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The realisation of the Turin-Lyon line is established by four international agreements between Italy and 
France (1996, 2001, 2012 and 2015, supplemented by the Additional Protocol of 2016). Between the end 
of 2016 and the beginning of 2017, the Italian and French parliaments ratified the agreements , allowing 
the final works to start1. With this step, the decision-making procedure for the work was completed, in Italy 
and France. In addition, this project is the result of a wide participatory planning. In Italy, it was managed 
by the Turin-Lyon Observatory, established by the Italian government in 2006. After 205 work sessions 
and 300 auditions of technicians and experts, and 10 route alternatives, a definitive project route was 
established in 2013 and approved in 2015. A Débat Public (Public Consultation) took place in France 
before the works were approved, coordinated by an independent commission, regarding the feasibility of 
the realization of the works and the project itself.  
The new tunnel will transform the current mountainous rail line into a plain railway, making rail transport 
more competitive. Trains that travel on flat ground allow energy savings and achieve higher speeds. In 
the Italian-French section, the current (so-called “historic”) line does not currently comply with international 
transport standards: it climbs the mountain with a slope of up to 30‰, so the freight trains need up to 3 
locomotives, with a 40% higher energy cost. The diameter of the old Fréjus tunnel, inaugurated in 1871, 
is smaller than that required by current international standards and it has a single-tube which does not 
meet current safety standards. When the Turin-Lyon line will be operational, over 1 million lorries used for 
international road transport will no longer be present on alpine roads, thus reducing CO2 emissions by 3 
million tons per year. The reduction of polluting emissions in the Alpine region is one of the primary 
objectives set by COP21, the Climate Conference held in Paris in 2015, during which the need to transfer 
30% of freight to railway transport by  and 50% of it by  was reiterated. Once completed, the 
new tunnel will allow the passage of trains with a maximum length of 750 meters. The average speed on 
the line is 220 km/h, and equal to 100-120 km/h for goods and railway motorway. The capacity of the 
convoys will increase from the current 1,050 tons to 2,050 tons, making rail freight transport very attractive 
on this cross-border route. 
For the purposes of the present CEF action, the overall construction of the New Turin-Lyon Line 
(NLTL) represents the Global Project. The Global Project is divided into three sections: a French na-
tional section from Lyon to Saint-Jean-de-Maurienne, entrusted to  (  now 

), the cross-border section of the Moncenis from Saint-Jean-de-Maurienne to Bussoleno 
under the responsibility of Tunnel Euralpin Lyon Turin SAS (TELT); the Italian national section, under the 
responsibility of  (  which runs from Bussoleno to the junction with the High 
Speed – High Capacity railway line Turin-Milan near Settimo Torinese.  The present application refers 
to construction works of the cross-border section (Alpine crossing – TELT). The base tunnel, at the 
heart of this initiative, is currently at an advanced state of construction with co-financing from Italy, France 
and Europe. Also the European Commission has financed the realization of the cross-border tunnel 
through the TEN-T and CEF funding programmes (ongoing Action “2014-EU-TM-0401-M-Cross Border 
Section of the New Turin-Lyon Rail Link Mont Cenis base tunnel (TBM). 

 

 
1 In particular we are referring to the following agreements: “Accord entre le Gouvernement de la République française et le 
Gouvernement de la République italienne pour l'engagement des travaux définitifs de la section transfrontalière de la nouvelle 
ligne ferroviaire Lyon-Turin / Accordo tra il Governo della Repubblica francese e il Governo della Repubblica italiana per 
l'avvio dei lavori definitivi della sezione transfrontaliera della nuova linea ferroviaria Torino-Lione” of February 24th 2015; 
"Protocole additionnel entre le Gouvernement de la République française et le Gouvernement de la République italienne à 
l'Accord du 24 février 2015 pour l'engagement des travaux définitifs de la section transfrontalière de la nouvelle ligne ferro-
viaire Lyon Turin"/Protocollo addizionale tra II Governo della Repubblica francese e II Governo della Repubblica italiana 
all'Accordo del 24 febbraio 2015 per l'avvio dei lavori definitivi della sezione transfrontaliera della nuova linea ferroviaria Lione 
- Torino" of March 8th 2016. 
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Layout of the New Turin-Lyon Line 

3- Location 

This project is located on the cross-border section of the Turin-Lyon railway line along the Mediterranean 
TEN-T Core Corridor. This line corresponds to a pre-identified priority section identified by the Annex Part 
III of the EC Regulation 1153/2021. Two Regions are directly involved by the project: Auvergne-Rhône-
Alpes (France) and Piedmont (Italy). More specically the following Municipality are involved: 

- Italy: Susa, San Didero, Buttigliera Alta, Chiomonte, Giaglione, Venaus, Salbertrand, Caprie, 
Torrazza; 

- France: Villarodin-Bourget, Modane, Avrieux, Saint Martin La Porte, La Praz, Saint Julien Mont 
Denis, Saint Jean de Maurienne, Villargondrand. 

4- Specific objectives 

The present proposal aims at realising the Mont Cenis base tunnel, core part of the NLTL, through a 
number of technical Work Packages, each of them corresponding to a specific objective of the project 
and its realization. The project consists in the realization of two independent tunnels connected by 180 
by-passes, one every 330 m, three underground safety areas to rescue passenger (La Praz, Modane, 
La Maddalena), a fire and ventilation system along the entire tunnel. Overall, the tunnel will count of 
140 km of tracks and catenaries to allow up to ten trains to run simultaneously. It will run of approxi-
mately for 45 km on the French side and 12.5 km on the Italian side, with an average distance between 
the two single tubes equal to 40 m. Each tube has a circular section with a minimum useful internal 
diameter of 8.40 m including 30 cm of tolerance of construction. The base tunnel will be powered by 
three electrical substations located in Susa, S. J. de Maurienne and Modane. Two control centres will 
supervise the passage of trains with the support of 900 video cameras and sensors generating real time 
data. The ventilation system will use the 500 meters deep Avrieux shafts and the four access adits built 
along the tunnel in Saint Martin La Porte, La Praz, Villarodin-Bourget/Modane and La Maddalena. These 
adits will also provide access to the deepest areas of the infrastructure where ordinary and extraordinary 
maintenance will be realized, but also for security purposes. Thanks to the multifunctional portals, a 
single tube can be closed if necessary. Rescue trains and firefighting vehicles ready to respond 24 
hours a day will be available along the entire tunnel. The image below presents the structure of the base 
tunnel, once it will be completed. All the tunnels will be excavated mainly with mechanized milling ma-
chines (TBM Tunnel Boring Machines) but also with traditional methods (explosive and digging ma-
chines) depending on the nature of the mountain. The average advancement speed of the TBM de-
pends on the geological characteristics of the mountains and it is estimated in 10 meters per day. In 
order to proceed with the construction of the cross-border section, the works on the base tunnel will 
proceed from the access points already completed and from the 4 declines tunnel (adits) of Saint Martin 
La Porte, La Praz, Villarodin-Bourget/Modane, La Maddalena which provide access for the construction 
equipment. During the full capacity operations, there will be 15 excavation faces and 7 TBM moving 
forward simultaneously, while it is worth to mention that 2 BTM completed the excavation. 
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since the new transalpine links should be beneficial to the whole of the European Community and not only 
to the States directly concerned. 
The global project foresees that the new line in Italy will be connected to the historic one in Bussoleno 
after the realization of the interconnecting tunnel foreseen in the WP1. The railway line of Modane/Susa 
will be connected to Turin through the connection between the stations of Bussoleno and Avigliana and 
finally linked with Turin through the Orbassano station.  The realization of the access line is defined in 
phases according to the treaty of 2012 between Italian and French Governments and in its final layout 
includes additional tunnels connecting the entrance of the base tunnel in Susa with Turin. After passing 
the Dora, the route crosses the plain of Susa, where the new international station will be built, before 
entering the base tunnel to Saint-Jean-de-Maurienne. 

 
Global overview of the Cross-Border and the Italian phase 1.a 

At the end of the 57.5 km tunnel, in French territory, the line will connect to the existing one at the northwest 
end of the plain of Saint-Jean de Maurienne. From here, the line will be connected to Lyon through a 
series of tunnels and open air sections passing by Montmélian, Saint-Didier-de-la-Tour, Bourgoin-Jallieu. 
In addition, an interconnection with Chambery is foreseen through the Dullin-L'Élpine Tunnel. 
Finally, in general, the French-Italian common part goes from Montemélian (France) to Chiusa San 
Michele (Italy). 

 
Global overview of the French access line 

 
As anticipated, the realization of this project as part of the Global Project is the result of several interna-
tional Treaties: 
• The French-Italian Agreement of 15.1.1996 which established an Intergovernmental Commission 

(IGC)  
• A French -Italian Agreement was signed on January 29, 2001, in Turin which became Treaty after its 

ratification by the Parliaments of the 2 Countries, on February 28, 2002, in France and on September 
27, 2002, in Italy. This agreement focused on the construction of the works of the common Franco-
Italian part, necessary for the construction of a new transalpine rail link between Lyon and Turin for 
goods and passengers. 
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• A French -Italian Agreement was signed on January 30, 2012 in Rome whereby the Government of 
the French Republic and the Government of the Italian Republic decided the construction of a new 
Lyon - Turin railway line which became a Treaty after its ratification by the Parliaments of the 2 Coun-
tries, on December 2, 2013 in France and on April 23, 2014 in Italy. For the subsequent phases of 
the cross-border section, the art. 16 of the 2012 International Agreement provides that each Party 
finances, with the help of the European Union, the infrastructures located on its territory that are 
needed to access to the cross-border tunnel. 

• An Agreement was signed on 24 February 2015 in Paris whereby the Government of the French 
Republic and the Government of the Italian Republic decide to start the final works of the cross-border 
section and to entrust the construction to the Promoter called Tunnel Euralpin Lyon Turin. 

Among the treaties that have been assigned and ratified by both Italian and French governments, a series 
of summits have been assigned and conducted between the two states to tackle the strategic issues of 
common interests, examine matters of financing and to overcome any difficulties that may be arisen. 
However, these protocols and summits are complementary to the International Agreements underlining 
the global characteristics of this project and enhancing bilateral cooperation.  
In conclusion, the planning of the interventions and the consequent works for the adaptation of the Turin 
Lyon railway axis to European standards is the result of agreements, comparisons, analyses, discussions, 
studies and insights, continuously reconsidered, re-evaluated, revised and updated. In this framework a 
very relevant activity has been carried out by Turin-Lyon Observatory. Thanks to the work of the Obser-
vatory, between the end of 2016 and the beginning of 2017, the Italian and French Parliaments ratified 
the agreement, allowing the final works to start. 
 

 Justification 
The Fréjus tunnel is the oldest railway tunnel in Europe, and it is still used today by passengers and freight 
trains running between Italy and France. However, the competitivity and safety of this infrastructure, com-
pared to the highway, has gradually decreased; in fact, the average daily capacity of the tunnel is only 60 
trains per day. The 13.7 km tunnel was inaugurated in 1871. The historic tunnel was built by 4,000 workers 
using pneumatic drills and technologies developed for the occasion, which enabled it to be built in less 
than 14 years, compared to the 40 needed with traditional excavation methods. 
The new tunnel is being built 800 metres lower, to enable trains to travel at the same altitude as the plain. 
The average daily capacity of the Fréjus railway tunnel is just 60 trains per day. This figure was confirmed 
by . 
The main goal of New Turin-Lyon Rail Link (NLTL) is to create a new rail infrastructure with optimal safety, 
technological and operational characteristics both for passenger and freight traffic and to: 
• Remove a bottleneck along a cross-border section, 
• Fill a missing link along transalpine and European traffic, 
• Contribute to EU sustainable development objectives of reducing the levels of greenhouses gases 

and improving energy efficiency,  
• Promoting transport efficiency: the flat route will shorten travelling time and reduce operating costs 

between St. Jean de Maurienne and Susa by around 40% with like flat land railways (eliminating 
booster locomotives for heavy freight trains)  

• Shifting from road to rail the crossing of the Alps via the Mediterranean Corridor, optimizing the 
transport routes. 

• Create a more favourable environment for private, public, or private-public partnership investments.    
The following graphs are showing how rail freight traffic is the first transport mode among the most ad-
vanced routes in terms of infrastructure’s characteristics, in particular in Switzerland (Simplon and Go-
thard), where transalpine combined rail traffic represents the majority of the volumes transported. On the 
contrary, freight traffic transported via rail between Italy and France is progressively decreasing due to the 
low performances of the infrastructures (Modane and Ventimiglia). Road transport is still representing the 
most exploited alternative between Italy and France but also between Italy and Austria, requiring relevant 
investments (new Turin-Lyon and new Brenner base tunnels) for boosting the modal shift towards rail. 
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Transport dynamics along the Alpine Arch – freight transport 

Source: Bundesamt für Verkehr (BAV), Ufficio Federale dei Trasporti. Includes Ventimiglia, Montgenèvre, Mont Ce-
nis, Fréjus, Mont Blanc, Gd St-Bernard, Simplon, Gothard, San Bernardino, Brenner, Tauern 

In general, cross-border projects are those that give the greatest benefit to the European economy, with 
three times higher than the average of the nine TEN- T corridors. France and Italy are the second and 
third economies of the European Union and respectively the second commercial partner of one another. 
The economic exchange involves over 44 million tons of goods per year, mainly transported by road (92% 
travels on lorries) and represents a total of € 81 billion (Source: ISTAT 2021), almost twice the trade of 
France with China. The project aims at making the railway more competitive for the transport of freights 
and passengers, and to increase connectivity between Italy and the European railway networks. 
It aims to rebalance in terms of economy and transport the European area, considerably strengthening 
ties, between Italy and France. Particularly, the line intends to improve intra-European exchanges by 
contributing to the geographical rebalancing of the Union decreasing at the same time the congestion of 
the other communication channels, such as Ventimiglia, which penalizes the competitiveness of the Eu-
ropean Union. 
The economic trade between Italy and France is worth over 85 billion euros (2019 figures) while, if we 
consider the volume between Italy and the Western European quadrant, it rises to about 150 billion euros. 
This trade rises still more to 204 billion if we consider also the other countries that could potentially gravi-
tate around the Turin-Lyon line (Portugal, Belgium and the Netherlands). In addition, over 44 million tons 
of freight circulates along the Italy-France axis. Of this traffic, over 90% travels by road, compared to 70% 
in Austria and 30% in Switzerland. 
Every year almost 44 million tons of goods cross the Western Alps and currently more than 90% travel by 
road. It is estimated that at least half of these goods will be able to use the new Turin-Lyon line: converting 
the mountain line into a lowland railway will save 40% of energy, making rail transport more competitive, 
with considerable benefit for the environment. 
Without the modern base tunnel and high-capacity access routes, the traffic flow across the Alpine border 
will be confined to road transport affecting this sensitive area, causing unnecessary congestion on other 
routes and creating additional costs. 
 

 State of play, results and objectives achieved by the global project so far 
 
As mentioned, the global project is represented by the overall New Turin-Lyon line project. This has been 
a long and complex initiative, which, besides the cross-border section of the new line, also includes the 
realisation of a number of projects on the two national sides. Overall, the following main components of 
the global project can be defined: 
- the Italian section, under the management of  ( ) between Bussoleno and 
Turin; 
- the French section under the management of , between Lyon and Saint-Jean-de-
Maurienne; 
- and the cross-border section, under the management of TELT, between Saint-Jean-de-Maurienne and 
Bussoleno/Susa. 
The first two components are not included in the present Action, which focuses on the cross-border 
section. Besides, it is worth highlighiting that, in the cross-border section itself, some investments have 
already been completed (artificial tunnel S. Jean de Maurienne Plain CO 09A; Dams of -
Villargondran CO 09D; Maddalena interconnecting Niches 04A) and other interventions are not included 
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Its main branches are (Reg. (EU) 1153/2021): 
 Algeciras – Bobadilla – Madrid – Zaragoza - Tarragona 
 Madrid – Valencia – Sagunto – Teruel – Zaragoza 
 Cartagena – Murcia – Valencia – Tarragona/Palma de Mallorca – Barcelona 
 Sevilla – Bobadilla - Murcia 
 Tarragona – Barcelona – Perpignan – Narbonne - Toulouse/Marseille – Genova/Lyon – La Spezia/To-

rino – Novara – Milano – Bologna/Verona – Padova – Venezia – Ravenna/Trieste/Koper – Ljubljana – 
Budapest. 

 Ljubljana/Rijeka – Zagreb – Budapest – UA border. 
As a result of the CEF II Regulation, the Mediterranean Corridor was extended in Spain, France and 
Italy, reaching the total length of 11.410 km. 
The new railway link Turin-Lyon with its 57.5 km base tunnel is considered as” the main project of the 
whole Mediterranean Corridor” and highly strategic, because this missing link hampers the transport 
relations between Italy and France, Italy and Spain, and Spain and central and eastern European coun-
tries. This calls for further efforts to complete the Turin-Lyon international cross-border section on time 
and “to plan and build adequate access lines” since the completion of the access lines to the base tunnel 
is necessary for the proper functioning of the whole section, as it is recalled also in the recommendations 
and future outlook of the European coordinator.  

 
Alignment of Mediterranean Corridor under revised CEF Regulation 1153/2021 

2- New Proposal on TEN-T Guidelines  

The current Project is coherent with the objectives of the Proposal COM (2021) 812 final launched on 
14th December 2021 for a Regulation on Union guidelines for the development of the trans-European 
transport network, amending Regulation (EU) 2021/1153 and Regulation (EU) No 913/2010 and repeal-
ing Regulation (EU) 1315/2013. 

This legislative proposal is a key action of the European Green Deal and the Sustainable and Smart 
Mobility Strategy. The aim of the TEN-T Regulation is to build an effective EU-wide and multimodal net-
work of rail, inland waterways, short sea shipping routes and roads which are linked to urban nodes, 
maritime and inland ports, airports, and terminals across the EU. The TEN-T Network is crucial to the 
functioning of the internal market as it ensures efficient transport of goods and passengers. In order to 
be greener, more efficient, and more resilient, the Network must meet the following objectives: 

1) Sustainability: Reduce congestion, transport emissions and impact on climate change. 

2) Cohesion: Connect EU cities and regions, including rural areas and remote regions. 

3) Efficiency: Remove bottlenecks and gaps on the transport network. 

4) Increase user benefits: better transport services to citizens and freight customers. 

The current Proposal can be identified as “Project of common interest to develop the trans-European 
transport network” in line with the requirements set out in the new Regulation Proposal since it has Eu-
ropean added value, as contributes to a high-quality, interoperable, and multimodal European network, 
increasing sustainability, cohesion, efficiency or user benefits.  

The current Project has also a higher European added value because it leads, in addition to the potential 
value for the respective Member State alone, to significant improvements of transport connections or 
transport flows between Member States (Italy – France). Such cross-border projects are subject of prior-
ity intervention by the Union in order to ensure that they are implemented. 
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1. The Single European Railway Area 

The EU has one of the densest railway networks in the world, however national railway systems across 
the EU vary. In the 1990s, the process of improving the compatibility of EU member states' national 
railway systems started with the end goal of developing an efficient and competitive EU-wide railway 
network - the Single European Railway Area. 

In recent years, the EU has adopted four railway packages which aim to open the railway market to 
competition, increase the interoperability of national railway systems and define the framework 
for a Single European Railway Area. The fourth railway package came into force in 2021. 

Increasing the share of rail transport in the EU is an essential objective for decarbonising the economy 
and achieving the EU's climate goals. Rail transport is the most sustainable means of transport as 
it represents only 0.5% of the EU's total greenhouse gas emissions (2017 data). 

In June 2021, the Council adopted conclusions on rail. EU ministers underlined the need to further de-
velop rail transport for both passengers and goods in the EU. They also highlighted the importance to 
strengthen the resilience of rail in the face of a crisis and to continue investing in interoperability of na-
tional systems and stronger connectivity. 

2. Decarbonising the transport sector 

The EU has pledged to become climate-neutral by 2050. To this end, the transport sector needs to un-
dergo a transformation which will require a 90% reduction in greenhouse gas emissions, while ensuring 
affordable solutions to citizens. The Fit for 55 package is the EU's plan to deliver on the European Green 
Deal's climate goals and it includes a set of proposals to revise EU legislation, also in the field of transport.   

The COVID-19 pandemic has had a major impact on transport and connectivity in the EU, which in turn 
has affected the whole EU economy. Sustainable transport is an opportunity to contribute to the recovery 
and growth of the economy. 

3. EU policies for sustainable transport 

The EU has long supported the development of EU transport systems, to foster the single market and 
increase connectivity among Europe’s regions. 

EU Institutions are supporting initiatives for boosting rail transport as a clean mean of transport which 
helps to decarbonise and increase the sustainability of European mobility. 

The most relevant initiative is the “European Year of Rail 2021” designated on the basis of a Commission 
proposal, by the Council and the European Parliament. The Year features events and campaigns across 
Europe. 

In June 2021, the Council adopted conclusions on rail. EU ministers underlined the need to further de-
velop rail transport for both passengers and goods in the EU. They also highlighted the importance of 
strengthening the resilience of rail in the face of a crisis and of continuing to invest in the interoperability 
of national systems and in stronger connectivity. 

4. Sustainable and Smart Mobility Strategy  

The Sustainable and Smart Mobility Strategy - Communication issued by the European Commission in 
December 2020 – defines the Objectives for the Transport and Mobility Sector in order to meet the goal 
of 90% reduction of greenhouse gas emissions in transport by 2050. 

These objectives will be achieved through: 

• Reducing the dependence on fossil fuels - Scheduled collective travel under 500 km should 
be carbon neutral by 2030 within the EU: By 2050, a fully operational, multimodal Trans-
European Transport Network for sustainable and smart transport with high-speed connectivity. 

• Making alternative choices available – to this end traffic on high-speed rail will double by 
2030 and by 2050 rail freight traffic will double. 

Building a strong and resilient Single Market - Investment in transport infrastructure across the EU Mem-
ber States. 
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with reference to the site preparation and the management of the excavated material. Horizontal 
rules will be applied for all the Italian construction sites, while specific detailed design studies 
will be directly realized by the construction companies. This will speed up the start of the works. 

- Deliberations n. 3 of 15th February 2022, approved the remodeling of lots n. 3, n. 4, n. 5, and 
building lot authorization n. 4. 

- Deliberations n. 7 of 29th March 2022, authorization to start the construction lot n. 3 «phase 
tunnel - completion», and allocation of the related resources available. This deliberation allowed 
the start of the works. 

The Observatory, in the context of the Turin-Lyon railway project, played a crucial role in shaping the 
final layout of the railway route. Its involvement was instrumental for several reasons: 
 

- Examination of Route Alternatives: The Observatory conducted a detailed analysis of various 
route alternatives for the railway. This process involved the assessment of eleven different op-
tions, each with its own implications in terms of environmental impact, costs, and benefits. The 
Observatory's task was to impartially and objectively evaluate these options. 

- Engagement with Stakeholders: During the decision-making process, the Observatory actively 
interacted with the local communities affected by the project. It held meetings and hearings with 
representatives from local institutions, experts, and other stakeholders. This engagement al-
lowed for a wide range of perspectives to be considered, listening to community concerns and 
addressing local needs. 

- Development of Technical and Policy Solutions: The Observatory went beyond a consultative 
role and was tasked with developing technical and policy solutions based on the data collected 
and stakeholder consultations. These solutions significantly influenced the choice of the final 
layout by providing well-founded and objective input for optimizing the railway route. 

- Redesign of the Route: One of the most significant outcomes was the radical redesign of the 
original railway route. This entailed substantial changes, including altering the side of the valley 
crossed. These modifications were made after an extensive process of discussion and assess-
ment of alternatives and received the necessary approvals to proceed with the final construction 
works. 

In summary, the Observatory played a pivotal role in the decision-making process concerning the final 
layout of the Turin-Lyon railway. It contributed to the analysis of alternatives, gathered input from local 
communities, developed technical and policy solutions, and led to a substantial change in the original 
route. This approach marked a substantial shift in the approach to large infrastructure projects, moving 
from a sectoral view to active engagement of affected communities in determining the final layout. 
Further details will be provided in the public consultation box. 
In France  
The design studies have been officially approved with: 

- Ministère de l’écologie, du développement et de l’aménagement durables Déclaration 
d’Utilité Publique (DUP) of 18/12/2007: Declared the Public utility and the urgency of the works 
needed for the realization of the Turin-Lyon line. (Annex B 3.1) 

- Déclaration d’Utilité Publique (DUP) of 30/03/2011: Declaration of Public utility by the Prefet 
of Savoy stating the public utility and the urgency of the works needed for the realization of the 
Turin-Lyon line In the Villarodin-Bourget area. (Annex B 3.4) 

- Ministère de la transition écologique et solidaire, Déclaration d’Utilité Publique (DUP) of 
06/12/2017:  extending the effects of the decree of 18/12/2007 declaring of public utility and 
urgency the work necessary for the realization of the railway link Lyon–Turin between Saint-
Jean-de-Maurienne and the Franco-Italian border. 

The following general criteria have characterized the realization of the design studies: 
Participatory planning: the local communities have been involved in a continuous discussion during the 
planning phases.  
Choice of the optimal route: various route alternatives were evaluated in the preliminary planning stage 
with public multi-criteria comparative analysis to identify the best corridor based on the suggestions of 
the Local Communities. 
Priority through the definition in functional phases: the phasing is an essential point as it avoids duplica-
tion of the works, construction works of uncertain duration and uncertain conditions of the work site; 
Concentration and limitation of interventions: the phasing made it possible to select the maximum bene-
fits while limiting the problems to a minimum; all the significant works are concentrated in few municipal-
ities in Italy and France; 
Optimization of land use: the phasing, by selecting and concentrating the areas of intervention, has made 
it possible to involve almost exclusively sites already compromised for transport uses, with minimal soil 
consumption; 
Opportunity for reorganization: the project design aims at realizing an improved territory in terms of lay-
out, functionality and image, including the future new lay out and functionality of the infrastructures; 
Quality of the works: related to the shape of the future infrastructure, their inclusion in the territory and 
the materials and technologies used during the construction phase; 
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In Italy 
With the Turin-Lyon railway project, for the first time in Italy, institutions had to implement a new tool for 
engaging with local communities. Following the strong protests in Venaus, Val di Susa, in December 
2005, the central government intervened at the beginning of 2006 using a dual approach, which was 
innovative in its division of responsibilities. This division was agreed upon between local communities 
and the government, with the Institutional Table of Palazzo Chigi serving as the political forum for dis-
cussions and the Observatory for the Turin-Lyon railway line acting as the technical body responsible for 
developing and proposing policy solutions. 
The Observatory was a unique experiment and left an indelible mark on public discourse regarding large 
infrastructure projects in Italy. Only in the early months of 2017, with the introduction of the new public 
procurement code, did the practice of consultation become mandatory for large infrastructure projects in 
Italy, following the example set by the Turin-Lyon project. Subsequently, with the National Recovery and 
Resilience Plan coming into effect, the instrument of public debate was strengthened, and a ministerial 
commission approved the guidelines. 
In this context, the implementation of the National Recovery and Resilience Plan is facilitated by the 
equation of "large infrastructure = the country's future development = citizens and businesses." 
In Italy, the experience of the Observatory in the approval process, from 2006 to 2015, involved over 236 
meetings with representatives of local institutions, including 50 municipalities with 16 delegated repre-
sentatives. It also included extensive benchmarking of national and international experiences, 300 expert 
hearings, and the compilation of nine in-depth volumes. The Observatory enabled technical experts and 
stakeholders to establish peaceful relationships with the communities affected by the project, even in the 
ongoing debate between those in favor and those against the project. 
Most notably, after lengthy discussions and considering eleven alternative routes, the Observatory led to 
a new project that radically changed the original one, even altering the side of the valley that was crossed. 
With the necessary approvals from the CIPE (Interministerial Committee for Economic Planning), it gave 
the green light for the final construction works on the Italian side. 
However, this was only one of the results of the Observatory. The uniqueness of this experience lies in 
all the actions taken after agreeing on the project route, which can be summarized as a radical shift in 
the perspective of accompanying infrastructure. Until its establishment, large infrastructure projects were 
viewed within a sectoral framework, with the territory playing a minor role and being consulted only for 
mitigation measures to limit negative effects and compensations for those affected by non-mitigable im-
pacts. This approach contributed to the perception that infrastructure equals damage. Instead, the Ob-
servatory made territorialization its mission, aiming to integrate the Turin-Lyon project into the social, 
economic, and environmental context of the region and pursue policies and actions to stimulate devel-
opment factors. 
Furthermore, the Observatory did not restrict itself to studying alternative routes but also developed the 
phasing of interventions, assessed environmental benefits and safeguards, and significantly influenced 
the conception of construction sites as places of value. Notably, the Observatory saw the presentation of 
the first true plan for the economic and social recovery of Val di Susa: "Smart Susa Valley," a project 
that, due to its sustainability and technology focus, with the valorization of local resources, remains rele-
vant and forward-thinking nearly a decade after its inception. 
Here below the details of various public consultations that have been held for this project during the last 
decades and many local and national institutions have expressed their approval of the project. Here we 
provide references for the most recent ones.  
Several public consultations with authorities and stakeholders were held in order to discuss about the 
project: in 2011, in Italy the preliminary design (Progetto Preliminare) was approved after a first stage 
of public consultation which foresaw the following phases: 
- Announcement on National and Regional newspaper of the launch of the approval procedure 
of the project and information on the access to the technical and environmental documentation; 
- Private Citizens and involved stakeholders can send technical remarks on the project to the 
Competent Authority (Ministero dell’Ambiente e della Sicurezza Energetica) within the 60 of the An-
nouncement date. 
- Regarding the EIA, Regione Piemonte (Regional Competent Authority) had activated n. 3 ses-
sions of Conferenza di Servizi, Technical Consultations opened to the involved public parties: Public 
Offices, Municipality, Stakeholders interfered. 
In 2015, the final design (Progetto Definitivo) of the project was approved after another consultation 
stage structured as follows: 
- Announcement on National and Regional newspaper of the launch of the approval procedure 
of the project and information on the access to the technical and environmental documentation; 
- Private Citizens and involved stakeholders can send technical remarks on the project to the 
Competent Authority (Ministero dell’Ambiente e della Sicurezza Energetica) within the 60 of the An-
nouncement date. 
- Regarding the EIA, Regione Piemonte (Regional Competent Authority) had launched n. 3 ses-
sions of Conferenza di Servizi, Technical Consultations opened to all the involved public parties: Public 
Offices, Municipality, Stakeholders interfered. 
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- Regarding the approval of the Detailed Design, the Ministero delle Infrastrutture e dei Trasporti, 
had launched n. 2 sessions of National Conferenza di Servizi Technical Consultations opened to all the 
involved public parties: Public Offices, Municipality, Stakeholders interfered. 
Finally, the design of variant of the final Design (Progetto Definitivo) was approved in 2018 with two 
Deliberations of the CIPE after an additional public consultation phase: 
- Announcement on National and Regional newspaper of the launch of the approval procedure 
of the project and information on the access to the technical and environmental documentation; 
- Private Citizens and involved stakeholders can send technical remarks on the project to the 
Competent Authority (Ministero dell’Ambiente e della Sicurezza Energetica) within the 60 of the An-
nouncement date. 
- Regarding the EIA, Regione Piemonte (Regional Competent Authority) had launched n. 2 ses-
sions of Conferenza di Servizi, Technical Consultations opened to all the involved public parties: Public 
Offices, Municipality, Stakeholders interfered. 
- Regarding the approval of the Detailed Design, the Ministero delle Infrastrutture e dei Trasporti, 
had launched n. 1 session of National Conferenza di Servizi Technical Consultations opened to all the 
involved public parties: Public Offices, Municipality, Stakeholders interfered. 
As just described, the public consultation held in Italy was structured with a continuous debate with the 
stakeholders and systematically approved by the Italian Authority (CIPE) considering the results of these 
debates and issuing specific prescriptions for the realization of the project accordingly. The consultations 
were carried out both on a National and Regional level. Moreover, within the scope of the environmental 
impact assessment procedures carried out for this project all the public was consulted according to the 
European and National relevant laws. 
In France 
As part of the public research subsequently carried out in the Municipality of Villarodin-Bourget, a con-
sultation process was also put in place. Between February 2008 and March 2011, there were more than 
40 working meetings held by LTF (now TELT) with various State departments, half of them in consultation 
with the Mayor of the Municipalities. The Sub-prefect took part in 10 of these meetings, and the Prefect 
in 4 of them. During the public inquiry, in June 2010, the investigating commissioner organized a public 
meeting. At the end of the process, the investigating commissioner sent to LTF (now TELT) several 
questions, which led to the drafting of a report. The commissioner took this report into account in his 
conclusions, before sending it to the Prefect so that the latter could issue a decree declaring the public 
utility. 
A continuous consultation process continued, leading representatives of LTF (now TELT) to meet regu-
larly with the mayors of the municipalities concerned by the Project, to participate in public information 
meetings or conferences, in addition to all communication through the press and by welcoming the public 
at the LTF information center (now TELT) in Modane. 
Given the possible damage to the environment, some installations require prior administrative authoriza-
tion. These are mainly facilities classified for the protection of the environment (ICPE - “Les Installations 
Classées pour la Protection de l’Environnement”), inert waste storage facilities (ISDI) and authorizations 
to destroy protected species (CNPN). In accordance with the Environment Code, these files are exam-
ined by the State services, transmitted in parallel to the municipalities and made available to the public. 
In addition, public displays (on the internet, site, in town hall and in the press) are made so that everyone 
can be aware of these files, consult them and make comments. Some works required administrative 
authorizations according to the regulations of the Environment Code. In particular, construction sites and 
material storage sites are subject to ICPE (Plants classified for environmental protection) declaration, 
registration or authorisation. 
The following prefectural decrees were issued considering the environmental, urban and heritage im-
pacts:  

- AP ICPE registration 17/02/2023 for the deposit site of Les Resses in the municipality of Villar-
gondran. 

- AP ICPE registration 16/11/2022 for the Tierces deposit site in the municipality of Villarodin-
Bourget.   

Within the framework of the authorizations obtained under the environment code for the works of the 
descending tunnels, and more particularly for the works of the gallery of Saint-Martin-la-Porte which 
begin in 2015, this information and consultation process was carried out, mainly in 2013 and 2014. It 
consisted of meetings with the elected representatives of the municipalities concerned. At the request of 
some mayors, meetings were also held before municipal councils, as well as public information meetings.  
All the planning and programming activities at local level are taking into account the realization of this 
project and the following are example of this participated planning: the Pays de Rhône Alpes Develop-
ment Contract (CDPRA) and the Savoie Territorial Contract (CTS). 

 

2.2 Status of contracting procedures and authorisations, approvals and permits  
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3 
Missing of data impact-
ing on the operating as-
pects and need to up-
date the design studies 
Impact: medium 

Likelihood: low 

1, 2, 3, 
4, 5, 6, 
7, 8, 9, 
10, 11 

The Beneficiary implements other methodologies to 
gather the required information and eventually imple-
ments ad hoc surveys 

This risk is under control by the technical department 
and the general management of TELT. 

4 
Delays in the realization 
of the construction works 
if compared with the 
timeline of the Gantt 
chart 
Impact: high 

Likelihood: medium 

1, 2, 3, 
4, 5, 6, 
7, 8, 9, 
10, 11 

Constant update and monitoring of the Gantt chart of 
the Operating Construction Sites so to permit to 
eventually reschedule the tasks. The staff of profes-
sionals and the pool of external contractors responsi-
ble for the realization of this initiative are aware of 
the rules and of the rigid timeframe of the project. 
Periodic project meetings at all levels (institutions, 
contractors, top management etc.) will be organized 
to monitor the status of the Project. 

This risk is under control by the technical depart-
ment, administrative department and the general 
management of TELT. 

5 
Damages or failures of 
the equipment and tech-
nical materials during the 
construction works cau-
sing delays 
Impact: high 

Likelihood: medium 

1, 2, 3, 
4, 5, 6, 
7, 8, 9, 
10, 11 

Penalties included in the contracts for damages and 
failure depending on the causes (maintenance). Im-
mediate substitution of material of guaranteed by le-
gal clauses in the conctracs. 

This risk is under control by the technical depart-
ment, administrative department and the general 
management of TELT. 

6 
Unexpected geological 
characteristics during the 
excavation causing de-
lays 
Impact: high 

Likelihood: medium 

1, 2, 3, 
4, 5, 6, 
7, 8, 9, 
10, 11 

Geotechnical campaigns constantly updated during 
the construction works, constant environmental mon-
itoring of the construction site and dedicated budget 
line (CO 00). Rigid protocols applied by the contrac-
tors. Constant updates on the safety and security 
protocols on the basis of the conditions of the envi-
ronment. Specific site for the storage of dangerous 
materials are foreseen. 

This risk is under control by the technical depart-
ment, administrative department and the general 
management of TELT. 

7 
Security issues 
Impact: low 

Likelihood: medium 

1, 2, 3, 
4, 5, 6, 
7, 8, 9, 
10, 11 

Extended protocols with police and military forces to 
ensure the regular flow of works. 

This risk is under control by the technical depart-
ment, administrative department and the general 
management of TELT. 

8 
Risks related to the 
availability of space for 
the Operating Construc-
tion Sites 
Impact: medium 

Likelihood: low 

1, 2, 3, 
4, 5, 6, 
7, 8, 9, 
10, 11 

Procedures and protocols for implementing public 
authorities decisions related to the use of space for 
the realization of the project. 

This risk is under control by the technical depart-
ment, administrative department and the general 
management of TELT. 

9 
Financial risk 
Impact: high 

Likelihood: low 

1, 2, 3, 
4, 5, 6, 
7, 8, 9, 
10, 11 

Constant update and revision of the project budget 
on the basis of the actual progress of the construc-
tion works and negotiation with the involved institu-
tions (French, Italian Governments and European 
commission)  
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for the achievement of the objectives. In line with the objectives defined in the Environmental Policy, 
TELT continuously pays great attention to the territories crossed by the works, committing itself to bring-
ing added value in particular in terms of biodiversity and implementing a vast programme of measures 
to benefit protected species and habitats. Flora and local ecosystems are another of the environmental 
aspects of particular importance to the Company. Moreover, during the course of 2022, TELT has con-
tinued its relationships with universities and research organisations, inaugurating joint study projects on 
the themes of innovation, sustainability and economic development. The management of the excavated 
materials constitutes also an activity that promotes the sustainability goals of the project as it has an 
objective the 60% reuse of the materials and the exchange of them between the French and Italian side 
(MATEX Agreement).  
Maintenance Strategy of TELT: Once operational the base tunnel will be managed and maintained by 
TELT in its role of infrastructure manager, the transfer to this role is preparatory to the amendment of the 
agreement on the management of international stations. TELT will manage the historic line and the new 
line, with great synergies in terms of planning of the interventions for all ordinary and extraordinary 
maintenance.   The applicant will implement a maintenance strategy according to the latest and most 
updated international and European railway standards. Maintenance Plans have been issued together 
with all the designed studies.  
Maintaining an infrastructure as significant as the Euralpin Lyon-Turin Base Tunnel is a complex and 
costly endeavor. However, it is essential for ensuring safe and efficient operation of this critical transal-
pine connection. A robust maintenance plan can help prevent unexpected failures, reduce downtime, 
and extend the infrastructure's lifespan. It is crucial for the competent authorities and railway operators 
to allocate adequate resources for regular and preventive maintenance of the tunnel and its associated 
systems. 
 
Tunnel Maintenance  
The tunnels traversing the Alps are exposed to extreme weather conditions, including freezing tempera-
tures, heavy snowfall, and ground movements. Regular maintenance is crucial to ensure their safety and 
accessibility. This should encompass: 
- Regular Inspections: To identify any structural damage or water infiltration issues. 
- Routine Cleaning: To remove debris and snow accumulation, maintaining clear passages. 
- Constant Ventilation Monitoring: To ensure the air inside the tunnel remains safe to breathe. 
- Road Surface Inspection: To guarantee the road surface is in good condition without potholes or de-
fects. 
Railway Systems Maintenance 
The maintenance of the railway infrastructure within the tunnel is vital to ensure the safe operation of 
trains. This should involve: 

- Rail Inspections: To detect rail wear and assess the need for replacements. 
- Maintenance of Signaling and Traffic Control Systems: Ensuring safe and efficient train opera-

tions. 
- Monitoring of Power Supply Systems: To prevent power interruptions. 

Maintenance of Tunnel and Railway Equipment 
3. Tunnel Equipment: The tunnel is equipped with various systems, including lighting, ventilation, safety, 
and communication. Maintenance of these systems is paramount for safety and efficient tunnel operation. 
This includes: 

- Regular Lighting Inspections: Ensuring proper functionality. 
- Ventilation System Maintenance: To maintain clean and well-circulated air. 
- Safety System Checks: Such as fire prevention systems to ensure they are operational. 
- Continuous Monitoring of Communication Systems: For reliable connectivity between tunnel 

personnel and trains. 
Regular maintenance will not only enhance safety but also optimize the operational efficiency of this 
fundamental transcontinental link. 

In addition, it's imperative to recognize that the journey doesn't conclude with construction. The long-
term success of this fundamental infrastructure is based on a commitment to extraordinary maintenance. 
Ensuring the ongoing safety, efficiency, and sustainability of the railway demands a strategic and con-
sistent approach to extraordinary maintenance. This involves vigilant inspections, prompt repairs, and 
the continuous adaptation of maintenance protocols to evolving technologies and environmental condi-
tions. The foresight applied in the project's planning and execution must now extend to its post-construc-
tion phase, solidifying the Turin-Lyon railway as a model not only for thoughtful development but also for 
responsible and effective maintenance practices. 

#§SUS-CON-SC§# #§QUA-LIT-QL§# #@IMP-ACT-IA@# 

4. IMPACT — COST-BENEFIT ANALYSIS 

4.1 Demand analysis 
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The project contributes to improve the safety and the Quality of rail services 

Safety Improvement 

The global project's rail system safety was analyzed in detail by a specialized committee of the Lyon – 
Turin CIG (Intergouvernamental Committee). Principles consistent with European and national legisla-
tions were defined and the specific risks of a number of situations and scenarios were analyzed and 
drawn up in a reference document entitled "Lyon - Turin CIG safety principle". A detailed risk analysis 
was also carried out to define reliability levels and identify critical interactions and the means needed to 
limit their effects and redundancies in terms of critical systems. The safety demonstration is based on 
the reference system definition, the statistical data available from French and Italian national infrastruc-
ture managers and from Eurotunnel, and the critical scenarios defined by the CIG in its "safety criteria". 
The acceptability thresholds used are the ones included in the Italian decree relating to "safety in rail 
access tunnels".  

And finally, a safety validation process, based on a "Safety report", was drawn up to ensure the continuity 
of the safety measures taken throughout the project's life up to full-scale implementation. 

Furthermore, the impact of the realization of the project in terms of modal shift along the corridor 
has indeed a relevant beneficial effect on the safety of transport flows, shifting them from road 
to rail, decreasing the external safety costs of transport. In the CBA, this is assessed along the entire 
reference period in monetary terms as bringing benefits, per type of traffic, as follows: 

• Reduction of accidents in passenger flows: 120 M€ 

• Reduction of accidents in freight flows: 8,830 M€ 

therefore totaling benefits for almost 9 billion € in terms of increased safety of national 
and international transport flows. 

 

1. Improve the Quality of rail services 

The global project is technically designed to cope with a "design traffic" level equal to or higher than the 
traffic projections in the medium term. It will thus accommodate mixed rail traffic involving: 

• High-speed passenger trains running at a speed of up to 250 km/h; 

• Wide-gauge rolling motorway trains running at a speed of 120 km/h, with a maximum tonnage 
of 2050 metric tons; 

• Conventional and combined transport freight trains running at speed of 100 and 120 km/h with 
a max tunnage of 1800 metric tons. 

The ERTMS signalling system (level 2) provides a nominal operating situation with a very high-quality 
level. The operating model indicated above requires a very high level of infrastructure availability (99.5%), 
and very robust timetables, to provide rail companies with a very high level of quality.  
The traffic control and monitoring systems will be doubled up (two PCCs are provided, one in France, 
and the other in Italy, with a regular changeover from one to the other), so as to provide rail operation 
continuity transparently) 
in the event of a problem on one system. The exchange of information with rail companies is scheduled. 
The simulations carried out on timetables demonstrate a robustness able to absorb the limited late run-
ning of a train (normal event within the operation of a rail service), without impairing the schedules of 
other trains. 
The structure, with respect to equipment and installations, is designed to ensure operating regularity and 
management robustness. 

2. Noise and air quality 
The modal shift triggered by the new tunnel also brings benefits in terms of reduced acoustic and air 
pollution. In the overall time horizon, such benefits are estimated in the CBA in terms of reduction of the 
external cost of noise and air pollution generation of transport operations, as follows: 

• Reduction of noise from passenger transport: 30 M€ 
• Reduction of noise from freight transport: 400 M€ 
• Total reduction of the external costs of noise: 430 M€ 
• Reduction of air pollution from passenger transport: 50 M€ 
• Reduction of air pollution from freight transport: 610 M€ 
• Total reduction of the external costs of air pollution: 660 M€ 





Call: CEF 2 Transport — CEF-T-2023-COREGEN-RAIL-WORKS 

EU Grants: Application form (CEF-T): V2.0 – 01.06.2022 

62 

 
The average vehicle load assumptions are derived from previous studies (see the documents mentioned 
above), as follows: 
 

• Private vehicles:  
o Estimates from Eurostat sources and TELT surveys 2006 
o Constant ratio of 1.345 

• Heavy goods vehicles: 
o Functional delivery to the CIG, ETUDES DE TRAFIC FRET - 09/07/2013 
o growth from 10 T/ap in 2004 to 11.4 T/ap in 2010 
o growth continued until 2020 
o stable from 2020 with an alignment on 15 tonnes/heavy vehicle 

 
The consumption assumptions for private vehicles and heavy vehicles are as follows, constant over time: 

• LV: 6 L/100 km 
• HV:  35 L/100 km 

 
The assumptions for the distribution of the private vehicle fleet are the following: 

• Private cars: 17% of electric engines in  37% in  and 58% in  
• Trucks: 5% of NGV and 5% of electric engines in  18/40% in  32/45 in  
 

The emission factors by fuel type are derived from the European Commission's and the Italian and French 
authorities' tutelary values (ADEME, CO2 posting of transport performance, 2012).  

Concerning the monetarized impact of GHG and pollutants, for instance illustration below, indicating that 
the external costs avoidance due to railway internal energy efficiency upgrade and railway modal shift 
from other modes would represent more than 11 B€ (NPV) broken down into: 

• 48% for the passengers users 

• 52% for the freight users 

Breakdown of the external costs 

 
The illustration above shows that the external costs are divided as follows: 

• 52% as road decongestion: speed-flow curves models has been made applied on the Frejus 
and Mont Blanc tunnels where time losses due to saturation are estimated for the reference and 
project scenario, and valued with the standard value of time; 

• 41% of GHG emission avoidance (the internal railway efficiency weights more than road modal 
shift as this sector is supposed to reach almost carbon neutrality on the long run); 

• 3% of pollution avoidance (the internal railway efficiency weights less whether the road fleet is 
expected to increase quickly its energy and pollution performance); 

• 2% of up and downstream effects; 

• 2% of road safety; 

• Less than 1% of noise. 
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The line will be equipped with the SCCM system (Multi-station Command and Control System) ACCM 
equipment (multi-station computerized central apparatus) one of the systems of the highest technological 
level in the railway signalling sector, it is a real "control room" which, thanks to the latest generation 
technologies and infrastructural upgrading make the infrastructure more reliable by increasing the stand-
ards of regularity and punctuality of railway traffic. 
Currently there are more than 20 train control systems across the European Union. Each train used by 
a national rail company has to be equipped with at least one system but sometimes more, just to be able 
to run safely within that one country. Each system is stand-alone and non-interoperable, and therefore 
requires extensive integration, engineering effort, raising total delivery costs for cross-border traffic. This 
restricts competition and hampers the competitiveness of the European rail sector vis-à-vis road transport 
by creating technical barriers to international journeys.  

 

ERTMS components 

As a unique European train control system, ERTMS is designed to gradually replace the existing incom-
patible systems throughout Europe. This will bring considerable benefits to the railway sector as it will 
boost international freight and passenger transport. In addition, ERTMS is arguably the most performant 
train control system in the world and brings significant advantages in terms of maintenance costs savings, 
safety, reliability, punctuality and traffic capacity. This explains why ERTMS is increasingly successful 
outside Europe, and is becoming the train control system of choice for countries such as China, India, 
Taiwan, South Korea and Saudi Arabia. The ERTMS has two basic components:  

1) ETCS, the European Train Control System, is an automatic train protection system (ATP) to 
replace the existing national ATP-systems;  

2) GSM-R, a radio system for providing voice and data communication between the track and the 
train, based on standard GSM using frequencies specifically reserved for rail application with 
certain specific and advanced functions. For more information on GSM-R, please click here. 

ERTMS aims at replacing the different national train control and command systems in Europe. The de-
ployment of ERTMS will enable the creation of a seamless European railway system and increase Euro-
pean railway's competitiveness. 
Building Information Modeling (BIM) is a sophisticated and comprehensive approach to construction and 
project management that seamlessly integrates data and information throughout every stage of a pro-
ject's life cycle, from initial feasibility assessments to actual construction and ongoing operation. It also 
promotes effective communication and collaboration among the diverse professionals involved in a pro-
ject. 
In the context of this project, this technology plays a pivotal role. TELT utilizes BIM to create a digital 
representation of the entire project, encompassing architectural designs, structural plans, building sys-
tems, material specifications, component details, construction phase schedules, cost estimations, and 
even maintenance requirements. This digital model serves as a central hub for all project-related infor-
mation, enabling real-time updates and collaboration among architects, engineers, contractors, and other 
stakeholders within the TELT project. 
By maintaining and updating this comprehensive database of project information, TELT harnesses the 
power of BIM to streamline project coordination, preventing discrepancies or conflicts in design and plan-
ning. This approach results in faster construction timelines, cost savings, enhanced reliability, and re-
duced susceptibility to errors or risks, thereby ensuring the TELT project's success. Moreover, TELT 
empowers its project managers and decision-makers with accurate and up-to-date information, improving 
the overall effectiveness of their choices in the management and execution of the project. In this way, 
TELT benefits from the innovative and efficient capabilities that Building Information Modeling offers in 
the construction and operation of the Lyon-Turin tunnel project. 
Moreover, partnerships with the international research community have become an integral part of the 
nature of the company. Research themes are multidisciplinary, encompassing not only hard sciences but 
also organizational, sociological, and, more recently, artificial intelligence topics. TELT also serves as a 
hub for other partnerships with leading actors in Europe, including, for example,    
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Base tunnel main construction sites 

The excavation of tunnels for the cross-border section is being tackled using various excavation methods: about 40% with the traditional ones and 60% with the mechanised 
one. Moreover, TELT has decided to promote the implementation of the innovative BIM approach, which represents a revolution in the field of project management. More 
precisely:  
1. Mechanised digging using a TBM: TBMs – Tunnel Boring Machines are machines, custom-built to dig underground quickly and safely. The TBM cutter is configured as 

a “travelling industry”: it allows to mechanise and automate all the excavations, the management of the excavated materials and the installation of the concrete segmments, 
reducing to a minimum both the work time and the number of operators that have to be present.  For the realisation of this project the use of 7 TBMs in total is planned 
and they have been designed on the basis of the different geological characteristics of the mountain that each of them will face during the excavation. One section of the 
tunnel was already excavated with Federica TBM, between S. Martin La Porte and La Praz. Part of the budget of this project is also linked to ordering, purchasing, testing, 
transporting, assemlbing and make fuctioning this machines.  Currently, 5 out of 7 TBMs have been already ordered by TELT and 3 of them will be tested in the production 
factory by the end 2023 then they will be transported to the concerning Operating Construction Site.  

2. Traditional excavation using explosives: This is used in the more complex mountain sections. This technique involves making holes in the rock wall which are then 
filled with beams in order to mantain them stable. After explosives are used to proceed with the excavation without risks of collapse of the tunnel. After the debris are 
removed, the front is consolidated with sprayed concrete. In some cases, the shell can be reinforced with steel bars.   

3. Traditional excavation using pneumatic drills: Where the rock is less resistant and explosives cannot be used, progress is made using pneumatic drills, with the 
excavation again being consolidated with beams and concrete and in particular conditions characterised by soft characteristics of the mountain (Work Package 6) the 
“umbrella arch method (UAM)” can be used.  

4. Building information modeling (BIM): TELT has opted to use the innovative BIM – Building Information Modelling – computer technology, which represents a revolution 
in the field of project management. BIM is a data analysis and communication tool linking the different professionals involved in a project and used to facilitate cooperation, 
simulation, and continuous improvement throughout the entire life cycle of the infrastructure. The integration and updating of information (architectural, structural and plant 
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• The construction of a new 98 meters railway arc bridge over the Dora Ripa after the 
exit from the station; 

• A railway underpass of the A32 motoway; 
• A technical area, consisting in a section of the line with 4 tracks 750 meters long to 

be used for safety and traffic management purposes, an adjacent area with various 
buildings dedicated to technical offices including a medical emergency area and an 
heliport; 

Various interventions for resolving the interferences with the local road system. 
T2.2 Adaptation of 

A32 motor-
way and new 
Susa Est in-
terchange 
CO 02B 

The adaptation of the motorway A32 and the construction of the new interchange in Susa, that 
is necessary for connecting the construction sites with the Susa plain, facilitating the opera-
tions of the heavy vehicles and the transfer of the materials from and to the Operating Con-
struction Sites;  
This work is complementary to the creation of the new interchange in Chiomonte (CO 3-4) to 
allow an efficient connection of the digging site with the plain of Susa.  

TELT  COO, BEN  Yes – 100% 

T2.3 New Autoport 
 CO 

02C 

The construction a new car and truck terminal -Autoport- between San Didero and Bruzolo 
transferring the current one in Susa. This intervention is necessary for managing the overall 
transport flows in the area concerned by the construction works of the new railway line and to 
clear the areas at the entrance of the base tunnel that will be used for the supply of the materi-
als and for the temporary storage of the excavated material. The Autoport includes a truck sta-
tion, a parking area for heavy vehicles, a service area and a new centralised control post.  
A new roundabout will connect the Autoport to the main road, while access from the A32 mo-
torway will be provided by two entry and exit ramps. 
The new autoport is an essential part of the works in case of exceptional events such as heavy 
snowfalls, accidents in the Fréjus tunnel, etc. allowing avoiding queues of heavy goods vehi-
cles that could block the motorway by diverting them to a special temporary rest area while 
waiting for ordinary motorway traffic conditions to be restored. This is particularly relevant also 
considering the traffic that will be generated by the construction works on the base tunnel. 
This Task is under the responsibility of  acting as implementing body, and the financing 
is under the responsibility of TELT.TELT will carefully respect the rules foreseen by European 
regulation about the Double Financing (Regulation EU 2021/1153, Art. 19) and the budget for 
this task will start from  without overlapping the Grant Agreement in force (2014-
EU-TM-0401-M). 

TELT  COO, BEN  Yes – 100% 

T2.4 New “Safe 
driving” track 

 
CO 02D 

The construction of a new Safe driving track, transferring the existing one managed by 
 is necessary for clearing the area involved by the construction site of the base tunnel in 

Susa. 
This Task is under the responsibility of  acting as implementing body, and the fi-
nancing and management will be under the responsibility of TELT. 

TELT  COO, BEN  Yes – 100% 

T2.5 Info point 
Henry Bar-
rack CO 02E 

The Henry Barrack building is owned by the Italian State and is currently partly used by the 
Guardia di Finanza (Italian finance police). Part of the building will be renovated and trans-
formed into a TELT Info Point for the duration of the NLTL works. Once the NLTL works will be 
completed, the premises used for Info point will be returned to the Guardia di Finanza. 

TELT  COO, BEN  Yes – 100% 
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ANNEXES 

LIST OF ANNEXES  

Standard 
Detailed budget table per WP/Calculator   
Annual activity reports 
List of previous projects (annex 4 to Part B 
 
Special 
Timetable/Gantt chart (annex 5 to Part B) 
Other annexes (annex 6 to Part B): 

- 1996 France - Italy Treaty  
- 2001 Italy-France Treaty  
- 2012 Italy-France Treaty  
- 2015 Italy-France Treaty  
- 2016 Italy-France Treaty Additional Protocol  
- TELT Statute 
- Deliberations n. 57 of 3rd August 2011 
- Deliberation n. 19 of 20th February 2015 
- Deliberations n. 30 of 21st March 2018  
- Deliberations n. 39 of 26th April 2018 
- PUT - Determina MiTE n.248 2022  
- PUT - CTVIA Parere n.538 2022  
- Determina n.1004 TELT Proroga Pubblica utilità 2022 
- Décret d’Utilité Publique (DUP) of 18/12/2007 
- Arrêté Prefectoral of 12/02/2007 
- Arrêté Prefectoral of 04/03/2011 
- Déclaration d’Utilité Publique (DUP) of 30/03/2011 
- Arrêté Prefectoral of 16/08/2016 
- Déclaration d’Utilité Publique (DUP) of 06/12/2017 
- Authorisations, approvals and permits 
- Support letters 
- S-Curves  
- Chemin the Fer  
- Climate proofing 

 
 
 






