venice
Mestre and

Vicenza - Castelfranco Veneto -
Portogruaro and the Brennero - Verona




section on the "Scandinavian-
Mediterranean”  Corridor and new
realizations on other lines of the core,
comprehensive and off-ten network
(Roccasecca — Avezzano, Canicatti —
Siracusa, Cagliari

— Oristano - Chilivani, Decimomannu —
Carbonia/lglesias, Linee Castelli Romani,
Caltanissetta — Aragona Caldare, Lercara
— Agrigento — Porto Empedocle, Bolzano
— Merano, Alcamo -  Trapani,
Campoleone — Nettuno, Lamezia Terme —
Catanzaro Lido, Barletta — Spinazzola,
Monza — Molteno — Lecco, Fortezza —
S.Candido, Terni — Sulmona, Novara —
Biella — Santhia). The final objective is to
expand the implementation of ERTMS as
the single signalling system to the entire
Italian railway infrastructure (16,800 km
against the 10,400

required by law: TEN-T network with
Core Network at 2030) and to
significantly  speed up  ERTMS
implementation times to complete the
equipping of the entire network by 2036.

Q2-2026

Target: 3400 km of rail lines equipped with the
European Rail Transport Management System in line
with the ERTMS European Deployment Plan, ready for
authorisation and operational phases

The 3 400 kms include the line mentioned
above and new realizations on other lines
of the core, comprehensive and off-ten
network. Deployment will involve the
completion of the western section of the
CNC Mediterranean (Modane-Torino-

Novara),
the cross border connections to
Switzerland via Domodossola

(Domodossola — Arona - Rho / Novara)
and Luino (Luino — Oleggio and Laveno
Mombello — Gallarate ) on the CNC
Rhine-Alpine together with the Novara-
Alessandria section, the line Firenze-Pisa-
Livorno/la

Spezia on the CNC ScanMed. A number
of other lines belonging to the TEN an off
TENT network will also be equipped,




including Milano — Piacenza, Firenze —
Roma (LL), Prato — Firenze, Bologna —
S.Giorgio di Piano, Caserta — Napoli
(linea Cassino), Salerno —

Arechi, Gallarate - Varese — Stabio /

Porto Ceresio, Voghera — Piacenza,
Chilivani — Golfo Aranci / Porto Torres,
Venezia — Portogruaro, Roma —

Fiumicino, Roma — Colleferrro, Roma —
Civitavecchia — Grosseto.

Q4-2024

Target: 700 km of upgraded line sections built on
metropolitan nodes and key national links , ready for
authorisation and operational phases

47 upgrading actions will take place along
the following indicative routes and nodes:
- Adriatic-Ionian (8)
- Bologna-Venice-Trieste/Udine
3)
- Central and North Tyrrhenian
link (7)
- Liguria-Alps (5)
- Turin-Venice (2)
- Urban nodes & regional lines
(0)
- Urban nodes & regional lines —
center (7)
- Urban nodes & regional lines -
north east (6)
- Urban nodes & regional lines -
north west (6)
- Urban nodes & regional lines —
south (3)

Q2-2026

Target:1280 km of upgraded line sections built on
metropolitan nodes and key national links , ready for
authorisation and operational phases

94 upgrading actions will take place along
the following indicative routes and nodes:
- Adriatic-Ionian (12)
- Bologna-Venice-Trieste/Udine
Q)
- Central and North Tyrrhenian
link (9)
- Liguria-Alps (9)
- Turin-Venice (5)
- Urban nodes & regional lines
2
- Urban nodes & regional lines —
center (10)
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Urban nodes & regional lines -
north east (12)

Urban nodes & regional lines -
north west (20)

Urban nodes & regional lines —
south (9)

The proposed programme regards nodes
and key links on the national territory with
the following objectives:

infrastructural development
(doubling/quadrupling) and
technological enhancement of
key links of national interest, of
connecting lines to the main
freight terminals and of last
mile connections to ports;
adaptation of performance
levels (module, gauge, axle
weight) to allow the transit of
higher freight volumes on the
TEN-T corridors, on freight
lines, and on the connecting
lines with the main ports and
intermodal terminals;
mitigation of bottlenecks for the
development of passenger and
freight traffic, including
punctual actions to manage
interferences between
passenger and freight traffic
flows;

increases in capacity and
reduction in journey times
through the elimination of
critical points; increases in the
capacity of lines close to
saturation;

increase in the capacity of the
suburban access lines to the
nodes being doubled;
renovation of stations.
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As outlined in the national strategy in the
document "Italia Veloce", the actions on
the nodes can be distinguished as follows:

aim to enhance “metropolitan"
or "suburban" connections, in
order to guarantee capillary
services with high frequencies,
thereby supporting the demand
for mobility expressed by large
metropolitan cities (and also by
medium-sized urban areas);
focus on “fast regional”
connections, capable to
guarantee medium-range travel
services, supporting the demand
for mobility expressed by large
diffuse urban areas, with
competitive speed and comfort
levels compared to the use of
private cars;

improve the accessibility and
interchange between railway
stations and other mobility
systems.

Q4-2023

Milestone: Award of the contract (s) for the upgrading,
electrification and resilience of railways South

The contract (s) will refer to the
following parts of those lines:
Collegamento ferroviario
aeroporto di Olbia
Collegamento porto di Augusta
Raddoppio Decimomannu-
Villamassargia 1" fase

Bari Lamasinata 1" fase

Linea ferroviaria Potenza -
Foggia - ammodernamento
Nodo intermodale di Brindisi
Elettrificazione  Barletta -
Canosa

The tender (s) will set clear, non-
discriminatory  and  transparent

12




criteria for the eligibility and the
selection of the proposals
The public procurement rules are
provided by the legally binding obligation
according to art.2 of DL 120/2020

Q2-2026

Target: 680 km of upgraded regional lines , ready for
authorisation and operational phases

The actions consist in the infrastructural
and technological upgrading of the
regional lines.

In order to ensure the safety of the
interconnected regional railway lines,
regulatory provisions have identified RFI
as the entity responsible for managing
some of these lines and carrying out the
technological actions required to adapt
these regional lines to the technological
and safety standards of the national
railway network.

So far, the FCU (Umbria) has been
transferred to RFI and the FSE Ferrovie
del Sud Est (Puglia) has been transferred
to Gruppo Ferrovie dello Stato Italiane
(FSI), while the other interconnected
regional lines are still in the process of
being transferred from the Regions to RFL
Pending the formal transfer of the above-
mentioned interconnected lines to RFI, the
actions will be carried out through specific
agreements between RFI, the Regions and
the current infrastructure managers, with
the exception of the actions related to the
Bari-Bitritto and Rosarno-San Ferdinando
lines, which will be included in the
MIMS-RFT Contratto di Programma.

The regional lines subject to actions are
already electrified or electrification is
planned in the short term

The actions will take place in the regions
of Piemonte, Friuli Venezia Giulia,
Umbria, Campania, Calabria, Puglia.
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Q4-2024

Target:

10 railway stations are upgraded and

accessible in line with Directive 1300/2014 and EU
railway safety regulations

The upgrade will involve internal and
external stations areas and will consist as
a minimum of,

- Enhancing the accessibility of the
stations in line with Directive
1300/2014 (“PRM TSI”)

- Increasing the quality of the services
provided to users

- Improve the comfort, safety and
quality of the public areas (internal
and external)

The actions will take place in the regions
of Abruzzo (1), Campania (1), Calabria
(1), Sicilia (2), Puglia (3)and Sardegna
2.

The indicative list of railway stations that
will benefit is the following,

Vasto San Salvo, Lamezia Terme, Sapri,
Polignano a Mare, Barletta, Giovinazzo,
Macomer, Oristano, Palermo
Notarbartolo, Milazzo

Q2-2026

Target:

38 railway stations are upgraded and

accessible in line with Directive 1300/2014 and EU
railway safety regulations

The upgrade will involve internal and
external stations areas and will consist as
a minimum of®

- Enhancing the accessibility of
the stations

- Increasing the quality of the
services provided to users

- Improve the comfort, safety and
quality of the public areas
(internal and external).

The actions will take place in the regions
of Abruzzo, Molise, Campania, Calabria,
Sicilia, Puglia, Basilicata and Sardegna.

The indicative list of 30 railway stations
that will benefit is the following,
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Vasto San Salvo, Chieti, Pescara,
Giulianova, Potenza, Potenza Superiore,
Lamezia Terme, Cosenza, Crotone,
Scalea-S.Domenica Talao, Vibo Valentia-
Pizzo, Reggio di Calabria Lido, Sapri,
Falciano-Mondragone-Carinola,
Maddaloni Inferiore, Pozzuoli Solfatara,
Termoli, Polignano a Mare, San Severo,
Barletta, Giovinazzo, Brindisi, Foggia,
Macomer, Oristano, Palermo
Notarbartolo, Milazzo, Acireale, Marsala,
Siracusa.

In addition, a set of 8 station and one city
-line will be upgrade as metropolitan
hubs, with larger actions that will involve
also local stakeholders and include
improvement of the energy efficiency of
the stations.

The metropolitan hubs will be: Messina
Centrale e Marittima, Villa San Giovanni,
Benevento, Caserta, L2 Line in Naples,
Bari, Lecce, Taranto, Settimo Rende (new
station).

Q4-2021

Ref. 2.1 Milestone: adoption of “Guidelines for the
classification and management of risks, the evaluation
of security and the monitoring of existing bridges”

The adoption of "Guidelines", which
will allow the application of common
standards and methodologies on the
entire national road network.

Q4-2021

Ref. 2.2 - Transfer the property of the bridges and
viaducts from the lower level ranking roads to the
higher ranking ones (highways and main national
roads)

The transfer of the ownership of the
works of art will have to take place
within six months of the entry into force
of Law 120/20. It is expected to be
completed in 2021, with a special
"handover report" according to the rules
of the Codice della Strada (Legislative
Decree 285/1992) and its Regulations
(Presidential Decree 495/92), which
dictate provisions on the transfer of
ownership  between  road-owning
entities.
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Linee ERTMS da completare orizzonte 2024 (da Piano Accelerato ERTMS rev.O)
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BIVIO P.C. FENILONE - DIRAMAZIONE VR SC TEN-T Centrale Corridoio Livello 1
-VR PN Merci;TEN-T Globale Mediterraneo (RFC 6)
VERONA PORTA NUOVA SCALO - DEV. TEN-T Centrale Corridoio Livello 1
ESTREMO VR Merci;TEN-T Globale Mediterraneo (RFC 6)
BIVIO P.C. S.MASSIMO - VERONA TEN-T Centrale Corridoio Scandinavia Livello 1
QUADRANTE EUROPA Merci;TEN-T Globale — Mediterraneo (RFC
3)
BIVIO P.C. S.MASSIMO - VERONA PORTA TEN-T Centrale Non applicabile Livello 1
NUOVA SCALO Merci;TEN-T
Centrale Passeggeri
BIVIO P.C. FENILONE - VERONA TEN-T Centrale Corridoio Livello 1
QUADRANTE EUROPA Merci;TEN-T Globale Mediterraneo (RFC
6);Corridoio
Scandinavia —
Mediterraneo (RFC 3)
DIRAMAZIONE VR SC - VR PN - VERONA "Tratto di linea di Non applicabile Livello 1

PORTA NUOVA

collegamento”

CHIASSO SMISTAMENTO - BIVIO PC
ROSALES (MO1)

TEN-T Centrale
Merci;TEN-T Globale

Corridoio Reno — Alpi
(RFC 1)

L2 sovrapposto
SCMT

MONZA - MILANO GRECO PIRELLI

TEN-T Centrale
Merci;TEN-T
Centrale Passeggeri

Corridoio Reno — Alpi
(RFC 1)

L2 sovrapposto
SCMT

MILANO GRECO PIRELLI - MILANO
CENTRALE (CHIASSO)

TEN-T Centrale
Passeggeri;TEN-T
Globale

Non applicabile

L2 sovrapposto
SCMT

PIOLTELLO - BRESCIA

TEN-T Centrale
Merci;TEN-T Globale

Corridoio
Mediterraneo (RFC 6)

L2 sovrapposto
SCMT

BIVIO MELLA - BRESCIA SCALO

"Tratto di linea di
collegamento”

Non applicabile

L2 sovrapposto
SCMT

BRESCIA SCALO - BRESCIA

"Tratto di linea di
collegamento”

Non applicabile

L2 sovrapposto
SCMT

QUADRIVIO P.C. TURRO - MILANO GRECO

TEN-T Centrale

Corridoio Reno — Alpi

L2 sovrapposto

PIRELLI Merci;TEN-T (RFC1) SCMT
Centrale
Passeggeri;TEN-T

Globale

PORTOGRUARO - CERVIGNANO - TRIESTE TEN-T Centrale Corridoio Baltico — Livello 1
Merci;TEN-T Globale Adriatico (RFC
5);Corridoio
Mediterraneo (RFC 6)

TRIESTE C.LE GR SC. BARCOLA - TRIESTE "Tratto di linea di Non applicabile Livello 1

C.LE GR SC. ROIANO

collegamento”




LINEA

Classificazione TEN-T

Corridoio

Livello

Baseline

TRIESTE C.LE GR SC. ROIANO - TRIESTE
CAMPO MARZIO

TEN-T Centrale
Merci;TEN-T Globale

Corridoio Baltico —
Adriatico (RFC
5);Corridoio
Mediterraneo (RFC 6)

Livello 1

BIVIO D'AURISINA - VILLA OPICINA -
CONFINE DI STATO ITA-SLO ( LATO SEZANA
)

TEN-T Centrale
Merci;TEN-T
Centrale Passeggeri

Corridoio Baltico —
Adriatico (RFC
5);Corridoio
Mediterraneo (RFC 6)

Livello 1

MILANO LAMBRATE - TREVIGLIO

TEN-T Centrale
Passeggeri;TEN-T
Globale

Non applicabile

L2 sovrapposto
SCMT

MILANO CERTOSA - BIVIO MUSOCCO

TEN-T Centrale
Merci;TEN-T Globale

Corridoio
Mediterraneo (RFC
6);Corridoio Reno —

Alpi (RFC 1)

L2 sovrapposto
SCMT

BIVIO MUSOCCO - TRIPLO BIVIO P.C.

TEN-T Centrale

Corridoio

L2 sovrapposto

SEVESO Merci;TEN-T Globale Mediterraneo (RFC SCMT
6);Corridoio Reno —
Alpi (RFC 1)
TRIPLO BIVIO P.C. SEVESO - BIVIO TURRO TEN-T Centrale Corridoio L2 sovrapposto

Merci;TEN-T Globale

Mediterraneo (RFC
6);Corridoio Reno —
Alpi (RFC 1)

SCMT

TRIPLO BIVIO P.C. SEVESO - MILANO GRECO
PIRELLI

TEN-T Centrale
Merci;TEN-T Globale

Non applicabile

L2 sovrapposto
SCMT

FIRENZE CASTELLO - FIRENZE RIFREDI (DD)

TEN-T Centrale
Merci;TEN-T
Centrale
Passeggeri;TEN-T
Globale

Corridoio Scandinavia
— Mediterraneo (RFC
3)

L2 sovrapposto
SCMT

FIRENZE RIFREDI - FIRENZE SMN

TEN-T Centrale
Passeggeri;TEN-T
Globale

Non applicabile

L2 sovrapposto
SCMT

FIRENZE CASTELLO - FIRENZE RIFREDI ( AV )

TEN-T Centrale
Passeggeri;TEN-T
Globale

Non applicabile

L2 sovrapposto
SCMT

FIRENZE SMN - FI. STATUTO (DD)

TEN-T Centrale
Passeggeri;TEN-T
Globale

Non applicabile

L2 sovrapposto
SCMT

FIRENZE STATUTO - FIRENZE CAMPO DI
MARTE (DD)

TEN-T Centrale
Merci;TEN-T
Centrale Passeggeri

Corridoio Scandinavia
— Mediterraneo (RFC
3)

L2 sovrapposto
SCMT

FIRENZE CAMPO DI MARTE - P.M.
ROVEZZANO D.D. (DD)

TEN-T Centrale
Merci;TEN-T
Centrale Passeggeri

Corridoio Scandinavia
— Mediterraneo (RFC
3)

L2 sovrapposto
SCMT

FIRENZE CAMPO DI MARTE - FIRENZE
ROVEZZANO (LL)

TEN-T Centrale
Merci;TEN-T

Corridoio Scandinavia
— Mediterraneo (RFC

L2 sovrapposto
SCMT




LINEA

Classificazione TEN-T

Corridoio

Livello

Baseline

Centrale Passeggeri

3)

FIRENZE SMN - FIRENZE RIFREDI (PISA)

TEN-T Centrale
Passeggeri;TEN-T
Globale

Non applicabile

L2 sovrapposto
SCMT

FIRENZE RIFREDI - DEV.EST. FIRENZE
STATUTO

TEN-T Centrale
Merci;TEN-T
Centrale Passeggeri

Corridoio Scandinavia
— Mediterraneo (RFC
3)

L2 sovrapposto
SCMT

FIRENZE RIFREDI - FIRENZE SANTA MARIA
NOVELLA

TEN-T Centrale
Passeggeri;TEN-T
Globale

Non applicabile

L2 sovrapposto
SCMT

ROMA OSTIENSE - ROMA TUSCOLANA

TEN-T Centrale

Non applicabile

L2 sovrapposto

Passeggeri;TEN-T SCMT
Globale

FIRENZE SANTA MARIA NOVELLA - FIRENZE TEN-T Globale Non applicabile L2 sovrapposto

CAMPO DI MARTE (LL) SCMT
ROMA S.PIETRO - ROMA TUSCOLANA TEN-T Globale Corridoio Scandinavia L2 sovrapposto

— Mediterraneo (RFC SCMT
3)
RONCHI DEI LEGIONARI SUD - RONCHI DEI TEN-T Globale Corridoio Baltico — Livello 1
LEGIONARI NORD Adriatico (RFC 5)

MILANO LAMBRATE - TREVIGLIO TEN-T Centrale Corridoio L2 sovrapposto

Merci;TEN-T
Centrale Passeggeri

Mediterraneo (RFC 6)

SCMT

MILANO LAMBRATE - QUADRIVIO P.C.

TEN-T Centrale

Corridoio

L2 sovrapposto

TURRO (MERCI) Merci;TEN-T Mediterraneo (RFC SCMT
Centrale 6);Corridoio Reno —
Passeggeri; TEN-T Alpi (RFC 1)
Globale
PADOVA - VENEZIA MESTRE TEN-T Centrale Corridoio L2 sovrapposto

Merci;TEN-T Globale

Mediterraneo (RFC 6)

SCMT

MILANO LAMBRATE - BIVIO LAMBRO -
PIOLTELLO (VENEZIA LL)

TEN-T Centrale
Merci;TEN-T Globale

Corridoio
Mediterraneo (RFC
6);Corridoio Reno —

Alpi (RFC 1)

L2 sovrapposto
SCMT

MILANO LAMBRATE - MILANO ROGOREDO

TEN-T Centrale
Merci;TEN-T
Centrale
Passeggeri;TEN-T
Globale

Non applicabile

L2 sovrapposto
SCMT

MILANO LAMBRATE - MILANO
SMISTAMENTO

TEN-T Centrale
Merci;TEN-T
Centrale
Passeggeri;TEN-T
Globale

Corridoio
Mediterraneo (RFC
6);Corridoio Reno —

Alpi (RFC 1)

L2 sovrapposto
SCMT

MILANO LAMBRATE - QUADRIVIO P.C.

TEN-T Centrale
Passeggeri;TEN-T

Non applicabile

L2 sovrapposto




LINEA

Classificazione TEN-T

Corridoio

Livello

Baseline

TURRO (Venezia)

Globale

SCMT

PADOVA - VENEZIAS.L.

TEN-T Centrale
Merci;TEN-T Globale

Corridoio
Mediterraneo (RFC 6)

L2 sovrapposto
SCMT

BRENNERO - VERONA PORTA NUOVA

TEN-T Centrale
Merci;TEN-T
Centrale Passeggeri

Corridoio Scandinavia
— Mediterraneo (RFC
3)

L2 sovrapposto
SCMT

PADOVA FASCIO SECONDARIO - PADOVA
INTERPORTO

TEN-T Centrale
Merci;TEN-T Globale

Corridoio Baltico —
Adriatico (RFC
5);Corridoio
Mediterraneo (RFC 6)

L2 sovrapposto
SCMT

VENEZIA MESTRE - VENEZIA MARGHERA
SCALO

TEN-T Globale

Corridoio Baltico —
Adriatico (RFC
5);Corridoio
Mediterraneo (RFC 6)

L2 sovrapposto
SCMT

MILANO ROGOREDO - VOGHERA

TEN-T Centrale
Merci;TEN-T
Centrale Passeggeri

Corridoio Reno — Alpi
(RFC 1)

L2 sovrapposto
SCMT

VOGHERA - TORTONA

TEN-T Centrale
Merci;TEN-T
Centrale Passeggeri

Corridoio Reno — Alpi
(RFC 1)

L2 sovrapposto
SCMT

MILANO GRECO PIRELLI - BIVIO P.C. TEN-T Globale Non applicabile L2 sovrapposto
MIRABELLO SCMT

BIVIO P.C. MIRABELLO - MILANO PORTA TEN-T Globale Non applicabile L2 sovrapposto
GARIBALDI SCMT

QUADRIVIO P.C. TURRO - BIVIO P.C. TEN-T Globale Non applicabile L2 sovrapposto

MIRABELLO

SCMT

BIVIO P.C. FEGINO - BIVIO SUCCURSALE

"Tratto di linea di
collegamento”

Non applicabile

L2 sovrapposto
SCMT

GENOVA VOLTRI - GENOVA SESTRI
PONENTE AEREOPORTO

TEN-T Centrale
Merci;TEN-T
Centrale Passeggeri

Non applicabile

L2 sovrapposto
SCMT

GENOVA SESTRI PONENTE AEREOPORTO -
GENOVA SAMPIERDARENA

TEN-T Centrale
Merci;TEN-T
Centrale Passeggeri

Non applicabile

L2 sovrapposto
SCMT

BIVIO POLCEVERA - QUADRIVIO TORBELLA

"Tratto di linea di
collegamento”

Non applicabile

L2 sovrapposto
SCMT

QUADRIVIO TORBELLA - GENOVA
SAMPIERDARENA

TEN-T Centrale
Merci;TEN-T Globale

Corridoio Reno — Alpi
(RFC1)

L2 sovrapposto
SCMT

BIVIO SUCCURSALE - GENOVA CAMPASSO
*)

"Tratto di linea di
collegamento”

Non applicabile

L2 sovrapposto
SCMT

GE SAMPIERDARENA SMIST.TO - DEV.I.GE
SAMP.SMIST.TO

TEN-T Centrale
Merci;TEN-T
Centrale Passeggeri

Non applicabile

L2 sovrapposto
SCMT




LINEA

Classificazione TEN-T

Corridoio

Livello

Baseline

BIVIO CASTELLUCCIO - GENOVA VOLTRI ( TEN-T Centrale Non applicabile L2 sovrapposto 3
BINARIO CASTELLUCCIO) Merci; TEN-T SCMT
Centrale Passeggeri
TORTONA - GENOVA PIAZZA PRINCIPE TEN-T Globale Corridoio Reno — Alpi L2 sovrapposto 3
(esclusa la tratta Bivio Fegino - Genova (RFC 1) SCMT
Piazza Principe)
BIVIO SUCCURSALE - BIVIO POLCEVERA TEN-T Globale Corridoio Reno — Alpi L2 sovrapposto 3

(RFC1)

SCMT

Nuove realizzazioni linee ERTMS orizzonte 2024 (da Piano Accelerato ERTMS rev.O)
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TEN-T Central
MILANO CERTOSA - TRIPLO BIVIO P.C. bacee e‘::TrEaN‘fT Nom abolicabile L2 sovrapposto 5
SEVESO (VIAGGIATORI) seerl; PP SCMT
Globale
TEN-T Central
MILANO CENTRALE - MILANO GRECO bacee e‘::TrEaN‘fT Nom abolicabile L2 sovrapposto 5
PIRELLI (CIRCOLAZIONE) egerl; PP SCMT
Globale
L2 t
FIRENZE CASTELLO - FIRENZE RIFREDI (LL) TEN-T Globale Non applicabile Sog'éi/‘lfos ° 3
ROCCASECCA - AVEZZANO Off TEN Non applicabile L2 Stand Alone 3
CANICATTI' - SIRACUSA Off TEN Non applicabile L2 Stand Alone 3
TEN-T Centrale . .
. Corridoio Mediterraneo
MILANO SMISTAMENTO - PIOLTELLO- Merci;TEN-T Centrale o L2 sovrapposto
X (RFC 6);Corridoio Reno 3
LIMITO Passeggeri; TEN-T — Alpi (RFC 1) SCMT
Globale P
TEN-T Centrale
MILANO SMISTAMENTO - MILANO Merci;TEN-T Centrale | Corridoio Reno — Alpi L2 sovrapposto 3

ROGOREDO ( Merci)

Passeggeri; TEN-T
Globale

(RFC1)

SCMT
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MILANO LAMBRATE - MILANO ROGOREDO TEN-T Centrale Corridoio Reno — Alpi L2 sovrapposto 3

(Cintura) Merci;TEN-T Globale (RFC1) SCMT
RHO - MILANO CERTOSA (Varese) TEN-T Globale Non applicabile L2 S°g’£?\;’$°5t° 3
TEN-T Centrale 12 sovrapposto
ROMA TIBURTINA - ROMA TUSCOLANA Passeggeri; TEN-T Non applicabile SCIVFI)'I? 3
Globale
DECIMOMANNU - CARBONIA STATO TEN-T Globale Non applicabile L2 Stand Alone 3
VILLAMASSARGIA-DOMUSNOVAS - IGLESIAS TEN-T Globale Non applicabile L2 Stand Alone 3
CAGLIARI - ORISTANO TEN-T Globale Non applicabile L2 Stand Alone 3
CIAMPINO - FRASCATI Off TEN Non applicabile L2 Stand Alone 3
CIAMPINO - ALBANO LAZIALE Off TEN Non applicabile L2 Stand Alone 3
CIAMPINO - VELLETRI Off TEN Non applicabile L2 Stand Alone 3
CALTANISSETTA XIRBI - ARAGONA-CALDARE Off TEN Non applicabile L2 Stand Alone 3
LERCARA DIRAMAZIONE - AGRIGENTO Off TEN Non applicabile L2 Stand Alone 3
CENTRALE
AGRIGENTO BASSA - PORTO EMPEDOCLE Off TEN Non applicabile L2 Stand Alone 3
MERANO - DEV. ESTREMO BOLZANO Off TEN Non applicabile L2 Stand Alone 3
ALCAMO DIRAMAZIONE - TRAPANI Off TEN Non applicabile L2 Stand Alone 3
CAMPOLEONE - NETTUNO Off TEN Non applicabile L2 Stand Alone 3
TEN-T Centrale
Merci; TEN-T Central L2 t

MILANO CENTRALE(e) - MILANO LAMBRATE | o <" entraie Non applicabile sovrapposto 3

Passeggeri; TEN-T
Globale

SCMT
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MILANO ROGOREDO DEV. I. - MILANO "Tratto di linea di Non applicabile L2 sovrapposto 3
ROGOREDO DEV. U. collegamento” PP SCMT
LAMEZIA TERME Cfﬁl)’IgALE - CATANZARO TEN-T Globale Non applicabile L2 Stand Alone 3
BARLETTA - SPINAZZOLA Off TEN Non applicabile L2 Stand Alone 3
MONZA - MOLTENO Off TEN Non applicabile L2 Stand Alone 3
LECCO - MOLTENO Off TEN Non applicabile L2 Stand Alone 3
MERCATO S.SEVERINO - SALERNO Off TEN Non applicabile L2 Stand Alone 3
S.CANDIDO - FORTEZZA Off TEN Non applicabile L2 Stand Alone 3
TERNI - SULMONA Off TEN Non applicabile L2 Stand Alone 3
SANTHIA' - BIELLA S. PAOLO Off TEN Non applicabile L2 Stand Alone 3
BIELLA S. PAOLO - NOVARA Off TEN Non applicabile L2 Stand Alone 3
ORISTANO - CHILIVANI TEN-T Globale Non applicabile L2 Stand Alone 3
Nuove realizzazioni linee ERTMS 2024-2026 (da Piano Accelerato ERTMS rev.O)
b
2
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5 3 2 £
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CHILIVANI - OLBIA - GOLFO ARANCI TEN-T Globale Non applicabile L2 Stand Alone 3
TORINO (e) - SETTIMO - NOVARA TEN-T Centrale Corridoio Mediterraneo 12 Stand Alone 3

Merci;TEN-T Globale

(RFC6)
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DEV.CHIL.LATO MACOM.(BRETELLA) - Tratto di ||nea”d| Non applicabile L2 Stand Alone 3
DEV.CHIL.LATO P.T.(BRETELLA) collegamento
TEN-T Centrale Corridoio Scandinavia —
PISA CENTRALE - LIVORNO CENTRALE L2 Stand Al 3
Merci;TEN-T Globale | Mediterraneo (RFC 3) and Alone
TEN-T Centrale Corridoio Scandinavia
EMPOLI - PISA CENTRALE Merci;TEN-T Centrale ) L2 Stand Alone 3
X Mediterraneo (RFC 3)
Passeggeri
"Tratto di linea di
PISA CENTRALE - PISA DEV. TAGLIAFERRO rattodiiinea di Non applicabile L2 Stand Alone 3
collegamento
TEN-T Centrale Corridoio Scandinavia —
PISA DEV. TAGLIAFERRO - BIVIO MORTELLINI L2 Stand Al 3
Merci;TEN-T Globale | Mediterraneo (RFC 3) and Alone
TEN-T Centrale co;g:zlt?cijgfg -
PADOVA - PADOVA CAMPO MARTE Merci;TEN-T Centrale 5);Corridoi L2 Stand Alone 3
;Corridoio
P . ;
asseggert Mediterraneo (RFC 6)
PADOVA CAMPO MARTE - GS MONTA' TEN-TCentrale | Corridoio Mediterraneo |, ¢\ ajgne 3
Merci;TEN-T Globale (RFC 6)
TEN-T Centrale
MILANO ROGOREDO - TAVAZZANO Passeggeri; TEN-T Non applicabile L2 Stand Alone 3
Globale
TEN-T Centrale
Merci; TEN-T Central
MILANO CENTRALE - P.M. PIACENZA OVEST | ' orcy =h-' tentraie Non applicabile L2 Stand Alone 3
Passeggeri;TEN-T
Globale
FIRENZE ROVEZZANO - TERONTOLA TEN-T Centrale Non applicabile L2 Stand Alone 3

Merci;TEN-T Globale




LINEA

Classificazione TEN-T

Corridoio

Livello

Baseline

BIVIO S.DONATO - DOPPIO BIVIO RIMESSE

TEN-T Centrale
Merci;TEN-T Centrale
Passeggeri; TEN-T
Globale

Corridoio Baltico —
Adriatico (RFC
5);Corridoio
Scandinavia —
Mediterraneo (RFC 3)

L2 Stand Alone

PRATO CENTRALE - FIRENZE CASTELLO (DD)

TEN-T Centrale
Merci;TEN-T Globale

Corridoio Scandinavia —
Mediterraneo (RFC 3)

L2 Stand Alone

S.GIORGIO DI PIANO - BOLOGNA
INTERPORTO

TEN-T Centrale
Merci;TEN-T Globale

Corridoio Baltico —
Adriatico (RFC 5)

L2 Stand Alone
L2 sovrapposto

BOLOGNA INTERPORTO - CASTELMAGGIORE

TEN-T Centrale
Merci;TEN-T Globale

Corridoio Baltico —
Adriatico (RFC
5);Corridoio
Scandinavia —
Mediterraneo (RFC 3)

L2 Stand Alone
L2 sovrapposto

CASTELMAGGIORE - BIVIO TREBBO

TEN-T Centrale
Merci;TEN-T Centrale
Passeggeri; TEN-T
Globale

Corridoio Baltico —
Adriatico (RFC
5);Corridoio
Scandinavia —
Mediterraneo (RFC 3)

L2 Stand Alone

BIVIO BERTALIA - BIVIO TREBBO

TEN-T Centrale
Merci;TEN-T Globale

Corridoio Scandinavia —
Mediterraneo (RFC 3)

L2 Stand Alone

DOPPIO BIVIO P.C. BEVERARA - BIVIO
TREBBO

TEN-T Centrale
Merci;TEN-T Centrale
Passeggeri; TEN-T
Globale

Corridoio Baltico —
Adriatico (RFC
5);Corridoio
Scandinavia —
Mediterraneo (RFC 3)

L2 Stand Alone

CASERTA - NAPOLI CENTRALE (Cassino)

TEN-T Centrale
Merci;TEN-T Centrale
Passeggeri

Corridoio Scandinavia —
Mediterraneo (RFC 3)

L2 Stand Alone
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DEV. (EX P.M. RHO FIERA) - DEV. (EX P.M. Tratto di I|nea”d| Non applicabile L2 Stand Alone 3
RHO FIERA AV ) BRETELLA AV/LS collegamento
CONFLUENZA UD-TS - G.S. MESTRE Tratto dilinea di Non applicabile L2 Stand Alone 3
collegamento
TEN-T Centrale - .
ARONA - RHO Merci; TEN-T Centrale c°"'d°(':FRcef)° ~AIRE 115 Stand Alone 3
Passeggeri
LAVENO-MOMBELLO - GALLARATE TEN-T Globale comdo(':FRcef)o “ART 15 Stand Alone 3
LUINO - OLEGGIO TEN-T Globale Corridoio Reno ~Alpi |, ¢12nd Alone 3
(RFC1)
PRATO CENTRALE - FIRENZE CASTELLO TEN-T Globale Non applicabile L2 Stand Alone 3
BIVIO MAROCCO - BIVIO PC SPINEA TEN-T Globale Corridoio Baltico = | -, ¢\ 14 Alone 3
Adriatico (RFC 5)
P.M. BEVERA - STABIO Off TEN Non applicabile L2 Stand Alone 3
LIVORNO CALAMBRONE - LIVORNO OFf TEN Corr|d.0|o Scandinavia — L2 Stand Alone 3
CENTRALE Mediterraneo (RFC 3)
LIVORNO CALAMBRONE - LIVORNO Off TEN Non applicabile L2 Stand Alone 3
DARSENA
P.M. SALARIO ROMA SMISTAMENTO - L
ROMA SMISTAMENTO Off TEN Non applicabile L2 Stand Alone 3
SALERNO - ARECHI Off TEN Non applicabile L2 Stand Alone 3
TEN-T Centrale . I
FIRENZE RIFREDI - EMPOLI Merci;TEN-T Centrale Corr|d.0|o Scandinavia = | 12 Stand Alone 3
. Mediterraneo (RFC 3) L2 sovrapposto
Passeggeri
TEN-T Central
BIVIO P.C. RENAI - BIVIO P.C. e.n rale Corridoio Scandinavia— | L2 Stand Alone
Passeggeri; TEN-T 3

SAMMINIATELLO

Globale

Mediterraneo (RFC 3)

L2 sovrapposto

10



(7
2
e
o
g : 5 £
2 N £ g 2
= ‘é 8 pir] g
i
©
[}
VARESE - PORTO CERESIO TEN-T Globale Non applicabile L2 Stand Alone 3
Corridoio Scandinavia —
ROMA TERMINI - COLLEFERRRO TEN-T Globale ) L2 Stand Alone 3
Mediterraneo (RFC 3)
VOGHERA - PIACENZA TEN-T Globale corr'do(':F'ze;)o “ART 15 Stand Alone 3
Corridoio Scandinavia —
CIVITAVECCHIA - ROMA S.PIETRO TEN-T Globale ) L2 Stand Alone 3
Mediterraneo (RFC 3)
TERONTOLA - 1° BIVIO ORTE SUD ( LLE TEN-T Centrale
N licabil L2 Stand Al 3
INTERC.) Merci;TEN-T Globale on applicabrie and Alone
OZIERI-CHILIVANI - PORTO TORRES L
MARITTIMA TEN-T Globale Non applicabile L2 Stand Alone 3
TEN-T Centrale Corridoio Scandinavia —
FIUMETORTO - CALTANISSETTA XIRBI Merci;TEN-T Centrale R L2 Stand Alone 3
. Mediterraneo (RFC 3)
Passeggeri
TEN-T Centrale Corridoio Reno — Alpi
DOMODOSSOLA - ARONA Merci;TEN-T Centrale (RFC 1) P L2 Stand Alone 3
Passeggeri
TEN-T Centrale Corridoio Reno — Alpi
ARONA - VIGNALE Merci;TEN-T Centrale (RFC 1) P L2 Stand Alone 3
Passeggeri
MODANE FOURNEAUX - QUADRIVIO TEN-T Centrale Corridoio Mediterraneo L2 Stand Alone 3
ZAPPATA Merci;TEN-T Globale (RFC6)
TEN-T Centrale Corridoio Scandinavia —
LA SPEZIA CENTRALE - PISA CENTRALE Merci;TEN-T Centrale ) L2 Stand Alone 3
. Mediterraneo (RFC 3)
Passeggeri
PISA DEV. TAGLIAFERRO - PISA DEV. "Tratto dili di
ratto drlinea ai Non applicabile L2 Stand Alone 3

NAVICELLI

collegamento"

11
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TEN-T Centrale
LA SPEZIA MIGLIARINA - VEZZANO LIGURE | Merci;TEN-T Centrale Non applicabile L2 Stand Alone 3
Passeggeri
LA SPEZIA MIGLIARINA - LA SPEZIA TEN-T Centrale Corridoio Scandinavia —
. . L2 Stand Alone 3
MARITTIMA Merci;TEN-T Globale | Mediterraneo (RFC 3)
LA SPEZIA MARITTIMA - VEZZANO LIGURE TEN-T Centrale | Corridoio Scandinavia = -, ¢\ 4 algne 3
Merci;TEN-T Globale | Mediterraneo (RFC 3)
NOVARA - PONTE TANARO ALESSANDRIA TEN-T Centrale Corridoio Reno ~Alpi | ¢ -4 Alone 3
Merci;TEN-T Globale (RFC 1)
TEN-T Centrale Corridoio Mediterraneo
PORTOGRUARO - VENEZIA MESTRE L2 Stand Al 3
Merci;TEN-T Globale (RFC 6) and Alone
DEV.ESTR.VENEZIA - VENEZIA MARITTIMA Tratto dilinea di Non applicabile L2 Stand Alone 3
collegamento
TEN-T Centrale
ROMA OSTIENSE - FIUMICINO AEROPORTO Passeggeri; TEN-T Non applicabile L2 Stand Alone 3
Globale
TEN-T Centrale
ROMA TERMINI - ROMA PRENESTINA Passeggeri; TEN-T Non applicabile L2 Stand Alone 3
Globale
TEN-T Centrale
BIVIO P.C. S.LUCIA - DIRAMAZIONE VR SC - A L
Passeggeri;TEN-T Non applicabile L2 Stand Alone 3
VR PN
Globale
TEN-T Centrale Corridoio Scandinavia —
BIVIO P.C. S.LUCIA - BIVIO P.C. FENILONE L2 Stand Al 3
Merci;TEN-T Globale | Mediterraneo (RFC 3) and Alone
TEN-T Centrale Corridoio Scandinavia —
BIVIO P.C. S.LUCIA - BIVIO P.C. S.MASSIMO | Merci;TEN-T Centrale R L2 Stand Alone 3
X Mediterraneo (RFC 3)
Passeggeri
BIVIO P.C. FENILONE - BIVIO P.C. TEN-T Centrale Corridoio Scandinavia —
L2 Stand Alone 3

S.MASSIMO

Merci;TEN-T Globale

Mediterraneo (RFC 3)

12



LINEA

Classificazione TEN-T

Corridoio

Livello

Baseline

P.M. CAB. C ROMA SMISTAMENTO - ROMA
SMISTAMENTO

TEN-T Centrale
Merci;TEN-T Globale

Corridoio Scandinavia —
Mediterraneo (RFC 3)

L2 Stand Alone

P.M. NORD ROMA SMISTAMENTO - ROMA
SMISTAMENTO

TEN-T Centrale
Merci;TEN-T Globale

Corridoio Scandinavia —
Mediterraneo (RFC 3)

L2 Stand Alone

BIVIO CALDERARA - BIVIO BERTALIA

TEN-T Centrale
Merci;TEN-T Globale

Corridoio Scandinavia —
Mediterraneo (RFC 3)

L2 Stand Alone

DOPPIO BIVIO RIMESSE - BIVIO CROCIALI

TEN-T Centrale
Merci;TEN-T Centrale
Passeggeri; TEN-T
Globale

Corridoio Scandinavia —
Mediterraneo (RFC 3)

L2 Stand Alone

BIVIO TAVERNELLE - BIVIO CALDERARA

TEN-T Centrale
Merci;TEN-T Globale

Corridoio Scandinavia —
Mediterraneo (RFC 3)

L2 Stand Alone

BIVIO CROCETTA - TORINO S. PAOLO

TEN-T Centrale
Merci;TEN-T Globale

Corridoio Mediterraneo
(RFC 6)

L2 Stand Alone

TORINO ORBASSANO FASCIO ARRIVI -
TORINO ORBASSANO MODALHOR

TEN-T Centrale
Merci;TEN-T Globale

Corridoio Mediterraneo
(RFC 6)

L2 Stand Alone

BIVIO PRONDA - DEV.ESTR. TO ORBASSANO

TEN-T Centrale
Merci;TEN-T Globale

Corridoio Mediterraneo
(RFC 6)

L2 Stand Alone

QUADRIVIO ZAPPATA - TORINO
SMISTAMENTO NORD

TEN-T Centrale
Merci;TEN-T Centrale
Passeggeri; TEN-T
Globale

Corridoio Mediterraneo
(RFC 6)

L2 Stand Alone

VENEZIA MESTRE - LIMITE FS ( LINEA ADRIA )

"Tratto di linea di
collegamento"

Non applicabile

L2 Stand Alone

ROMA TIBURTINA - ROMA CASILINA (
INDIPENDENTE )

TEN-T Centrale
Merci;TEN-T Centrale
Passeggeri; TEN-T
Globale

Corridoio Scandinavia —
Mediterraneo (RFC 3)

L2 Stand Alone

13
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"Tratto di li di
NOVARA - NOVARA BOSCHETTO ( TORINO ) rattodiiinea di Non applicabile L2 Stand Alone 3
collegamento
TEN-T Centrale Corridoio Reno — Alpi
BIVIO P.C. TOCE - BIVIO P.C. VALLE Merci;TEN-T Centrale (RFC 1) P L2 Stand Alone 3
Passeggeri
COLLEFERRO - CASSINO TEN-TGlobale | COrMidoio Scandinavia =\ - 5 ¢,y e 3
Mediterraneo (RFC 3)
ROMA TUSCOLANA - ROMA TERMINI TEN-T Globale Non applicabile L2 Stand Alone 3
BIVIO P.C. LAMBRO - MILANO CERTOSA TEN-T Globale Non applicabile L2 Stand Alone 3
Corridoio Scandinavia —
ROMA TUSCOLANA - ROMA CASILINA TEN-T Globale ) L2 Stand Alone 3
Mediterraneo (RFC 3)
Corridoio Mediterraneo
ALESSANDRIA - ALESSANDRIA SMIST.TO (
Off TEN ; idoi L2 Stand Al 3
PONTE TANARO ) (RFC 6),C9rr|d0|o Reno and Alone
—Alpi (RFC 1)
MILANO ROGOREDO - MILANO L
S.CRISTOFORO Off TEN Non applicabile L2 Stand Alone 3
VARESE - GALLARATE TEN-T Globale Non applicabile L2 Stand Alone 3
Corridoio Scandinavia —
GROSSETO - CIVITAVECCHIA TEN-T Globale ) L2 Stand Alone 3
Mediterraneo (RFC 3)
MACCARESE-FREGENE - PONTE GALERIA Off TEN Non applicabile L2 Stand Alone 3

14



Mission Component |Id

M3 c1 R1.1
M3 Cc1 R1.2
M3 C1

M3 Cc1 I11.1.a
M3 C1 11.1.b
M3 Cc1 I11.1.a
M3 C1

M3 Cc1 11.2.a
M3 C1 11.2.b
M3 c1 11.2.a
M3 C1

M3 c1 11.3.a
M3 C1 11.3.b
M3 c1 11.3.a
M3 C1 11.4
M3 c1 11.5
M3 C1 11.6
M3 c1 11.7
M3 Cc1 11.8
M3 Cc1 Ref2.1

M3 Cc1 Ref2.2



Name

Acceleration of the approval process of the Contract between the MIT and RFI

Acceleration of the authorization process of projects

High-speed railway connections to the South for passengers and freight

High-speed railway connections to the South for passengers and freight (Napoli - Bari)

High-speed railway connections to the South for passengers and freight (Palermo-Catania)

High-speed railway connections to the South for passengers and freight (Salerno-Reggio Calabria)

High-speed lines in the North connecting to Europe

High-speed lines in the North connecting to Europe (Brescia-Verona-Padova)

High-speed lines in the North connecting to Europe (Liguria-Alpi)

High-speed lines in the North connecting to Europe (Verona-Brennero - opere di adduzione)

Diagonal connections

Diagonal connections (Roma-Pescara)

Diagonal connections (Orte-Falconara)

Diagonal connections (Taranto-Metaponto-Potenza-Battipaglia)

Introducing the European Rail Transport Management System (ERTMS)

Strengthening metropolitan nodes and key national links

Strengthening regional lines - Upgrading of regional railways (management RFI)

Upgrading, electrification and resilience of railways South

Upgrading railway stations (RFI management; in South)

Implementation of the recent “Decree Simplification” (converted into Law n.120 dated 11 September 2020) by issuing a decree concerning the adoption of
“Guidelines for the classification and management of risks, the evaluation of security and the monitoring of existing bridges”
Transfer the property of the bridges and viaducts from the lower level ranking roads to the higher ranking ones
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National Recovery and Resilience Plan

Mission 3 - Infrastructures for sustainable mobility

Component 1 - Investments on the railway network

Do No Significant Harm
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1 The National Recovery and Resilience Plan

Next Generation EU (NGEU), established by Regulation (EU) 2020/2094, represents the new European
Union instrument for recovery, which will complement the Multi-annual Financial Framework for the
period 2021-2027. On the basis of the NGEU, the European Commission will be authorised to borrow, on
behalf of the Union, on capital markets up to an amount of € 750 billion (at 2018 prices).

With 672.5 billion Euro (360 in loans and 312.5 in grants), the Recovery and Resilience Facility (RRF)
represents the most important instrument foreseen under Next Generation EU (almost 90% of the total
endowment), which will support Member States' investments and reforms.

To obtain the resources allocated to them, Member States will have to prepare National Recovery and
Resilience Plans defining the reform and investment program for the period 2021-2026 to be evaluated
by the European Commission and approved by the Council of the EU.

Financial support from the Recovery and Resilience Facility:

e it cannot replace recurring national budgetary expenditure, except in duly justified cases;

e it must meet the principle of supplementation to Union funding, i.e. it can be added to the support
provided by other Union funds and programs provided it does not cover the same cost;

e it must support measures that meet the Union's "do no significant harm" environmental target
principle.

On January 15, 2021, the Government transmitted the proposal for a National Recovery and Resilience
Plan (NRRP) to Parliament to address the economic and social impact of the pandemic crisis caused by
Covid-19. The objective of the Plan is to make Italy a more sustainable and inclusive country, with a more
advanced and dynamic economy.

It is a Resilience Plan, because the pandemic and the ecological emergency focus our attention to the
extreme current and future events. Resilience is the preparation to face them by the state, businesses
and all social players. It is the adaptation required of our production chains within the changes of
globalisation and new technological frontiers. It is the ability to prepare for the future, to govern
transformations without suffering from them.

It is also a Reform Plan, because the investment lines are accompanied by the adoption of a reform
strategy, as an "enabling" and catalyst element, in line with the European Commission's Country Specific
Recommendations (CSR) and the National Reform Programmes (NRP) adopted by the Government.

The NRRP is divided into 6 Missions, which in turn group together 16 Components functional to achieving
the economic and social objectives defined in the Government strategy.

The reforms required to ensure more effective completion, linked to the implementation of one or more
Components are indicated for each Mission. The individual investment projects were selected according
to criteria aimed at concentrating interventions on transformational ones, with the greatest impact on
the economy and on labour.

On April 27, 2021, the Government presented the final review of the National Recovery and Resilience
Plan (NRRP) to Parliament.

Basically, the structure of the plan is confirmed with some changes.

The new resource allocation is shown below.
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2 Mission 3 — Infrastructures for sustainable mobility

2.1 Mission and Components

Mission 3 - Infrastructures for sustainable mobility - aims to complete by 2026, a first and significant step
in a longer-term journey towards the creation of a modern, digitised and environmentally sustainable
infrastructure system, taking into account the specificity of the orography of the Italian territory. By
adding resources to existing projects and accelerating them, as well as introducing new ones, the aim will
be to create and complete works that are part of European infrastructure projects or that fill gaps that
have hitherto penalised the economic development of the country and, in particular, of the South and the
Islands.

For the implementation of this strategy on the infrastructural system of Italian mobility, NGEU resources,
ordinary budget resources and the other European resources available for this purpose will contribute
and will be synchronised. In line with the strategic design of the Recovery Plan, additional interventions
have been included which are financed with state funds.

The Infrastructures for sustainable mobility mission takes the form of 2 components for a total amount of
resources equal to 25,13 billion Euro, broken down as follows:

MISSIONE 3: INFRASTRUTTURE PER UNA MOBILITA SOSTENIBILE

L
25,13

AT - BVESTIM ENTE SULLA FETE FERROVIARIA 377

MIcH -mm A ELOGIETICA CAINTEGAATA 0.3

The mission aims to make, by 2026, the most modern, digital and sustainable infrastructure system,
capable of responding to the challenge of decarbonisation indicated by the European Union with the
strategies connected to the European Green Deal (in particular the "strategy for mobility intelligent and
sustainable ", published on 9 December 2020) and to achieve the sustainable development goals
identified by the United Nations 2030 agenda.

The planned investments are in line with the provisions of the current National Integrated Energy and
Climate Plan (Piano Nazionale Integrato per I'Energia e il Clima - PNIEC), which provides that "For
transport, priority is given to policies for increasing collective mobility , in particular by rail, including the
shift of freight transport from road to rail ".

Furthermore, as indicated by the Commission in the Country Specific Recommendations (CSR) 2020 and
2019 for Italy, "Investing in sustainable transport and infrastructure is also a way to address environmental
challenges. Substantial green investments are needed to achieve the EU's ambitious energy and climate
targets for 2030 .
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2.2 The Measures
Only investments belonging to the following classification will be considered in this document:
e Mission 3 - Infrastructures for sustainable mobility,
o Component 1 - Investments on the railway network,

This Component includes interventions to implement the strategic and programmatic indications of the
annex to the DEF #italia fast, approved by the Council of Ministers on 6 July 2020.

These are investments relating to the railway infrastructure sector, both belonging to the National
Railway Infrastructure under concession to RFI SpA, and regional lines under concession to the Regions.

The main investments for HS concern the construction of some fundamental sections: Naples-Bari,
Brescia-Verona-Vicenza-Padova and Salerno-Reggio Calabria.

Investments are planned to speed up and increase the capacity of 6 further sections: Rome-Pescara,
Orte-Falconara, Palermo-Catania-Messina, Liguria-Alps, Taranto-Metaponto-Potenza-Battipaglia and
Verona-Brennero (adduction works).

Technological updating of the railway lines and nodes through the start of the implementation of the
European Rail Traffic Management System (ERTMS) on the entire national network.

The technological upgrade of traffic management systems improves traffic regularity and solves
reduced capacity issues on some railway lines.
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Investments relating only to the regional lines interconnected to the national network (Turin Cerese-
Canavesana, FUC Ferrovia Udine-Cividale, Bari-Bitritto line, Rosarno-S. Ferdinando line, FCU Centrale
Umbra railway, EAV, FSE Ferrovie del Sud Est).

Specific investments in upgrading, electrification and resilience in the south are foreseen (among the
lines specifically concerned we can mention lonica Sibari-Catanzaro Lido-Reggio Calabria, Venafro -
Campobasso - Termoli, Catania node, Decimomannu-Villamassargia doubling, Olbia airport railway

connection, and others).

Finally, the program envisages a specific line of intervention for the stations in the south (Southern
Station Plan).

The Measures referred to the railway infrastructure both in terms of Reforms and Investments are the

following.

M3C1

Reform/
Investment

Reform

Measure

. Acceleration of the approval process of the Contract between the MIT and RFI

. Acceleration of the authorization process of projects

Railway works
(HS/HC
railway)

Investment

. High-speed railway connections to the South for passengers and freight (Napoli - Bari)

. High-speed railway connections to the South for passengers and freight (Palermo-Catania)

va | B (W N

. High-speed railway connections to the South for passengers and freight (Salerno-Reggio

Calabria)

. High-speed lines in the North connecting to Europe (Brescia-Verona-Padova)

. High-speed lines in the North connecting to Europe (Liguria-Alps)

High-speed lines in the North connecting to Europe (Verona-Brennero - adduction works)

6
7
8.
9

. Diagonal connections (Roma-Pescara)

10. Diagonal connections (Orte-Falconara)

11. Diagonal connections (Taranto-Metaponto-Potenza-Battipaglia)

12. Introducing the European Rail Transport Management System (ERTMS)

13. Strengthening metropolitan nodes and key national links

14. Strengthening regional lines - Upgrading of regional railways (management RFI)

15. Upgrading, electrification and resilience of railways South

16. Upgrading railway stations in the South
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3 Do No Significant Harm

3.1 The principle

The Do No Significant Harm (DNSH) principle is defined by EU regulation 2020/852 concerning the
establishment of a framework that promotes sustainable investments.

EU regulation 2020/852 is referred to as the "Taxonomy regulation" as it has provided for the definition of a
classification system ("taxonomy") of eco-sustainable economic activities. The Regulation establishes, in fact,
the conception of the first system in the world for the classification of sustainable economic activities,
capable of creating a common language that investors can use everywhere when they invest in projects and
economic activities that have significant positive effects on the climate and the environment. By enabling
investors to redirect investments towards more sustainable technologies and businesses, this piece of
legislation will be instrumental in achieving climate neutrality for the EU by 2050.

Art. 9 of the taxonomy regulation has defined the following 6 environmental targets:
a) climate change mitigation;

b) adaptation to climate change;

c) the sustainable use and protection of water and marine resources;

d) the transition to a circular economy;

e) the prevention and reduction of pollution;

f) the protection and restoration of biodiversity and ecosystems.

Article 17 of the Taxonomy Regulation defines the concept of "significant damage" for six environmental
targets. In detail, an activity can cause significant damage:

a) the mitigation of climate change, if the activity leads to significant emissions of greenhouse gases;

b) adaptation to climate change, if the activity leads to a worsening of the negative effects of the current
climate and the anticipated future climate on itself or on people, nature or assets;

c) the sustainable use and protection of water and marine resources, if the activity harms:
i) the good status or ecological potential of water bodies, including surface and groundwater;
ii) the good ecological status of marine waters;

d) the circular economy, including waste prevention and recycling, if:

i) the activity leads to significant inefficiencies in the use of materials or in the direct or indirect use of
natural resources such as non-renewable energy sources, raw materials, water resources and soil, in
one or more phases of the life of products, including in terms of durability, possibility of improving,
repairing, reusing or recycling products;

ii) the activity involves a significant increase in the production, incineration or disposal of waste, with the
exception of the incineration of non-recyclable hazardous waste;

iii) long-term disposal of waste could cause significant and long-term damage to the environment;

e) the prevention and reduction of pollution, if the activity involves a significant increase in emissions of
pollutants into the air, water or soil compared to the situation before its start;

f) the protection and restoration of biodiversity and ecosystems, if the activity:
i) significantly harms the good condition and resilience of ecosystems;
ii) harms the conservation status of habitats and species, including those of interest to the Union.

When assessing an economic activity on the basis of the do no significant harm criteria, the environmental
impact of the activity itself and the environmental impact of the products and services provided by it during
their entire life cycle are taken into account, in particular taking into account the production, use and end of
life of these products and services.
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3.2 Application of the principle

The emergence of the COVID-19 pandemic in early 2020 has changed the economic, social and budgetary
outlook in the Union and the world, requiring an urgent and coordinated response at both Union and national
levels to address the enormous economic and social consequences as well as asymmetrical effects for
Member States. In the context of the COVID-19 crisis, the need to strengthen the existing framework for
supporting Member States by providing them with direct financial support through an innovative tool has
become apparent. To this end, a Recovery and Resilience Facility (RFF) has been designed to provide effective
and meaningful financial support to accelerate the implementation of sustainable reforms and related public
investment in Member States.

EU regulation 2021/241 of 12 February 2021 established the Recovery and Resilience Facility, aimed at
promoting the economic, social and territorial cohesion of the Union by improving resilience, crisis
preparedness, adjustment capacity and growth potential of the Member States.

Regulation point 25 establishes that: "Member States should ensure that the measures included in their
recovery and resilience plans comply with the 'do not cause significant harm' principle under Article 17 of
Regulation (EU) 2020/852."

On 12 February 2021, under the Regulation on the mechanism for recovery and resilience, the Commission
published technical guidelines on the application of the "do no significant harm” principle.

The technical guidelines, while confirming that all measures require a DNSH assessment, indicate that a
simplified approach can be adopted for those which have no foreseeable impacts or which have a negligible
foreseeable impact on all or some of the 6 environmental targets.

To facilitate Member States in the assessment and presentation of the DNSH principle in their Recovery and
Resilience Plan (RRP), the Commission has prepared a check-list to be used to support their analysis of the
link between each measure and the DNSH principle.

The check-list is based on the following decision tree, which should be used for each measure of the RRP.

For uach of the &
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PHASE 1

Decision tree
As a first step, Member States are invited to complete part 1 of the check-list, to identify which of the six
environmental targets requires a background assessment of the measure in light of the DNSH principle.
These are the possible answers to the checks on the 6 targets.

a. The measure has no or negligible foreseeable impact on the environmental targets related to the
direct effects and primary indirect effects of the measure over its life cycle, given its nature, and as
such is considered compliant with the DNSH principle for the relevant target;

b. the measure has a 100% support ratio for a climate change or environment-related target, and as
such is considered to comply with the DNSH principle for the relevant target;



A =
”

c. The measure substantially contributes to an environmental target, pursuant to the Taxonomy
Regulation, and as such is considered to comply with the DNSH principle for the relevant target.

In case the measure has no or negligible impact on the target considered (option A of the response) or is
considered compliant with the DNSH principle for that target (options B and C), the DNSH assessment can
take a simplified form. In this case, a short justification for each environmental target must also be provided.

If the answer to the checks is as follows, the second phase of the assessment must be started:
d. None of the above: the measure requires a background assessment for this target.

Member States are invited to use part 2 of the check-list to carry out a background assessment in light of the
DNSH principle for environmental targets.

10
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4 Approach in the development of the assessment

4.1 Adopted criteria

With reference to the 18 measures of the NRRP in the context of Mission 3 Component 1, in coordination
with the MIMS, 10 homogeneous clusters by type of investment/impact generated were identified for which
the aforementioned Phase 1 was developed.

Below is the association between the Measurements and the do no significant harm assessment reports that
have been developed by RFI.

R Measure RFI sheets for DNSH assessment
Investment
1. Acceleration of the approval process of the Acceleration of the approval process of the
Reform Contract between the MIT and RFI Contract between the MIMS and RFI

2. Acceleration of the authorization process of Acceleration of the authorization process of
projects projects

3. High-speed railway connections to the South for
passengers and freight (Napoli - Bari)

4. High-speed railway connections to the South for High-speed railway connections to the South for
passengers and freight (Palermo-Catania) passengers and freight

5. High-speed railway connections to the South for
passengers and freight (Salerno-Reggio Calabria)

6. High-speed lines in the North connecting to Europe
(Brescia-Verona-Padova)

7. High- lines in the North ting to E

|_g s.peed ines in the Torth connecting to turope High-speed lines in the North connecting to Europe

(Liguria-Alps)

8. High-speed lines in the North connecting to Europe
(Verona-Brennero - adduction works)

9. Diagonal connections (Roma-Pescara)

Investment

10. Diagonal connections (Orte-Falconara) Diagonal connections

11. Diagonal connections (Taranto-Metaponto-
Potenza-Battipaglia)

12. Introducing the European Rail Transport Introducing the European Rail Transport
Management System (ERTMS) Management System (ERTMS)

13. Strengthening metropolitan nodes and key national Strengthening metropolitan nodes and key national
links links

14. Strengthening regional lines - Upgrading of regional Strengthening regional lines - Upgrading of regional
railways (management RFI) railways (management RFI)

15. Upgrading, electrification and resilience of railways Upgrading, electrification and resilience of railways
South South

16. Upgrading railway stations in the South 10. Upgrading railway stations in the South

Some Measures consist of a multiplicity of interventions that pursue the same objectives, but which are
characterized by the diversity of types of work, the distribution in the territory in different locations and
different environmental situations.

In particular, the interventions of the following Measures are particularly numerous:

13. Strengthening metropolitan nodes and key national links;

11
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14. Strengthening regional lines - Upgrading of regional railways (management RFl);
15. Upgrading, electrification and resilience of railways South;

16. Upgrading railway stations in the South.

A brief description of these Measures is considered appropriate.
13. Strengthening metropolitan nodes and key national links
Investment programme regarding nodes and key links on the national territory with the following objectives:

- infrastructural development (doubling/quadrupling) and technological enhancement of key links of
national interest, of connecting lines to the main freight terminals and of last mile connections to ports;

- adaptation of performance levels (module, gauge, axle weight) to allow the transit of higher freight
volumes on the TEN-T corridors, on freight lines, and on the connecting lines with the main ports and
intermodal terminals;

- mitigation of bottlenecks for the development of passenger and freight traffic, including punctual
interventions to manage interferences between passenger and freight traffic flows;

- increases in capacity and reduction in journey times through the elimination of critical points; increases
in the capacity of lines close to saturation;

- increase in the capacity of the suburban access lines to the nodes being doubled;

renovation of stations.

The interventions foreseen on key national links concern the following geographic areas:

- Liguria-Alps link (strengthening of connections with the swiss border passes, speeding up of the line
Turin/Milan-Genoa, infrastructural and technological upgrading of the lines Genoa-Ventimiglia and
Genoa-La Spezia);

- Transversal link (infrastructural and technological upgrading of the line Turin-Venice);
- Bologna-Venice-Trieste/Udine link (connections to the eastern border crossings);

- Central and North Tyrrhenian link (infrastructural and technological upgrading of the Central Dorsale HS
line and of access lines to the Tyrrhenian ports);

- Adriatic-lonian link (doubling of Termoli-Lesina line, upgrading and speeding up of Bologna-Lecce,
infrastructural and technological upgrading Adriatic link);

- Southern Tyrrhenian link (technological upgrading of the node of Naples);
- Sicilian network: upgrading of Caltagirone-Gela line and electrification of Palermo-Trapani line;

- Sardinian network (infrastructural and technological upgrading of Cagliari-Sassari/Olbia lines).

14. Strengthening regional lines - Upgrading of regional railways (management RFI)
The interventions foreseen on the regional lines have the following objectives:

- To strengthen the interconnected regional railway lines, in order to reach the safety levels, set by the
National Agency for Railway Safety (ANSF);

- To support the connection of regional lines with the national high speed network.

As concerns the interconnected regional lines, which are expected to be transferred and managed by RFI,
interventions are planned in the following regions:

12
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Piedmont: upgrading and modernisation of the Torino Cerese-Canavesana: improving the regularity of traffic
flows;

Friuli Venezia Giulia: FUC railway: infrastructural and technological works on the Udine-Cividale line:
improvement of the regularity of traffic flows;

Umbria: Umbrian Central Railway (FCU): infrastructural and technological interventions;

Campania (EAV): Strengthening and modernisation of the Cancello-Benevento line: improvement of safety
standards for railway operations;

Puglia:

(i) Bari-Bitritto line: infrastructural upgrading: compliance with technical/regulatory standards of the National
Railway Infrastructure;

(ii) Ferrovie del Sud Est (FSE): infrastructural upgrading of the Bari-Taranto line: the intervention will allow
the adaptation to the performance standards of RFl and to the technical specifications of interoperability;

(iii) FSE: Completion of SCMT/ERTMS equipment on the network: improvement of traffic performance,
optimisation of capacity, improvement of safety standards;

(iv) FSE: Realisation of intermodal Hubs and upgrading of 20 stations: the intervention aims at improving the
accessibility of the stations and creating areas for exchanges rail-bus, rail-private car and rail-bike;

Calabria: Rosarno-S. Ferdinando line: upgrading of the equipment of the Rosarno and San Ferdinando lines
for connection to Gioia Tauro.

15. Upgrading, electrification and resilience of railways South

Specific investments are foreseen to upgrade the railway network in various critical points in the South of
Italy, to increase the competitiveness and connectivity of the intermodal logistic system (railways-airports-
ports) and the connections with the major cities.

In particular, investments are planned on the following lines:

- Molise region:

(i) Rome-Venafro-Campobasso-Termoli;

(i) Electrification and speeding up Roccaravindola-Isernia-Campobasso

- Apulia region:

(i) Upgrading of Bari — Lamasinata;

(ii) electrification Barletta — Canosa;

(iii) Pescara-Foggia

(iv) Modernization linea Potenza-Foggia

(v) Strengthening links Brindisi

(vi) Strengthening links Taranto

- Calabria region: Upgrading lonian Sibari-Catanzaro Lido-Reggio Calabria/Lamezia Terme
- Basilicata region: completion of Ferrandina-Matera

- Campania region: completion of Salerno Arechi — Aeroporto Pontecagnano

- Sicily:

13
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(i) Node of Catania

(ii) Upgrading Palermo - Agrigento - Porto Empedocle

(iii) Intermodality and accessibility to Trapani Birgi airport
(iv) Link to the port of Augusta

- Sardinia:

(i) Olbia airport railway link

(ii) Track-doubling Decimomannu-Villamassargia.

16. Upgrading railway stations in the South.

The upgrade will involve internal and external stations areas and will consist as a minimum of:
- Enhancing the accessibility of the stations

- Increasing the quality of the services provided to users

- Improve the comfort, safety and quality of the public areas (internal and external).

The interventions will take place in the regions of Abruzzo, Molise, Campania, Calabria, Sicilia, Puglia,
Basilicata and Sardegna.

The indicative list of 30 railway stations that will benefit is the following: Vasto San Salvo, Chieti, Pescara,
Giulianova Potenza Centrale, Potenza Superiore, Lamezia Terme, Cosenza, Scalea-S.Domenica Talao, Vibo
Valentia-Pizzo, Reggio di Calabria Lido, Sibari, Sapri, Falciano-Mondragone-Carinola, Maddaloni Inferiore,
Pozzuoli Solfatara, Termoli, Polignano a Mare, San Severo, Barletta, Giovinazzo, Brindisi, Foggia, Macomer,
Oristano, Palermo Notarbartolo, Milazzo, Acireale, Marsala, Siracusa.

In addition, a set of 8 station and one city -line will be upgrade as metropolitan hubs, with larger interventions
that will involve also local stakeholders and include improvement of the energy efficiency of the stations.

The metropolitan hubs will be: Messina Centrale e Marittima, Villa San Giovanni, Benevento, Caserta, L2 Line
in Naples, Bari, Lecce, Taranto, Settimo Rende (new station).

Another issue that assumes relevance for the purposes of the assessment is that, in the National Recovery
and Resilience Plan there are investments characterized by a different state of progress. There are
interventions that are underway, interventions in the tender phase, interventions for which authorizations
have already been acquired, interventions in the design phase. This implies that in some cases environmental
authorizations have already been acquired (eg Environmental Impact Assessment). Furthermore, the
application of particular criteria for the choice of contractors or the adoption of additional mitigating
measures to those required by current legislation is closely related to the progress of the interventions and
any contractual changes would lead to cost increases.

It should also be noted that, as regards the target relating to climate change, where applicable, reference
was made to Regulation (EU) 2021/241 of the European parliament and of the council of 12 February 2021
which establishes the mechanism for recovery and resilience which, in Annex VI - Climate control
methodology Dimensions and codes of the types of intervention for the device for recovery and resilience.

Still on the subject of climate change, where applicable, reference was made to EU regulation 2020/852,
known as the "Taxonomy regulation", which in Article 10 provides that the increase in clean or climate-
neutral mobility is considered an economic activity that makes a substantial contribution to the mitigation of
climate change.
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5 Do No Significant Harm assessment sheets for the railway infrastructure sector

5.1 Acceleration of the approval process of the Contract between the MIMS and RFI

DNSH assessment

Mission Mission 3 “Sustainable mobility infrastructures”
Cluster High speed/capacity railway network
Related Measure (Reform or Investment) Reform 1. Acceleration of the approval process of the Contract between the MIMS and RFI

Responsibility for reporting and implementation | RFI/MIMS

Date

29/04/2021

Environmental
objectives

Step 1
Does the measure have no or an insignificant

foreseeable impact on this objective or contribute  Justification if A, B or C has been selected

to support this objective?

1. Climate change
mitigation

Through the proposed reform, the approval process of the 5-year CdP
A. The measure has no or an insignificant foreseeable (Contratto di Programma) between MIMS and RFI and of the annual
impact on the environmental objective related to the direct variations will be accelerated, allowing to speed up the planning and
and primary indirect effects of the measure across its life implementation of the works. The acceleration of the process does not
cycle, given its nature, and as such is considered compliant affect the ability of RFl to select, plan and implement investment neither
with DNSH for the relevant objective the quality of works which by nature (mainly electrified railways) can
contribute to a switch towards a low carbon transport system
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2. Climate change
adaptation

A. The measure has no or an insignificant foreseeable
impact on the environmental objective related to the direct
and primary indirect effects of the measure across its life
cycle, given its nature, and as such is considered compliant
with DNSH for the relevant objective

The proposed+ reform does not affect the ability of RFI to plan investment
which can ensure a higher degree of attention on current and expected
future climate risks. At the same time, the reform does not limit investment
to improve the resilience of railways infrastructure to cliamte change

3. The sustainable use and
protection of water and
marine resources

A. The measure has no or an insignificant foreseeable
impact on the environmental objective related to the direct
and primary indirect effects of the measure across its life
cycle, given its nature, and as such is considered compliant
with DNSH for the relevant objective

The proposed reform does not affect both national regulation and RFI's
internal investment policies in the field of sustainable use and protection of
water

4. The circular economy,
including waste prevention
and recycling

A. The measure has no or an insignificant foreseeable
impact on the environmental objective related to the direct
and primary indirect effects of the measure across its life
cycle, given its nature, and as such is considered compliant
with DNSH for the relevant objective

The proposed reform does not affect both national regulation and RFl's
internal investment policies in the field of circular economy.

5. Pollution prevention and
control to air, water or land

A. The measure has no or an insignificant foreseeable
impact on the environmental objective related to the direct
and primary indirect effects of the measure across its life
cycle, given its nature, and as such is considered compliant
with DNSH for the relevant objective

The proposed reform does not affect both national regulation and RFI's
internal investment policies in the field of environmental negative impacts,
including pollution, control to air, water or land

6. The protection and
restoration of biodiversity
and ecosystems

A. The measure has no or an insignificant foreseeable
impact on the environmental objective related to the direct
and primary indirect effects of the measure across its life
cycle, given its nature, and as such is considered compliant
with DNSH for the relevant objective

The proposed reform does not affect both national regulation and RFI's
internal investment policies in the field of protection of biodiversity and
ecosystems
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5.2 Acceleration of the authorization process of projects

DNSH assessment

Mission Mission 3 “Sustainable mobility infrastructures”
Cluster High speed/capacity railway network
Related Measure (Reform or Investment) Reform 2. Acceleration of the authorization process of projects

Responsibility for reporting and implementation | RFI/MIMS

Date 29/04/2021

Step 1

Does the measure have no or an insignificant foreseeable

Environmental . . . . . T
biecti impact on this objective or contribute to support this Justification if A, B or C has been selected
objectives

objective?

The MIMS will propose a regulatory change, in order to allow to anticipate
the geographic location of the works at the time of the “Economic

1 Climate A. The measure has no or an insignificant foreseeable impact on the Technical Feasibility Project” (PFTE), instead of waiting for the definitive

change environmental objective "E|at§d t-o the d”'ec_t and- primary indirect project design phase. The location will hence be included as a variation of

mitigation .effects.ofthe meaSLfre acr?ss its life cycle, given its nat.ure,. and as such the urban planning instruments, with a constraint linked to expropriation.
is considered compliant with DNSH for the relevant objective The additional authorizations, which cannot be acquired on the PFTE,

would be obtained in subsequent project design phases, without convening

the “Conferenza dei Servizi”, as an exception to Law no. 241/1990.
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2. Climate change
adaptation

A. The measure has no or an insignificant foreseeable impact on the
environmental objective related to the direct and primary indirect
effects of the measure across its life cycle, given its nature, and as such
is considered compliant with DNSH for the relevant objective

The proposed reform does not affect both national requlation and RFI's
internal investment policies in the field of sustainable use and protection of
water

3. The sustainable
use and
protection of
water and marine
resources

A. The measure has no or an insignificant foreseeable impact on the
environmental objective related to the direct and primary indirect
effects of the measure across its life cycle, given its nature, and as such
is considered compliant with DNSH for the relevant objective

The proposed reform does not affect both national regulation and RFI's
internal investment policies in the field of sustainable use and protection of
water

4. The circular
economy,
including waste
prevention and

A. The measure has no or an insignificant foreseeable impact on the
environmental objective related to the direct and primary indirect

The proposed reform does not affect both national regulation and RFI's

recycling effects of the measure across its life cycle, given its nature, and as such internal investment policies in the field of circular economy.
is considered compliant with DNSH for the relevant objective
5. Pollution A. The measure has no or an insignificant foreseeable impact on the

prevention and
control to air,
water or land

environmental objective related to the direct and primary indirect
effects of the measure across its life cycle, given its nature, and as such
is considered compliant with DNSH for the relevant objective

The proposed reform does not affect both national requlation and RFI's
internal investment policies in the field of environmental negative impacts,
including pollution, control to air, water or land

6. The protection
and restoration of
biodiversity and
ecosystems

A. The measure has no or an insignificant foreseeable impact on the
environmental objective related to the direct and primary indirect
effects of the measure across its life cycle, given its nature, and as such
is considered compliant with DNSH for the relevant objective

The proposed reform does not affect both national regulation and RFI's
internal investment policies in the field of protection of biodiversity and
ecosystems
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5.3 High-speed railway connections to the South for passengers and freight

DNSH ASSESSMENT

Mission 3 - Infrastructures for sustainable mobility

Cluster 3. High-speed rail and road maintenance 4.0

Project/Reform High speed railway connections to the South for passengers and freight
Contact MIMS/RFI

Date completed 29 April 2021

19
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Environmental target

Climate change
mitigation

Does the measure

have no or negligible

impact on the target
or is it considered
compliant with the
DNSH principle for the
relevant target?

B. The measure
appears to support
this target 100%

Phase 1
Motivation if indicated A, B, C

EU Regulation 2021/241 of 12 February 2021, which established the Recovery and Resilience Facility, establishes in Annex VI
"Climate control methodology" that the interventions relating to "Newly built or refurbished railway lines - TEN core network
-T "(code 064) have a "Coefficient for calculating support for climate change targets" equal to 100%.

Article 10 of EU regulation 2020/852, known as the "Taxonomy regulation” provides that:

"An economic activity is considered to make a substantial contribution to climate change mitigation if it substantially
contributes to stabilising greenhouse gas concentrations in the atmosphere to the level that prevents dangerous
anthropogenic interference with the climate system in line with the long-term temperature target of the Paris Agreement by
avoiding or reducing greenhouse gas emissions or increasing the absorption of greenhouse gases, including through
innovative products or processes by:

a) ... (omission)

b) ... (omission)

c) the increase in clean or climate-neutral mobility;

d) ... (omission)”.

Green House Gases (GHG) are those gases that are transparent to solar radiation entering the Earth, but are able to
consistently retain the infrared radiation emitted by the Earth's surface, the atmosphere and clouds. The most impacting
GHGs for the increase in the greenhouse effect are: CO2, N20, CH4 and emissions from the aviation sector.

The green transition and sustainability are the cornerstones for Europe's recovery towards a zero-emissions society.

In 2011, the White Paper on transport set the following targets: by 2030, rail, together with waterways, will have to attract
30% of road freight transport on distances over 300 km and 50% by 2050.
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As part of the European Green Deal, with reference to Climate Actions, the European Commission in September 2020
proposed to raise the goal of reducing CO2 and climate-altering gas emissions from 40% to 55% by 2030 (compared to 1990
levels), and climate neutrality by 2050.

Furthermore, the 'Sustainable and Smart Mobility Strategy' (SSMS) [COM (2020) 789 final], an integral part of the Green Deal
agenda, published by the EC in December 2020, requires the transport sector to transform towards a net 90% drop in
emissions by 2050.

The targets of the SSMS are particularly challenging:

. by 2030, collective line transport of less than 500 km must be zero-emission, inter-modal transport by rail and inland
waterway must be able to compete with road transport in the EU, rail freight traffic must increase by 50% while high-speed
traffic will have to double across Europe;

. by 2050: high-speed rail traffic must triple, rail freight traffic must double, the multi-modal trans-European transport
network (TEN-T) will be fully operational for sustainable and intelligent transport with high-speed connectivity, all external

intra-EU transport costs must be covered by transport users.

At the basis of the Commission's attention to the development of rail transport is the recognition that the development of the
railway mode contributes to the reduction of Green House Gas (GHG) emissions and that CO2, N20, CH4 are among the most
impacting for the increase of the greenhouse effect.

In fact, according to the Commission's estimates, rail transport produces only 0.5% of the overall GHG emissions emitted by
the European transport sector (EU-28, 2017 data).

In fact, as stated by The European Environment Agency, railway emissions (albeit calculated for diesel trains only), constitute
only a small percentage of total transport emissions.
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Fig. 2: Greenhouse gas emissions from transport in the EU, by transport mode and scenario
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Source: (https://www.eea.europa.eu/data-and-maps/indicators/transport-emissions-of-greenhouse-gases-7/assessment)

The National Recovery and Resilience Plan foresees huge investments for the railway sector aimed at the design and
construction of new infrastructures within the core and global TEN-T network that will contribute to improving the efficiency
and competitiveness of the railway carrier and promote the shift from other modalities that produce higher amounts of GHG.

The Italian railway lines are 72% electrified and, for these, the GHG emission is indirect, as it is connected to the production
of electricity.

The investments envisaged in the NRRP concern: upgrading of already electrified lines, electrification of diesel traction lines,
upgrading of lines for the planned transition to hydrogen traction.

In terms of C02 emissions, various scientific studies have compared the different modes of transport.
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Below is an effective representation of the lower impact in terms of CO2 emissions by the railway carrier compared to other
modes of transport.
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The EC Delft document - “Handbook on external costs of transport”, January 2019, provides the total and unitary costs of
emissions with effects on climate change for land transport (EU28 average).

Total costs EU28 Average costs
Passenger transport Billion € €-cent per pkm €-cent per vkm
Passenger car 55.56 1.18 1.20
Passenger car - petrol 32.02 1.22 1.97
Passenger car - diesel 23.54 1.12 1.80
Motorcycle 1.47 0.8% .94
Bus 0.84 0.47 883
Coach 1.61 0.44 B.66
Total passenger road 59.49
Passenger train diessl 0.22 0.34 201
Total passenger transport 59.71
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As an example, the following average values were compared:

- passenger car (petrol) = 1.22 €-cent/pkm

- passenger train diesel = 0.34 €-cent/pkm

The costs of climate change for electric trains are only attributable to emissions from the production of electricity from non-
renewable sources.

The commitment of the Ferrovie dello Stato Italiane Group (FS Group), of which RFl is a part, for the fight against climate
change has always characterised the modus operandi of the Group itself and, in 2019, led to the definition of the target of
achieving carbon neutrality by 2050.

In 2020, the FS Group's correct management of climate issues was formally recognised by the Carbon Disclosure Project
(CDP- a non-profit organisation that is responsible for evaluating the environmental performance of the largest industrial
groups) by obtaining an "A-" rating. ("Leadership" range) and being above the average of the global, European and sector
level companies analysed by the organisation. The FS Group, in particular, was recognised for the implementation of current
best practices in the fight against climate change, positively evaluating the completeness of the information, the awareness
and management of environmental risks and the activation of the associated best practices. environmental leadership, which
includes setting ambitious goals.

The achievement of the targets set by the European Commission requires a great commitment for the transport sector and in
particular the railway sector if we consider that, according to the National Account of Infrastructures and Transport (CNIT),
passenger traffic in Italy is 91.5 % on road (882 billion passenger-kilometres in terms of private road transport, extra-urban
public transport and public urban transport), while rail represents about 6% of passengers against 7.8% in Europe (COM
(2021) 5 final , EU).

At the same time, 54.5% of goods travel by road (about 100 billion tonne-km) and about 11% by rail compared to 18.7% in
Europe (COM (2021) 5 final, EU).

The railway investments eligible for the Recovery Fund will contribute significantly in terms of modal shift from road
transport to rail transport and consequently will produce a reduction in CO2 emissions.
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Passenger transport
In 2019, limited to land transport only (road + rail), equal to 938 billion pax.km, the modal split was:

Transport mode

Railway transport 6%
Extra-urban public transport 10%
Urban public transport 2%
Private road transport 82%

Source: CNIT 2018-2019

At 2030, with the entry into operation of the investments presented in the Recovery Fund, the modal share is estimated to be:

Transport mode

Railway transport 10%
Extra-urban public transport 11%
Urban public transport 2%

Private road transport 77%

This modal shift is reflected in terms of CO2 saved by passenger road vehicles for a value of approximately 2.3 million tonnes
per year.

Freight Transport

In the case of freight transport, the traffic data for 2019 were considered, which indicate the total value and the following
modal breakdown at approximately 200 billion tonnes km
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Transport mode

Railway transport 10.7%
Coastal maritime navigation 29.3%
Inland waterways 0.0%
Air navigation 0.6%
Road transport (> 50km) 54.5%
Oil pipelines (> 50km) 4.8%

Source: CNIT 2018-2019

By applying a prudential shift of about 10% from road to rail by 2030 (the long-term targets include 50% road transport, 50%
rail transport by 2050 excluding transport by sea and air and excluding transport on routes shorter than 300km), the following
modal share was estimated:

Transport mode

Railway transport 16.5%
Coastal maritime navigation 30%
Inland waterways 0.1%
Air navigation 0.6%
Road transport (> 50km) 47.7%
Oil pipelines (> 50km) 5.1%
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This breakdown makes it possible to quantify the CO2 savings from heavy road vehicles from 2030 equal to approximately
400,000 tonnes per year.

Overall, therefore, starting from 2030 it is reasonable to assume that the eligible investments in the Recovery Fund will
contribute to the achievement of the long-term targets both in terms of modal share and in terms of CO2 savings (approximately
2.8 million tonnes of CO2 from transport passenger and freight road).

These forecasts have been developed considering all the investments envisaged in the NNRP and constitute a challenging target
but which is deemed achievable, if the hypotheses relating to the response of the Railway Companies for the services offered,
to the demand for railway mobility and to the situation are also confirmed with specific regard to economic conditions,
transport policies, technological innovations and transformations in progress (energy mix, electric mobility, hydrogen mobility).

The cluster of investments relating to the High-speed railway connections to the South for passengers and freight area
includes intervention programs for the enhancement of the Naples-Bari, Salerno-Reggio Calabria and Palermo-Catania
connections. These investments are all aimed at significantly improving the competitiveness of the railway carrier with
respect to other modes of transport, by increasing the performance of the current railway infrastructure and improving the
accessibility of transport demand to the railway network. In particular, benefits are expected for the passenger segment due
to the increase in the speed of the new railway lines and the elimination of the subjection to the formation of the timetable
connected to the presence of the single track in most of the Caserta-Foggia lines (current Naples-Bari connection axis) and
Palermo-Catania. Added to these are the foreseeable benefits associated with improving the accessibility of areas that are
not currently served by the railway carrier. As regards the freight segment, the investments of the cluster envisage
intervening on the infrastructural performances to which freight transport is most sensitive: possibility of running longer
trains (module), heavier (axial weight) and with greater transversal dimensions (shape).

As a result of the greater competitiveness of the railway carrier, a shift from other methods is expected, which are more
impacting in terms of GHG emissions.

For more precise assessments relating to individual investments, it is necessary to develop a multi-modal traffic analysis that
compares the "project situation" with the "reference situation" and arrive at a quantification of the new modal distribution
and the foreseeable shift towards the railway mode , as required by European regulations for the preparation of Cost-benefit
Analysis (Guide to Cost-benefit Analysis of Investment Projects. Economic appraisal tool for Cohesion Policy 2014-2020 -
December 2014).
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The Cost Benefit Analysis of the program of interventions on the Naples-Bari route is available as part of the High-speed
railway connections to the South for passengers and freight investment cluster. The Cost Benefit Analysis of the new Palermo-
Catania connection and of the new Salerno-Battipaglia-Reggio C line are in progress.

Starting from the multi-modal traffic study, the following avoided emissions were assessed in the Cost-Benefit Analysis of the
investment program on the Naples-Bari route:

“Avoided” GHG emissions

. Co:2 emissions
Vehicle type Years (tonnes)

2026 -145,610

2035 -105,979

Car 2047 299,792

Accumulated 2023-2047 -2,515,196

2026 -31,912

Heavy 2035 29,769

freight 2047 -28,031

vehicles
Accumulated 2023-2047 -652,274
Total Accumulated 2023-2047 -3.167,470

It will be possible to draw up and complete the traffic studies and the Cost Benefit Analysis of the additional High-Speed
sections planned in the South of the country during project development and therefore provide evidence of the further
expected benefits in relation to the "climate change mitigation” environmental target.
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2.

Adaptation to
climate change

B. The measure
appears to support
this target 100%

In case of new project, a specific vulnerability and climate risk assessment, related to flooding, snow, arising sea level,
rainfalls, etc. will be performed in order to identify, to select and to implement the relevant adaptation measures, accordingly
to the EU framework.

The adoption of the "European Strategy for Adaptation to Climate Change" in 2013 aimed at making Europe more resilient,
promoting greater awareness on the issue, for example through the implementation of the Climate-Adapt platform and
supporting the actions taken by member States on adaptation.

The target of improving the ability to react to the impacts of climate change at EU level requires the progressive integration of
adaptation to climate change into EU policies, especially in priority sectors such as energy and transport.

In 2015, the Ministry of the Environment and Land and Sea Protection (MATTM) defined the "National Strategy for
Adaptation to Climate Change" (NSAC) to be implemented through the adoption of an action plan/sectoral action plans that
define the schedules and methods of implementation.

In this sense, in 2016, the Ministry of the Environment commissioned the Euro-Mediterranean Centre on Climate Change
(CMCC) to draft the National Plan for Adaptation to Climate Change (NPACC), in order to contain the vulnerability of natural,
social and economic systems, increase their adaptability and resilience and promote the coordination of actions at different
levels of government. In particular, the NPACC, currently being approved, provides for a process of integration
(mainstreaming) on the issues of adaptation (and therefore also in transport) organised over several levels in an attempt to
translate the more general objectives of climate policies into operational guidelines and actions on the territory, also through
the involvement of RFl and ANAS.

With specific reference to transport infrastructures, adaptation strategies take the form of measures aimed at reducing
vulnerabilities, increasing their resilience and consequently reducing the number and frequency of inefficiencies, repair and
maintenance costs.

In response to the Next Generation EU (NGEU) initiative, on 12 January, the Government presented the National Recovery
and Resilience Plan (NRRP) which sets the fight against and adaptation to climate change among its objectives. In particular,
for Mission 3 the NRRP provides:

"A better and more extensive railway network and a smart road network, safer thanks to the control and management of
traffic flows and more resilient in the face of climate change and its ageing, are essential to help increase the competitiveness
of the country, fill the gap between north and south, guaranteeing rapid and efficient connections between the east and west
of the peninsula and standardising the quality of transport services throughout the national territory."

The new railway works are designed to maximise the useful life of the infrastructure. In design terms, this is implemented
with choices aimed at guaranteeing the durability of the expected performance, also through redundancy systems, which
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limit the need for extraordinary maintenance work. These principles are combined with criteria of resilience to climate
change in order to reduce the risks related to them.

An "adaptation" approach of the design of railway infrastructures to climate change involves the use of the outputs produced
by the weather-climatic models developed by the Intergovernmental Panel for Climate Change (IPCC), reported in the
document "The future climate in Italy: analysis of the regional models "drawn up by the Higher Institute for Environmental
Protection and Research (ISPRA) in 2015, in relation to climate change and extreme weather events in:

- hydraulic verification of river crossing works;

- hydraulic verification of the drainage systems of the railway and road platform.

RFl is among the main beneficiaries of the National Operational Program financed by the ERDF. As part of the National
Operational Program (NOP), the systematic completion of "Form A" - Indicator 6 "Studies/Works of adaptation to climate
change" is envisaged, in which some "Soft", Green", Gray” actions in the design or used in the context of sharing design
choices with the territory are identified.

As part of the participation in the "Infrastructures and Networks" NOP (2014-2020), a first application of identification in the
design of the actions defined in the National Strategy for Adaptation to Climate Change (NSAC) of the MATTM was also
carried out for the “Bicocca-Catenanuova” railway section project, included in Mission 3 Component 1 of the NRRP.

The cluster of investments relating to the high-speed lines in the south of the country includes intervention programs for the
enhancement of the Naples- Bari, Salerno-Reggio Calabria and Palermo-Catania connections. These are investments that
involve the construction of new railway lines according to the best technical standards.

As regards the upgrading of the Naples-Bari route, it is noted that the existing line was affected by major landslides (Monte
Aguto) which led to prolonged closures of the railway operation. The new infrastructure, which replaces the existing one in
the variant sections, has avoided areas with high geological risk.

Furthermore, for the “Naples-Bari Route” investment program, RFI has adopted the «Envision»TM Sustainability Protocol, a
rating system for objectively measuring the environmental, economic and social sustainability of the works.

This Protocol provides for an assessment based on 60 sustainability criteria, divided into 5 categories:
° Quality of life: Purpose, Wellbeing, Community;

° Leadership: Collaboration, Management, Planning;

. Resource Allocation: Materials, Energy, Water;

. Natural World: Siting, Land-water, Biodiversity;

° Climate and Resilience: Emissions, Resilience.
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The Envision system provides four levels of certification, based on the percentage of achievement of the maximum applicable
score for the work (respectively 20% for the "Verified" level, 30% for the "Silver" level, 40% for the "Gold" level and 50% for
the “Platinum” level).

With reference to the Naples-Bari investment program, the Frasso Telesino - San Lorenzo Maggiore section design achieved
the Envision certification with a maximum “platinum” level in 2019, becoming the first design in Europe to obtain this
certification.

In particular, the excellent result achieved in the “Climate and Resilience” category highlights that the design solutions chosen
for the construction of the infrastructure are generally characterised by effective climate change mitigation and adaptation
measures.

The set of planned interventions, which can be counted among those called upon to provide an adequate response to
changed conditions and/or changes in the long-term scenario, consists of the extensive network of protection works and
hydraulic arrangement of the surface network, from the hydraulic manholes. (transparency, aimed at guaranteeing the
continuity of the natural water run-off, currently existing on the ground level), compliance with hydraulic clearances for
works, implementation of the rules on hydraulic invariance, all interventions allow to strengthen the "adaptation" and
protection strategies, being also dimensioned (and hydraulically verified) for a 300-year return time of flood events (in
accordance with the Railway Design Manual), therefore with a margin of caution in addition to the local and national
reference standards (i.e. 100 years, according to the Technical Implementation Standards of the PAIl or PSDA, and 200 years,
according to the NTC2008).
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Sustainable use
and protection of
water and marine
resources

D. None of the above:

the measure requires
a background
assessment for this
target

The use of water resources generally involves - or could lead to - negative impacts (i.e. negative externalities) on other
potential users. The main negative externalities are linked to the impairment of the quality of the water contained in the
water bodies from which it is withdrawn, due to polluting activities.

For the new infrastructure projects promoted by RFIl, the Environmental Impact Study and the Environmental Project of the
Construction Site represent the main tool for the identification, prevention, evaluation and identification of management and
mitigation measures of potential impacts on the environment. related to the construction phase of the works, contributing to
the principle of sustainable use, reuse and protection of the water resource. The Environmental Monitoring Project is also
drafted from the design phase to identify the points to be monitored on potentially critical factors as resulting from the
results of the Environmental Impact Study.

In fact, said Monitoring verifies and controls the impact of the construction of the work also on the superficial and deep
hydro-geological system, in order to prevent alterations and possibly plan effective containment and mitigation interventions.

The risks of environmental degradation related to the protection of water quality and the prevention of water stress are
identified and taken into consideration in accordance with the requirements of Directive 2000/60/EC (Water Framework
Directive).
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The circular
economy,
including waste
prevention and
recycling

B. The measure
appears to support
this target 100%

In the National Recovery and Resilience Plan (NRRP) it is recalled that investments in the Circular Economy intervene on a
process aimed at producing secondary raw materials from waste materials to make Italy less dependent on the supply of raw
materials and consequently stronger and competitive on international markets.

The NRRP also foresees a regulatory reform intervention, called “Circularity and traceability” aimed at promoting
administrative simplification in the field of circular economy and the implementation of the European action plan for the
circular economy. The latter will aim to improve the organisation and operation of the waste control and traceability system,
to strengthen eco-design and industrial symbiosis, reducing waste production upstream and to strengthen Italy's position as a
country with highest circular reuse rates in Europe.

The circular economy envisages reducing the consumption of resources and raw materials and is therefore also connected to
the design principles of the railway infrastructure which, by maximising durability and useful life, reduce extraordinary
maintenance interventions. The main environmental problems related to the waste sector are attributable to the
consequences caused by the different types of disposal or recovery adopted: polluting emissions from landfills or
incinerators, soil contamination, negative perceptual effects, pollution problems potentially associated with recycling or
recovery, etc.

As a European reference, we recall the "Waste Strategy Review", in which waste management is placed in descending order
of preference: Reduction at source; Reuse; Recovery; Incineration with energy recovery; Disposal in controlled landfills.

Rete Ferroviaria Italiana, operates in a sector oriented towards the sustainable development of the country and every day
works for the construction of a new scenario of mobility and progress focused on people and the environment. In this
context, RFI has cultivated an important tradition in favour of the development of policies and practices of circular economy
and energy transition, capable on the one hand of minimising the impacts of production activities and on the other of
maximising the utility and value of railway assets.

In the construction and maintenance of the infrastructure, RFl produces a large quantity of construction and demolition
materials, mainly consisting of excavated earth and rocks and excavated railway rubble. The treatment and management of
excavated earth and rocks has been subject, over the last few years, to various regulatory changes, up to the implementation
of article 5 of Directive 98/2008/EC, implemented with the introduction of art. 184-bis in the Consolidated Environmental
Law. The Directive governs measures and criteria to be met to establish whether specific substances or objects can be
considered by-products or waste. The implementation of the principle outlined in article 184-bis has therefore given rise to
Ministerial Decree 161/2012 which then evolved into the current Presidential Decree 120/2017 containing the simplified
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regulation of the management of excavated earth and rocks. This regulation establishes that earth and rocks coming from
excavations in the construction sector can sometimes present themselves as materials to be considered as real "products" to
be reused to replace the natural resources deriving from quarry "exploitation". RFI therefore proceeded to adapt its
procedures (design manuals and tender specifications) to proactively respond to EU principles, achieving very high standards
in the European construction landscape. As part of the RFI Civil Works Design Manual, the procedural system to be adopted
both in the design phase and in the execution phase of the interventions aimed at maximising the reuse of excavated earth
and rocks in the same works of origin or, alternatively, in other works or industrial processes was defined so as to reduce, on
the one hand, the production of special waste and, on the other, the need to procure virgin quarry material, promoting the
transition towards the circular economy.

Only in the event that the material does not meet the environmental characteristics or performance criteria, RFI admits its
management as waste. Also in this case the procedural system is such as to promote the delivery of waste for recovery rather
than disposal with the aim of promoting its circularity in order to guarantee its re-entry into the product cycle.

By-products not intended for re-use in railway works are instead intended for environmental redevelopment and restoration
interventions identified in synergy with local administrations, in order to identify degraded or abandoned areas or
interventions of public interest and of priority importance in the areas impacted/affected by the Design.
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Prevention and
limitation of
impacts on air,
water and soil
quality

D. None of the above:

the measure requires
a background
assessment for this
target

Emissions of air pollutants such as nitrogen oxides, sulphur dioxide or particulate matter, etc. have negative impacts on
human health, generate material damage and losses in crops and adversely affect ecosystems.

Investments in transport can significantly affect air quality, affecting the decrease or increase in the level of emissions of air
pollutants.

Activities that generate emissions of pollutants into the atmosphere (i.e. NOx, SOx, COVNM, PMtot) first of all have an impact
in local terms, i.e. where the transport system being assessed is produced and managed.

There are mainly four types of impacts in terms of local emissions into the atmosphere related to the transport sector:

1. Effects on health: due to the risk of increased respiratory and cardiovascular diseases and the relative increase in the costs
of medical treatment, loss of working hours due to iliness and greater risk of death;

2. Damage to agriculture: due to potential damage to agricultural products by some pollutants (i.e. NOx, VOC, SOx) and the
relative decrease in agricultural yields;

3. Damage to materials and buildings: due to damage to buildings and fagades produced by dust or corrosion processes
triggered by some polluting substances, this effect in our territory is considered insignificant;

4. Loss of biodiversity: due to damage to ecosystems due to some pollutants that could alter the balance of fauna and flora,
this effect in our territory is considered insignificant.

In the EC Delft document "Handbook on External costs of transport" the main available studies have been collected and
processed to evaluate these impacts and thus provide the two main input values for estimating the externalities connected to
local emissions:

e cost factors, which express health and non-health costs in terms of €/ton of substance considered;

e emission factors, which express the unit values in terms of tonnes of substance considered for p-km or for v-km, or for t-km.
The EC Delft document - “Handbook on external costs of transport”, January 2019, provides the total and unitary costs of
emissions with effects on climate change for passenger ground transport (EU28 average). For the sake of brevity, only the
following average values are reported:

- passenger car (petrol) = 0.33 €-cent/pkm

- hight speed passenger train = 0.002 €-cent/pkm

The competitive advantage in terms of air pollution of the railway mode compared to the road mode is evident.
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Transport mode Totai costs EU28 | Average costs |
Passenger transport Billion € | €-cent/pkm €-cent/vkm
Passenger car — 336 0.71 ] 144
Passenger car - petrol 8.58 | 0.33 0.53 |
Passenger car - diesel 24.79 | 1.18 1.90
Motorcycle . 1.54 1.12 1.7
e . 1.35 | 0.76 | 14.19 |
Coach ! 2.67 | 073 14.34 |
Total passenger road | 39.23 |
High speed passenger train 0.002 | _0.002 0.66 |
Passenger train electric | 0.03* 0.0 1.14 |

Passenger train diesel | 052 | 0.80 47.0
Total passenger rail | 0.55 |
Total passenger transport | 39.78 |

The cluster of investments relating to the high-speed lines in the south of the country includes intervention programs for the
enhancement of the Naples- Bari, Salerno-Reggio Calabria and Palermo-Catania connections. These investments are all aimed
at significantly improving the competitiveness of the railway carrier with respect to other modes of transport, by increasing
the performance of the current railway infrastructure and improving the accessibility of transport demand to the railway
network.

As a result of the greater competitiveness of the railway carrier, a shift from other methods is expected, which are more
impacting in terms of pollutant emissions.

For more precise assessments relating to individual investments, it is necessary to develop a multi-modal traffic analysis that
compares the "project situation" with the "reference situation" and arrive at a quantification of the new modal distribution and
the foreseeable shift towards the railway mode , as required by European regulations for the preparation of Cost-benefit
Analysis (Guide to Cost-benefit Analysis of Investment Projects. Economic appraisal tool for Cohesion Policy 2014-2020 -
December 2014).
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Starting from the multi-modal traffic study, the following avoided emissions were assessed in the Cost-Benefit Analysis of the
investment program on the Naples-Bari route:

"Avoided” pollutant emissions

Total tonnes for the period
Vehicle type Period
S02 NOx COVNM PM2.5
2026 -0.6 -320.4 -29.5 11.8
2035 -0.6 -265.0 -25.4 7.2
Car 2047 0.6 191.2 19.9 1.1
Accumulated
2023-2047 -12.4 -5,683.4 -548.4 -144.3
2026 -0.1 -143.4 -5.3 -3.1
Heavy freight 203
vehicles 5 -0.1 -113.0 -4.3 2.4
2047 -0.1 -72.3 -3.0 -1.4
Total tonnes for the period
Period
Accumulated
2023-2047 -3.0 -2,372.7 914 -49.5
Total Accumulated 2023-2047 -15.4 -8,056.1 -639.8 -193.8

It will be possible to draw up and complete the traffic studies and the Cost Benefit Analysis of the additional High-Speed
sections planned in the South of the country during project development and therefore provide evidence of the further
expected benefits in relation to this environmental target.

As reported by the "Handbook on the external costs of transport”, the various negative effects that transport activities can
cause in terms of soil and water pollution are considered to be, for example, those due to:

e Heavy metals. There are several transport-related processes that involve the emission of heavy metals, for example, brake
abrasion (both for rail and road transport), track abrasion and fuel combustion residues. To date, there are limited studies
that estimate the impacts deriving from the emission of heavy metals in transport in monetary terms. However, some
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research has shown that these can be considered as negligible (i.e. less than 1% of the total costs of externalities related to
the transport sector).

* Toxic organic substances. Another consequence related to fuel combustion is the emission of toxic organic substances.
However, their impact in terms of environmental pollution is relatively low.

* Poor waste water management. In the context of the activities carried out in the transport sector, in the infrastructure
sector and in the real estate services sector, another form of potential pollution is represented by the discharge of waste
water.

The investment programme related to the Napoli-Bari itinerary has obtained positive results by the Environmental Impact
Assessment (EIA).

The investment programme related to the Palermo-Catania connection has obtained positive results on specific sections. The
evaluation of the remaining sections is currently ongoing.

As for the investment programme concerning the Salerno-Reggio Calabria itinerary, the Environmental Impact Assessment
authorization has not yet started due to the Technical Economic Feasibility Project still ongoing.

As part of the design of new railway infrastructures and in particular those to be subjected to Environmental Impact
Assessment (EIA), all the necessary studies are carried out to verify the conditions of minimum interference with the
components defined by the EIA regulations, including air , water, soil, biodiversity, raw materials, acoustic and vibrational
climate, etc. The environmental studies for the interventions subjected to EIA are completed by the Environmental Design of
the Construction Site and by the Environmental Monitoring Plan.

The studies also include the identification of the possible presence of contaminated sites in order to guide the route choices,
limit interference and, if possible, redevelop and reclaim the areas.

The Environmental Design of the Construction Site aims to identify, describe and assess the significance of the direct and
indirect environmental problems that can be generated and define mitigation measures and operational procedures to
contain the environmental impacts connected to the construction phase of the work.

The measures essentially consist of direct and indirect interventions in the construction site areas, on the roads used for the
construction of the work (movements between the construction site areas, roads to/from quarries and landfills, storage sites,
etc.), in land storage areas, contributing to the protection of surface and deep waters, soil, biodiversity, the need for raw

38




Q)

materials, the acoustic climate, vibrations, air quality, waste and waste materials, water discharges, harmful substances and
the landscape.

The attention to the environment, which characterises the model for the construction of sustainable railway infrastructures,
is also concretely applied in the adoption, in the contract assignment phase, of specific contractual clauses which provide for
the obligation for the companies carrying out the works to ensure constant and timely supervision of the environmental
aspects of the construction site also through the implementation of specific environmental management systems that comply
with the requirements of the international standard by the contractor.

The Environmental Monitoring Design is drawn up in accordance with the current legislation on environmental matters, and
in compliance with the guidelines in force and in compliance with the provisions of the pertinent bodies for the supervision of
the various environmental components. It defines the objectives, requirements, methodological criteria, methods and timing
for Before - During - After Work Monitoring, taking into account the territorial and environmental reality in which the design
of the work is inserted and the potential impacts it determines both in positive and negative terms, as a result of the
assessments that emerged in the analyses carried out on environmental factors as part of the drafting of the Environmental
Impact Study.

The proponent, through Environmental Monitoring activities, verifies the impact of the work on the environmental matrices
by carrying out measurement campaigns in the ante-construction phase (for the characterisation of the site), during work (for
the construction phase) and after (for the operating phase).

The campaigns include investigations on the components of surface and groundwater, soil and subsoil, acoustic and
vibrational climate, air quality, social environment and vegetation, flora, fauna and ecosystems.

Monitoring data are entered and organised through a geographic information database, which constantly provides updates
on the environmental status of the areas affected by the works, to the bodies responsible for the control and validation
process of the environmental data, through specific alerting tools.

As regards the verification of the acoustic and vibrational impact, specific forecast studies are drawn up in which the
receptors present in the design's range or influence are identified and the post-work climate is characterised by means of
simulations conducted with specific specialised software that take into account the characteristics of the design, territory,
infrastructure and traffic planned both during the day and night. Downstream of this activity, the post-construction emission
scenario is compared with the limits imposed by current legislation, in order to dimension the mitigation measures necessary
to bring the acoustic climate and any vibration emissions within the standard deadlines. For vibrations, in particular,
reference is made to the standard indications (UNI standards) concerning the disturbance to people.
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Protection and
restoration of
biodiversity and
ecosystems

D. None of the above:

the measure requires
a background
assessment for this
target

Transport infrastructures have different effects on nature, landscape and natural habitats.

The main effects reported in the literature are habitat fragmentation and disturbance of ecological permeability, habitat loss
(loss of biocoenoses), negative effects on ecosystems due to the presence and operation of infrastructures and, finally, to the

emission of atmospheric pollutants.

In the EC Delft document “Handbook on External costs of transport” the main studies available in literature have been

collected and processed to evaluate these impacts.

The document sets out the cost factors for habitat loss and habitat fragmentation for the EU28 average. The cost factors

derive from the Swiss study on the external costs of transport INFRAS en Ecoplan, 2018.

For example, the "Total habitat damage" expressed in costs € 2016 per km and year is equal to:

- 93,500 for motorway infrastructures

- 84,500 for high-speed railway infrastructures. |

Table 58 — Cost factors for costs of habitat damage EU28

Cost in €200 per km and year Road Rail Aviation Inland
£€/(km *a) £/[km*a) €/(km2 *a) waterways
£/[km*a)

Motorways | Other roads | High-speed | Other railways
Habitat loss 78,500 1,900 57,500 g,200 437 500 5,600
Hahbitat fragmentation 14,600 2,200 27,000 5,900 0 0
Total habitat damage 93,500 4,100 84,500 14,100 437,500 5,600

Source: Own calculations based on INFRAS, Ecoplan 2018 (External effects of transport in Switzerland 2015).
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According to the Biodiversity Strategies for 2030 foreseen for the United Nations Conference on Biodiversity 2020 (COP15),
the European Parliament in terms of Biodiversity has defined the following objectives:

o ensure that at least 30% of the EU territory is made up of natural areas
. restore at least 30% of damaged ecosystems
o further integrate biodiversity into all policies

. set up a clear spending target for biodiversity integration in the 2021-2027 long-term budget of a minimum of 10%

Railway infrastructures also offer the opportunity to intervene on some of these points, for example the redevelopment of
damaged ecosystems, through environmental mitigation and compensation, and the restitution of natural areas, for example,
following the decommissioning of railway lines.

For the new infrastructure designed promoted by RFI, the analysis of the reference context in terms of biodiversity is one of
the main tools for the prevention of potential significant impacts on the environment, already in the phase of choosing the
corridor and the route.

In fact, starting from a study of a large area, and in the context of route choices that respect the geometric and functional
constraints of the work, the solution is identified that has the greatest characteristics of sustainability also minimising
interference with parks, protected areas and Natura 2000 sites.

Evidence of this design focus and of all the actions aimed at mitigating the construction and operation phase of the
infrastructure, is provided in the Environmental Impact Study and, if necessary, in the Incidence Report.

With regard to Natura 2000 sites, if the design solution as selected above in any case directly or indirectly (5 km range)
concerns a Site of Community Interest/Special Conservation Areas and/or a Special Protection Area, the Impact Assessment
procedure Environmental is integrated by the Environmental Impact Assessment Procedure.

The Incidence Report examines all possible alterations on the habitats and on the protected animal and plant species, also by
means of precise surveys in the field.
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5.4 High-speed lines in the North connecting to Europe

DNSH ASSESSMENT

Mission 3 - Infrastructures for sustainable mobility

Cluster 1. High-speed rail and road maintenance 4.0
Project/Reform 4. High-speed lines in the North connecting to Europe
Contact MIMS/RFI

Date completed 29 April 2021
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1.

Environmental target

Climate change
mitigation

Does the measure

have no or negligible

impact on the target
or is it considered
compliant with the
DNSH principle for the
relevant target?

B. The measure
appears to support
this target 100%

Phase 1
Motivation if indicated A, B, C

EU Regulation 2021/241 of 12 February 2021, which established the Recovery and Resilience Facility, establishes in Annex VI
"Climate control methodology" that the interventions relating to "Newly built or refurbished railway lines - TEN core network
-T "(code 064) have a "Coefficient for calculating support for climate change targets" equal to 100%.

Article 10 of EU regulation 2020/852, known as the "Taxonomy regulation” provides that:

"An economic activity is considered to make a substantial contribution to climate change mitigation if it substantially
contributes to stabilising greenhouse gas concentrations in the atmosphere to the level that prevents dangerous
anthropogenic interference with the climate system in line with the long-term temperature target of the Paris Agreement by
avoiding or reducing greenhouse gas emissions or increasing the absorption of greenhouse gases, including through
innovative products or processes by:

a) ... (omission)

b) ... (omission)

c) the increase in clean or climate-neutral mobility;

d) ... (omission)”.

Green House Gases (GHG) are those gases that are transparent to solar radiation entering the Earth, but are able to
consistently retain the infrared radiation emitted by the Earth's surface, the atmosphere and clouds. The most impacting
GHGs for the increase in the greenhouse effect are: CO2, N20, CH4 and emissions from the aviation sector.

The green transition and sustainability are the cornerstones for Europe's recovery towards a zero-emissions society.

In 2011, the White Paper on transport set the following targets: by 2030, rail, together with waterways, will have to attract
30% of road freight transport on distances over 300 km and 50% by 2050.
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As part of the European Green Deal, with reference to Climate Actions, the European Commission in September 2020
proposed to raise the goal of reducing CO2 and climate-altering gas emissions from 40% to 55% by 2030 (compared to 1990
levels), and climate neutrality by 2050.

Furthermore, the 'Sustainable and Smart Mobility Strategy' (SSMS) [COM (2020) 789 final], an integral part of the Green Deal
agenda, published by the EC in December 2020, requires the transport sector to transform towards a net 90% drop in
emissions by 2050.

The targets of the SSMS are particularly challenging:

. by 2030, collective line transport of less than 500 km must be zero-emission, inter-modal transport by rail and inland
waterway must be able to compete with road transport in the EU, rail freight traffic must increase by 50% while high-speed
traffic will have to double across Europe;

. by 2050: high-speed rail traffic must triple, rail freight traffic must double, the multi-modal trans-European transport
network (TEN-T) will be fully operational for sustainable and intelligent transport with high-speed connectivity, all external
intra-EU transport costs must be covered by transport users.

At the basis of the Commission's attention to the development of rail transport is the recognition that the development of
the railway mode contributes to the reduction of Green House Gas (GHG) emissions and that CO2, N20, CH4 are among the
most impacting for the increase of the greenhouse effect.

In fact, according to the Commission's estimates, rail transport produces only 0.5% of the overall GHG emissions emitted by
the European transport sector (EU-28, 2017 data).

In fact, as stated by The European Environment Agency, railway emissions (albeit calculated for diesel trains only), constitute
only a small percentage of total transport emissions.
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Fig. 2: Greenhouse gas emissions from transport in the EU, by transport mode and scenario

Chart Table
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Source: (https://www.eea.europa.eu/data-and-maps/indicators/transport-emissions-of-greenhouse-gases-7/assessment)

The National Recovery and Resilience Plan foresees huge investments for the railway sector aimed at the design and
construction of new infrastructures within the core and global TEN-T network that will contribute to improving the efficiency
and competitiveness of the railway carrier and promote the shift from other modalities that produce higher amounts of GHG.

The Italian railway lines are 72% electrified and, for these, the GHG emission is indirect, as it is connected to the production of
electricity.

The investments envisaged in the NRRP concern: upgrading of already electrified lines, electrification of diesel traction lines,
upgrading of lines for the planned transition to hydrogen drive

In terms of C0O2 emissions, various scientific studies have compared the different modes of transport.
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Below is an effective representation of the lower impact in terms of CO2 emissions by the railway carrier compared to other
modes of transport.
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The EC Delft document - “Handbook on external costs of transport”, January 2019, provides the total and unitary costs of
emissions with effects on climate change for land transport (EU28 average).

Total costs EU28 Average costs
Passenger transport Billion € €-cent per pkm €-cent per vikm
Passenger car 55.56 1.18 1.90
Passenger car - petrol 32.02 1.22 1.97
Passenger car - diesel 213.54 1.12 1.80
Motorcycle 1.47 0.8% 0.94
Bus 0.84 0.47 8.83
Coach 1.61 0.44 8.66
Total passenger road 59.49
Passenger train diesel 0.22 0.34 201
Total passenger transport 59.71

As an example, the following average values were compared:
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- passenger car (petrol) = 1.22 €-cent/pkm
- passenger train diesel = 0.34 €-cent/pkm

The costs of climate change for electric trains are only attributable to emissions from the production of electricity from non-
renewable sources.

The commitment of the Ferrovie dello Stato Italiane Group (FS Group), of which RFl is a part, for the fight against climate
change has always characterised the modus operandi of the Group itself and, in 2019, led to the definition of the target of
achieving carbon neutrality by 2050.

In 2020, the FS Group's correct management of climate issues was formally recognised by the Carbon Disclosure Project (CDP-
a non-profit organisation that is responsible for evaluating the environmental performance of the largest industrial groups) by
obtaining an "A-" rating. ("Leadership" range) and being above the average of the global, European and sector level
companies analysed by the organisation. The FS Group, in particular, was recognised for the implementation of current best
practices in the fight against climate change, positively evaluating the completeness of the information, the awareness and
management of environmental risks and the activation of the associated best practices. environmental leadership, which
includes setting ambitious goals.

The achievement of the targets set by the European Commission requires a great commitment for the transport sector and in
particular the railway sector if we consider that, according to the National Account of Infrastructures and Transport (CNIT),
passenger traffic in Italy is 91.5 % on road (882 billion passenger-kilometres in terms of private road transport, extra-urban
public transport and public urban transport), while rail represents about 6% of passengers against 7.8% in Europe (COM
(2021) 5 final , EU).

At the same time, 54.5% of goods travel by road (about 100 billion tonne-km) and about 11% by rail compared to 18.7% in
Europe (COM (2021) 5 final, EU).

The railway investments eligible for the Recovery Fund will contribute significantly in terms of modal shift from road
transport to rail transport and consequently will produce a reduction in CO2 emissions.
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Passenger transport

In 2019, limited to land transport only (road + rail), equal to 938 billion pax.km, the modal split was:

Transport mode

Railway transport 6%
Extra-urban public transport 10%
Urban public transport 2%
Private road transport 82%

Source: CNIT 2018-2019

At 2030, with the entry into operation of the investments presented in the Recovery Fund, the modal share is estimated to be:

Transport mode

Railway transport 10%
Extra-urban public transport 11%
Urban public transport 2%

Private road transport 77%

This modal shift is reflected in terms of CO2 saved by passenger road vehicles for a value of approximately 2.3 million tonnes
per year.
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Freight Transport

In the case of freight transport, the traffic data for 2019 were considered, which indicate the total value and the following
modal breakdown at approximately 200 billion tonnes km

Transport mode

Railway transport 10.7%
Coastal maritime navigation 29.3%
Inland waterways 0.0%
Air navigation 0.6%
Road transport (> 50km) 54.5%
Oil pipelines (> 50km) 4.8%

Source: CNIT 2018-2019

By applying a prudential shift of about 10% from road to rail by 2030 (the long-term targets include 50% road transport, 50%
rail transport by 2050 excluding transport by sea and air and excluding transport on routes shorter than 300km), the following
modal share was estimated:

Transport mode

Railway transport 16.5%
Coastal maritime navigation 30%
Inland waterways 0.1%
Air navigation 0.6%
Road transport (> 50km) 47.7%
Oil pipelines (> 50km) 5.1%
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This breakdown makes it possible to quantify the CO2 savings from heavy road vehicles from 2030 equal to approximately
400,000 tonnes per year.

Overall, therefore, starting from 2030 it is reasonable to assume that the eligible investments in the Recovery Fund will
contribute to the achievement of the long-term targets both in terms of modal share and in terms of CO2 savings
(approximately 2.8 million tonnes of CO2 from transport passenger and freight road).

These forecasts have been developed considering all the investments envisaged in the NNRP and constitute a challenging
target but which is deemed achievable, if the hypotheses relating to the response of the Railway Companies for the services
offered, to the demand for railway mobility and to the situation are also confirmed with specific regard to economic
conditions, transport policies, technological innovations and transformations in progress (energy mix, electric mobility,
hydrogen mobility).

The cluster of investments relating to the High-speed lines in the North connecting to Europe sector includes interventions
programs for the strengthening of the Brescia-Verona-Padova, Liguria-Alps and Verona-Brenner connections. These
investments are all aimed at significantly improving the competitiveness of the railway carrier with respect to other modes of
transport, by increasing the performance of the current railway infrastructure and improving the accessibility of transport
demand to the railway network. In particular, the Milan- (Brescia) -Verona-Padova line is one of the most important lines at
national level and acts as a distributor of freight traffic arriving from Northern Europe through Austria and Switzerland to the
rest of the country. At the same time, it is characterised by the presence of a high number of passenger trains during the day,
to which is added a substantial amount of freight trains, especially at night.

The completion of the HS/HC horizontal axis is therefore of strategic importance both to overcome the capacity and
performance constraints of the existing infrastructure and to seize the opportunities for developing traffic along the TEN-T
Mediterranean corridor. In fact, the line is an integral part of the infrastructural corridor that connects the Iberian Peninsula
with the border between Hungary and Ukraine passing south of the Alps.

As regards the freight segment, the investments of the cluster envisage intervening on the infrastructural performances to
which freight transport is most sensitive: possibility of running longer trains (module), heavier (axial weight) and with greater
transversal dimensions (shape). In particular, the Liguria-Alps connection is configured as a new high-capacity fast line which
aims to strengthen the railway connections between the Ligurian port system and the upper Tyrrhenian with the north of the
country and the north centre of Europe (Rotterdam and Antwerp). The line, in fact, as part of the High Speed/High Capacity
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system along the Milan-Genoa axis, is part of the Reno-Alps Core Network Corridor which connects the most densely
populated European regions with the greatest industrial vocation.

As regards the Verona-Brenner upgrading project, the increase in freight traffic given by the opening of the Brenner tunnel
highlighted the existence of critical issues along the current access line, which can be summarised as follows:

e point limitations due to route constraints (longitudinal slope);
e crossing of urban centres (with operating restrictions resulting from noise);

e non-functional connections with the existing network (with consequent operating limitations such as in the Verona
node).

Therefore it was decided to quadruple the adduction line through the construction of a new line.

As a result of the greater competitiveness of the railway carrier, a shift from other methods is expected, which are more
impacting in terms of GhG emissions.

For more precise assessments relating to individual investments, it is necessary to develop a multi-modal traffic analysis that
compares the "project situation" with the "reference situation" and arrive at a quantification of the new modal distribution
and the foreseeable shift towards the railway mode , as required by European regulations for the preparation of Cost-benefit
Analysis (Guide to Cost-benefit Analysis of Investment Projects. Economic appraisal tool for Cohesion Policy 2014-2020 -
December 2014).
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Starting from the multi-modal traffic study, the following avoided emissions were assessed in the Cost-Benefit Analysis of the
investment program on the Brescia-Verona-Padova route:

Years CO2 emissions
Vehicle type (tonnes)
2028 -91,496
2035 -88,293
Car 2050 -84,402
Accumulated 2028-
2050 -1,918,299
2028 -502,349
Heavy freight 2035 -485,484
vehicles 2|050d -464,090
Accumulated 2028-
2050 -9,521,108
Total Accumulated 2028-2050 11,439,407

It will be possible to draw up and complete the traffic studies and the Cost Benefit Analysis of the additional High-Speed

sections planned in the North of the country during project development and therefore provide evidence of the further
expected benefits in relation to the "climate change mitigation” environmental target.
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2.

Adaptation to
climate change

B. The measure
appears to support
this target 100%

In case of new project, a specific vulnerability and climate risk assessment, related to flooding, snow, arising sea level,
rainfalls, etc. will be performed in order to identify, to select and to implement the relevant adaptation measures, accordingly
to the EU framework.

The adoption of the "European Strategy for Adaptation to Climate Change" in 2013 aimed at making Europe more resilient,
promoting greater awareness on the issue, for example through the implementation of the Climate-Adapt platform and
supporting the actions taken by member States on adaptation.

The target of improving the ability to react to the impacts of climate change at EU level requires the progressive integration
of adaptation to climate change into EU policies, especially in priority sectors such as energy and transport.

In 2015, the Ministry of the Environment and Land and Sea Protection (MATTM) defined the "National Strategy for
Adaptation to Climate Change" (NSAC) to be implemented through the adoption of an action plan/sectoral action plans that
define the schedules and methods of implementation.

In this sense, in 2016, the Ministry of the Environment commissioned the Euro-Mediterranean Centre on Climate Change
(CMCC) to draft the National Plan for Adaptation to Climate Change (NPACC), in order to contain the vulnerability of natural,
social and economic systems, increase their adaptability and resilience and promote the coordination of actions at different
levels of government. In particular, the NPACC, currently being approved, provides for a process of integration
(mainstreaming) on the issues of adaptation (and therefore also in transport) organised over several levels in an attempt to
translate the more general objectives of climate policies into operational guidelines and actions on the territory, also through
the involvement of RFl and ANAS.

With specific reference to transport infrastructures, adaptation strategies take the form of measures aimed at reducing
vulnerabilities, increasing their resilience and consequently reducing the number and frequency of inefficiencies, repair and
maintenance costs.

In response to the Next Generation EU (NGEU) initiative, on 12 January, the Government presented the National Recovery
and Resilience Plan (NRRP) which sets the fight against and adaptation to climate change among its objectives. In particular,
for Mission 3 the NRRP provides:

"A better and more extensive railway network and a smart road network, safer thanks to the control and management of traffic
flows and more resilient in the face of climate change and its ageing, are essential to help increase the competitiveness of the
country, fill the gap between north and south, guaranteeing rapid and efficient connections between the east and west of the
peninsula and standardising the quality of transport services throughout the national territory."
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The new railway works are designed to maximise the useful life of the infrastructure. In design terms, this is implemented
with choices aimed at guaranteeing the durability of the expected performance, also through redundancy systems, which
limit the need for extraordinary maintenance work. These principles are combined with criteria of resilience to climate
change in order to reduce the risks related to them.

An "adaptation" approach of the design of railway infrastructures to climate change involves the use of the outputs produced by
the weather-climatic models developed by the Intergovernmental Panel for Climate Change (IPCC), reported in the document
"The future climate in Italy: analysis of the regional models "drawn up by the Higher Institute for Environmental Protection and
Research (ISPRA) in 2015, in relation to climate change and extreme weather events in:

- hydraulic verification of river crossing works;

- hydraulic verification of the drainage systems of the railway and road platform.

RFl is among the main beneficiaries of the National Operational Program financed by the ERDF. As part of the National
Operational Program (NOP), the systematic completion of "Form A" - Indicator 6 "Studies/Works of adaptation to climate
change" is envisaged, in which some "Soft", Green", Gray” actions in the design or used in the context of sharing design
choices with the territory are identified.

The cluster of investments relating to high-speed lines in the north of the country includes interventions programs for the
strengthening of the Brescia-Verona-Padova, Liguria-Alps connections and Verona-Brenner adduction works. These are
investments that involve the construction of new railway lines according to the best technical standards.

As regards the enhancement of the Brescia-Verona-Padova route, for example, the previous design of the 2nd "Crossing of
Vicenza” functional lot, which initially also extended to the east of the Vicenza station, involved the need to redo/raise the
railway bridges on the Retrone and Bacchiglione rivers to adapt them to the technical standards for construction.

For this reason, the route of the 2nd lot has been modified, providing for its end at the eastern root of Vicenza, while the 3rd
Vicenza-Padova lot extends east of Vicenza after the area where the two bridges stand.

The construction of a new pair of tracks has not been planned in the short stretch east of Vicenza where there are the two
bridges over the Retrone and Bacchiglione but the current layout has been maintained by allocating two tracks for high-speed
and the other two to the historic Verona-Padova and Schio-Treviso lines.
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Sustainable use
and protection of
water and marine
resources

D. None of the above:

the measure requires
a background
assessment for this
target

The use of water resources generally involves - or could lead to - negative impacts (i.e. negative externalities) on other
potential users. The main negative externalities are linked to the impairment of the quality of the water contained in the
water bodies from which it is withdrawn, due to polluting activities.

For the new infrastructure projects promoted by RFI, the Environmental Impact Study and the Environmental Project of the
Construction Site represent the main tool for the identification, prevention, evaluation and identification of management and
mitigation measures of potential impacts on the environment. related to the construction phase of the works, contributing to
the principle of sustainable use, reuse and protection of the water resource. The Environmental Monitoring Project is also
drafted from the design phase to identify the points to be monitored on potentially critical factors as resulting from the
results of the Environmental Impact Study.

In fact, said Monitoring verifies and controls the impact of the construction of the work also on the superficial and deep hydro-
geological system, in order to prevent alterations and possibly plan effective containment and mitigation interventions.

The risks of environmental degradation related to the protection of water quality and the prevention of water stress are
identified and taken into consideration in accordance with the requirements of Directive 2000/60/EC (Water Framework
Directive).
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The circular
economy,
including waste
prevention and
recycling

B. The measure
appears to support
this target 100%

In the National Recovery and Resilience Plan (NRRP) it is recalled that investments in the Circular Economy intervene on a
process aimed at producing secondary raw materials from waste materials to make Italy less dependent on the supply of raw
materials and consequently stronger and competitive on international markets.

The NRRP also foresees a regulatory reform intervention, called “Circularity and traceability” aimed at promoting
administrative simplification in the field of circular economy and the implementation of the European action plan for the
circular economy. The latter will aim to improve the organisation and operation of the waste control and traceability system,
to strengthen eco-design and industrial symbiosis, reducing waste production upstream and to strengthen Italy's position as a
country with highest circular reuse rates in Europe.

The circular economy envisages reducing the consumption of resources and raw materials and is therefore also connected to
the design principles of the railway infrastructure which, by maximising durability and useful life, reduce extraordinary
maintenance interventions. The main environmental problems related to the waste sector are attributable to the
consequences caused by the different types of disposal or recovery adopted: polluting emissions from landfills or
incinerators, soil contamination, negative perceptual effects, pollution problems potentially associated with recycling or
recovery, etc.

As a European reference, we recall the "Waste Strategy Review", in which waste management is placed in descending order
of preference: Reduction at source; Reuse; Recovery; Incineration with energy recovery; Disposal in controlled landfills.

Rete Ferroviaria Italiana, operates in a sector oriented towards the sustainable development of the country and every day
works for the construction of a new scenario of mobility and progress focused on people and the environment. In this
context, RFI has cultivated an important tradition in favour of the development of policies and practices of circular economy
and energy transition, capable on the one hand of minimising the impacts of production activities and on the other of
maximising the utility and value of railway assets.

In the construction and maintenance of the infrastructure, RFl produces a large quantity of construction and demolition
materials, mainly consisting of excavated earth and rocks and excavated railway rubble. The treatment and management of
excavated earth and rocks has been subject, over the last few years, to various regulatory changes, up to the implementation of
article 5 of Directive 98/2008/EC, implemented with the introduction of art. 184-bis in the Consolidated Environmental Law. The
Directive governs measures and criteria to be met to establish whether specific substances or objects can be considered by-
products or waste. The implementation of the principle outlined in article 184-bis has therefore given rise to Ministerial Decree
161/2012 which then evolved into the current Presidential Decree 120/2017 containing the simplified regulation of the
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management of excavated earth and rocks. This regulation establishes that earth and rocks coming from excavations in the
construction sector can sometimes present themselves as materials to be considered as real "products" to be reused to replace
the natural resources deriving from quarry "exploitation". RFl therefore proceeded to adapt its procedures (design manuals and
tender specifications) to proactively respond to EU principles, achieving very high standards in the European construction
landscape. As part of the RFI Civil Works Design Manual, the procedural system to be adopted both in the design phase and in
the execution phase of the interventions aimed at maximising the reuse of excavated earth and rocks in the same works of origin
or, alternatively, in other works or industrial processes was defined so as to reduce, on the one hand, the production of special
waste and, on the other, the need to procure virgin quarry material, promoting the transition towards the circular economy.

Only in the event that the material does not meet the environmental characteristics or performance criteria, RFl admits its
management as waste. Also in this case the procedural system is such as to promote the delivery of waste for recovery rather
than disposal with the aim of promoting its circularity in order to guarantee its re-entry into the product cycle.

By-products not intended for re-use in railway works are instead intended for environmental redevelopment and restoration
interventions identified in synergy with local administrations, in order to identify degraded or abandoned areas or
interventions of public interest and of priority importance in the areas impacted/affected by the Design.
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Prevention and
limitation of
impacts on air,
water and soil
quality

D. None of the above:

the measure requires
a background
assessment for this
target

Emissions of air pollutants such as nitrogen oxides, sulphur dioxide or particulate matter, etc. have negative impacts on
human health, generate material damage and losses in crops and adversely affect ecosystems.

Investments in transport can significantly affect air quality, affecting the decrease or increase in the level of emissions of air
pollutants.

Activities that generate emissions of pollutants into the atmosphere (i.e. NOx, SOx, COVNM, PMtot) first of all have an impact
in local terms, i.e. where the transport system being assessed is produced and managed.

There are mainly four types of impacts in terms of local emissions into the atmosphere related to the transport sector:

1. Effects on health: due to the risk of increased respiratory and cardiovascular diseases and the relative increase in the costs
of medical treatment, loss of working hours due to iliness and greater risk of death;

2. Damage to agriculture: due to potential damage to agricultural products by some pollutants (i.e. NOx, VOC, SOx) and the
relative decrease in agricultural yields;

3. Damage to materials and buildings: due to damage to buildings and fagades produced by dust or corrosion processes
triggered by some polluting substances, this effect in our territory is considered insignificant;

4. Loss of biodiversity: due to damage to ecosystems due to some pollutants that could alter the balance of fauna and flora,
this effect in our territory is considered insignificant.

In the EC Delft document "Handbook on External costs of transport" the main available studies have been collected and
processed to evaluate these impacts and thus provide the two main input values for estimating the externalities connected to
local emissions:

e cost factors, which express health and non-health costs in terms of €/ton of substance considered;

¢ emission factors, which express the unit values in terms of tonnes of substance considered for p-km or for v-km, or for t-km.
The EC Delft document - “Handbook on external costs of transport”, January 2019, provides the total and unitary costs of
emissions with effects on climate change for passenger ground transport (EU28 average). For the sake of brevity, only the
following average values are reported:

- passenger car (petrol) = 0.33 €-cent/pkm

- hight speed passenger train = 0.002 €-cent/pkm

The competitive advantage in terms of air pollution of the railway mode compared to the road mode is evident.
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Transport mode. Total costs EU28 | Average costs |
Passenger transport Billion € | €-cent/pkm €-cent/vkm
Passenger car I 33.36 | 0.7 1.14 |
Passenger car - petrol 8.58 | 0.33 0.53 |
Passenger car - diesel 24.79 | 1.18 1.90
Motorcycle . 1.54 1.12 1.17
e 1.35 | 0.76 | 14.19 |
Caach 2.67 | 0.73 | 14.34 |
Total passenger road 39.23 |
High speed passenger train_ 0.002 | 0.002 | 0.66
Passenger train electric 0.03* 0.0 1.14 |

Passenger train diesel | 0.52 | 0.80 47.0
| Total passenger rail [ 0.55 |
Total passenger transport | |

The cluster of investments relating to high-speed lines in the north of the country includes interventions programs for the
strengthening of the Brescia-Verona-Padova, Liguria-Alps connections and Verona-Brenner adduction works. These
investments are all aimed at significantly improving the competitiveness of the railway carrier with respect to other modes of
transport, by increasing the performance of the current railway infrastructure and improving the accessibility of transport
demand to the railway network.

As a result of the greater competitiveness of the railway carrier, a shift from other methods is expected, which are more
impacting in terms of pollutant emissions.

For more precise assessments relating to individual investments, it is necessary to develop a multi-modal traffic analysis that
compares the "project situation" with the "reference situation" and arrive at a quantification of the new modal distribution
and the foreseeable shift towards the railway mode , as required by European regulations for the preparation of Cost-benefit
Analysis (Guide to Cost-benefit Analysis of Investment Projects. Economic appraisal tool for Cohesion Policy 2014-2020 -
December 2014).

Starting from the multi-modal traffic study, the following avoided emissions were assessed in the Cost-Benefit Analysis of the
investment program on the Brescia-Verona-Padova route:
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TOTAL TONNES
Vehicle type Years S02 Nox COVNM PM2.5
2028 -1.1 -216.8 -40.2 -4.9
2035 -1.1 -213.2 -39.3 -4.5
Car 2050 -1.1 -205.4 -37.4 -3.6
Accumulated 2028-
2050 -24.6 -4,638.8 -559.5 -92.5
2028 -1.5 -1,734.2 -304 -18.1
Heavy freight 2035 -1.6 -1,860.6 -31.1 -18.5
vehicles 2050 -1.6 -2,1254 -31.8 -18.8
Accumulated 2028- 34.5 -42,665.8 688.3 -408.5
2050
Total Accumulated 2028-2050 -59.2 -47,304.7 -1,247.9 -501.0

It will be possible to draw up and complete the traffic studies and the Cost Benefit Analysis of the additional High-Speed
sections planned in the South of the country during project development and therefore provide evidence of the further
expected benefits in relation to this environmental target.

As reported by the "Handbook on the external costs of transport”, the various negative effects that transport activities can
cause in terms of soil and water pollution are considered to be, for example, those due to:

¢ Heavy metals. There are several transport-related processes that involve the emission of heavy metals, for example, brake
abrasion (both for rail and road transport), track abrasion and fuel combustion residues. To date, there are limited studies
that estimate the impacts deriving from the emission of heavy metals in transport in monetary terms. However, some
research has shown that these can be considered as negligible (i.e. less than 1% of the total costs of externalities related to
the transport sector).

e Toxic organic substances. Another consequence related to fuel combustion is the emission of toxic organic substances.
However, their impact in terms of environmental pollution is relatively low.
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* Poor waste water management. In the context of the activities carried out in the transport sector, in the infrastructure
sector and in the real estate services sector, another form of potential pollution is represented by the discharge of waste
water.

As far as the investment programs of the Brescia-Verona-Vicenza-Padua and Liguria -Alpi itineraries are concerned, positive
results have been acquired by the Environmental Impact Assessment for almost all the sections.

The Environmental Impact Assessment authorization of the investment program “Trento bypass and upgrading of the access

Ill

lines to the Brenner tunnel” is ongoing.

As part of the design of new railway infrastructures and in particular those to be subjected to Environmental Impact
Assessment (EIA), all the necessary studies are carried out to verify the conditions of minimum interference with the
components defined by the EIA regulations, including air , water, soil, biodiversity, raw materials, acoustic and vibrational
climate, etc. The environmental studies for the interventions subjected to EIA are completed by the Environmental Design of
the Construction Site and by the Environmental Monitoring Plan.

The studies also include the identification of the possible presence of contaminated sites in order to guide the route choices,
limit interference and, if possible, redevelop and reclaim the areas.

The Environmental Design of the Construction Site aims to identify, describe and assess the significance of the direct and
indirect environmental problems that can be generated and define mitigation measures and operational procedures to
contain the environmental impacts connected to the construction phase of the work.

The measures essentially consist of direct and indirect interventions in the construction site areas, on the roads used for the
construction of the work (movements between the construction site areas, roads to/from quarries and landfills, storage sites,
etc.), in land storage areas, contributing to the protection of surface and deep waters, soil, biodiversity, the need for raw
materials, the acoustic climate, vibrations, air quality, waste and waste materials, water discharges, harmful substances and
the landscape.

The attention to the environment, which characterises the model for the construction of sustainable railway infrastructures,
is also concretely applied in the adoption, in the contract assignment phase, of specific contractual clauses which provide for
the obligation for the companies carrying out the works to ensure constant and timely supervision of the environmental
aspects of the construction site also through the implementation of specific environmental management systems that comply
with the requirements of the international standard by the contractor.
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The Environmental Monitoring Design is drawn up in accordance with the current legislation on environmental matters, and
in compliance with the guidelines in force and in compliance with the provisions of the pertinent bodies for the supervision of
the various environmental components. It defines the objectives, requirements, methodological criteria, methods and timing
for Before - During - After Work Monitoring, taking into account the territorial and environmental reality in which the design
of the work is inserted and the potential impacts it determines both in positive and negative terms, as a result of the
assessments that emerged in the analyses carried out on environmental factors as part of the drafting of the Environmental
Impact Study.

The proponent, through Environmental Monitoring activities, verifies the impact of the work on the environmental matrices
by carrying out measurement campaigns in the ante-construction phase (for the characterisation of the site), during work (for
the construction phase) and after (for the operating phase).

The campaigns include investigations on the components of surface and groundwater, soil and subsoil, acoustic and
vibrational climate, air quality, social environment and vegetation, flora, fauna and ecosystems.

Monitoring data are entered and organised through a geographic information database, which constantly provides updates
on the environmental status of the areas affected by the works, to the bodies responsible for the control and validation
process of the environmental data, through specific alerting tools.

The cluster of investments relating to high-speed lines in the north of the country includes interventions programs for the
strengthening of the Brescia-Verona-Padova, Liguria-Alps connections and Verona-Brenner adduction works. These are
investments that involve the construction of new railway lines according to the best technical standards.

In particular, Third Pass tunnel excavations concern rock that may contain natural asbestos. Considering the possibility of
excavating in the presence of natural asbestos, in order to protect health and the environment by avoiding the dispersion of
asbestos dust in the air outside the tunnel, environmental protection and mitigation standards have been applied and some sites
are also equipped with systems and equipment useful for managing the asbestos risk. The "Asbestos Risk Management Working
Group", set up within the Environmental Observatory, has adopted the asbestos management protocol which defines specific
methods of control, sampling and analysis for "Green Stone" excavation with the primary asbestos risk management aim of
safety of the population and the protection of the territory crossed by the work.

In particular, the document defines:

- the geological model of the work as a function of the Probability of Occurrence of Asbestos Minerals (POMA);
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- The protocols to be implemented for the characterisation of excavated materials in order to ascertain the presence of
asbestos in the stone;

- The protocols to be adopted for the monitoring of airborne asbestos in the living environment at the production and storage
sites of excavation materials containing asbestos under the threshold;

- The mitigation measures to be adopted in the management of excavation materials containing asbestos under the
threshold, in order to prevent the dispersion of asbestos fibres into the air.

The presence of asbestos fibres in the air is checked both inside and outside the site in each operating site and storage site
for excavated material containing asbestos. The analyses performed provided values substantially below the reference limit
defined by the asbestos protocol for the living environment (equal to 1 fibre/litre), confirming the absence of health and
environmental hazards.

As regards the verification of the acoustic and vibrational impact, specific forecast studies are drawn up in which the
receptors present in the design's range or influence are identified and the post-work climate is characterised by means of
simulations conducted with specific specialised software that take into account the characteristics of the design, territory,
infrastructure and traffic planned both during the day and night. Downstream of this activity, the post-construction emission
scenario is compared with the limits imposed by current legislation, in order to dimension the mitigation measures necessary
to bring the acoustic climate and any vibration emissions within the standard deadlines. For vibrations, in particular,
reference is made to the standard indications (UNI standards) concerning the disturbance to people.
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Protection and
restoration of
biodiversity and
ecosystems

D. None of the above:

the measure requires
a background
assessment for this
target

Transport infrastructures have different effects on nature, landscape and natural habitats.

The main effects reported in the literature are habitat fragmentation and disturbance of ecological permeability, habitat loss
(loss of biocoenoses), negative effects on ecosystems due to the presence and operation of infrastructures and, finally, to the

emission of atmospheric pollutants.

In the EC Delft document “Handbook on External costs of transport” the main studies available in literature have been

collected and processed to evaluate these impacts.

The document sets out the cost factors for habitat loss and habitat fragmentation for the EU28 average. The cost factors
derive from the Swiss study on the external costs of transport INFRAS en Ecoplan, 2018.

For example, the "Total habitat damage" expressed in costs € 2016 per km and year is equal to:

- 93,500 for motorway infrastructures

- 84,500 for high-speed railway infrastructures.
Table 58 — Cost factors for costs of habitat damage EU28

Cost in €205 per km and year Road Rail Aviation Inland
€/(km *a) £/[km*a) €/(km2 *a) waterways
€/[km*a)

Motorways | Other roads | High-speed | Other railways
Habitat loss 78,900 1,900 57,500 g,200 437,500 5,600
Habitat fragmentation 14,600 2,200 27,000 5,900 0 0
Total habitat damage 93,500 4,100 84,500 14,100 437,500 5,600

Source: Own calculations based on INFRAS, Ecoplan 2018 (External effects of transport in Switzerland 2015).

According to the Biodiversity Strategies for 2030 foreseen for the United Nations Conference on Biodiversity 2020 (COP15),
the European Parliament in terms of Biodiversity has defined the following objectives:

. ensure that at least 30% of the EU territory is made up of natural areas
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. restore at least 30% of damaged ecosystems
. further integrate biodiversity into all policies
. set up a clear spending target for biodiversity integration in the 2021-2027 long-term budget of a minimum of 10%

Railway infrastructures also offer the opportunity to intervene on some of these points, for example the redevelopment of
damaged ecosystems, through environmental mitigation and compensation, and the restitution of natural areas, for
example, following the decommissioning of railway lines.

For the new infrastructure designed promoted by RFI, the analysis of the reference context in terms of biodiversity is one of
the main tools for the prevention of potential significant impacts on the environment, already in the phase of choosing the
corridor and the route.

In fact, starting from a study of a large area, and in the context of route choices that respect the geometric and functional
constraints of the work, the solution is identified that has the greatest characteristics of sustainability also minimising
interference with parks, protected areas and Natura 2000 sites.

Evidence of this design focus and of all the actions aimed at mitigating the construction and operation phase of the
infrastructure, is provided in the Environmental Impact Study and, if necessary, in the Incidence Report.

With regard to Natura 2000 sites, if the design solution as selected above in any case directly or indirectly (5 km range)
concerns a Site of Community Interest/Special Conservation Areas and/or a Special Protection Area, the Impact Assessment
procedure Environmental is integrated by the Environmental Impact Assessment Procedure.

The Incidence Report examines all possible alterations on the habitats and on the protected animal and plant species, also by
means of precise surveys in the field.
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5.5 Diagonal connections

DNSH ASSESSMENT

Mission 3 - Infrastructures for sustainable mobility
Cluster 1. High-speed rail and road maintenance 4.0
Project/Reform 5. Diagonal connections

Contact MIMS/RFI

Date completed 29 April 2021
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Phase 1
Environmental target = Does the measure Motivation if indicated A, B, C

have no or negligible

impact on the target
or is it considered
compliant with the
DNSH principle for the
relevant target?

1. Climate change B. The measure EU regulation 2021/241 of 12 February 2021, which established the Recovery and Resilience Facility, establishes in

mitigation appears to support . . . . . . . .
& PP PP Annex VI "Climate control methodology" that the interventions relating to "Newly built or refurbished railway lines -

1 0,
this target 100% TEN core network -T "(code 065) have a Coefficient for calculating support for climate change targets equal to 100%.
Article 10 of EU regulation 2020/852, known as the "Taxonomy regulation” provides that:

"An economic activity is considered to make a substantial contribution to climate change mitigation if it substantially
contributes to stabilising greenhouse gas concentrations in the atmosphere to the level that prevents dangerous
anthropogenic interference with the climate system in line with the long-term temperature target of the Paris
Agreement by avoiding or reducing greenhouse gas emissions or increasing the absorption of greenhouse gases,
including through innovative products or processes by:

a) ... (omission)

b) ... (omission)

c) the increase in clean or climate-neutral mobility;
d) ... (omission)”.

Green House Gases (GHG) are those gases that are transparent to solar radiation entering the Earth, but are able to
consistently retain the infrared radiation emitted by the Earth's surface, the atmosphere and clouds. The most
impacting GHGs for the increase in the greenhouse effect are: CO2, N20, CH4 and emissions from the aviation sector.

The green transition and sustainability are the cornerstones for Europe's recovery towards a zero-emissions society.

In 2011, the White Paper on transport set the following targets: by 2030, rail, together with waterways, will have to
attract 30% of road freight transport on distances over 300 km and 50% by 2050.
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As part of the European Green Deal, with reference to Climate Actions, the European Commission in September 2020
proposed to raise the goal of reducing CO2 and climate-altering gas emissions from 40% to 55% by 2030 (compared to
1990 levels), and climate neutrality by 2050.

Furthermore, the 'Sustainable and Smart Mobility Strategy' (SSMS) [COM (2020) 789 final], an integral part of the Green
Deal agenda, published by the EC in December 2020, requires the transport sector to transform towards a net 90% drop
in emissions by 2050.

The targets of the SSMS are particularly challenging:

by 2030, collective line transport of less than 500 km must be zero-emission, inter-modal transport by rail and inland
waterway must be able to compete with road transport in the EU, rail freight traffic must increase by 50% while high-
speed traffic will have to double across Europe;

by 2050: high-speed rail traffic must triple, rail freight traffic must double, the multi-modal trans-European transport
network (TEN-T) will be fully operational for sustainable and intelligent transport with high-speed connectivity, all
external intra-EU transport costs must be covered by transport users.

At the basis of the Commission's attention to the development of rail transport is the recognition that the development
of the railway mode contributes to the reduction of Green House Gas (GHG) emissions and that CO2, N20, CH4 are
among the most impacting for the increase of the greenhouse effect.

In fact, according to the Commission's estimates, rail transport produces only 0.5% of the overall GHG emissions
emitted by the European transport sector (EU-28, 2017 data).

In fact, as stated by The European Environment Agency, railway emissions (albeit calculated for diesel trains only),
constitute only a small percentage of total transport emissions.
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Fig. 2: Greenhouse gas emissions from transport in the EU, by transport mode and scenario

Chart Table
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Source: (https://www.eea.europa.eu/data-and-maps/indicators/transport-emissions-of-greenhouse-gases-
7/assessment)

Italian railway lines are 72% electrified. The investments envisaged in the NRRP concern: upgrading of already
electrified lines, electrification of diesel traction lines, upgrading of lines for the planned transition to hydrogen traction.

In terms of C02 emissions, various scientific studies have compared the different modes of transport.

Below is an effective representation of the lower impact in terms of CO2 emissions by the railway carrier compared to
other modes of transport.
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The EC Delft document - “Handbook on external costs of transport”, January 2019, provides the total and unitary costs
of emissions with effects on climate change for land transport (EU28 average).

Total costs EUZ28 Average costs
Passenger transport Billion € €-cent per pkm €-cent per vikm
Passenger car 55.56 1.18 1.90
Passenger car - petrol 32.02 1.22 1.97
Passenger car - diesel 213.54 1.12 1.80
Motorcycle 1.47 0.8% 0.94
Bus 0.84 0.47 8.83
Coach 1.61 0.44 8.66
Total passenger road 59.49
Passenger train diesel 0.22 0.34 201
Total passenger transport 59.71

As an example, the following average values were compared:
- passenger car (petrol) = 1.22 €-cent/pkm

- passenger train diesel = 0.34 €-cent/pkm
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The costs of climate change for electric trains are only attributable to emissions from the production of electricity from
non-renewable sources.

The commitment of the Ferrovie dello Stato Italiane Group (FS Group), of which RFl is a part, for the fight against
climate change has always characterised the modus operandi of the Group itself and, in 2019, led to the definition of
the target of achieving carbon neutrality by 2050.

In 2020, the FS Group's correct management of climate issues was formally recognised by the Carbon Disclosure Project
(CDP- a non-profit organisation that is responsible for evaluating the environmental performance of the largest
industrial groups) by obtaining an "A-" rating. ("Leadership" range) and being above the average of the global, European
and sector level companies analysed by the organisation. The FS Group, in particular, was recognised for the
implementation of current best practices in the fight against climate change, positively evaluating the completeness of
the information, the awareness and management of environmental risks and the activation of the associated best
practices. environmental leadership, which includes setting ambitious goals.

The achievement of the targets set by the European Commission requires a great commitment for the transport sector
and in particular the railway sector if we consider that, according to the National Account of Infrastructures and
Transport (CNIT), passenger traffic in Italy is 91.5 % on road (882 billion passenger-kilometres in terms of private road
transport, extra-urban public transport and public urban transport), while rail represents about 6% of passengers
against 7.8% in Europe (COM (2021) 5 final , EU).

At the same time, 54.5% of goods travel by road (about 100 billion tonne-km) and about 11% by rail compared to 18.7%
in Europe (COM (2021) 5 final, EU).

The National Recovery and Resilience Plan foresees huge investments for the railway sector aimed at the design and
construction of new infrastructures within the core and global TEN-T network that will contribute to improving the
efficiency and competitiveness of the railway carrier and promote the shift from other modalities that produce higher
amounts of GHG.

The railway investments eligible for the Recovery Fund will contribute significantly in terms of modal shift from road
transport to rail transport and consequently will produce a reduction in CO2 emissions.

71




Q)

Passenger transport

In 2019, limited to land transport only (road + rail), equal to 938 billion pax.km, the modal split was:

Transport mode

Railway transport 6%
Extra-urban public transport 10%
Urban public transport 2%
Private road transport 82%

Source: CNIT 2018-2019

At 2030, with the entry into operation of the investments presented in the Recovery Fund, the modal share is estimated
to be:

Transport mode

Railway transport 10%
Extra-urban public transport 11%
Urban public transport 2%

Private road transport 77%

This modal shift is reflected in terms of CO2 saved by passenger road vehicles for a value of approximately 2.3 million
tonnes per year.
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Freight Transport

In the case of freight transport, the traffic data for 2019 were considered, which indicate the total value and the following
modal breakdown at approximately 200 billion tonnes km

Transport mode

Railway transport 10.7%
Coastal maritime navigation 29.3%
Inland waterways 0.0%
Air navigation 0.6%
Road transport (> 50km) 54.5%
Oil pipelines (> 50km) 4.8%

Source: CNIT 2018-2019

By applying a prudential shift of about 10% from road to rail by 2030 (the long-term targets include 50% road transport,
50% rail transport by 2050 excluding transport by sea and air and excluding transport on routes shorter than 300km), the
following modal share was estimated:

Transport mode

Railway transport 16.5%
Coastal maritime navigation 30%
Inland waterways 0.1%
Air navigation 0.6%
Road transport (> 50km) 47.7%
Oil pipelines (> 50km) 5.1%
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This breakdown makes it possible to quantify the CO2 savings from heavy road vehicles from 2030 equal to
approximately 400,000 tonnes per year.

Overall, therefore, starting from 2030 it is reasonable to assume that the eligible investments in the Recovery Fund will
contribute to the achievement of the long-term targets both in terms of modal share and in terms of CO2 savings
(approximately 2.8 million tonnes of CO2 from transport passenger and freight road).

These forecasts have been developed considering all the investments envisaged in the NNRP and constitute a
challenging target but which is deemed achievable, if the hypotheses relating to the response of the Railway Companies
for the services offered, to the demand for railway mobility and to the situation are also confirmed with specific regard
to economic conditions, transport policies, technological innovations and transformations in progress (energy mix,
electric mobility, hydrogen mobility).

The cluster of investments relating to Diagonal Connections includes interventions programs for the strengthening of
the Rome-Pescara, Orte-Falconara and Taranto-Metaponto-Potenza-Battipaglia connections.

These investments are all aimed at significantly improving the competitiveness of the railway carrier with respect to
other modes of transport, by increasing the performance of the current railway infrastructure and improving the
accessibility of transport demand to the railway network.

In particular, the strengthening of the Rome-Pescara itinerary represents a strategic intervention that aims to create a
real metropolitan and capillary system in the territory with travel times between the two cities that would go from the
current 3h 20’ to about 2h.

In this way, the railway system would be very competitive with respect to the current services insured by road (private
and public) with undoubted environmental advantages in terms of saving on polluting emissions.

In the same way, the strengthening of the Orte-Falconara route has the aim of both improving passenger connections
between the Tyrrhenian regions and those on the Adriatic side and creating an alternative freight route for north-south
connections.

Finally, the upgrading works along the Taranto-Metaponto-Potenza-Battipaglia line will ensure a reduction in travel
times along the Naples-Taranto route from the current 4h to about 3h 30’ with an increase in the competitiveness of
the railway sector compared to the road sector.

74



)

As a result of the greater competitiveness of the railway carrier, a shift from other methods is expected, which are more
impacting in terms of GhG emissions.

For more precise assessments relating to individual investments, it is necessary to develop a multi-modal traffic analysis
that compares the "project situation" with the "reference situation" and arrive at a quantification of the new modal
distribution and the foreseeable shift towards the railway mode, as required by European regulations for the
preparation of Cost-benefit Analysis (Guide to Cost-benefit Analysis of Investment Projects. Economic appraisal tool for
Cohesion Policy 2014-2020 - December 2014).

It will be possible to draw up and complete the traffic studies and the Cost Benefit Analysis of the additional sections
planned in the Diagonal Connections area during project development and therefore provide evidence of the further
expected benefits in relation to this environmental target.
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2.

Adaptation to
climate change

B. The measure
appears to support
this target 100%

In case of new project, a specific vulnerability and climate risk assessment, related to flooding, snow, arising sea level,
rainfalls, etc. will be performed in order to identify, to select and to implement the relevant adaptation measures,
accordingly to the EU framework.

The adoption of the "European Strategy for Adaptation to Climate Change" in 2013 aimed at making Europe more
resilient, promoting greater awareness on the issue, for example through the implementation of the Climate-Adapt
platform and supporting the actions taken by member States on adaptation.

The target of improving the ability to react to the impacts of climate change at EU level requires the progressive
integration of adaptation to climate change into EU policies, especially in priority sectors such as energy and transport.
In 2015, the Ministry of the Environment and Land and Sea Protection (MATTM) defined the "National Strategy for
Adaptation to Climate Change" (NSAC) to be implemented through the adoption of an action plan/sectoral action plans
that define the schedules and methods of implementation.

In this sense, in 2016, the Ministry of the Environment commissioned the Euro-Mediterranean Centre on Climate
Change (CMCC) to draft the National Plan for Adaptation to Climate Change (NPACC), in order to contain the
vulnerability of natural, social and economic systems, increase their adaptability and resilience and promote the
coordination of actions at different levels of government. In particular, the NPACC, currently being approved, provides
for a process of integration (mainstreaming) on the issues of adaptation (and therefore also in transport) organised over
several levels in an attempt to translate the more general objectives of climate policies into operational guidelines and
actions on the territory, also through the involvement of RFl and ANAS.

With specific reference to transport infrastructures, adaptation strategies take the form of measures aimed at reducing
vulnerabilities, increasing their resilience and consequently reducing the number and frequency of inefficiencies, repair
and maintenance costs.

In response to the Next Generation EU (NGEU) initiative, on 12 January, the Government presented the National
Recovery and Resilience Plan (NRRP) which sets the fight against and adaptation to climate change among its objectives.
In particular, for Mission 3 the NRRP provides:

"A better and more extensive railway network and a smart road network, safer thanks to the control and management of
traffic flows and more resilient in the face of climate change and its ageing, are essential to help increase the
competitiveness of the country, fill the gap between north and south, guaranteeing rapid and efficient connections between
the east and west of the peninsula and standardising the quality of transport services throughout the national territory."

The new railway works are designed to maximise the useful life of the infrastructure. In design terms, this is

implemented with choices aimed at guaranteeing the durability of the expected performance, also through redundancy
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systems, which limit the need for extraordinary maintenance work. These principles are combined with criteria of
resilience to climate change in order to reduce the risks related to them.

An "adaptation" approach of the design of railway infrastructures to climate change involves the use of the outputs
produced by the weather-climatic models developed by the Intergovernmental Panel for Climate Change (IPCC), reported
in the document "The future climate in Italy: analysis of the regional models "drawn up by the Higher Institute for
Environmental Protection and Research (ISPRA) in 2015, in relation to climate change and extreme weather events in:

- hydraulic verification of river crossing works;

- hydraulic verification of the drainage systems of the railway and road platform.

RFl is among the main beneficiaries of the National Operational Program financed by the ERDF.

As part of the National Operational Program (NOP), the systematic completion of "Form A" - Indicator 6 "Studies/Works
of adaptation to climate change" is envisaged, in which some "Soft", Green", Gray” actions in the design or used in the
context of sharing design choices with the territory are identified.
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Sustainable use
and protection of
water and marine
resources

D. None of the above:

the measure requires
a background
assessment for this
target

The use of water resources generally involves - or could lead to - negative impacts (i.e. negative externalities) on other
potential users. The main negative externalities are linked to the impairment of the quality of the water contained in
the water bodies from which it is withdrawn, due to polluting activities.

For the new infrastructure projects promoted by RFI, the Environmental Impact Study and the Environmental Project of
the Construction Site represent the main tool for the identification, prevention, evaluation and identification of
management and mitigation measures of potential impacts on the environment. related to the construction phase of
the works, contributing to the principle of sustainable use, reuse and protection of the water resource. The
Environmental Monitoring Project is also drafted from the design phase to identify the points to be monitored on
potentially critical factors as resulting from the results of the Environmental Impact Study.

In fact, said Monitoring verifies and controls the impact of the construction of the work also on the superficial and deep
hydro-geological system, in order to prevent alterations and possibly plan effective containment and mitigation
interventions.

The risks of environmental degradation related to the protection of water quality and the prevention of water stress are
identified and taken into consideration in accordance with the requirements of Directive 2000/60/EC (Water
Framework Directive).
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The circular
economy,
including waste
prevention and
recycling

B. The measure
appears to support
this target 100%

In the National Recovery and Resilience Plan (NRRP) it is recalled that investments in the Circular Economy intervene on
a process aimed at producing secondary raw materials from waste materials to make Italy less dependent on the supply
of raw materials and consequently stronger and competitive on international markets.

The NRRP also foresees a regulatory reform intervention, called “Circularity and traceability” aimed at promoting
administrative simplification in the field of circular economy and the implementation of the European action plan for
the circular economy. The latter will aim to improve the organisation and operation of the waste control and
traceability system, to strengthen eco-design and industrial symbiosis, reducing waste production upstream and to
strengthen Italy's position as a country with

the highest circular reuse rates in Europe.

The circular economy envisages reducing the consumption of resources and raw materials and is therefore also
connected to the design principles of the railway infrastructure which, by maximising durability and useful life, reduce
extraordinary maintenance interventions. The main environmental problems related to the waste sector are
attributable to the consequences caused by the different types of disposal or recovery adopted: polluting emissions
from landfills or incinerators, soil contamination, negative perceptual effects, pollution problems potentially associated
with recycling or recovery, etc.

As a European reference, we recall the "Waste Strategy Review", in which waste management is placed in descending
order of preference: Reduction at source; Reuse; Recovery; Incineration with energy recovery; Disposal in controlled
landfills.

Rete Ferroviaria Italiana, operates in a sector oriented towards the sustainable development of the country and every
day works for the construction of a new scenario of mobility and progress focused on people and the environment. In
this context, RFI has cultivated an important tradition in favour of the development of policies and practices of circular
economy and energy transition, capable on the one hand of minimising the impacts of production activities and on the
other of maximising the utility and value of railway assets.

In the construction and maintenance of the infrastructure, RFl produces a large quantity of construction and demolition
materials, mainly consisting of excavated earth and rocks and excavated railway rubble. The treatment and
management of excavated earth and rocks has been subject, over the last few years, to various regulatory changes, up
to the implementation of article 5 of Directive 98/2008/EC, implemented with the introduction of art. 184-bis in the
Consolidated Environmental Law. The Directive governs measures and criteria to be met to establish whether specific

substances or objects can be considered by-products or waste. The implementation of the principle outlined in article
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184-bis has therefore given rise to Ministerial Decree 161/2012 which then evolved into the current Presidential Decree
120/2017 containing the simplified regulation of the management of excavated earth and rocks. This regulation
establishes that earth and rocks coming from excavations in the construction sector can sometimes present themselves
as materials to be considered as real "products" to be reused to replace the natural resources deriving from quarry
"exploitation". RFl therefore proceeded to adapt its procedures (design manuals and tender specifications) to
proactively respond to EU principles, achieving very high standards in the European construction landscape. As part of
the RFI Civil Works Design Manual, the procedural system to be adopted both in the design phase and in the execution
phase of the interventions aimed at maximising the reuse of excavated earth and rocks in the same works of origin or,
alternatively, in other works or industrial processes was defined so as to reduce, on the one hand, the production of
special waste and, on the other, the need to procure virgin quarry material, promoting the transition towards the
circular economy.

Only in the event that the material does not meet the environmental characteristics or performance criteria, RFI admits
its management as waste. Also in this case the procedural system is such as to promote the delivery of waste for
recovery rather than disposal with the aim of promoting its circularity in order to guarantee its re-entry into the product
cycle.

By-products not intended for re-use in railway works are instead intended for environmental redevelopment and
restoration interventions identified in synergy with local administrations, in order to identify degraded or abandoned
areas or interventions of public interest and of priority importance in the areas impacted/affected by the Design.
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Prevention and
limitation of
impacts on air,
water and soil
quality

D. None of the above:

the measure requires
a background
assessment for this
target

Emissions of air pollutants such as nitrogen oxides, sulphur dioxide or particulate matter, etc. have negative impacts on
human health, generate material damage and losses in crops and adversely affect ecosystems.

Investments in transport can significantly affect air quality, affecting the decrease or increase in the level of emissions of
air pollutants.

Activities that generate emissions of pollutants into the atmosphere (i.e. NOx, SOx, COVNM, PMtot) first of all have an
impact in local terms, i.e. where the transport system being assessed is produced and managed.

There are mainly four types of impacts in terms of local emissions into the atmosphere related to the transport sector:
1. Effects on health: due to the risk of increased respiratory and cardiovascular diseases and the relative increase in the
costs of medical treatment, loss of working hours due to illness and greater risk of death;

2. Damage to agriculture: due to potential damage to agricultural products by some pollutants (i.e. NOx, VOC, SOx) and
the relative decrease in agricultural yields;

3. Damage to materials and buildings: due to damage to buildings and fagades produced by dust or corrosion processes
triggered by some polluting substances, this effect in our territory is considered insignificant;

4. Loss of biodiversity: due to damage to ecosystems due to some pollutants that could alter the balance of fauna and
flora, this effect in our territory is considered insignificant.

In the EC Delft document "Handbook on External costs of transport" the main available studies have been collected and
processed to evaluate these impacts and thus provide the two main input values for estimating the externalities
connected to local emissions:

e cost factors, which express health and non-health costs in terms of €/ton of substance considered;

e emission factors, which express the unit values in terms of tonnes of substance considered for p-km or for v-km, or for
t-km.

The EC Delft document - “Handbook on external costs of transport”, January 2019, provides the total and unitary costs
of emissions with effects on climate change for passenger ground transport (EU28 average). For the sake of brevity,
only the following average values are reported:

- passenger car (petrol) = 0.33 €-cent/pkm

- hight speed passenger train = 0.002 €-cent/pkm

The competitive advantage in terms of air pollution of the railway mode compared to the road mode is evident.
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Transport mode Total costs EU28 | Average costs |
Passenger transport Billion € | €-cent/pkm €-cent/vkm
Passenger car — 3.3 | 0.71 114
Passenger car - petrol | 8.58 | 0.33 0.53 |
Passenger car - diesel | 24.79 | 1.18 1.90
Matorcycle : 1.84 | 1.12 1.47
Bus . 1.35 | 0.76 14.19 |
Coach ; 2.67 | 0.73 14.34 |
Total passenger road 39.23 |
High speed passenger train | 0.002 | 0,002 0.66 |
Passenger train electric [ 0.03" | 0.0 1.14
Passenger train diesel | .52 | D.80 47.0
Total passenger rail 0.55 |
Total passenger transport 39.78 |

It will be possible to draw up and complete the traffic studies and the Cost Benefit Analysis of the additional sections
planned in the Diagonal Connections area during project development and therefore provide evidence of the further
expected benefits in relation to this environmental target.

As reported by the "Handbook on the external costs of transport", the various negative effects that transport activities
can cause in terms of soil and water pollution are considered to be, for example, those due to:

¢ Heavy metals. There are several transport-related processes that involve the emission of heavy metals, for example,
brake abrasion (both for rail and road transport), track abrasion and fuel combustion residues. To date, there are
limited studies that estimate the impacts deriving from the emission of heavy metals in transport in monetary terms.
However, some research has shown that these can be considered as negligible (i.e. less than 1% of the total costs of
externalities related to the transport sector).

* Toxic organic substances. Another consequence related to fuel combustion is the emission of toxic organic
substances. However, their impact in terms of environmental pollution is relatively low.

* Poor waste water management. In the context of the activities carried out in the transport sector, in the infrastructure
sector and in the real estate services sector, another form of potential pollution is represented by the discharge of
waste water.
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Since the intervention planning concerning the “Diagonals Connections” cluster is ongoing, the Environmental Impact
Assessment authorization has not yet started.

As part of the design of new railway infrastructures and in particular those to be subjected to Environmental Impact
Assessment (EIA), all the necessary studies are carried out to verify the conditions of minimum interference with the
components defined by the EIA regulations, including air , water, soil, biodiversity, raw materials, acoustic and
vibrational climate, etc. The environmental studies for the interventions subjected to EIA are completed by the
Environmental Design of the Construction Site and by the Environmental Monitoring Plan.

The studies also include the identification of the possible presence of contaminated sites in order to guide the route
choices, limit interference and, if possible, redevelop and reclaim the areas.

The Environmental Design of the Construction Site aims to identify, describe and assess the significance of the direct
and indirect environmental problems that can be generated and define mitigation measures and operational
procedures to contain the environmental impacts connected to the construction phase of the work.

The measures essentially consist of direct and indirect interventions in the construction site areas, on the roads used for
the construction of the work (movements between the construction site areas, roads to/from quarries and landfills,
storage sites, etc.), in land storage areas, contributing to the protection of surface and deep waters, soil, biodiversity,
the need for raw materials, the acoustic climate, vibrations, air quality, waste and waste materials, water discharges,
harmful substances and the landscape.

The attention to the environment, which characterises the model for the construction of sustainable railway
infrastructures, is also concretely applied in the adoption, in the contract assighment phase, of specific contractual
clauses which provide for the obligation for the companies carrying out the works to ensure constant and timely
supervision of the environmental aspects of the construction site also through the implementation of specific
environmental management systems that comply with the requirements of the international standard by the
contractor.

The Environmental Monitoring Design is drawn up in accordance with the current legislation on environmental matters,
and in compliance with the guidelines in force and in compliance with the provisions of the pertinent bodies for the
supervision of the various environmental components. It defines the objectives, requirements, methodological criteria,

methods and timing for Before - During - After Work Monitoring, taking into account the territorial and environmental
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reality in which the design of the work is inserted and the potential impacts it determines both in positive and negative
terms, as a result of the assessments that emerged in the analyses carried out on environmental factors as part of the
drafting of the Environmental Impact Study.

The proponent, through Environmental Monitoring activities, verifies the impact of the work on the environmental
matrices by carrying out measurement campaigns in the ante-construction phase (for the characterisation of the site),
during work (for the construction phase) and after (for the operating phase).

The campaigns include investigations on the components of surface and groundwater, soil and subsoil, acoustic and
vibrational climate, air quality, social environment and vegetation, flora, fauna and ecosystems.

Monitoring data are entered and organised through a geographic information database, which constantly provides
updates on the environmental status of the areas affected by the works, to the bodies responsible for the control and
validation process of the environmental data, through specific alerting tools.

As regards the verification of the acoustic and vibrational impact, specific forecast studies are drawn up in which the
receptors present in the design's range or influence are identified and the post-work climate is characterised by means
of simulations conducted with specific specialised software that take into account the characteristics of the design,
territory, infrastructure and traffic planned both during the day and night. Downstream of this activity, the post-
construction emission scenario is compared with the limits imposed by current legislation, in order to dimension the

mitigation measures necessary to bring the acoustic climate and any vibration emissions within the standard deadlines.

For vibrations, in particular, reference is made to the standard indications (UNI standards) concerning the disturbance
to people.
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Protection and
restoration of
biodiversity and
ecosystems

D. None of the above:

the measure requires
a background
assessment for this
target

Transport infrastructures have different effects on nature, landscape and natural habitats.

The main effects reported in the literature are habitat fragmentation and disturbance of ecological permeability, habitat

loss (loss of biocoenoses), negative effects on ecosystems due to the presence and operation of infrastructures and,

finally, to the emission of atmospheric pollutants.

In the EC Delft document “Handbook on External costs of transport” the main studies available in literature have been

collected and processed to evaluate these impacts.

The document sets out the cost factors for habitat loss and habitat fragmentation for the EU28 average. The cost factors
derive from the Swiss study on the external costs of transport INFRAS en Ecoplan, 2018.

For example, the "Total habitat damage" expressed in costs € 2016 per km and year is equal to:

- 93,500 for motorway infrastructures

- 84,500 for high-speed railway infrastructures.
Table 58 — Cost factors for costs of habitat damage EU28

Cost in €200 per km and year Road Rail Aviation Inland
£€/(km *a) £/[km*a) €/(km2 *a) waterways
£/(km=a)

Motorways | Other roads | High-speed | Other railways
Habitat loss 78,500 1,900 57,500 g,200 437 500 5,600
Hahbitat fragmentation 14,600 2,200 27,000 5,900 0 0
Total habitat damage 93,500 4,100 84,500 14,100 437,500 5,600

Source: Own calculations based on INFRAS, Ecoplan 2018 (External effects of transport in Switzerland 2015).

According to the Biodiversity Strategies for 2030 foreseen for the United Nations Conference on Biodiversity 2020

(COP15), the European Parliament in terms of Biodiversity has defined the following objectives:

o ensure that at least 30% of the EU territory is made up of natural areas
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. restore at least 30% of damaged ecosystems

. further integrate biodiversity into all policies

. set up a clear spending target for biodiversity integration in the 2021-2027 long-term budget of a minimum of
10%

Railway infrastructures also offer the opportunity to intervene on some of these points, for example the
redevelopment of damaged ecosystems, through environmental mitigation and compensation, and the restitution of
natural areas, for example, following the decommissioning of railway lines.

For the new infrastructure designed promoted by RFI, the analysis of the reference context in terms of biodiversity is
one of the main tools for the prevention of potential significant impacts on the environment, already in the phase of
choosing the corridor and the route.

In fact, starting from a study of a large area, and in the context of route choices that respect the geometric and
functional constraints of the work, the solution is identified that has the greatest characteristics of sustainability also
minimising interference with parks, protected areas and Natura 2000 sites.

Evidence of this design focus and of all the actions aimed at mitigating the construction and operation phase of the
infrastructure, is provided in the Environmental Impact Study and, if necessary, in the Incidence Report.

With regard to Natura 2000 sites, if the design solution as selected above in any case directly or indirectly (5 km range)
concerns a Site of Community Interest/Special Conservation Areas and/or a Special Protection Area, the Impact
Assessment procedure Environmental is integrated by the Environmental Impact Assessment Procedure.

The Incidence Report examines all possible alterations on the habitats and on the protected animal and plant species,
also by means of precise surveys in the field.
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5.6 Introducing the European Rail Transport Management System (ERTMS)

DNSH ASSESSMENT

Mission 3 - Infrastructures for sustainable mobility

Cluster 1. High-speed rail and road maintenance 4.0

Project/Reform 6. Introducing the European Rail Transport Management System (ERTMS)
Contact MIMS/RFI

Date completed 29 April 2021
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Phase 1
Environmental target Does the measure Motivation if indicated A, B, C

have no or negligible

impact on the target
or is it considered
compliant with the
DNSH principle for the
relevant target?

1. Cll'n.late. change A The Tn-easu-re has no EU regulation 2021/241 of 12 February 2021, which established the Recovery and Resilience Facility, establishes in
mitigation or negligible impact on Wl " . . . " . .
h Annex VI "Climate control methodology" that the interventions relating to "European rail traffic management system
this target

(ERTMS)” (code 071) have a Coefficient for calculating support for climate change targets equal to 40%.

Green House Gases (GHG) are those gases that are transparent to solar radiation entering the Earth, but are able to
consistently retain the infrared radiation emitted by the Earth's surface, the atmosphere and clouds. The most
impacting GHGs for the increase in the greenhouse effect are: CO2, N20, CH4 and emissions from the aviation sector.

The European Rail Traffic Management System (ERTMS) is the traffic management and train running protection system
chosen by the European Commission to implement the single transport market in the Union, so as to promote the
interoperability of national railway networks and cross-border rail transport.

The Italian railways have adopted, among the first in Europe, the Level 2 ERTMS System on the new High Speed/High
Capacity network lines.

The strategic objectives of long-term planning for the development of the European railway sector are defined by
Regulation (EU) No. 1315/2013. The guidelines established by this regulation for the development of a trans-European
transport network (TEN-T) set, for the infrastructure, ERTMS among the requirements for the development of a
"Comprehensive network" to be completed by 2050 and a “core network” to be created by 2030.

Italy, to comply with the priority program contained in Reg. UE 2017/6, is implementing ERTMS, in superimposed mode
on the national system for train speed control, on the priority sections of the core network corridors (Breakthrough
Program).

The analyses and experiences carried out so far have highlighted all the advantages associated with the use of ERTMS
which, in addition to the interoperability of European networks, also makes it possible to achieve an improvement in
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the performance of the railway system in terms of safety, capacity and maintainability. This led to the definition of an
Accelerated ERTMS implementation plan extended to the entire railway infrastructure which anticipates the time
objectives set by the European Commission.

The Accelerated Plan aims to extend the implementation of ERTMS to the entire Italian railway infrastructure (16,800
km against the 10,400 required by law: TEN-T network) and significantly accelerate the ERTMS implementation times to
complete the equipping of the entire network by 2036 (instead of only the TEN-T network by 2050), while
simultaneously and consistently envisaging the decommissioning of the national system starting from 2022 and
therefore the progressive and coherent equipping of the trains (about 5000 those in circulation today), providing for the
necessary resources to be made available to the Railway Companies, which have expressed their favourable opinion on
the proposed plan, through various sources of financing.

The ERTMS system improves the performance of the railway infrastructure, ensuring numerous benefits in terms of
safety, efficiency, transport capacity, interoperability, etc.

ERTMS contributes in two ways to the reduction of GHG emissions:

a) The large metropolitan nodes constitute the elements of the railway network which, before any other component,
reach conditions of saturation of the transport capacity. In these highly urbanized realities, it is difficult to foresee
and build new railway lines or quadruple them. The implementation of the ERTMS High Density system is envisaged
on the large metropolitan nodes, which allows an increase in train frequencies and therefore in the transport
capacity of the infrastructure, without occupying new land, with extremely low costs if compared with those of a
new railway infrastructure and much shorter construction times. With these interventions it is possible to give a
prompt response to the growing demand for rail transport for the main nodes of the network and thus to support
the modal diversion from road to rail. Very briefly, it should be remembered that in terms of C02 emissions, various
scientific studies have compared the different modes of transport, highlighting the reduced CO2 emissions of the
railway carrier on electrified lines. These considerations are the basis of the strategy of the European Commission
which set the following targets already in 2011 with the White Paper on transport: by 2030, rail, together with
waterways, will have to attract 30% of road freight transport on distances over 300 km and 50% by 2050. More
recently, the goals of the New Green Deal foresee the reduction of CO2 and climate-altering gas emissions by at
least 55% by 2030 (compared to the 1990 level), and climate neutrality by 2050. The 'Sustainable and Smart
Mobility Strategy' (SSMS) [COM (2020) 789 final], an integral part of the Green Deal agenda, published by the EC in
December 2020, requires the transport sector to transform towards a net 90% drop in emissions by 2050.
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Below is an effective representation of the competitiveness of the railway carrier in terms of GHG emissions.
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b) ERTMS constitutes the technological substrate for the future development of Automatic Train Operation (ATO). The

ATO system allows the functions of management, supervision and optimisation of the circulation, for train speed
regulation. The ATO system makes it possible to optimise train speed regulation with an average energy saving
estimated at around 10%. This energy saving results in lower GHG emissions into the atmosphere.

Electricity consumption Net spending
GWh €
5,680 157,000,000

Source: FS Group “Sustainability Report”

Assuming an energy saving of about 10%, it can be seen that in the case of operation carried out with ERTMS + ATO,
there is an energy saving of 568 GWh which is associated with a potential reduction in CO2 emissions equal to 179,710
tonnes CO2/year. As previously indicated, this reduction is not only due to the ERTMS system.
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2.

Adaptation to
climate change

A. The measure has no
or negligible impact on
this target

The adoption of the "European Strategy for Adaptation to Climate Change" in 2013 aimed at making Europe more
resilient, promoting greater awareness on the issue, for example through the implementation of the Climate-Adapt
platform and supporting the actions taken by member States on adaptation.

The target of improving the ability to react to the impacts of climate change at EU level requires the progressive
integration of adaptation to climate change into EU policies, especially in priority sectors such as energy and transport.
In 2015, the Ministry of the Environment and Land and Sea Protection (MATTM) defined the "National Strategy for
Adaptation to Climate Change" (NSAC) to be implemented through the adoption of an action plan/sectoral action plans
that define the schedules and methods of implementation.

In this sense, in 2016, the Ministry of the Environment commissioned the Euro-Mediterranean Centre on Climate
Change (CMCC) to draft the National Plan for Adaptation to Climate Change (NPACC), in order to contain the
vulnerability of natural, social and economic systems, increase their adaptability and resilience and promote the
coordination of actions at different levels of government. In particular, the NPACC, currently being approved, provides
for a process of integration (mainstreaming) on the issues of adaptation (and therefore also in transport) organised over
several levels in an attempt to translate the more general objectives of climate policies into operational guidelines and
actions on the territory, also through the involvement of RFl and ANAS.

With specific reference to transport infrastructures, adaptation strategies take the form of measures aimed at reducing
vulnerabilities, increasing their resilience and consequently reducing the number and frequency of inefficiencies, repair
and maintenance costs.

In response to the Next Generation EU (NGEU) initiative, on 12 January, the Government presented the National
Recovery and Resilience Plan (NRRP) which sets the fight against and adaptation to climate change among its objectives.
In particular, for Mission 3 the NRRP provides:

"A better and more extensive railway network and a smart road network, safer thanks to the control and management
of traffic flows and more resilient in the face of climate change and its ageing, are essential to help increase the
competitiveness of the country, fill the gap between north and south, guaranteeing rapid and efficient connections
between the east and west of the peninsula and standardising the quality of transport services throughout the national
territory."

The investment plan for the accelerated implementation of the ERTMS system on the entire national railway network
contributes to the construction of a more resilient transport infrastructure.

In fact, the ERTMS traffic management system is composed of fewer components than the current national systems.
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This entails both a lower vulnerability with respect to the risks deriving from extreme weather events, and a greater

ability of the system to respond to exceptional stresses: in conclusion, fewer failures and interruptions. Furthermore,
the reduced number of components allows for greater ease of recovery in the event of failure and therefore shorter

duration of outages.

The quantification of shorter delays for greater reliability of the ERTMS system compared to current traffic technologies
was estimated by comparing the number of failures relating to faults in the spacing system attributable to infrastructure
management in the case of lines equipped with ERTMS to different technological equipment, in particular: Automatic
Block + Train Speed Control System, Axle Counter Block + Train Speed Control System.

The lines analysed were:

1. Rome — Florence DD (AB +TSCS);
2. Ferrara — Rimini (ACB + TSCS);

3. Milan — Bologna HS (ERTMS).

The analysis, which concerned delays on approximately 1,500 trains, led to the following results:

Line Faults/km Trend/fault Delay in minutes
TSCS + AB 0.62 6 11
TSCS + ACB 0.35 3 21
ERTMS 0.22 9 8

It follows that the implementation of the ERTMS system leads to a significant reduction in breakdowns and therefore
to a greater resilience of the railway infrastructure.
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Sustainable use
and protection of
water and marine

A. The measure has no
or negligible impact on
this target

The use of water resources generally involves - or could lead to - negative impacts (i.e. negative externalities) on other
potential users. The main negative externalities are linked to the impairment of the quality of the water contained in
the water bodies from which it is withdrawn, due to polluting activities.

resources
The accelerated implementation of the ERTMS system on the entire national railway network can be classified in the
context of investments of a technological nature that do not produce impacts on water resources.
The circular A. The measure has no . - . . . . .
o In the National Recovery and Resilience Plan (NRRP) it is recalled that investments in the Circular Economy intervene on
economy, or negligible impact on

including waste
prevention and
recycling

this target

a process aimed at producing secondary raw materials from waste materials to make Italy less dependent on the supply
of raw materials and consequently stronger and competitive on international markets.

The NRRP also foresees a regulatory reform intervention, called “Circularity and traceability” aimed at promoting
administrative simplification in the field of circular economy and the implementation of the European action plan for
the circular economy. The latter will aim to improve the organisation and operation of the waste control and
traceability system, to strengthen eco-design and industrial symbiosis, reducing waste production upstream and to
strengthen ltaly's position as a country with the highest circular reuse rates in Europe.

The circular economy envisages reducing the consumption of resources and raw materials and is therefore also
connected to the design principles of the railway infrastructure which, by maximising durability and useful life, reduce
extraordinary maintenance interventions. The main environmental problems related to the waste sector are
attributable to the consequences caused by the different types of disposal or recovery adopted: polluting emissions
from landfills or incinerators, soil contamination, negative perceptual effects, pollution problems potentially associated
with recycling or recovery, etc.

As a European reference, we recall the "Waste Strategy Review", in which waste management is placed in descending
order of preference: Reduction at source; Reuse; Recovery; Incineration with energy recovery; Disposal in controlled
landfills.

Rete Ferroviaria Italiana, operates in a sector oriented towards the sustainable development of the country and every
day works for the construction of a new scenario of mobility and progress focused on people and the environment. In
this context, RFI has cultivated an important tradition in favour of the development of policies and practices of circular
economy and energy transition, capable on the one hand of minimising the impacts of production activities and on the
other of maximising the utility and value of railway assets.
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In the construction and maintenance of the infrastructure, RFl produces a large quantity of construction and demolition
materials, mainly consisting of excavated earth and rocks and excavated railway rubble.

The accelerated plan for equipping the entire Italian railway network with the ERTMS system involves the gradual
abandonment of the current implementation strategy which provides for the addition of the ERTMS system to the
existing ground traffic management systems and therefore imposes the need that the rolling stock is equipped for both
systems: existing and ERTMS (dual on board logic). The accelerated plan focuses on the progressive replacement of the
ground traffic management systems (dual on track logic).

The implementation of the ERTMS system involves the upgrade/installation of the following technological components:
. eurobalise, to transmit information to the train;

o RBC (Radio Block Centre), to acquire the status of the line (free/occupied sections, routes), calculate train
spacing, send the Travel Authorisations to the train via the GSM-Railways network, set slowdowns, send emergencies,
etc.;

o BTS (Base Transceiver Station): radio signal transceiver subsystem, equipped with antenna, to manage
communications between the train and the Radio Block Centre;

o audio frequency track circuits;

o interfacing with the Station Equipment (Central Equipment): components capable of managing the exchange of
commands and controls of the line and yard bodies (switches, level crossings, Bushing Thermal Detection, Axis Counter
Block or track circuits).

These are technological components that will replace the current components of the spacing and traffic management
system made up of more important technologies in terms of components. Consider the presence of lateral signalling
which is no longer necessary with the ERTMS system.

It follows that the transition to the digital ERTMS system determines a reduction in the components of the railway
infrastructure and a lower commitment of resources in its implementation.
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Prevention and
limitation of
impacts on air,
water and soil
quality

A. The measure has no
or negligible impact on
this target

Emissions of air pollutants such as nitrogen oxides, sulphur dioxide or particulate matter, etc. have negative impacts on
human health, generate material damage and losses in crops and adversely affect ecosystems.

Investments in transport can significantly affect air quality, affecting the decrease or increase in the level of emissions of
air pollutants.

Activities that generate emissions of pollutants into the atmosphere (i.e. NOx, SOx, COVNM, PMtot) first of all have an
impact in local terms, i.e. where the transport system being assessed is produced and managed.

There are mainly four types of impacts in terms of local emissions into the atmosphere related to the transport sector:
1. Effects on health: due to the risk of increased respiratory and cardiovascular diseases and the relative increase in the
costs of medical treatment, loss of working hours due to illness and greater risk of death;

2. Damage to agriculture: due to potential damage to agricultural products by some pollutants (i.e. NOx, VOC, SOx) and
the relative decrease in agricultural yields;

3. Damage to materials and buildings: due to damage to buildings and fagades produced by dust or corrosion processes
triggered by some polluting substances, this effect in our territory is considered insignificant;

4. Loss of biodiversity: due to damage to ecosystems due to some pollutants that could alter the balance of fauna and
flora, this effect in our territory is considered insignificant.

In the EC Delft document "Handbook on External costs of transport" the main available studies have been collected and
processed to evaluate these impacts and thus provide the two main input values for estimating the externalities
connected to local emissions:

e cost factors, which express health and non-health costs in terms of €/ton of substance considered;

e emission factors, which express the unit values in terms of tonnes of substance considered for p-km or for v-km, or for
t-km.

The EC Delft document - “Handbook on external costs of transport”, January 2019, provides the total and unitary costs
of emissions with effects on climate change for passenger ground transport (EU28 average). For the sake of brevity,
only the following average values are reported:

- passenger car (petrol) = 0.33 €-cent/pkm

- hight speed passenger train = 0.002 €-cent/pkm

The competitive advantage in terms of air pollution of the railway mode compared to the road mode is evident.
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Passenger transport Billion € €-cent/pkm €-cent/vkm
Passenger car 33.36 | 0.71 1.14
Passenger car - petrol 8.58 0.33 | 0.53 |
Passenger car - diesel 24.79 1.18 1.90
Motorcycle 1.84 | 1.12 117
(T ] 1.35 | 076 14.19 |
Coach 2.67 | 0.3 14.34 |
Total passenger road 39.23 |
| High speed passenger train _ 0.002 | 0.002 0.66 |
Passenger train electric 0.03* | 0.0 1.14 |
Passenger train diesel 0.52 | 0.80 47.0
| Total passenger rail 0.55 I
| Total passenger transport 39.78 l

Consistent with what has already been illustrated, ERTMS contributes to the reduction of pollutant emissions in two

respects:

a) Through the implementation of the ERTMS High Density system in large urban nodes which supports the

objective of modal diversion from road to rail.

b) Through the possibility that, once the ERTMS system has been built, the development of Automatic Train

Operation (ATO) can be envisaged, which allows an average energy saving estimated at around 10%. This energy saving

results in lower pollutant emissions into the atmosphere.
There is no impact of the investment on other environmental systems: soil and water.
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Protection and
restoration of
biodiversity and
ecosystems

A. The measure has no
or negligible impact on
this target

Transport infrastructures have different effects on nature, landscape and natural habitats.

The main effects reported in the literature are habitat fragmentation and disturbance of ecological permeability, habitat

loss (loss of biocoenoses), negative effects on ecosystems due to the presence and operation of infrastructures and,
finally, to the emission of atmospheric pollutants.

In the EC Delft document “Handbook on External costs of transport” the main studies available in literature have been
collected and processed to evaluate these impacts.

The document sets out the cost factors for habitat loss and habitat fragmentation for the EU28 average. The cost factors

derive from the Swiss study on the external costs of transport INFRAS en Ecoplan, 2018.

For example, the "Total habitat damage" expressed in costs € 2016 per km and year is equal to:

- 93,500 for motorway infrastructures

- 84,500 for high-speed railway infrastructures.

Table 58 — Cost factors for costs of habitat damage EU28

Cost in €200 per km and year Road Rail Aviation Inland
£€/(km *a) £/[km*a) €/(km2 *a) waterways
£/(km=a)

Motorways | Other roads | High-speed | Other railways
Habitat loss 78,900 1,900 57,500 g,200 437,500 5,600
Habitat fragmentation 14 600 2,200 27,000 5,900 0 0
Total habitat damage 93,500 4,100 84,500 14,100 437,500 6,600

Source: Own calculations based on INFRAS, Ecoplan 2018 (External effects of transport in Switzerland 2015).

According to the Biodiversity Strategies for 2030 foreseen for the United Nations Conference on Biodiversity 2020
(COP15), the European Parliament in terms of Biodiversity has defined the following objectives:

. ensure that at least 30% of the EU territory is made up of natural areas

. restore at least 30% of damaged ecosystems
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. further integrate biodiversity into all policies

. set up a clear spending target for biodiversity integration in the 2021-2027 long-term budget of a minimum of
10%

Railway infrastructures also offer the opportunity to intervene on some of these points, for example the
redevelopment of damaged ecosystems, through environmental mitigation and compensation, and the restitution of
natural areas, for example, following the decommissioning of railway lines.

The investment program relating to the accelerated ERTMS plan is a substantially technological program that is
installed on the existing railway infrastructure. Therefore it does not produce impacts on biodiversity and ecosystems in
terms of disturbance to ecological permeability or on the presence of fauna.

The devices, mainly digital technology, comply with European regulations and therefore produce limited effects on the
habitat.
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5.7 Strengthening metropolitan nodes and key national links

DNSH ASSESSMENT

Mission 3 - Infrastructures for sustainable mobility

Cluster 1. High-speed rail and road maintenance 4.0
Project/Reform 7. Strengthening metropolitan nodes and key national links
Contact MIMS/RFI

Date completed 29 April 2021
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Phase 1
Environmental target = Does the measure Motivation if indicated A, B, C

have no or negligible

impact on the target
or is it considered
compliant with the
DNSH principle for the
relevant target?

1. Climate change B. The measure EU regulation 2021/241 of 12 February 2021, which established the Recovery and Resilience Facility, establishes in

mitigation appears to support . . . . . . . .
& PP PP Annex VI "Climate control methodology" that the interventions relating to "Newly built or refurbished railway lines -

1 0,
this target 100% TEN core network -T "(code 065) have a Coefficient for calculating support for climate change targets equal to 100%.
Article 10 of EU regulation 2020/852, known as the "Taxonomy regulation” provides that:

"An economic activity is considered to make a substantial contribution to climate change mitigation if it substantially
contributes to stabilising greenhouse gas concentrations in the atmosphere to the level that prevents dangerous
anthropogenic interference with the climate system in line with the long-term temperature target of the Paris
Agreement by avoiding or reducing greenhouse gas emissions or increasing the absorption of greenhouse gases,
including through innovative products or processes by:

a) ... (omission)

b) ... (omission)

c) the increase in clean or climate-neutral mobility;
d) ... (omission)”.

Green House Gases (GHG) are those gases that are transparent to solar radiation entering the Earth, but are able to
consistently retain the infrared radiation emitted by the Earth's surface, the atmosphere and clouds. The most
impacting GHGs for the increase in the greenhouse effect are: CO2, N20, CH4 and emissions from the aviation sector.

The green transition and sustainability are the cornerstones for Europe's recovery towards a zero-emissions society.

In 2011, the White Paper on transport set the following targets: by 2030, rail, together with waterways, will have to
attract 30% of road freight transport on distances over 300 km and 50% by 2050.
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As part of the European Green Deal, with reference to Climate Actions, the European Commission in September 2020
proposed to raise the goal of reducing CO2 and climate-altering gas emissions from 40% to 55% by 2030 (compared to
1990 levels), and climate neutrality by 2050.

Furthermore, the 'Sustainable and Smart Mobility Strategy' (SSMS) [COM (2020) 789 final], an integral part of the Green
Deal agenda, published by the EC in December 2020, requires the transport sector to transform towards a net 90% drop
in emissions by 2050.

The targets of the SSMS are particularly challenging:

. by 2030, collective line transport of less than 500 km must be zero-emission, inter-modal transport by rail and
inland waterway must be able to compete with road transport in the EU, rail freight traffic must increase by 50% while
high-speed traffic will have to double across Europe;

. by 2050: high-speed rail traffic must triple, rail freight traffic must double, the multi-modal trans-European
transport network (TEN-T) will be fully operational for sustainable and intelligent transport with high-speed
connectivity, all external intra-EU transport costs must be covered by transport users.

At the basis of the Commission's attention to the development of rail transport is the recognition that the development
of the railway mode contributes to the reduction of Green House Gas (GHG) emissions and that CO2, N20, CH4 are
among the most impacting for the increase of the greenhouse effect.

In fact, according to the Commission's estimates, rail transport produces only 0.5% of the overall GHG emissions
emitted by the European transport sector (EU-28, 2017 data).

In fact, as stated by The European Environment Agency, railway emissions (albeit calculated for diesel trains only),

constitute only a small percentage of total transport emissions.
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Fig. 2: Greenhouse gas emissions from transport in the EU, by transport mode and scenario

Chart Table
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Source: (https://www.eea.europa.eu/data-and-maps/indicators/transport-emissions-of-greenhouse-gases-
7/assessment)

The National Recovery and Resilience Plan foresees huge investments for the railway sector aimed at the design and
construction of new infrastructures within the core and global TEN-T network that will contribute to improving the
efficiency and competitiveness of the railway carrier and promote the shift from other modalities that produce higher
amounts of GHG.

The lItalian railway lines are 72% electrified and, for these, the GHG emission is indirect, as it is connected to the
production of electricity.

The investments envisaged in the NRRP concern: upgrading of already electrified lines, electrification of diesel traction
lines, upgrading of lines for the planned transition to hydrogen traction.

In terms of C02 emissions, various scientific studies have compared the different modes of transport.
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Below is an effective representation of the lower impact in terms of CO2 emissions by the railway carrier compared to
other modes of transport.
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The EC Delft document - “Handbook on external costs of transport”, January 2019, provides the total and unitary costs
of emissions with effects on climate change for land transport (EU28 average).

Total costs EU28 Average costs
Passenger transport Billion € €-cent per pkm €-cent per vkm
Passenger car 55.56 1.18 1.90
Passenger car - petrol 32.02 1.22 1.97
Passenger car - diesel 23.54 1.12 1.80
Motorcycle 1.47 0.8% .94
Bus 0.84 0.47 883
Coach 1.61 0.44 B.66
Total passenger road 59.49
Passenger train diessl 0.22 0.34 201
Total passenger transport 59.71

As an example, the following average values were compared:
- passenger car (petrol) = 1.22 €-cent/pkm
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- passenger train diesel = 0.34 €-cent/pkm
The costs of climate change for electric trains are only attributable to emissions from the production of electricity from
non-renewable sources.

The commitment of the Ferrovie dello Stato Italiane Group (FS Group), of which RFl is a part, for the fight against
climate change has always characterised the modus operandi of the Group itself and, in 2019, led to the definition of
the target of achieving carbon neutrality by 2050.

In 2020, the FS Group's correct management of climate issues was formally recognised by the Carbon Disclosure Project
(CDP- a non-profit organisation that is responsible for evaluating the environmental performance of the largest
industrial groups) by obtaining an "A-" rating. ("Leadership" range) and being above the average of the global, European
and sector level companies analysed by the organisation. The FS Group, in particular, was recognised for the
implementation of current best practices in the fight against climate change, positively evaluating the completeness of
the information, the awareness and management of environmental risks and the activation of the associated best
practices. environmental leadership, which includes setting ambitious goals.

The achievement of the targets set by the European Commission requires a great commitment for the transport sector
and in particular the railway sector if we consider that, according to the National Account of Infrastructures and
Transport (CNIT), passenger traffic in Italy is 91.5 % on road (882 billion passenger-kilometres in terms of private road
transport, extra-urban public transport and public urban transport), while rail represents about 6% of passengers
against 7.8% in Europe (COM (2021) 5 final , EU).

At the same time, 54.5% of goods travel by road (about 100 billion tonne-km) and about 11% by rail compared to 18.7%
in Europe (COM (2021) 5 final, EU).

The railway investments eligible for the Recovery Fund will contribute significantly in terms of modal shift from road
transport to rail transport and consequently will produce a reduction in CO2 emissions.

Passenger transport

In 2019, limited to land transport only (road + rail), equal to 938 billion pax.km, the modal split was:
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Transport mode

Railway transport 6%
Extra-urban public transport 10%
Urban public transport 2%
Private road transport 82%

Source: CNIT 2018-2019

At 2030, with the entry into operation of the investments presented in the Recovery Fund, the modal share is estimated
to be:

Transport mode

Railway transport 10%
Extra-urban public transport 11%
Urban public transport 2%

Private road transport 77%

This modal shift is reflected in terms of CO2 saved by passenger road vehicles for a value of approximately 2.3 million
tonnes per year.

Freight Transport

In the case of freight transport, the traffic data for 2019 were considered, which indicate the total value and the following
modal breakdown at approximately 200 billion tonnes km
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Transport mode

Railway transport 10.7%
Coastal maritime navigation 29.3%
Inland waterways 0.0%
Air navigation 0.6%
Road transport (> 50km) 54.5%
Oil pipelines (> 50km) 4.8%

Source: CNIT 2018-2019

By applying a prudential shift of about 10% from road to rail by 2030 (the long-term targets include 50% road transport,
50% rail transport by 2050 excluding transport by sea and air and excluding transport on routes shorter than 300km), the
following modal share was estimated:

Transport mode

Railway transport 16.5%
Coastal maritime navigation 30%
Inland waterways 0.1%
Air navigation 0.6%
Road transport (> 50km) 47.7%
Oil pipelines (> 50km) 5.1%

This breakdown makes it possible to quantify the CO2 savings from heavy road vehicles from 2030 equal to approximately
400,000 tonnes per year.
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Overall, therefore, starting from 2030 it is reasonable to assume that the eligible investments in the Recovery Fund will
contribute to the achievement of the long-term targets both in terms of modal share and in terms of CO2 savings
(approximately 2.8 million tonnes of CO2 from transport passenger and freight road).

These forecasts have been developed considering all the investments envisaged in the NNRP and constitute a challenging
target but which is deemed achievable, if the hypotheses relating to the response of the Railway Companies for the
services offered, to the demand for railway mobility and to the situation are also confirmed with specific regard to
economic conditions, transport policies, technological innovations and transformations in progress (energy mix, electric
mobility, hydrogen mobility).

In the cluster of investments related to Strengthening metropolitan nodes and key national links, the interventions to
upgrade existing lines are included, which can be grouped into the following categories:

a) Electrification (i.e. Civitanova-Macerata-Albacina electrification, Como - Molteno - Lecco electrification, Cinisi-
Alcamo Dir- Trapani electrification, Ivrea-Aosta electrification, Veneto lines electrification, Belluno ring electrification,
Casarsa - Portogruaro electrification)

b) Infrastructural and technological upgrading (i.e. Bologna - Padova technological upgrade, technological upgrade
of the Florence node, technological upgrade of the Rome - Naples line, completion of the technological upgrade of the
Adriatic line, technological upgrade of the DD Florence - Rome line, upgrading of the Ovada line, upgrading of the
Pontremolese line, technological and infrastructural upgrading of the Genoa-Ventimiglia line, technological upgrading of
the Rome node, ACC Milano c.le and Milano Certosa, General Regulatory Plan and new technological device of Venice
Santa Lucia, technological upgrade of the Turin node and related lines, modernisation of the Sardinian network, Traffic
Technologies (ACC), Udine node)

c) Variants/Doubling/Acceleration (i.e. Riga Variant, Bolzano Node: Virgolo Tunnel, Falconara Variant Doubling
Length-Guidonia, Doubling Ogliastrillo-Castelbuono, Doubling Campoleone-Aprilia, Doubling Adriatica: Termoli-Ripalta-
Lesina, 1st phase Genoa-Turin acceleration, Genoa-Milan acceleration, Tortona-Voghera quadrupling priority works,
Bari Sud node)

d) Railway connections with airports (i.e. Venice airport railway connection, Bergamo airport railway connection,
Catania Fontanarossa airport new stop, first phase)

e) Connection with ports and terminals (i.e. adaptation and upgrading of the Vado Ligure industrial area, Port of

Ravenna, Port of Trieste: railway interventions for the upgrading of the Trieste Campo Marzio station)
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f) Improvement of accessibility (i.e. Accessibility to the new Belfiore HS station and new Belfiore - Florence SMN
connection, Foggia Cervaro HS station, Montemarciano stop)

These investments are all aimed at significantly improving the competitiveness of the railway carrier compared to other
modes of transport, through:

o Improvement of traffic regularity;

. increase in capacity from 4 to 10 trains/h on the suburban sections of access to the nodes being doubled;

o improvement of accessibility and interchange

. improvement of the last mile connections to the main ports and inter-modal terminals of the network with the

aim of increasing the capacity of the plants and making shunting operations more efficient and promoting self-
production;

o strengthening of existing connections and creation of new connections to the main airports in the network;

. creation of the conditions for speeding up services on the catchment lines;

o performance adjustment (module, shape, axial weight);

. increase in capacity and reduction of travel times;

o elimination of interference between passenger traffic and freight traffic thanks to the specialisation of the flows
on the lines;

o increase in the capacity of lines close to saturation.

As a result of the greater competitiveness of the railway carrier, a shift from other methods is expected, which are more
impacting in terms of GHG emissions.

For more precise assessments relating to individual investments, it is necessary to develop a multi-modal traffic analysis
that compares the "project situation" with the "reference situation" and arrive at a quantification of the new modal
distribution and the foreseeable shift towards the railway mode, as required by European regulations for the
preparation of Cost-benefit Analysis (Guide to Cost-benefit Analysis of Investment Projects. Economic appraisal tool for
Cohesion Policy 2014-2020 - December 2014).
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2.

Adaptation to
climate change

B. The measure
appears to support
this target 100%

The adoption of the "European Strategy for Adaptation to Climate Change" in 2013 aimed at making Europe more
resilient, promoting greater awareness on the issue, for example through the implementation of the Climate-Adapt
platform and supporting the actions taken by member States on adaptation.

The target of improving the ability to react to the impacts of climate change at EU level requires the progressive
integration of adaptation to climate change into EU policies, especially in priority sectors such as energy and transport.
In 2015, the Ministry of the Environment and Land and Sea Protection (MATTM) defined the "National Strategy for
Adaptation to Climate Change" (NSAC) to be implemented through the adoption of an action plan/sectoral action plans
that define the schedules and methods of implementation.

In this sense, in 2016, the Ministry of the Environment commissioned the Euro-Mediterranean Centre on Climate
Change (CMCC) to draft the National Plan for Adaptation to Climate Change (NPACC), in order to contain the
vulnerability of natural, social and economic systems, increase their adaptability and resilience and promote the
coordination of actions at different levels of government. In particular, the NPACC, currently being approved, provides
for a process of integration (mainstreaming) on the issues of adaptation (and therefore also in transport) organised over
several levels in an attempt to translate the more general objectives of climate policies into operational guidelines and
actions on the territory, also through the involvement of RFl and ANAS.

With specific reference to transport infrastructures, adaptation strategies take the form of measures aimed at reducing
vulnerabilities, increasing their resilience and consequently reducing the number and frequency of inefficiencies, repair
and maintenance costs.

In response to the Next Generation EU (NGEU) initiative, on 12 January, the Government presented the National
Recovery and Resilience Plan (NRRP) which sets the fight against and adaptation to climate change among its objectives.
In particular, for Mission 3 the NRRP provides:

"A better and more extensive railway network and a smart road network, safer thanks to the control and management
of traffic flows and more resilient in the face of climate change and its ageing, are essential to help increase the
competitiveness of the country, fill the gap between north and south, guaranteeing rapid and efficient connections
between the east and west of the peninsula and standardising the quality of transport services throughout the national
territory."

The new railway works are designed to maximise the useful life of the infrastructure. In design terms, this is
implemented with choices aimed at guaranteeing the durability of the expected performance, also through redundancy
systems, which limit the need for extraordinary maintenance work. These principles are combined with criteria of

resilience to climate change in order to reduce the risks related to them.
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An "adaptation" approach of the design of railway infrastructures to climate change involves the use of the outputs
produced by the weather-climatic models developed by the Intergovernmental Panel for Climate Change (IPCC), reported
in the document "The future climate in Italy: analysis of the regional models "drawn up by the Higher Institute for
Environmental Protection and Research (ISPRA) in 2015, in relation to climate change and extreme weather events in:

- hydraulic verification of river crossing works;

- hydraulic verification of the drainage systems of the railway and road platform.

RFl is among the main beneficiaries of the National Operational Program financed by the ERDF. As part of the National
Operational Program (NOP), the systematic completion of "Form A" - Indicator 6 "Studies/Works of adaptation to
climate change" is envisaged, in which some "Soft", Green", Gray” actions in the design or used in the context of sharing
design choices with the territory are identified.

In the cluster of investments related to Strengthening metropolitan nodes and key national links, the interventions to
upgrade existing lines are included, which can be grouped into the following categories:

e Electrification (i.e. Civitanova-Macerata-Albacina electrification, Como - Molteno - Lecco electrification, Cinisi-
Alcamo Dir- Trapani electrification, Ivrea-Aosta electrification, Veneto lines electrification, Belluno ring
electrification, Casarsa - Portogruaro electrification)

e Infrastructural and technological upgrading (i.e. Bologna - Padova technological upgrade, technological
upgrade of the Florence node, technological upgrade of the Rome - Naples line, completion of the
technological upgrade of the Adriatic line, technological upgrade of the DD Florence - Rome line, upgrading of
the Ovada line, upgrading of the Pontremolese line, technological and infrastructural upgrading of the Genoa-
Ventimiglia line, technological upgrading of the Rome node, ACC Milano c.le and Milano Certosa, General
Regulatory Plan and new technological device of Venice Santa Lucia, technological upgrade of the Turin node
and related lines, modernisation of the Sardinian network, Traffic Technologies (ACC), Udine node)

e Variants/Doubling/Acceleration (i.e. Riga Variant, Bolzano Node: Virgolo Tunnel, Falconara Variant Doubling
Length-Guidonia, Doubling Ogliastrillo-Castelbuono, Doubling Campoleone-Aprilia, Doubling Adriatica: Termoli-
Ripalta-Lesina, 1st phase Genoa-Turin acceleration, Genoa-Milan acceleration, Tortona-Voghera quadrupling
priority works, Bari Sud node)

e Railway connections with airports (i.e. Venice airport railway connection, Bergamo airport railway connection,
Catania Fontanarossa airport new stop, first phase)

110



Q)

e Connection with ports and terminals (i.e. adaptation and upgrading of the Vado Ligure industrial area, Port of
Ravenna, Port of Trieste: railway interventions for the upgrading of the Trieste Campo Marzio station)

e Improvement of accessibility (i.e. Accessibility to the new Belfiore HS station and new Belfiore - Florence SMN
connection, Foggia Cervaro HS station, Montemarciano stop)

These investments are all aimed at significantly improving the competitiveness of the railway carrier compared to other
modes of transport, through:

e Improvement of traffic regularity;
e increase in capacity from 4 to 10 trains/h on the suburban sections of access to the nodes being doubled;
e improvement of accessibility and interchange

e improvement of the last mile connections to the main ports and inter-modal terminals of the network with the
aim of increasing the capacity of the plants and making shunting operations more efficient and promoting self-
production;

e strengthening of existing connections and creation of new connections to the main airports in the network;
e of the conditions for speeding up services on the catchment lines;

e adjustment (module, shape, axial weight);

e increase in capacity and reduction of travel times;

e elimination of interference between passenger traffic and freight traffic thanks to the specialisation of the
flows on the lines;

e increase in the capacity of lines close to saturation.
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Sustainable use
and protection of
water and marine
resources

A. The measure has no
or negligible impact on
this target

The use of water resources generally involves - or could lead to - negative impacts (i.e. negative externalities) on other
potential users. The main negative externalities are linked to the impairment of the quality of the water contained in
the water bodies from which it is withdrawn, due to polluting activities.

For the new infrastructure projects promoted by RFI, the Environmental Impact Study and the Environmental Project of
the Construction Site represent the main tool for the identification, prevention, evaluation and identification of
management and mitigation measures of potential impacts on the environment. related to the construction phase of
the works, contributing to the principle of sustainable use, reuse and protection of the water resource. The
Environmental Monitoring Project is also drafted from the design phase to identify the points to be monitored on
potentially critical factors as resulting from the results of the Environmental Impact Study.

In fact, said Monitoring verifies and controls the impact of the construction of the work also on the superficial and deep
hydro-geological system, in order to prevent alterations and possibly plan effective containment and mitigation
interventions.

The risks of environmental degradation related to the protection of water quality and the prevention of water stress are
identified and taken into consideration in accordance with the requirements of Directive 2000/60/EC (Water
Framework Directive).
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The circular B. The measure . - - . . . .
In the National Recovery and Resilience Plan (NRRP) it is recalled that investments in the Circular Economy intervene on

econom appears to support . . . .
Ys PP PP a process aimed at producing secondary raw materials from waste materials to make Italy less dependent on the supply

including waste this target 100% . . . .
& & ? of raw materials and consequently stronger and competitive on international markets.

prevention and
recycling The NRRP also foresees a regulatory reform intervention, called “Circularity and traceability” aimed at promoting

administrative simplification in the field of circular economy and the implementation of the European action plan for
the circular economy. The latter will aim to improve the organisation and operation of the waste control and traceability
system, to strengthen eco-design and industrial symbiosis, reducing waste production upstream and to strengthen
Italy's position as a country with the highest circular reuse rates in Europe.

The circular economy envisages reducing the consumption of resources and raw materials and is therefore also
connected to the design principles of the railway infrastructure which, by maximising durability and useful life, reduce
extraordinary maintenance interventions. The main environmental problems related to the waste sector are
attributable to the consequences caused by the different types of disposal or recovery adopted: polluting emissions
from landfills or incinerators, soil contamination, negative perceptual effects, pollution problems potentially associated
with recycling or recovery, etc.

As a European reference, we recall the "Waste Strategy Review", in which waste management is placed in descending
order of preference: Reduction at source; Reuse; Recovery; Incineration with energy recovery; Disposal in controlled
landfills.

Rete Ferroviaria Italiana, operates in a sector oriented towards the sustainable development of the country and every
day works for the construction of a new scenario of mobility and progress focused on people and the environment. In
this context, RFI has cultivated an important tradition in favour of the development of policies and practices of circular
economy and energy transition, capable on the one hand of minimising the impacts of production activities and on the
other of maximising the utility and value of railway assets.

In the construction and maintenance of the infrastructure, RFl produces a large quantity of construction and demolition
materials, mainly consisting of excavated earth and rocks and excavated railway rubble. The treatment and
management of excavated earth and rocks has been subject, over the last few years, to various regulatory changes, up
to the implementation of article 5 of Directive 98/2008/EC, implemented with the introduction of art. 184-bis in the
Consolidated Environmental Law. The Directive governs measures and criteria to be met to establish whether specific

substances or objects can be considered by-products or waste. The implementation of the principle outlined in article
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184-bis has therefore given rise to Ministerial Decree 161/2012 which then evolved into the current Presidential Decree
120/2017 containing the simplified regulation of the management of excavated earth and rocks. This regulation
establishes that earth and rocks coming from excavations in the construction sector can sometimes present themselves
as materials to be considered as real "products" to be reused to replace the natural resources deriving from quarry
"exploitation". RFl therefore proceeded to adapt its procedures (design manuals and tender specifications) to
proactively respond to EU principles, achieving very high standards in the European construction landscape. As part of
the RFI Civil Works Design Manual, the procedural system to be adopted both in the design phase and in the execution
phase of the interventions aimed at maximising the reuse of excavated earth and rocks in the same works of origin or,
alternatively, in other works or industrial processes was defined so as to reduce, on the one hand, the production of
special waste and, on the other, the need to procure virgin quarry material, promoting the transition towards the
circular economy.

Only in the event that the material does not meet the environmental characteristics or performance criteria, RFI admits
its management as waste. Also in this case the procedural system is such as to promote the delivery of waste for
recovery rather than disposal with the aim of promoting its circularity in order to guarantee its re-entry into the product
cycle.

By-products not intended for re-use in railway works are instead intended for environmental redevelopment and
restoration interventions identified in synergy with local administrations, in order to identify degraded or abandoned
areas or interventions of public interest and of priority importance in the areas impacted/affected by the Design.
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Prevention and
limitation of
impacts on air,
water and soil
quality

A. The measure has no
or negligible impact on
this target

Emissions of air pollutants such as nitrogen oxides, sulphur dioxide or particulate matter, etc. have negative impacts on
human health, generate material damage and losses in crops and adversely affect ecosystems.

Investments in transport can significantly affect air quality, affecting the decrease or increase in the level of emissions of
air pollutants.

Activities that generate emissions of pollutants into the atmosphere (i.e. NOx, SOx, COVNM, PMtot) first of all have an
impact in local terms, i.e. where the transport system being assessed is produced and managed.

There are mainly four types of impacts in terms of local emissions into the atmosphere related to the transport sector:
1. Effects on health: due to the risk of increased respiratory and cardiovascular diseases and the relative increase in the
costs of medical treatment, loss of working hours due to illness and greater risk of death;

2. Damage to agriculture: due to potential damage to agricultural products by some pollutants (i.e. NOx, VOC, SOx) and
the relative decrease in agricultural yields;

3. Damage to materials and buildings: due to damage to buildings and fagades produced by dust or corrosion processes
triggered by some polluting substances, this effect in our territory is considered insignificant;

4. Loss of biodiversity: due to damage to ecosystems due to some pollutants that could alter the balance of fauna and
flora, this effect in our territory is considered insignificant.

In the EC Delft document "Handbook on External costs of transport" the main available studies have been collected and
processed to evaluate these impacts and thus provide the two main input values for estimating the externalities
connected to local emissions:

e cost factors, which express health and non-health costs in terms of €/ton of substance considered;

e emission factors, which express the unit values in terms of tonnes of substance considered for p-km or for v-km, or for
t-km.

The EC Delft document - “Handbook on external costs of transport”, January 2019, provides the total and unitary costs
of emissions with effects on climate change for passenger ground transport (EU28 average). For the sake of brevity, only
the following average values are reported:

- passenger car (petrol) = 0.33 €-cent/pkm

- hight speed passenger train = 0.002 €-cent/pkm

The competitive advantage in terms of air pollution of the railway mode compared to the road mode is evident.
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Transport mode. Totai costs EU28 | Average costs |
Passenger transport Billion € | €-cent/pkm €-cent/vkm
Passenger car — 33.36 | 0.71 1.14 |
Passenger car - petrol 8.58 | 0.33 0.53 |
Passenger car - diesel 24.79 | 1.18 1.90
Motorcycle 1.54 1.12 1.7
7 1.35 | 0.76 | 14.19 |
Caach 2.67 | 0.73 | 14.34 |
Total passenger road 9.23 |
High speed passenger train _ 0.002 | 0.002 0.66
Passenger train electric 0.03* 0.0 1.14 |
Passenger train diesel 0.52 | 0.80 47.0
| Total passenger rail 0.55 |
Total passenger transport 39.78 |

In the cluster of investments related to Upgrading, electrification and resilience of railways South the interventions to

upgrade existing lines in the south are included, which can be grouped into the following categories:

a)

b)

d)

Electrification (i.e. Electrification and modernisation of the Barletta-Canosa line, Electrification and acceleration of
Roccaravindola-lsernia-Campobasso, Electrification of the lonian line, Catanzaro Lido - Crotone - Sibari line, Potenza
- Foggia railway line - modernisation and electrification)

Infrastructural and technological upgrading (i.e. Venafro upgrade - Campobasso - Termoli, Sibari-Catanzaro Lido-
Reggio Calabria/Lamezia Terme upgrade, Pescara-Foggia upgrade, Palermo - Agrigento - Porto Empedocle lower

upgrade, Taranto-Brindisi technological upgrade)

Variants/Doubling/Acceleration (i.e. Doubling Codogno-Cremona-Mantova 1st phase, Doubling Decimomannu-

Villamassargia 1st phase, New Ferrandina-Matera La Martella Line)

Railway connections with airports (i,e, Arechi-Pontecagnano Airport section, Brindisi airport railway connection,
Olbia airport railway connection)
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e) Connection with ports and terminals (i.e. New Cagioni station and connection with new Logistic Plate, Bari
Lamasinata freight terminal, Brindisi inter-modal hub, Trapani Birgi inter-modality and accessibility, Port connection
and Augusta bypass)

f) Improvement of accessibility (i.e. Taranto station underpass)
g) South line resilience plan.

These investments are all aimed at significantly improving the competitiveness of the railway carrier with respect to other
modes of transport, by increasing the performance of the current railway infrastructure and improving the accessibility
of transport demand to the railway network.

As reported by the "Handbook on the external costs of transport”, the various negative effects that transport activities
can cause in terms of soil and water pollution are considered to be, for example, those due to:

¢ Heavy metals. There are several transport-related processes that involve the emission of heavy metals, for example,
brake abrasion (both for rail and road transport), track abrasion and fuel combustion residues. To date, there are
limited studies that estimate the impacts deriving from the emission of heavy metals in transport in monetary terms.
However, some research has shown that these can be considered as negligible (i.e. less than 1% of the total costs of
externalities related to the transport sector).

» Toxic organic substances. Another consequence related to fuel combustion is the emission of toxic organic substances.
However, their impact in terms of environmental pollution is relatively low.

* Poor waste water management. In the context of the activities carried out in the transport sector, in the infrastructure
sector and in the real estate services sector, another form of potential pollution is represented by the discharge of
waste water.

As part of the design of new railway infrastructures and in particular those to be subjected to Environmental Impact
Assessment (EIA), all the necessary studies are carried out to verify the conditions of minimum interference with the
components defined by the EIA regulations, including air , water, soil, biodiversity, raw materials, acoustic and
vibrational climate, etc. The environmental studies for the interventions subjected to EIA are completed by the
Environmental Design of the Construction Site and by the Environmental Monitoring Plan.
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The studies also include the identification of the possible presence of contaminated sites in order to guide the route
choices, limit interference and, if possible, redevelop and reclaim the areas.

The Environmental Design of the Construction Site aims to identify, describe and assess the significance of the direct
and indirect environmental problems that can be generated and define mitigation measures and operational
procedures to contain the environmental impacts connected to the construction phase of the work.

The measures essentially consist of direct and indirect interventions in the construction site areas, on the roads used for
the construction of the work (movements between the construction site areas, roads to/from quarries and landfills,
storage sites, etc.), in land storage areas, contributing to the protection of surface and deep waters, soil, biodiversity,
the need for raw materials, the acoustic climate, vibrations, air quality, waste and waste materials, water discharges,
harmful substances and the landscape.

The attention to the environment, which characterises the model for the construction of sustainable railway
infrastructures, is also concretely applied in the adoption, in the contract assignment phase, of specific contractual
clauses which provide for the obligation for the companies carrying out the works to ensure constant and timely
supervision of the environmental aspects of the construction site also through the implementation of specific
environmental management systems that comply with the requirements of the international standard by the
contractor.

The Environmental Monitoring Design is drawn up in accordance with the current legislation on environmental matters,
and in compliance with the guidelines in force and in compliance with the provisions of the pertinent bodies for the
supervision of the various environmental components. It defines the objectives, requirements, methodological criteria,
methods and timing for Before - During - After Work Monitoring, taking into account the territorial and environmental
reality in which the design of the work is inserted and the potential impacts it determines both in positive and negative
terms, as a result of the assessments that emerged in the analyses carried out on environmental factors as part of the
drafting of the Environmental Impact Study.

The proponent, through Environmental Monitoring activities, verifies the impact of the work on the environmental
matrices by carrying out measurement campaigns in the ante-construction phase (for the characterisation of the site),
during work (for the construction phase) and after (for the operating phase).

The campaigns include investigations on the components of surface and groundwater, soil and subsoil, acoustic and
vibrational climate, air quality, social environment and vegetation, flora, fauna and ecosystems.

118




Q)

Monitoring data are entered and organised through a geographic information database, which constantly provides
updates on the environmental status of the areas affected by the works, to the bodies responsible for the control and
validation process of the environmental data, through specific alerting tools.

As regards the verification of the acoustic and vibrational impact, specific forecast studies are drawn up in which the
receptors present in the design's range or influence are identified and the post-work climate is characterised by means
of simulations conducted with specific specialised software that take into account the characteristics of the design,
territory, infrastructure and traffic planned both during the day and night. Downstream of this activity, the post-
construction emission scenario is compared with the limits imposed by current legislation, in order to dimension the
mitigation measures necessary to bring the acoustic climate and any vibration emissions within the standard deadlines.
For vibrations, in particular, reference is made to the standard indications (UNI standards) concerning the disturbance
to people.
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Protection and
restoration of
biodiversity and
ecosystems

A. The measure has no
or negligible impact on
this target

Transport infrastructures have different effects on nature, landscape and natural habitats.

The main effects reported in the literature are habitat fragmentation and disturbance of ecological permeability, habitat

loss (loss of biocoenoses), negative effects on ecosystems due to the presence and operation of infrastructures and,
finally, to the emission of atmospheric pollutants.

In the EC Delft document “Handbook on External costs of transport” the main studies available in literature have been
collected and processed to evaluate these impacts.

The document sets out the cost factors for habitat loss and habitat fragmentation for the EU28 average. The cost factors

derive from the Swiss study on the external costs of transport INFRAS en Ecoplan, 2018.

For example, the "Total habitat damage" expressed in costs € 2016 per km and year is equal to:

- 93,500 for motorway infrastructures

- 84,500 for high-speed railway infrastructures. |

Table 58 — Cost factors for costs of habitat damage EU28

Cost in €200 per km and year Road Rail Aviation Inland
£€/(km *a) £/[km*a) €/(km2 *a) waterways
£/(km=a)

Motorways | Other roads | High-speed | Other railways
Habitat loss 78,900 1,900 57,500 g,200 437,500 5,600
Habitat fragmentation 14 600 2,200 27,000 5,900 0 0
Total habitat damage 93,500 4,100 84,500 14,100 437,500 6,600

Source: Own calculations based on INFRAS, Ecoplan 2018 (External effects of transport in Switzerland 2015).

According to the Biodiversity Strategies for 2030 foreseen for the United Nations Conference on Biodiversity 2020
(COP15), the European Parliament in terms of Biodiversity has defined the following objectives:

. ensure that at least 30% of the EU territory is made up of natural areas

o restore at least 30% of damaged ecosystems
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o further integrate biodiversity into all policies
. set up a clear spending target for biodiversity integration in the 2021-2027 long-term budget of a minimum of
10%

Railway infrastructures also offer the opportunity to intervene on some of these points, for example the redevelopment
of damaged ecosystems, through environmental mitigation and compensation, and the restitution of natural areas, for
example, following the decommissioning of railway lines.

For the new infrastructure designed promoted by RFI, the analysis of the reference context in terms of biodiversity is
one of the main tools for the prevention of potential significant impacts on the environment, already in the phase of
choosing the corridor and the route.

In fact, starting from a study of a large area, and in the context of route choices that respect the geometric and
functional constraints of the work, the solution is identified that has the greatest characteristics of sustainability also
minimising interference with parks, protected areas and Natura 2000 sites.

Evidence of this design focus and of all the actions aimed at mitigating the construction and operation phase of the
infrastructure, is provided in the Environmental Impact Study and, if necessary, in the Incidence Report.

With regard to Natura 2000 sites, if the design solution as selected above in any case directly or indirectly (5 km range)
concerns a Site of Community Interest/Special Conservation Areas and/or a Special Protection Area, the Impact
Assessment procedure Environmental is integrated by the Environmental Impact Assessment Procedure.

The Incidence Report examines all possible alterations on the habitats and on the protected animal and plant species,
also by means of precise surveys in the field.
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5.8 Strengthening regional lines - Upgrading of regional railways (management RFl)

DNSH ASSESSMENT

Mission 3 - Infrastructures for sustainable mobility

Cluster 1. High-speed rail and road maintenance 4.0

Project/Reform 8. Strengthening regional lines - Upgrading of regional railways (management RFI)
Contact MIMS/RFI

Date completed 29 April 2021
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Phase 1
Environmental target = Does the measure Motivation if indicated A, B, C

have no or negligible

impact on the target
or is it considered
compliant with the
DNSH principle for the
relevant target?

1. Climate change B. The measure EU regulation 2021/241 of 12 February 2021, which established the Recovery and Resilience Facility, establishes in

mitigation appears to support . . . . . . . .
& PP PP Annex VI "Climate control methodology" that the interventions relating to "Newly built or refurbished railway lines -

1 0,
this target 100% TEN core network -T "(code 065) have a Coefficient for calculating support for climate change targets equal to 100%.
Article 10 of EU regulation 2020/852, known as the "Taxonomy regulation” provides that:

"An economic activity is considered to make a substantial contribution to climate change mitigation if it substantially
contributes to stabilising greenhouse gas concentrations in the atmosphere to the level that prevents dangerous
anthropogenic interference with the climate system in line with the long-term temperature target of the Paris
Agreement by avoiding or reducing greenhouse gas emissions or increasing the absorption of greenhouse gases,
including through innovative products or processes by:

a) ... (omission)

b) ... (omission)

c) the increase in clean or climate-neutral mobility;
d) ... (omission)”.

Green House Gases (GHG) are those gases that are transparent to solar radiation entering the Earth, but are able to
consistently retain the infrared radiation emitted by the Earth's surface, the atmosphere and clouds. The most
impacting GHGs for the increase in the greenhouse effect are: CO2, N20, CH4 and emissions from the aviation sector.

The green transition and sustainability are the cornerstones for Europe's recovery towards a zero-emissions society.

In 2011, the White Paper on transport set the following targets: by 2030, rail, together with waterways, will have to
attract 30% of road freight transport on distances over 300 km and 50% by 2050.
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As part of the European Green Deal, with reference to Climate Actions, the European Commission in September 2020
proposed to raise the goal of reducing CO2 and climate-altering gas emissions from 40% to 55% by 2030 (compared to
1990 levels), and climate neutrality by 2050.

Furthermore, the 'Sustainable and Smart Mobility Strategy' (SSMS) [COM (2020) 789 final], an integral part of the Green
Deal agenda, published by the EC in December 2020, requires the transport sector to transform towards a net 90% drop
in emissions by 2050.

The targets of the SSMS are particularly challenging:

. by 2030, collective line transport of less than 500 km must be zero-emission, inter-modal transport by rail and
inland waterway must be able to compete with road transport in the EU, rail freight traffic must increase by 50% while
high-speed traffic will have to double across Europe;

. by 2050: high-speed rail traffic must triple, rail freight traffic must double, the multi-modal trans-European
transport network (TEN-T) will be fully operational for sustainable and intelligent transport with high-speed
connectivity, all external intra-EU transport costs must be covered by transport users.

At the basis of the Commission's attention to the development of rail transport is the recognition that the development
of the railway mode contributes to the reduction of Green House Gas (GHG) emissions and that CO2, N20, CH4 are
among the most impacting for the increase of the greenhouse effect.

In fact, according to the Commission's estimates, rail transport produces only 0.5% of the overall GHG emissions
emitted by the European transport sector (EU-28, 2017 data).

In fact, as stated by The European Environment Agency, railway emissions (albeit calculated for diesel trains only),

constitute only a small percentage of total transport emissions.
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Fig. 2: Greenhouse gas emissions from transport in the EU, by transport mode and scenario

Chart Table
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Source: (https://www.eea.europa.eu/data-and-maps/indicators/transport-emissions-of-greenhouse-gases-
7/assessment)

The National Recovery and Resilience Plan foresees huge investments for the railway sector aimed at the design and
construction of new infrastructures within the core and global TEN-T network that will contribute to improving the
efficiency and competitiveness of the railway carrier and promote the shift from other modalities that produce higher
amounts of GHG.

Regional railway lines are 43% electrified and, for these, the GHG emission is indirect, as it is connected to the
production of electricity.

The investments envisaged in the NRRP concern: upgrading of already electrified lines, electrification of diesel traction
lines, upgrading of lines for the planned transition to hydrogen traction.

In terms of C02 emissions, various scientific studies have compared the different modes of transport.
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Below is an effective representation of the lower impact in terms of CO2 emissions by the railway carrier compared to
other modes of transport.
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The EC Delft document - “Handbook on external costs of transport”, January 2019, provides the total and unitary costs
of emissions with effects on climate change for land transport (EU28 average).

Total costs EU28 Average costs
Passenger transport Billion € €-cent per pkm €-cent per vkm
Passenger car 55.56 1.18 1.90
Passenger car - petrol 32.02 1.22 1.97
Passenger car - diesel 23.54 1.12 1.80
Motorcycle 1.47 0.8% .94
Bus 0.84 0.47 883
Coach 1.61 0.44 B.66
Total passenger road 59.49
Passenger train diessl 0.22 0.34 201
Total passenger transport 59.71

As an example, the following average values were compared:
- passenger car (petrol) = 1.22 €-cent/pkm
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- passenger train diesel = 0.34 €-cent/pkm
The costs of climate change for electric trains are only attributable to emissions from the production of electricity from
non-renewable sources.

The commitment of the Ferrovie dello Stato Italiane Group (FS Group), of which RFl is a part, for the fight against
climate change has always characterised the modus operandi of the Group itself and, in 2019, led to the definition of
the target of achieving carbon neutrality by 2050.

In 2020, the FS Group's correct management of climate issues was formally recognised by the Carbon Disclosure Project
(CDP- a non-profit organisation that is responsible for evaluating the environmental performance of the largest
industrial groups) by obtaining an "A-" rating. ("Leadership" range) and being above the average of the global, European
and sector level companies analysed by the organisation. The FS Group, in particular, was recognised for the
implementation of current best practices in the fight against climate change, positively evaluating the completeness of
the information, the awareness and management of environmental risks and the activation of the associated best
practices. environmental leadership, which includes setting ambitious goals.

The achievement of the targets set by the European Commission requires a great commitment for the transport sector
and in particular the railway sector if we consider that, according to the National Account of Infrastructures and
Transport (CNIT), passenger traffic in Italy is 91.5 % on road (882 billion passenger-kilometres in terms of private road
transport, extra-urban public transport and public urban transport), while rail represents about 6% of passengers
against 7.8% in Europe (COM (2021) 5 final , EU).

At the same time, 54.5% of goods travel by road (about 100 billion tonne-km) and about 11% by rail compared to 18.7%
in Europe (COM (2021) 5 final, EU).

The railway investments eligible for the Recovery Fund will contribute significantly in terms of modal shift from road
transport to rail transport and consequently will produce a reduction in CO2 emissions.

The cluster of investments relating to Strengthening regional lines includes interventions for the infrastructural and
technological upgrading of existing lines (i.e. electrification). These investments are all aimed at increasing safety levels
and significantly improving the competitiveness of the railway carrier with respect to other modes of transport, by
increasing the performance of the current railway infrastructure and improving the accessibility of transport demand to

the railway network. In particular, benefits are expected for the passenger segment due to the increase in the speed of
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the new railway lines and the elimination of the subjection to the formation of the timetable connected to the presence
of the limitations on line speed Added to these are the foreseeable benefits associated with improving the accessibility
of areas that are not currently served by the railway carrier.

As a result of the greater competitiveness of the railway carrier, a shift from other methods is expected, which are more
impacting in terms of GHG emissions.

For more precise assessments relating to individual investments, it is necessary to develop a multi-modal traffic analysis
that compares the "project situation" with the "reference situation" and arrive at a quantification of the new modal
distribution and the foreseeable shift towards the railway mode, as required by European regulations for the

preparation of Cost-benefit Analysis (Guide to Cost-benefit Analysis of Investment Projects. Economic appraisal tool for
Cohesion Policy 2014-2020 - December 2014).
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2.

Adaptation to
climate change

B. The measure
appears to support
this target 100%

The adoption of the "European Strategy for Adaptation to Climate Change" in 2013 aimed at making Europe more
resilient, promoting greater awareness on the issue, for example through the implementation of the Climate-Adapt
platform and supporting the actions taken by member States on adaptation.

The target of improving the ability to react to the impacts of climate change at EU level requires the progressive
integration of adaptation to climate change into EU policies, especially in priority sectors such as energy and transport.
In 2015, the Ministry of the Environment and Land and Sea Protection (MATTM) defined the "National Strategy for
Adaptation to Climate Change" (NSAC) to be implemented through the adoption of an action plan/sectoral action plans
that define the schedules and methods of implementation.

In this sense, in 2016, the Ministry of the Environment commissioned the Euro-Mediterranean Centre on Climate
Change (CMCC) to draft the National Plan for Adaptation to Climate Change (NPACC), in order to contain the
vulnerability of natural, social and economic systems, increase their adaptability and resilience and promote the
coordination of actions at different levels of government. In particular, the NPACC, currently being approved, provides
for a process of integration (mainstreaming) on the issues of adaptation (and therefore also in transport) organised over
several levels in an attempt to translate the more general objectives of climate policies into operational guidelines and
actions on the territory, also through the involvement of RFl and ANAS.

With specific reference to transport infrastructures, adaptation strategies take the form of measures aimed at reducing
vulnerabilities, increasing their resilience and consequently reducing the number and frequency of inefficiencies, repair
and maintenance costs.

In response to the Next Generation EU (NGEU) initiative, on 12 January, the Government presented the National
Recovery and Resilience Plan (NRRP) which sets the fight against and adaptation to climate change among its objectives.
In particular, for Mission 3 the NRRP provides:

"A better and more extensive railway network and a smart road network, safer thanks to the control and management
of traffic flows and more resilient in the face of climate change and its ageing, are essential to help increase the
competitiveness of the country, fill the gap between north and south, guaranteeing rapid and efficient connections
between the east and west of the peninsula and standardising the quality of transport services throughout the national
territory."

The new railway works are designed to maximise the useful life of the infrastructure. In design terms, this is
implemented with choices aimed at guaranteeing the durability of the expected performance, also through redundancy
systems, which limit the need for extraordinary maintenance work. These principles are combined with criteria of

resilience to climate change in order to reduce the risks related to them.
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An "adaptation" approach of the design of railway infrastructures to climate change involves the use of the outputs
produced by the weather-climatic models developed by the Intergovernmental Panel for Climate Change (IPCC),
reported in the document "The future climate in Italy: analysis of the regional models "drawn up by the Higher Institute
for Environmental Protection and Research (ISPRA) in 2015, in relation to climate change and extreme weather events
in:

- hydraulic verification of river crossing works;

- hydraulic verification of the drainage systems of the railway and road platform.

The cluster of investments relating to Strengthening regional lines includes interventions for the infrastructural and
technological upgrading of existing lines (i.e. electrification). These are investments that involve the construction of
railway lines according to the best technical standards. Consider of the verification and adjustment of the free railway
bridge sides over rivers with changed hydraulic regime.

Sustainable use
and protection of
water and marine
resources

A. The measure has no
or negligible impact on
this target

The use of water resources generally involves - or could lead to - negative impacts (i.e. negative externalities) on other
potential users. The main negative externalities are linked to the impairment of the quality of the water contained in
the water bodies from which it is withdrawn, due to polluting activities.

For work on regional railway lines, where necessary, the Environmental Impact Study and the Environmental Project of
the Construction Site will be drafted to represent the main tool for the identification, prevention, evaluation and
identification of management and mitigation measures of potential impacts on the environment. related to the
construction phase of the works, contributing to the principle of sustainable use, reuse and protection of the water
resource. The components in question are usually subjected to Environmental Monitoring in order to verify that, as
planned, they are adequate for the protection of the resource itself. In fact, the Environmental Monitoring Plan verifies
and controls the impact of the construction of the work on the superficial and deep hydro-geological system, in order to
prevent alterations and possibly plan effective containment and mitigation interventions.

The risks of environmental degradation related to the protection of water quality and the prevention of water stress are
identified and taken into consideration in accordance with the requirements of Directive 2000/60/EC (Water
Framework Directive).
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The circular
economy,
including waste
prevention and
recycling

B. The measure
appears to support
this target 100%

In the National Recovery and Resilience Plan (NRRP) it is recalled that investments in the Circular Economy intervene on
a process aimed at producing secondary raw materials from waste materials to make Italy less dependent on the supply
of raw materials and consequently stronger and competitive on international markets.

The NRRP also foresees a regulatory reform intervention, called “Circularity and traceability” aimed at promoting
administrative simplification in the field of circular economy and the implementation of the European action plan for
the circular economy. The latter will aim to improve the organisation and operation of the waste control and traceability
system, to strengthen eco-design and industrial symbiosis, reducing waste production upstream and to strengthen
Italy's position as a country with the highest circular reuse rates in Europe.

The circular economy envisages reducing the consumption of resources and raw materials and is therefore also
connected to the design principles of the railway infrastructure which, by maximising durability and useful life, reduce
extraordinary maintenance interventions. The main environmental problems related to the waste sector are
attributable to the consequences caused by the different types of disposal or recovery adopted: polluting emissions
from landfills or incinerators, soil contamination, negative perceptual effects, pollution problems potentially associated
with recycling or recovery, etc.

As a European reference, we recall the "Waste Strategy Review", in which waste management is placed in descending
order of preference: Reduction at source; Reuse; Recovery; Incineration with energy recovery; Disposal in controlled
landfills.

With the aim of maximising the resources already available, the hypothesis is being studied of reusing the armament
material dismissed by the National Railway Infrastructure (off-site) in the regional lines that are less stressed in terms of
traffic and speed while safeguarding safety standards.
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Prevention and
limitation of
impacts on air,
water and soil
quality

A. The measure has no
or negligible impact on
this target

Emissions of air pollutants such as nitrogen oxides, sulphur dioxide or particulate matter, etc. have negative impacts on
human health, generate material damage and losses in crops and adversely affect ecosystems.

Investments in transport can significantly affect air quality, affecting the decrease or increase in the level of emissions of
air pollutants.

Activities that generate emissions of pollutants into the atmosphere (i.e. NOx, SOx, COVNM, PMtot) first of all have an
impact in local terms, i.e. where the transport system being assessed is produced and managed.

There are mainly four types of impacts in terms of local emissions into the atmosphere related to the transport sector:
1. Effects on health: due to the risk of increased respiratory and cardiovascular diseases and the relative increase in the
costs of medical treatment, loss of working hours due to illness and greater risk of death;

2. Damage to agriculture: due to potential damage to agricultural products by some pollutants (i.e. NOx, VOC, SOx) and
the relative decrease in agricultural yields;

3. Damage to materials and buildings: due to damage to buildings and fagades produced by dust or corrosion processes
triggered by some polluting substances, this effect in our territory is considered insignificant;

4. Loss of biodiversity: due to damage to ecosystems due to some pollutants that could alter the balance of fauna and
flora, this effect in our territory is considered insignificant.

In the EC Delft document "Handbook on External costs of transport" the main available studies have been collected and
processed to evaluate these impacts and thus provide the two main input values for estimating the externalities
connected to local emissions:

e cost factors, which express health and non-health costs in terms of €/ton of substance considered;

e emission factors, which express the unit values in terms of tonnes of substance considered for p-km or for v-km, or for
t-km.

The EC Delft document - “Handbook on external costs of transport”, January 2019, provides the total and unitary costs
of emissions with effects on climate change for passenger ground transport (EU28 average). For the sake of brevity, only
the following average values are reported:

- passenger car (petrol) = 0.33 €-cent/pkm

- hight speed passenger train = 0.002 €-cent/pkm

The competitive advantage in terms of air pollution of the railway mode compared to the road mode is evident.
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Transport mode Totai costs EU28 Average costs |
Passenger transport Billion € | €-cent/pkm €-cent/vkm
Passenger car el 336 0.71 ] 144
Passenger car - petrol 8.58 | 0.33 0.53 |
Passenger car - diesel 24.79 | 1.18 1.90
Motorcycle ' 1.84 | 1.12 1.17
e . 1.35 | 0.76 | 14.19 |
Coach ! 2.67 | 0.73 14.34 |
Total passenger road | 39.23 |
High speed passenger train 0.002 | _0.002 0.66 |
Passenger train electric | 0.03" | 0.0 1.14

Passenger train diesel | 052 | 0.80 47.0
Total passenger rail [ 0.55 |
Total passenger transport | |

The cluster of investments relating to Strengthening regional lines includes interventions for the infrastructural and
technological upgrading of existing lines (i.e. electrification). These investments are all aimed at increasing safety levels
and significantly improving the competitiveness of the railway carrier with respect to other modes of transport, by
increasing the performance of the current railway infrastructure and improving the accessibility of transport demand to
the railway network.

As a result of the greater competitiveness of the railway carrier, a shift from other methods is expected, which are more
impacting in terms of pollutant emissions.

For more precise assessments relating to individual investments, it is necessary to develop a multi-modal traffic analysis
that compares the "project situation" with the "reference situation" and arrive at a quantification of the new modal
distribution and the foreseeable shift towards the railway mode, as required by European regulations for the
preparation of Cost-benefit Analysis (Guide to Cost-benefit Analysis of Investment Projects. Economic appraisal tool for
Cohesion Policy 2014-2020 - December 2014).

As reported by the "Handbook on the external costs of transport", the various negative effects that transport activities
can cause in terms of soil and water pollution are considered to be, for example, those due to:
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e Heavy metals. There are several transport-related processes that involve the emission of heavy metals, for example,
brake abrasion (both for rail and road transport), track abrasion and fuel combustion residues. To date, there are

limited studies that estimate the impacts deriving from the emission of heavy metals in transport in monetary terms.
However, some research has shown that these can be considered as negligible (i.e. less than 1% of the total costs of
externalities related to the transport sector).

¢ Toxic organic substances. Another consequence related to fuel combustion is the emission of toxic organic substances.
However, their impact in terms of environmental pollution is relatively low.

* Poor waste water management. In the context of the activities carried out in the transport sector, in the infrastructure
sector and in the real estate services sector, another form of potential pollution is represented by the discharge of
waste water.

Protection and
restoration of
biodiversity and
ecosystems

A. The measure has no
or negligible impact on
this target

Transport infrastructures have different effects on nature, landscape and natural habitats.

The main effects reported in the literature are habitat fragmentation and disturbance of ecological permeability, habitat
loss (loss of biocoenoses), negative effects on ecosystems due to the presence and operation of infrastructures and,
finally, to the emission of atmospheric pollutants.

In the EC Delft document “Handbook on External costs of transport” the main studies available in literature have been
collected and processed to evaluate these impacts.

The document sets out the cost factors for habitat loss and habitat fragmentation for the EU28 average. The cost factors
derive from the Swiss study on the external costs of transport INFRAS en Ecoplan, 2018.

For example, the "Total habitat damage" expressed in costs € 2016 per km and year is equal to:
- 93,500 for motorway infrastructures

- 84,500 for high-speed railway infrastructures. |
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Table 58 — Cost factors for costs of habitat damage EU28

Cost in €205 per km and year Road Rail Aviation Inland
€/(km *a) £/[km*a) €/(km2 *a) waterways
€/[km*a)

Motorways | Other roads | High-speed | Other railways
Habitat loss 78,900 1,900 57,500 g,200 437,500 5,600
Habitat fragmentation 14,600 2,200 27,000 5,900 0 0
Total habitat damage 93,500 4,100 84,500 14,100 437,500 5,600

Source: Own calculations based on INFRAS, Ecoplan 2018 (External effects of transport in Switzerland 2015).

According to the Biodiversity Strategies for 2030 foreseen for the United Nations Conference on Biodiversity 2020

(COP15), the European Parliament in terms of Biodiversity has defined the following objectives:

o ensure that at least 30% of the EU territory is made up of natural areas

o restore at least 30% of damaged ecosystems

o further integrate biodiversity into all policies

o set up a clear spending target for biodiversity integration in the 2021-2027 long-term budget of a minimum of
10%

Railway infrastructures also offer the opportunity to intervene on some of these points, for example the redevelopment
of damaged ecosystems, through environmental mitigation and compensation, and the restitution of natural areas, for

example, following the decommissioning of railway lines.

135



V &
”

5.9 Upgrading, electrification and resilience of railways South

DNSH ASSESSMENT

Mission 3 - Infrastructures for sustainable mobility

Cluster 1. High-speed rail and road maintenance 4.0

Project/Reform 9. Upgrading, electrification and resilience of railways South
Contact MIMS/RFI

Date completed 29 April 2021
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Phase 1
Environmental target = Does the measure Motivation if indicated A, B, C

have no or negligible

impact on the target
or is it considered
compliant with the
DNSH principle for the
relevant target?

1. Climate change B. The measure EU regulation 2021/241 of 12 February 2021, which established the Recovery and Resilience Facility, establishes in

mitigation appears to support . . . . . . . .
& PP PP Annex VI "Climate control methodology" that the interventions relating to "Newly built or refurbished railway lines -

1 0,
this target 100% TEN core network -T "(code 065) have a Coefficient for calculating support for climate change targets equal to 100%.
Article 10 of EU regulation 2020/852, known as the "Taxonomy regulation” provides that:

"An economic activity is considered to make a substantial contribution to climate change mitigation if it substantially
contributes to stabilising greenhouse gas concentrations in the atmosphere to the level that prevents dangerous
anthropogenic interference with the climate system in line with the long-term temperature target of the Paris
Agreement by avoiding or reducing greenhouse gas emissions or increasing the absorption of greenhouse gases,
including through innovative products or processes by:

a) ... (omission)

b) ... (omission)

c) the increase in clean or climate-neutral mobility;
d) ... (omission)”.

Green House Gases (GHG) are those gases that are transparent to solar radiation entering the Earth, but are able to
consistently retain the infrared radiation emitted by the Earth's surface, the atmosphere and clouds. The most
impacting GHGs for the increase in the greenhouse effect are: CO2, N20, CH4 and emissions from the aviation sector.

The green transition and sustainability are the cornerstones for Europe's recovery towards a zero-emissions society.

In 2011, the White Paper on transport set the following targets: by 2030, rail, together with waterways, will have to
attract 30% of road freight transport on distances over 300 km and 50% by 2050.
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As part of the European Green Deal, with reference to Climate Actions, the European Commission in September 2020
proposed to raise the goal of reducing CO2 and climate-altering gas emissions from 40% to 55% by 2030 (compared to
1990 levels), and climate neutrality by 2050.

Furthermore, the 'Sustainable and Smart Mobility Strategy' (SSMS) [COM (2020) 789 final], an integral part of the Green
Deal agenda, published by the EC in December 2020, requires the transport sector to transform towards a net 90% drop
in emissions by 2050.

The targets of the SSMS are particularly challenging:

. by 2030, collective line transport of less than 500 km must be zero-emission, inter-modal transport by rail and
inland waterway must be able to compete with road transport in the EU, rail freight traffic must increase by 50% while
high-speed traffic will have to double across Europe;

. by 2050: high-speed rail traffic must triple, rail freight traffic must double, the multi-modal trans-European
transport network (TEN-T) will be fully operational for sustainable and intelligent transport with high-speed
connectivity, all external intra-EU transport costs must be covered by transport users.

At the basis of the Commission's attention to the development of rail transport is the recognition that the development
of the railway mode contributes to the reduction of Green House Gas (GHG) emissions and that CO2, N20, CH4 are
among the most impacting for the increase of the greenhouse effect.

In fact, according to the Commission's estimates, rail transport produces only 0.5% of the overall GHG emissions
emitted by the European transport sector (EU-28, 2017 data).

In fact, as stated by The European Environment Agency, railway emissions (albeit calculated for diesel trains only),

constitute only a small percentage of total transport emissions.
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Fig. 2: Greenhouse gas emissions from transport in the EU, by transport mode and scenario

Chart Table
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Source: (https://www.eea.europa.eu/data-and-maps/indicators/transport-emissions-of-greenhouse-gases-
7/assessment)

The National Recovery and Resilience Plan foresees huge investments for the railway sector aimed at the design and
construction of new infrastructures within the core and global TEN-T network that will contribute to improving the
efficiency and competitiveness of the railway carrier and promote the shift from other modalities that produce higher
amounts of GHG.

The lItalian railway lines are 72% electrified and, for these, the GHG emission is indirect, as it is connected to the
production of electricity.

The investments envisaged in the NRRP concern: upgrading of already electrified lines, electrification of diesel traction
lines, upgrading of lines for the planned transition to hydrogen traction.

In terms of C02 emissions, various scientific studies have compared the different modes of transport.
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Below is an effective representation of the lower impact in terms of CO2 emissions by the railway carrier compared to
other modes of transport.
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The EC Delft document - “Handbook on external costs of transport”, January 2019, provides the total and unitary costs
of emissions with effects on climate change for land transport (EU28 average).

Total costs EU28 Average costs
Passenger transport Billion € €-cent per pkm €-cent per vkm
Passenger car 55.56 1.18 1.90
Passenger car - petrol 32.02 1.22 1.97
Passenger car - diesel 23.54 1.12 1.80
Motorcycle 1.47 0.8% .94
Bus 0.84 0.47 883
Coach 1.61 0.44 B.66
Total passenger road 59.49
Passenger train diessl 0.22 0.34 201
Total passenger transport 59.71

As an example, the following average values were compared:
- passenger car (petrol) = 1.22 €-cent/pkm
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- passenger train diesel = 0.34 €-cent/pkm
The costs of climate change for electric trains are only attributable to emissions from the production of electricity from
non-renewable sources.

The commitment of the Ferrovie dello Stato Italiane Group (FS Group), of which RFl is a part, for the fight against
climate change has always characterised the modus operandi of the Group itself and, in 2019, led to the definition of
the target of achieving carbon neutrality by 2050.

In 2020, the FS Group's correct management of climate issues was formally recognised by the Carbon Disclosure Project
(CDP- a non-profit organisation that is responsible for evaluating the environmental performance of the largest
industrial groups) by obtaining an "A-" rating. ("Leadership" range) and being above the average of the global, European
and sector level companies analysed by the organisation. The FS Group, in particular, was recognised for the
implementation of current best practices in the fight against climate change, positively evaluating the completeness of
the information, the awareness and management of environmental risks and the activation of the associated best
practices. environmental leadership, which includes setting ambitious goals.

The achievement of the targets set by the European Commission requires a great commitment for the transport sector
and in particular the railway sector if we consider that, according to the National Account of Infrastructures and
Transport (CNIT), passenger traffic in Italy is 91.5 % on road (882 billion passenger-kilometres in terms of private road
transport, extra-urban public transport and public urban transport), while rail represents about 6% of passengers
against 7.8% in Europe (COM (2021) 5 final , EU).

At the same time, 54.5% of goods travel by road (about 100 billion tonne-km) and about 11% by rail compared to 18.7%
in Europe (COM (2021) 5 final, EU).

The railway investments eligible for the Recovery Fund will contribute significantly in terms of modal shift from road
transport to rail transport and consequently will produce a reduction in CO2 emissions.

Passenger transport

In 2019, limited to land transport only (road + rail), equal to 938 billion pax.km, the modal split was:
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Transport mode

Railway transport 6%
Extra-urban public transport 10%
Urban public transport 2%
Private road transport 82%

Source: CNIT 2018-2019

At 2030, with the entry into operation of the investments presented in the Recovery Fund, the modal share is estimated
to be:

Transport mode

Railway transport 10%
Extra-urban public transport 11%
Urban public transport 2%

Private road transport 77%

This modal shift is reflected in terms of CO2 saved by passenger road vehicles for a value of approximately 2.3 million
tonnes per year.

Freight Transport

In the case of freight transport, the traffic data for 2019 were considered, which indicate the total value and the following
modal breakdown at approximately 200 billion tonnes km
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Transport mode

Railway transport 10.7%
Coastal maritime navigation 29.3%
Inland waterways 0.0%
Air navigation 0.6%
Road transport (> 50km) 54.5%
Oil pipelines (> 50km) 4.8%

Source: CNIT 2018-2019

By applying a prudential shift of about 10% from road to rail by 2030 (the long-term targets include 50% road transport,
50% rail transport by 2050 excluding transport by sea and air and excluding transport on routes shorter than 300km), the
following modal share was estimated:

Transport mode

Railway transport 16.5%
Coastal maritime navigation 30%
Inland waterways 0.1%
Air navigation 0.6%
Road transport (> 50km) 47.7%
Oil pipelines (> 50km) 5.1%

This breakdown makes it possible to quantify the CO2 savings from heavy road vehicles from 2030 equal to approximately
400,000 tonnes per year.
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Overall, therefore, starting from 2030 it is reasonable to assume that the eligible investments in the Recovery Fund will
contribute to the achievement of the long-term targets both in terms of modal share and in terms of CO2 savings
(approximately 2.8 million tonnes of CO2 from transport passenger and freight road).

These forecasts have been developed considering all the investments envisaged in the NNRP and constitute a challenging
target but which is deemed achievable, if the hypotheses relating to the response of the Railway Companies for the
services offered, to the demand for railway mobility and to the situation are also confirmed with specific regard to
economic conditions, transport policies, technological innovations and transformations in progress (energy mix, electric
mobility, hydrogen mobility).

In the cluster of investments related to Upgrading, electrification and resilience of railways South the interventions to

upgrade existing lines in the south are included, which can be grouped into the following categories:

a) Electrification (i.e. Electrification and modernisation of the Barletta-Canosa line, Electrification and acceleration of
Roccaravindola-Isernia-Campobasso, Electrification of the lonian line, Catanzaro Lido - Crotone - Sibari line, Potenza
- Foggia railway line - modernisation and electrification)

b) Infrastructural and technological upgrading (i.e. Venafro upgrade - Campobasso - Termoli, Sibari-Catanzaro Lido-
Reggio Calabria/Lamezia Terme upgrade, Pescara-Foggia upgrade, Palermo - Agrigento - Porto Empedocle lower
upgrade, Taranto-Brindisi technological upgrade)

c) Variants/Doubling/Acceleration (i.e. Doubling Codogno-Cremona-Mantova 1st phase, Doubling Decimomannu-
Villamassargia 1st phase, New Ferrandina-Matera La Martella Line)

d) Railway connections with airports (i,e, Arechi-Pontecagnano Airport section, Brindisi airport railway connection,
Olbia airport railway connection)

e) Connection with ports and terminals (i.e. New Cagioni station and connection with new Logistic Plate, Bari
Lamasinata freight terminal, Brindisi inter-modal hub, Trapani Birgi inter-modality and accessibility, Port connection
and Augusta bypass)

f) Improvement of accessibility (i.e. Taranto station underpass)

g) South line resilience plan.
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These investments are all aimed at significantly improving the competitiveness of the railway carrier with respect to
other modes of transport, by increasing the performance of the current railway infrastructure and improving the
accessibility of transport demand to the railway network.

As a result of the greater competitiveness of the railway carrier, a shift from other methods is expected, which are more
impacting in terms of GHG emissions.

For more precise assessments relating to individual investments, it is necessary to develop a multi-modal traffic analysis
that compares the "project situation" with the "reference situation" and arrive at a quantification of the new modal
distribution and the foreseeable shift towards the railway mode, as required by European regulations for the

preparation of Cost-benefit Analysis (Guide to Cost-benefit Analysis of Investment Projects. Economic appraisal tool for
Cohesion Policy 2014-2020 - December 2014).
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2.

Adaptation to
climate change

B. The measure
appears to support
this target 100%

The adoption of the "European Strategy for Adaptation to Climate Change" in 2013 aimed at making Europe more
resilient, promoting greater awareness on the issue, for example through the implementation of the Climate-Adapt
platform and supporting the actions taken by member States on adaptation.

The target of improving the ability to react to the impacts of climate change at EU level requires the progressive
integration of adaptation to climate change into EU policies, especially in priority sectors such as energy and transport.
In 2015, the Ministry of the Environment and Land and Sea Protection (MATTM) defined the "National Strategy for
Adaptation to Climate Change" (NSAC) to be implemented through the adoption of an action plan/sectoral action plans
that define the schedules and methods of implementation.

In this sense, in 2016, the Ministry of the Environment commissioned the Euro-Mediterranean Centre on Climate
Change (CMCC) to draft the National Plan for Adaptation to Climate Change (NPACC), in order to contain the
vulnerability of natural, social and economic systems, increase their adaptability and resilience and promote the
coordination of actions at different levels of government. In particular, the NPACC, currently being approved, provides
for a process of integration (mainstreaming) on the issues of adaptation (and therefore also in transport) organised over
several levels in an attempt to translate the more general objectives of climate policies into operational guidelines and
actions on the territory, also through the involvement of RFl and ANAS.

With specific reference to transport infrastructures, adaptation strategies take the form of measures aimed at reducing
vulnerabilities, increasing their resilience and consequently reducing the number and frequency of inefficiencies, repair
and maintenance costs.

In response to the Next Generation EU (NGEU) initiative, on 12 January, the Government presented the National
Recovery and Resilience Plan (NRRP) which sets the fight against and adaptation to climate change among its objectives.
In particular, for Mission 3 the NRRP provides:

"A better and more extensive railway network and a smart road network, safer thanks to the control and management
of traffic flows and more resilient in the face of climate change and its ageing, are essential to help increase the
competitiveness of the country, fill the gap between north and south, guaranteeing rapid and efficient connections
between the east and west of the peninsula and standardising the quality of transport services throughout the national
territory."

The new railway works are designed to maximise the useful life of the infrastructure. In design terms, this is
implemented with choices aimed at guaranteeing the durability of the expected performance, also through redundancy
systems, which limit the need for extraordinary maintenance work. These principles are combined with criteria of

resilience to climate change in order to reduce the risks related to them.
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An "adaptation" approach of the design of railway infrastructures to climate change involves the use of the outputs
produced by the weather-climatic models developed by the Intergovernmental Panel for Climate Change (IPCC), reported
in the document "The future climate in Italy: analysis of the regional models "drawn up by the Higher Institute for
Environmental Protection and Research (ISPRA) in 2015, in relation to climate change and extreme weather events in:

- hydraulic verification of river crossing works;

- hydraulic verification of the drainage systems of the railway and road platform.

RFl is among the main beneficiaries of the National Operational Program financed by the ERDF. As part of the National
Operational Program (NOP), the systematic completion of "Form A" - Indicator 6 "Studies/Works of adaptation to
climate change" is envisaged, in which some "Soft", Green", Gray” actions in the design or used in the context of sharing
design choices with the territory are identified.

In the cluster of investments related to Upgrading, electrification and resilience of railways South the interventions to

upgrade existing lines in the south are included, which can be grouped into the following categories:

a) Electrification (i.e. Electrification and modernisation of the Barletta-Canosa line, Electrification and acceleration of
Roccaravindola-Isernia-Campobasso, Electrification of the lonian line, Catanzaro Lido - Crotone - Sibari line, Potenza
- Foggia railway line - modernisation and electrification)

b) Infrastructural and technological upgrading (i.e. Venafro upgrade - Campobasso - Termoli, Sibari-Catanzaro Lido-
Reggio Calabria/Lamezia Terme upgrade, Pescara-Foggia upgrade, Palermo - Agrigento - Porto Empedocle lower
upgrade, Taranto-Brindisi technological upgrade)

c) Variants/Doubling/Acceleration (i.e. Doubling Codogno-Cremona-Mantova 1st phase, Doubling Decimomannu-
Villamassargia 1st phase, New Ferrandina-Matera La Martella Line)

d) Railway connections with airports (i,e, Arechi-Pontecagnano Airport section, Brindisi airport railway connection,
Olbia airport railway connection)

e) Connection with ports and terminals (i.e. New Cagioni station and connection with new Logistic Plate, Bari
Lamasinata freight terminal, Brindisi inter-modal hub, Trapani Birgi inter-modality and accessibility, Port connection
and Augusta bypass)

f)  Improvement of accessibility (i.e. Taranto station underpass)

g) South line resilience plan.

These investments are all aimed at significantly improving the competitiveness of the railway carrier with respect to
other modes of transport, by increasing the performance of the current railway infrastructure and improving the
accessibility of transport demand to the railway network
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Sustainable use
and protection of
water and marine
resources

A. The measure has no
or negligible impact on
this target

The use of water resources generally involves - or could lead to - negative impacts (i.e. negative externalities) on other
potential users. The main negative externalities are linked to the impairment of the quality of the water contained in
the water bodies from which it is withdrawn, due to polluting activities.

For the new infrastructure projects promoted by RFI, the Environmental Impact Study and the Environmental Project of
the Construction Site represent the main tool for the identification, prevention, evaluation and identification of
management and mitigation measures of potential impacts on the environment. related to the construction phase of
the works, contributing to the principle of sustainable use, reuse and protection of the water resource. The
Environmental Monitoring Project is also drafted from the design phase to identify the points to be monitored on
potentially critical factors as resulting from the results of the Environmental Impact Study.

In fact, said Monitoring verifies and controls the impact of the construction of the work also on the superficial and deep
hydro-geological system, in order to prevent alterations and possibly plan effective containment and mitigation
interventions.

The risks of environmental degradation related to the protection of water quality and the prevention of water stress are
identified and taken into consideration in accordance with the requirements of Directive 2000/60/EC (Water
Framework Directive).
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The circular
economy,
including waste
prevention and
recycling

B. The measure
appears to support
this target 100%

In the National Recovery and Resilience Plan (NRRP) it is recalled that investments in the Circular Economy intervene on
a process aimed at producing secondary raw materials from waste materials to make Italy less dependent on the supply
of raw materials and consequently stronger and competitive on international markets.

The NRRP also foresees a regulatory reform intervention, called “Circularity and traceability” aimed at promoting
administrative simplification in the field of circular economy and the implementation of the European action plan for
the circular economy. The latter will aim to improve the organisation and operation of the waste control and traceability
system, to strengthen eco-design and industrial symbiosis, reducing waste production upstream and to strengthen
Italy's position as a country with

the highest circular reuse rates in Europe.

The circular economy envisages reducing the consumption of resources and raw materials and is therefore also
connected to the design principles of the railway infrastructure which, by maximising durability and useful life, reduce
extraordinary maintenance interventions. The main environmental problems related to the waste sector are
attributable to the consequences caused by the different types of disposal or recovery adopted: polluting emissions
from landfills or incinerators, soil contamination, negative perceptual effects, pollution problems potentially associated
with recycling or recovery, etc.

As a European reference, we recall the "Waste Strategy Review", in which waste management is placed in descending
order of preference: Reduction at source; Reuse; Recovery; Incineration with energy recovery; Disposal in controlled
landfills.

Rete Ferroviaria Italiana, operates in a sector oriented towards the sustainable development of the country and every
day works for the construction of a new scenario of mobility and progress focused on people and the environment. In
this context, RFI has cultivated an important tradition in favour of the development of policies and practices of circular
economy and energy transition, capable on the one hand of minimising the impacts of production activities and on the
other of maximising the utility and value of railway assets.

In the construction and maintenance of the infrastructure, RFI produces a large quantity of construction and demolition
materials, mainly consisting of excavated earth and rocks and excavated railway rubble. The treatment and
management of excavated earth and rocks has been subject, over the last few years, to various regulatory changes, up
to the implementation of article 5 of Directive 98/2008/EC, implemented with the introduction of art. 184-bis in the
Consolidated Environmental Law. The Directive governs measures and criteria to be met to establish whether specific
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substances or objects can be considered by-products or waste. The implementation of the principle outlined in article
184-bis has therefore given rise to Ministerial Decree 161/2012 which then evolved into the current Presidential Decree
120/2017 containing the simplified regulation of the management of excavated earth and rocks. This regulation
establishes that earth and rocks coming from excavations in the construction sector can sometimes present themselves
as materials to be considered as real "products" to be reused to replace the natural resources deriving from quarry
"exploitation". RFI therefore proceeded to adapt its procedures (design manuals and tender specifications) to
proactively respond to EU principles, achieving very high standards in the European construction landscape. As part of
the RFI Civil Works Design Manual, the procedural system to be adopted both in the design phase and in the execution
phase of the interventions aimed at maximising the reuse of excavated earth and rocks in the same works of origin or,
alternatively, in other works or industrial processes was defined so as to reduce, on the one hand, the production of
special waste and, on the other, the need to procure virgin quarry material, promoting the transition towards the
circular economy.

Only in the event that the material does not meet the environmental characteristics or performance criteria, RFI admits
its management as waste. Also in this case the procedural system is such as to promote the delivery of waste for
recovery rather than disposal with the aim of promoting its circularity in order to guarantee its re-entry into the product
cycle.

By-products not intended for re-use in railway works are instead intended for environmental redevelopment and
restoration interventions identified in synergy with local administrations, in order to identify degraded or abandoned
areas or interventions of public interest and of priority importance in the areas impacted/affected by the Design.
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Prevention and
limitation of
impacts on air,
water and soil
quality

A. The measure has no
or negligible impact on
this target

Emissions of air pollutants such as nitrogen oxides, sulphur dioxide or particulate matter, etc. have negative impacts on
human health, generate material damage and losses in crops and adversely affect ecosystems.

Investments in transport can significantly affect air quality, affecting the decrease or increase in the level of emissions of
air pollutants.

Activities that generate emissions of pollutants into the atmosphere (i.e. NOx, SOx, COVNM, PMtot) first of all have an
impact in local terms, i.e. where the transport system being assessed is produced and managed.

There are mainly four types of impacts in terms of local emissions into the atmosphere related to the transport sector:
1. Effects on health: due to the risk of increased respiratory and cardiovascular diseases and the relative increase in the
costs of medical treatment, loss of working hours due to illness and greater risk of death;

2. Damage to agriculture: due to potential damage to agricultural products by some pollutants (i.e. NOx, VOC, SOx) and
the relative decrease in agricultural yields;

3. Damage to materials and buildings: due to damage to buildings and fagades produced by dust or corrosion processes
triggered by some polluting substances, this effect in our territory is considered insignificant;

4. Loss of biodiversity: due to damage to ecosystems due to some pollutants that could alter the balance of fauna and
flora, this effect in our territory is considered insignificant.

In the EC Delft document "Handbook on External costs of transport" the main available studies have been collected and
processed to evaluate these impacts and thus provide the two main input values for estimating the externalities
connected to local emissions:

e cost factors, which express health and non-health costs in terms of €/ton of substance considered;

e emission factors, which express the unit values in terms of tonnes of substance considered for p-km or for v-km, or for
t-km.

The EC Delft document - “Handbook on external costs of transport”, January 2019, provides the total and unitary costs
of emissions with effects on climate change for passenger ground transport (EU28 average). For the sake of brevity, only
the following average values are reported:

- passenger car (petrol) = 0.33 €-cent/pkm

- hight speed passenger train = 0.002 €-cent/pkm

The competitive advantage in terms of air pollution of the railway mode compared to the road mode is evident.
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Transport mode. Totai costs EU28 | Average costs |
Passenger transport Billion € | €-cent/pkm €-cent/vkm
Passenger car I 33.36 | 0.7 1.14 |
Passenger car - petrol 8.58 | 0.33 0.53 |
Passenger car - diesel 24.79 | 1.18 1.90
Motorcycle . 1.54 1.12 1.7
e 1.35 | 0.76 | 14.19 |
Caach 2.67 | 0.73 | 14.34 |
Total passenger road 39.23 |
High speed passenger train_ 0.002 | 0.002 0.66
Passenger train electric | 0.03* 0.0 1.14 |

Passenger train diesel | 0.52 | 0.80 47.0
| Total passenger rail [ 0.55 |
Total passenger transport | |

In the cluster of investments related to Upgrading, electrification and resilience of railways South the interventions to
upgrade existing lines in the south are included, which can be grouped into the following categories:

a) Electrification (i.e. Electrification and modernisation of the Barletta-Canosa line, Electrification and acceleration of

Roccaravindola-lsernia-Campobasso, Electrification of the lonian line, Catanzaro Lido - Crotone - Sibari line, Potenza

- Foggia railway line - modernisation and electrification)

b) Infrastructural and technological upgrading (i.e. Venafro upgrade - Campobasso - Termoli, Sibari-Catanzaro Lido-
Reggio Calabria/Lamezia Terme upgrade, Pescara-Foggia upgrade, Palermo - Agrigento - Porto Empedocle lower
upgrade, Taranto-Brindisi technological upgrade)

c) Variants/Doubling/Acceleration (i.e. Doubling Codogno-Cremona-Mantova 1st phase, Doubling Decimomannu-
Villamassargia 1st phase, New Ferrandina-Matera La Martella Line)

d) Railway connections with airports (i,e, Arechi-Pontecagnano Airport section, Brindisi airport railway connection,
Olbia airport railway connection)
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e) Connection with ports and terminals (i.e. New Cagioni station and connection with new Logistic Plate, Bari
Lamasinata freight terminal, Brindisi inter-modal hub, Trapani Birgi inter-modality and accessibility, Port connection
and Augusta bypass)

f) Improvement of accessibility (i.e. Taranto station underpass)
g) South line resilience plan.

These investments are all aimed at significantly improving the competitiveness of the railway carrier with respect to other
modes of transport, by increasing the performance of the current railway infrastructure and improving the accessibility
of transport demand to the railway network.

As reported by the "Handbook on the external costs of transport", the various negative effects that transport activities
can cause in terms of soil and water pollution are considered to be, for example, those due to:

¢ Heavy metals. There are several transport-related processes that involve the emission of heavy metals, for example,
brake abrasion (both for rail and road transport), track abrasion and fuel combustion residues. To date, there are
limited studies that estimate the impacts deriving from the emission of heavy metals in transport in monetary terms.
However, some research has shown that these can be considered as negligible (i.e. less than 1% of the total costs of
externalities related to the transport sector).

* Toxic organic substances. Another consequence related to fuel combustion is the emission of toxic organic substances.
However, their impact in terms of environmental pollution is relatively low.

* Poor waste water management. In the context of the activities carried out in the transport sector, in the infrastructure
sector and in the real estate services sector, another form of potential pollution is represented by the discharge of
waste water.

As part of the design of new railway infrastructures and in particular those to be subjected to Environmental Impact
Assessment (EIA), all the necessary studies are carried out to verify the conditions of minimum interference with the
components defined by the EIA regulations, including air , water, soil, biodiversity, raw materials, acoustic and
vibrational climate, etc. The environmental studies for the interventions subjected to EIA are completed by the

Environmental Design of the Construction Site and by the Environmental Monitoring Plan.
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The studies also include the identification of the possible presence of contaminated sites in order to guide the route
choices, limit interference and, if possible, redevelop and reclaim the areas.

The Environmental Design of the Construction Site aims to identify, describe and assess the significance of the direct
and indirect environmental problems that can be generated and define mitigation measures and operational
procedures to contain the environmental impacts connected to the construction phase of the work.

The measures essentially consist of direct and indirect interventions in the construction site areas, on the roads used for
the construction of the work (movements between the construction site areas, roads to/from quarries and landfills,
storage sites, etc.), in land storage areas, contributing to the protection of surface and deep waters, soil, biodiversity,
the need for raw materials, the acoustic climate, vibrations, air quality, waste and waste materials, water discharges,
harmful substances and the landscape.

The attention to the environment, which characterises the model for the construction of sustainable railway
infrastructures, is also concretely applied in the adoption, in the contract assignment phase, of specific contractual
clauses which provide for the obligation for the companies carrying out the works to ensure constant and timely
supervision of the environmental aspects of the construction site also through the implementation of specific
environmental management systems that comply with the requirements of the international standard by the
contractor.

The Environmental Monitoring Design is drawn up in accordance with the current legislation on environmental matters,
and in compliance with the guidelines in force and in compliance with the provisions of the pertinent bodies for the
supervision of the various environmental components. It defines the objectives, requirements, methodological criteria,
methods and timing for Before - During - After Work Monitoring, taking into account the territorial and environmental
reality in which the design of the work is inserted and the potential impacts it determines both in positive and negative
terms, as a result of the assessments that emerged in the analyses carried out on environmental factors as part of the
drafting of the Environmental Impact Study.

The proponent, through Environmental Monitoring activities, verifies the impact of the work on the environmental
matrices by carrying out measurement campaigns in the ante-construction phase (for the characterisation of the site),
during work (for the construction phase) and after (for the operating phase).

The campaigns include investigations on the components of surface and groundwater, soil and subsoil, acoustic and
vibrational climate, air quality, social environment and vegetation, flora, fauna and ecosystems.
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Monitoring data are entered and organised through a geographic information database, which constantly provides
updates on the environmental status of the areas affected by the works, to the bodies responsible for the control and
validation process of the environmental data, through specific alerting tools.

As regards the verification of the acoustic and vibrational impact, specific forecast studies are drawn up in which the
receptors present in the design's range or influence are identified and the post-work climate is characterised by means
of simulations conducted with specific specialised software that take into account the characteristics of the design,
territory, infrastructure and traffic planned both during the day and night. Downstream of this activity, the post-
construction emission scenario is compared with the limits imposed by current legislation, in order to dimension the
mitigation measures necessary to bring the acoustic climate and any vibration emissions within the standard deadlines.
For vibrations, in particular, reference is made to the standard indications (UNI standards) concerning the disturbance
to people.
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Protection and
restoration of
biodiversity and
ecosystems

A. The measure has no
or negligible impact on
this target

Transport infrastructures have different effects on nature, landscape and natural habitats.

The main effects reported in the literature are habitat fragmentation and disturbance of ecological permeability, habitat

loss (loss of biocoenoses), negative effects on ecosystems due to the presence and operation of infrastructures and,
finally, to the emission of atmospheric pollutants.

In the EC Delft document “Handbook on External costs of transport” the main studies available in literature have been
collected and processed to evaluate these impacts.

The document sets out the cost factors for habitat loss and habitat fragmentation for the EU28 average. The cost factors

derive from the Swiss study on the external costs of transport INFRAS en Ecoplan, 2018.

For example, the "Total habitat damage" expressed in costs € 2016 per km and year is equal to:

- 93,500 for motorway infrastructures

- 84,500 for high-speed railway infrastructures. |

Table 58 — Cost factors for costs of habitat damage EU28

Cost in €200 per km and year Road Rail Aviation Inland
£€/(km *a) £/[km*a) €/(km2 *a) waterways
£/(km=a)

Motorways | Other roads | High-speed | Other railways
Habitat loss 78,900 1,900 57,500 g,200 437,500 5,600
Habitat fragmentation 14 600 2,200 27,000 5,900 0 0
Total habitat damage 93,500 4,100 84,500 14,100 437,500 6,600

Source: Own calculations based on INFRAS, Ecoplan 2018 (External effects of transport in Switzerland 2015).

According to the Biodiversity Strategies for 2030 foreseen for the United Nations Conference on Biodiversity 2020
(COP15), the European Parliament in terms of Biodiversity has defined the following objectives:

. ensure that at least 30% of the EU territory is made up of natural areas

o restore at least 30% of damaged ecosystems
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o further integrate biodiversity into all policies
. set up a clear spending target for biodiversity integration in the 2021-2027 long-term budget of a minimum of
10%

Railway infrastructures also offer the opportunity to intervene on some of these points, for example the redevelopment
of damaged ecosystems, through environmental mitigation and compensation, and the restitution of natural areas, for
example, following the decommissioning of railway lines.

For the new infrastructure designed promoted by RFI, the analysis of the reference context in terms of biodiversity is
one of the main tools for the prevention of potential significant impacts on the environment, already in the phase of
choosing the corridor and the route.

In fact, starting from a study of a large area, and in the context of route choices that respect the geometric and
functional constraints of the work, the solution is identified that has the greatest characteristics of sustainability also
minimising interference with parks, protected areas and Natura 2000 sites.

Evidence of this design focus and of all the actions aimed at mitigating the construction and operation phase of the
infrastructure, is provided in the Environmental Impact Study and, if necessary, in the Incidence Report.

With regard to Natura 2000 sites, if the design solution as selected above in any case directly or indirectly (5 km range)
concerns a Site of Community Interest/Special Conservation Areas and/or a Special Protection Area, the Impact
Assessment procedure Environmental is integrated by the Environmental Impact Assessment Procedure.

The Incidence Report examines all possible alterations on the habitats and on the protected animal and plant species,
also by means of precise surveys in the field.
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5.10 Upgrading railway stations in the South

DNSH ASSESSMENT

Mission 3 - Infrastructures for sustainable mobility
Cluster 1. High-speed rail and road maintenance 4.0
Project/Reform 10. Upgrading railway stations in the South
Contact MIMS/RFI

Date completed 29 April 2021
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Environmental target

Does the measure have

no or negligible impact

on the target or is it
considered compliant
with the DNSH principle
for the relevant target?

Phase 1

Motivation if indicated A, B, C

climate change

1. Cli.nziate. change A. The measure has no In accordance with the 'Sustainable and Smart Mobility Strategy' (SSMS) [COM (2020) 789 final)] proposed by the
mitigation or-negligible impact on EC in December 2020, which defines the objectives to be achieved to contribute to the reduction of emissions by
this target 90% by 2050, as envisaged by the European Green Deal, the Measure promotes the modal rebalancing of rail

transport compared to private road transport.
The enhancement of accessibility, the smart integration between the territorial system and the railway network
and the electrical upgrade of the station buildings guarantee a substantial contribution to the reduction of air
pollution and road congestion in general, contributing to sustainable development.

2. Adaptation to B. The measure appears

to support this target
100%

The Measure sets out the individual interventions taking into consideration the potential threats due to climate
change and responding adequately, with design and management actions of the construction and operating
phases, both on the individual intervention sites and on the neighbouring areas, in coherence with the EU Strategy
for Adaptation to Climate Change and in relation to the needs of the different territories involved.

Also thanks to the use of the National System for the Collection, Processing and Dissemination of Climatological
Data of Environmental Interest (SCIA), drawn up by ISPRA, the interventions define the responses to be
implemented with respect to potential threats according to an informed decision-making process.
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Sustainable use A. The measure has no . - . . L
g . ‘ ible The foreseeable impact of the activity supported by the measure on this environmental objective is insignificant,
and protection o or negligible impact on . . . - . . L
P q h glie P given both the direct and primary indirect effects across the life cycle. No environmental degradation risks related
water and marine | this target . . . . . .
& to preserving water quality and water stress are identified. The investment does not affect water bodies or

resources . .
protected habitats and species

For new water utilities all relevant water appliances (shower solutions, mixer showers, shower outlets, taps, WC
suites, WC bowls and flushing cisterns, urinal bowls and flushing cisterns, bathtubs) must be in the top 2 classes for
water consumption of the EU Water Label.

The Measure provides for the management of water resources in compliance with the requirements of Directive
2000/60/EC (Water Framework Directive) and the Plan for the Protection of European Water Resources, a strategy
aimed at ensuring adequate supply in the phases of construction and management of interventions and
sustainable water management, oriented to the reuse and optimisation of networks and plants.

The circular B. The measure appears . . - . s
PP With regard to new construction and demolition wastes (excluding the material in its natural state referred to the

item 17 05 04 of the European List of Wastes established by Decision 2000/532 / EC) produced on the construction
site, RFl undertakes to introduce selection and award criteria in the tender specifications to ensure maximum

economy, to support this target
including waste 100%

prevel.‘ntion and reuse, recycling and recovery of non-hazardous construction and demolition waste, including through selective
recycling demolition .

The interventions of the Measure provide for adherence to the Certification Protocols of the Sustainability of
Buildings (LEED protocol) and of Infrastructures (ENVISION protocol). On this basis, the interventions are oriented
towards a perspective of "by-product synergy", both in the design phases and in those of implementation and
operational management. With this approach, all excess resources or services are considered as potentially aimed
at local use, outlining interconnected and more resilient systems and reducing waste and dependence on external
sources.

Operators will limit the generation of waste during construction, in accordance with the EU protocol for the
management of construction and demolition waste, taking into account best available techniques to facilitate high-
quality reuse and recycling through selective removal of materials, using the sorting systems available for
construction waste.
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The procurement of construction materials according to the principles of "sustainable procurement" will constitute
an incentive for the dissemination and strengthening of the principles of the circular economy.

During the operation phase, also thanks to an organisation of the physical spaces functional to the objective, the
differentiation of waste produced by operators and users will be encouraged to promote its recovery and recycling.

Prevention and A. The measure has no . . .

L T The Measure promotes the modal rebalancing of rail transport compared to private road transport, thus
limitation of or negligible impact on _— . . . L

. . contributing to the reduction of air pollution and road congestion in general.

impacts on air, this target

water and soil In particular, the application of the Certification Protocols for the Sustainability of Buildings (LEED protocol) and
quality Infrastructures (ENVISION protocol) and adherence to the Minimum Environmental Criteria (CAM) defined by art.

34 of Legislative Decree 50/2016 and subsequent amendments, direct interventions towards sustainable urban
development and increase connectivity and integration of the public transport network, increasing the
attractiveness and accessibility of the station spaces, both internal and external, and contributing to increase in the
total number of users of the railway system.

Furthermore, the Sustainability Certification Protocols and the CAMs direct the Measure towards a significant
increase in the energy efficiency of station buildings, also through the intensive use of renewable sources, and a
sustainable supply of building materials, determining a substantial contribution to safeguarding of the air, water
and soil matrices in the areas of intervention.

The measure complies with existing national and regional pollution reduction plans. Furthermore, it is expected
that the measure won’t lead to a significant increase in emissions of pollutants to air, water or soil because:

- the operators entrusted with the construction of the building will be required to use components and building
materials that do not contain asbestos or substances of very high concern included in the list of substances subject
to authorization in Annex XIV of Regulation (EC) no. 1907/2006;

- the ground area of the new building is located within an area already built and therefore, presumably, free of
potentially contaminating substances;

- measures will be taken to reduce noise emissions and emissions of dust and pollutants during construction works.
It is also guaranteed that:

- the components and construction materials do not contain asbestos or substances of very high concern as
identified on the basis of the authorization list of the European REACH regulation;

-there will be taken in place, as far as possible, actions aimed at using of materials and products characterized by a

low environmental impact evaluated in terms of analysis of the whole life cycle (LCA) as certified by declarations
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made by credible and recognized independent bodies ( EU Ecolabel or other type | environmental labels, EPD or
other type Ill environmental labels).

Protection and
restoration of
biodiversity and
ecosystems

A. The measure has no
or negligible impact on
this target

The Measure provides for the upgrading of existing railway stations, in terms of accessibility, energy efficiency,
architectural quality and user comfort. As they fall into urban areas, the interventions are not localised in sites

identified as areas of high ecological value. The Measure therefore does not directly interfere with biodiversity and

ecosystems, maintaining an effective buffer zone around areas of high ecological value.

The interventions, albeit in an urban setting, will in any case be oriented towards the safeguarding and
implementation of existing green areas and the creation of new green areas both outside and, where possible,
inside the buildings.
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Origine del sistema AV in Italia

Il sistema Alta Velocita Italiano nasce come concezione nei primi
anni 90 e viene realizzato interamente nel primo decennio del
nuovo secolo.

Nella prima idea I'Alta Velocita avrebbe dovuto interessare sia
I'asse dorsale del paese (Milano — Napoli) sia I'asse trasversale
(Torino — Venezia), costituendo una “T” di connessione tra i
principali centri italiani.

Sul finire degli anni 90, il progetto fu sottoposto ad una verifica
parlamentare da parte di una commissione di esperti che approvo
sostanzialmente le impostazioni proposte per la tratta Torino —
Milano — Napoli e chiese di rivedere la tratta Milano — Venezia con
caratteristiche piu improntate alla capacita piuttosto che alla
velocita in ragione del fatto che sulla tratta esistevano localita
intermedie quali Brescia, Verona, Vicenza e Padova a breve
distanza tra di loro e notevole domanda di trasporto e anche per
tener conto della forte valenza del trasporto merci nel territorio
attraversato.

Limpiego della dorsale, pur strettamente interconnessa con il
territorio e idonea anche al traffico merci, & stato
prevalentemente orientato dalle esigenze di mercato verso un
esercizio dedicato ai servizi passeggeri veloci.
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Evoluzione del sistema AV in Italia Terzo Valico dei Giovi
La nuova linea di ca 50 km di cui 37 in galleria
avra una duplice valenza passeggeri e merci.

AV/AC . Per il traffico merci, grazie ai migliori standard
. Anversa/Rotterdam MofscofBerlino prestazionali e geometrici, permettera il
> Capacita GneTE urigo Vienna trasporto dei semirimorchi nonché di treni

Bolzano N o 9 o g
> Integrazione territoriale e ;Trento | F | piu Iynghl <.:Ia/pe'r il '5|ste.ma p\or'.cuale ligure.
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O —0—o L3 qualita del servizi LP con Milano e Torino.

\ .'.Venezia Trieste
([ ) ° Padova
Milano-Venezia Torino “ Piace"N Loiorh Napoli-Bari

| bacini intermedi tra Milano e Venezia Gen’va ( ) Ravenna la nuova infrastruttura, permetterd un

esprimono una forte domanda di Frene | Ancona miglioramento  della  competitivitd  del

trasporto che sembra essere distribuita fv'.':::ﬁf/ e [ J trasporto su ferro rispondendo alle esigenze

lungo tutta la direttrice piuttosto che tra Pisa Perugia di mobilita dei viaggiatori e, grazie anche a

le citta estreme. = A\ pescars standard geometrici piu performanti, anche

LUintera direttrice presentera pendenze LAg"'a ° R Ey—

limitate, anche in ragione dell'orografia Sassari ot Una delle caratteristiche principali della

favorevole, e sagome ampie per poter - ® Roma. Foggia nuova linea sara quella di garantire anche

consentire il transito a tutte le tipologie .. una perfetta integrazione con il territorio
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delle stazioni attuali. miglioramento dei collegamenti di rete e
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RETE FERROVIARIA JTALIANA Informazione ad uso interno di servizi commerciali passeggeri e merci.
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Venezia — Trieste
Il progetto di potenziamento della linea Venezia — Trieste prevede, con
I'eliminazione di punti singolari che oggi condizionano la velocita di
tracciato, un incremento della Vmax fino a 200 km/h e riduzione del
tempo di accesso al sistema AV/AC.

Orte — Falconara
Il progetto ha lo scopo di migliorare i collegamenti passeggeri tra il
versante adriatico e la dorsale centrale nonché con I’'Umbria e creare un
itinerario merci alternativo per i collegamento nord-sud.

Direttrice Adriatica

Sulla Direttrice Adriatica sono previsti una serie di interventi
infrastrutturali e tecnologici finalizzati alla velocizzazione della linea
(tratte Bologna-Ancona, Pescara-Bari, Foggia-Bari e Brindisi-Lecce) che
permetteranno un innalzamento della Vmax fino a 200 km/h.

Gli interventi, per fasi funzionali, consentiranno di portare progressivi
benefici sui tempi di percorrenza e sulle prestazioni della linea (sicurezza,
regolarita e qualita dell’esercizio ferroviario).

° Lecce

Messina-Catania-Palermo

Il principale processo di potenziamento della rete ferroviaria siciliana
passa attraverso l'idea di connessione tra le tre citta metropolitane della
Sicilia (Palermo, Catania e Messina) e le aree interne del territorio.

La realizzazione di tali interventi consentira I'adeguamento della rete
esistente in linea con il processo di potenziamento che si sta
predisponendo sulla rete continentale (riduzione dei tempi di
percorrenza e incremento della capacita teorica)

Informazione ad uso interno
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