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1. SUMMARY 

 

Despite the world financial crisis, the freight village of Verona kept growing in the multimodal field. 

The goods market is ever more “global” so the forecasts show an increase of traffic flows. The 

RailRoad Terminal of Verona plays a key role in the Italian transport sector. In this scenario, the 

increase of the goods exchange can represent both an opportunity and a treat. An opportunity since 

the strategic position of the Verona freight village and its high level of performance. In fact, the 

majority of the goods heading to the northern European countries (especially Germany) will be 

handled inside the node of Verona. More freight traffics mean more profits that can be invested to 

buy new equipment and to hire other employees. Therefore, there will be benefits for many subjects. 

However, the treat is represented by the infrastructures. They have a specific capacity, which is a 

constraint. In fact, the development of the inland terminal cannot going on if there are physical limits 

and infrastructural bottlenecks. The steady growth will stop in few years if the capacity will be not 

increased. For this reason, Consorzio ZAI (the infrastructure manager of the freight village of 

Verona) and RFI (the Italian railway infrastructure manager) signed a Memorandum of 

Understanding with the aim to build a new intermodal area. This new infrastructure includes an 

upgrading of the existing terminal area that will be able to handle trains 750 meters long. Therefore, 

the capacity of the entire freight village will be enhanced thanks to the upgrade of the existing 

terminals through the construction of the fourth module (also called “IV modulo”) and to a new 

design of the entire area. The latter allows to exploit better the intermodal terminal area increasing 

the global rate of return of the Verona node. The realization of this huge work must be divided in 

three important interventions: 

 

 The development of a new area called “Marangona” in the south of the freight village area. 

The automotive sector will be moved there from the north to the south side of the freight 

village. Currently, this sector occupies the space in the zone where the fourth module will be 

built. Therefore, this phase (called phase “zero”) is essential. This work will be realized 

mainly through the merged action of Consorzio ZAI and RFI. They will probably use QETG 

(Quadrante Europa Terminal Gate) to realize the majority of the works. This company is a 

joint venture (50% of shares of Consorzio ZAI and 50% of shares of RFI) that built also the 
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third module (also called “compact terminal”) of the freight village of Verona in 2010. The 

intervention will be described better in the following paragraphs; 

 

 The construction of the “IV modulo” with tracks 750 meters long. This work will be carried out 

mainly by QETG and it will be not analysed in this document; 

 

 Finally, the realization of the all roads necessary to connect the new development area to the 

fourth module and to the bypass of Verona. This work will be divided in different phases 

because at the beginning it will be necessary only to connect the “Marangona” to the 

southern stretch of the Verona ring-road to avoid traffic jams and congestions in the zone. 

Then, in a following step, the area will be linked to the new intermodal area and to the north 

of the Verona bypass. The latter is useful both for the citizens of Verona that will be able to 

cross the city starting from the south and reaching the midtown in few minutes and to create 

a dedicated viability that will allow a smooth flowing of the heavy vehicles and cars. This new 

route will avoid the congested zone of the Verona fair and will permit to split the entire south 

traffic flow in two zones because there will be two gates to enter into the city from the south.  
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2. THE TERRITORIAL, ECONOMIC AND LOGISTIC CONTEXT OF 
THE NODE 

 

After the Second World War, there was the need to restart the agriculture and the industrial sector of 

the city of Verona. For this reason, the municipality, the chamber of commerce and the province of 

Verona created the Consorzio ZAI. It is a public body established thanks to a special law aimed to 

revamp the economic sector of the city after the destruction of the war. Firstly, Consorzio ZAI 

created the historical industrial zone in the south of the city in which is placed the Verona exhibition 

zone. Then, it established the freight village of Verona in 1970. The area where it was developed is 

very close to the city but outside the center. In this way, the flow of business vehicles (like trucks) 

does not cause traffic jams in the city roads. The location of the freight village was chosen for its 

strategic position. In fact, it is at the intersection of the North-South and West-East axis. Therefore, it 

is at the crossing point of the respective Brennero and Serenissima railways and motorway. At the 

beginning of its activity, the Verona inland terminal was built on peach fields (greenfield status of the 

area). The first important building created inside the freight village area was the customs. In fact, in 

those years, there were the European borders and the goods coming especially from Germany had 

to stop in these offices to carry out the customs declarations. Then, it was realized the first terminal 

(ex Cemat terminal) that currently is represented by the first and second modules equipped with the 

yellow gantry cranes. It was the first step of a successful path that has brought the railroad terminal 

of Verona to reach twice (in 2010 and 2015) the first place in the ranking drafted by the German 

association of the freight villages. Later, it was realized a huge logistics area in which now there are 

many warehouses and shipping companies. Then, thanks to an idea of the Consorzio ZAI 

management, the existing railway tracks of the ex “Magazzini Generali” were exploited to create a 

new terminal (called “Interterminal”) using for the combined transport. Lastly, in 2010, it was realized 

Quadrante Europa Terminal Gate (QETG), thanks to the joint venture of Consorzio ZAI and RFI. It is 

a last generation terminal that has the same capacity and performance of the terminal managed by 

Terminali Italia (first and second modules) using the half of the space. Terminali Italia is the terminal 

manager of QETG. The node of Verona handled about 20 tons of goods by road and 8 tons of 

goods by rail in 2018. These data give the idea of the importance of the inland terminal of Verona for 

the national and European market. The strategic position of the node and the high level of services 
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offered have permitted the development of different industrial sectors in the zone, like the 

automotive and the fresh food ones. In fact, in the zone there are both the “Verona Mercato” (one of 

the national biggest wholesales markets) and many GDO operators (Migross, Gardenfrutta, and 

Bayernland to mention someone). In the northern part of the freight village, there is a huge area 

where new vehicles (especially cars of the Volkswagen group), arrive by daily trains and then are 

stocked in these dedicated parking areas. These zones are fenced and there are anti-hail nets 

covering the roof of the vehicles. In addition, it is active a 24/7 surveillance system against thefts. 

After some days of their arrival, the cars are moved by truck to the car dealerships. As mentioned 

before, another important business in the zone is represented by the market of fresh goods. In fact, 

in the southern part of the inland terminal there is the third Italian wholesales market. Here different 

types of vegetables and fruits are negotiated every day. It is an important center both for the 

domestic and abroad market. Finally, in the forwarders center there are many shipping companies 

that chosen to settle here for the several positive aspects of the node. In fact, the proximity to the 

Brenner and Milan-Venice motorways, the ICT services provided by Quadrante Servizi (for instance, 

VoIP, optical fibre, etc.) and the video-surveillance system used to keep a high level of security in 

the zone represent strong attractions for the companies operating in the logistics sector. 

In conclusion, the freight village of Verona can be seen as an international landmark in the logistics 

field. Therefore, it produces benefits both for the economy of the city and for the entire country. In 

fact, about 13,000 of employees are hired directly and indirectly in the area. It is the transit point for 

the goods coming and heading from/to the north of Europe so its level of performance is important to 

keep a high satisfaction of the users of the node.   
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3. THE LOGISTICS NODE AND ITS MAIN NEEDS 
 

As described in the previous paragraphs, the railroad terminal of Verona represents a key point for 

many players in the logistics sector. It is the first freight village in Europe. The infrastructure 

manager of the area (Consorzio ZAI) every day works hard to keep a high level of performance in 

the area. However, it is not a simple duty since the traffic volume is steady growing and the flow of 

goods to manage is very high. The situation can be improved through the satisfaction of the needs 

affecting the node. In this way, the increasing number of freight trains, trucks and loading units that 

will arrive in the area can be handled easily. Therefore, a list of the main needs can explain better 

the critical points of the inland terminal.  

One of the biggest problems in the intermodal chain is the sharing of data. The railway undertakings 

and the railway infrastructure managers of different countries usually do not provide information 

about the freight trains travelling on the European line. An example can explain better the situation. 

A train starting its trip in the port of Rostock and heading to Verona cannot be traced in real time 

without sharing of data about its position. This situation represents a huge problem especially for the 

terminal operators and for the final users. In fact, if there are delays on the stretch described, the 

terminal manager could reorganize its resources. If it knows in advance how many hours are 

necessary for the arrival of the train, it can use this lapse of time to manage another train that is 

waiting its turn on the marshalling yards. In this way, it can be optimized the use of the assets like 

machinery and personnel, realizing big savings in terms of money and time. A good solution to face 

this lack is the appointment of an impartial subject able to normalize the behaviour of the actors of 

the intermodal chain. The players know the benefits of the data sharing but they do not trust each 

other because the risk of industrial espionage is high. Therefore, an external entity can provide the 

security standards that they require. The final result would be an improvement of the performance of 

the overall chain. 

Another need is the international driving license for train drivers. Currently, a railway undertaking 

cannot operate outside the national borders because there is a different signalling system in each 

country. In addition, the electric voltage is not the same so it could ruins the engine. Despite the 

latter could seem the worst problem, the locomotive producers are finalizing a new model able to 

adapt to the different voltages. Unfortunately, the driving license is an issue more problematic. There 
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is a lack of rules about it and the competent authorities are not working together to solve the 

problem. Few railway undertakings have a branch in each country where they operate. Therefore, 

when a train departed from Verona and arrives at the Italian border, the wagons must be attached to 

another locomotive with a different driver (an Austrian one in this case). Usually, there is a 

competitor to tow the wagons and to carry on the trip. In the previous example of a company with 

many branches, it will carry out the entire trip using its locomotives in each country. It represent a 

huge advantage because a unique company can manage the entire route avoid lacks of information 

and reducing the wastes. On the other hand, only few companies have a complex organization like 

this. The solution can be a European Standard to create a unique driving license. With this 

document, the train drivers could operate in all the European countries without stops at the borders 

and using a universal locomotive. 

Moreover, an important need is represented by the optimization of the terminal management. 

Unfortunately, the majority of trains arrive in delay. Therefore, a good terminal manager should be 

able to reduce this delay through its operative system. The rule normally used is that when a train 

arrives inside the terminal, it is unloaded and until its following loading with other goods, its 

departure does not occur. Using this procedure, a track is occupied by a train for about 23 hours. 

This long lapse of time can paralyze the entire terminal, especially when it is a small reality with a 

few number of tracks. The solution is the use of a “wagon sharing” policy. This good practice is 

developed inside one of the terminals of Verona, called “Interterminal”. It is the smallest terminal of 

Verona that carries out its activity using reach stackers instead of the gantry cranes like in the other 

three modules. The equipment of Interterminal (4 reach stackers and 4 slave tractors) allow to have 

more flexibility in the handling of the freight trains. Therefore, since there are only three tracks (2 

operatives and one for trains parking placed in between of the other two), it was necessary to 

increase the terminal efficiency avoiding steady daily congestions. In this way, the wagons are no 

longer bound to a destination but their use is free. Therefore, once the train is unloaded, the terminal 

operator can immediately load it with new loading units addressed to another destination. With this 

operative system, a train occupies a terminal track only for about 10 hours instead of 23 of the 

previous method. The “wagon sharing” practice was studied in the EU project called AlpInno CT. It 

allows to increase a lot the productivity of the terminal. In addition, it produces benefits also for the 

railway undertakings and for the M.T.O. (Multimodal Transport Operator) that can enhance their 

business activity. The only problem is for the rental company of the wagons that is the owner of 
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them. Its advantage is the increase of the number of wagons hired but the disadvantage is to locate 

the wagons because it does not exist a tracing system for them. Generally, the wagons are rented 

by the M.T.O. so the solution is to deploy this operative system in a terminal with one Multimodal 

Transport Operator in order to avoid confusions among the wagons.  

 

4. THE ROLE OF THE NODE IN LOCAL NETWORKS 
 

As mentioned in the previous paragraphs, the node of Verona is the logistics landmark both for the 

city of Verona and for the north of Italy. Many companies decide to settle inside the freight village 

since its strategic position and the services offered. In fact, Consorzio ZAI (the infrastructure 

manager of the area) through its subsidiary Quadrante Servizi, provides several services to the 

operators of the area like optical fibre, cloud computing, data recovery, back-up server and so on. In 

addition, the customs and the proximity to the Brenner and the Serenissima motorways give an 

essential added value for the companies trading goods especially in abroad markets. 

The freight village of Verona plays a key role in the economic and productive sectors. Its action has 

a primary importance in the Veneto region. It is the first logistics center in the zone and a facilitator 

of traffic for the local companies. Therefore, the Verona inland terminal works in close cooperation 

with the operators of the sector and coordinates the activities with the local authorities (Municipality, 

Chamber of Commerce and Province of Verona). It works together with some key nodes like the 

freight village of Padua and Venice port authority. In fact, currently there are several cooperation 

projects between Verona and Venice nodes. Both nodes are investigating about the opportunity to 

activate a customs corridor in order to ease the flow of goods between these two logistics points. In 

this way, when the goods arrive at the port of Venice by vessel, it is possible to skip the customs 

declarations because they will take place in a dedicated warehouse inside the inland terminal of 

Verona. The advantages of this action are clear. Firstly, the freight does not stop in the port area. It 

avoids that the flow of trucks to pick-up the goods can congest the node. Then, it is possible to ship 

the goods quickly to the foreseen destination using a huge hub as Verona in which there are several 

railway connections to the northern European countries. In addition, Verona and Venice nodes work 

together in many EU projects. The aim is to increase their own business but especially to improve 

the local logistics network in order to push the domestic market. 
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Another point of view to analyse better the role of the Verona freight village regards the benefits 

produced for the community. The annual records of the inland terminal make possible to carry out 

an accurate evaluation about the externalities saved thanks to the daily activity of the node. The 

term “externalities” involves many aspects like the traffic jams, car accidents, CO2 emissions and 

other social and environmental parameters. The 7,918,560 tons of goods moved in 2018 by train 

represent the amount of trucks taken off from the road. The calculation is done considering a stretch 

of 850 kilometres that is the average distance between Verona and the northern Europe. The CO2 

emissions produced to carry these tons of goods in 2018 are 181,237 using the railway transport. 

On the other hand, if these tons were carried by truck, the amount of CO2 tons would be 665,458. 

The difference between these two values represents the eco savings occurred in this stretch thanks 

to the Verona freight village action. 

Finally, the majority of the heavy vehicles do not congest the city roads since the position of the 

inland terminal. It is placed in the west side of the city area but outside the center. Then, the 

dedicated ring-road exit and the direct connection to the Brenner motorway make the freight village 

as a sort of “isolated area” where the trucks can arrive and departure avoiding city streets. 

 

5. THE ROLE OF THE NODE IN THE TEN-T NETWORK 
 

The inland terminal of Verona is one of the most important logistics nodes in Europe. Verona is 

placed in a strategic position because it is at the intersection of two important TEN-T corridors: the 

Scan-Med and the Mediterranean corridors. In addition, it is identified like a “core node” and it is 

included in the rail freight corridors. This railroad terminal catches the majority of freight traffic 

flowing on the Scan-Med corridor, as mentioned before. Therefore, it plays a key role in the 

European multimodal chain. In fact, it has several daily railway connections with the main dry and 

maritime ports in Europe. The aim of the European Commission is to shift the 30% of the freight 

traffic from the road to the railway within the year 2030 and this threshold will be enhanced to 50% in 

2050. Consorzio ZAI (the infrastructure manager of the Verona freight village) is working hard to 

upgrade the existing infrastructure and it is planning the fourth module. It is an exciting challenge for 

the inland terminal of Verona. The benefits that will be produced by the new designing are good 

motivations to foster the commitment of the players operating in the logistics node of Verona and 
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their strong determination will be the key element to meet the deadline. In addition, there is another 

target to achieve for the Verona railroad terminal. This objective is to develop new railway 

connections on the Mediterranean corridor. Currently, there is not a direct connection to the railway 

network from the west side. Therefore, the trains coming from Milan must stop to Verona Porta 

Nuova railway station (the main railway station for passengers of Verona) and then they can move 

to the Quadrante Europa railway station (the railway station of the Verona freight village). The lack 

causes a double number of shunting operations to handle these trains. RFI (the Italian railway 

infrastructure manager) is working to remove all the bottlenecks on the railway network. The 

scheduling of this work is included in the increase of the High speed/High capacity railway line. On 

the Milan-Venice stretch (Mediterranean corridor), the works are in progress and at the end of 2021 

Verona will be connected to Milan with this type of line. In addition, the aforementioned constraint 

(the west access) will be removed allowing to receive directly the trains from Milan.  

In addition, it is necessary to increase the volume of freight traffic from Verona to the Italian ports 

(and vice versa). In fact, currently the level of these traffic is very low so it is important to enhance 

the intermodal connection to answer positively to the policies of the Italian ministry of transport that 

are to shift as more freight traffic as possible from road to rail.  

The inland terminal of Verona was awarded twice (in 2010 and 2015) as first freight village in 

Europe, according to the ranking drafted by GVZ (the German association of freight villages). Its 

railway freight traffic is focused on the Brenner corridor because the goods are traded especially 

with the north of Europe. For this reason, the works on the railway network in the surrounding 

stretches of the Verona node are necessary to increase the traffic also on the Mediterranean 

corridor. Currently, the freight village is well connected to the railway line. In fact, there are direct 

connections to the Brenner railway line from the north side (the Brenner corridor), from the south 

side (the Verona-Modena and Verona-Bologna) and Verona-Venice from east. The only indirect 

connection as mentioned before is from Milan (west side).   

 

 

6. BOTTLENECKS 
 
The bottlenecks in the node of Verona regard both physical and operative aspects. Talking about 

the “hard” interventions necessary, there are some tunnels with gabarit problems especially in the 
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connections of Verona with the Tyrrhenian ports. Currently, trailers cannot pass through these 

tunnels. Trailers are the loading units mainly handled in the Verona freight village so these 

restrictions in the line represent a huge constraint in the development of the Italian multimodal traffic. 

In fact, the problem regards not only Verona but also the national logistics system. The global 

market is growing and the advance of China cannot be overlooked. After the complete takeover of 

the Pireo port, giants like Cosco shipping are purchasing a large amount of shares of many 

European ports. For instance, it bought 35% of Rotterdam port, 25% of Antwerp port and 40% of 

Vado Ligure port. Therefore, a key node like Verona must become the gateway of the European 

ports. For this reason, RFI is working to remove these infrastructure limits on the railway line. When 

all the tunnels will allow the passage of freight trains loaded with trailers, it will possible to develop 

new intermodal connections. An example can be given from the large number of trailers that every 

day arrive in Livorno port from Spain (Barcelona mainly) and North Africa. Now, they must be carried 

on trucks travelling on the A1 motorway but in the future, the use of the road can be avoided. In this 

way, a trailer can start its trip from Morocco by vessel, arrives in Livorno where is loaded on a train 

heading to Verona. In this hub, it will be loaded in another train with trailers coming from other 

origins. After this “bundling”, the train starts its route to northern European destinations or to China 

so the trailers shipped in Africa can arrive in Asia without the use of the road transport. This is the 

potential use of the Verona node if the bottlenecks on the line will be removed. In addition, RFI is 

also working to redouble the railway line from Verona to Brenner (this stretch is called “Brenner 

Axis”). This increase of capacity is essential since in 2027 there will be the opening of the Brenner 

Basis Tunnel (BBT). However, only the physical works are not enough. In fact, the main change 

must come from the European commission. The target to shift the 30% of freight traffic from the road 

to the railway line within 2030 cannot be achieved without specific laws and countermeasures. It is 

essential a radical change in the way to operate. The road operators will have to concentrate their 

activity on the last mile that is the connection between the terminal and the production sites while 

the longest part of the route must be carried out by train. This important change in the way to 

operate represents the main bottleneck because the majority of the road players could not agree to 

modify their business activity. On the other hand, if this action will be not implemented, the freight 

village of Verona and especially Italy could not be ready to satisfy the different demand of services 

that will be requested by the market in the next future. Nowadays, the customers are oriented on 

“green” companies so the environment aspect has become a key element. In addition, the main 
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motorways are more and more congested so the use of the railway is essential. The inland terminal 

of Verona is working hard with RFI to remove the bottlenecks regarding its node but a special focus 

on the legislative aspects is essential to make the most with the old and the new infrastructures.  

 

 

7. THE SELECTED PROJECTS 
 
As described in the previous paragraphs, three projects are necessary to improve the performance 

of the Verona freight village. The most important is obviously the realization of the fourth module 

with tracks 750 meters long (it is called “IV Modulo”). However, without the other two projects 

(Marangona area and all the roads necessary to connect the new infrastructures) this terminal 

cannot work properly. For this reason, Consorzio Zai and RFI are thinking to employ QETG (that 

was established in 2010 to create the latest module, the third one) for the realization of the fourth 

module. This subject has the suitable expertise to produce a forefront plant able to face the needs of 

an increasingly growing intermodal market. Then, it knows which are the best stakeholders to 

involve (for instance, gantry cranes producers) in order to realize the infrastructure that must be able 

to provide a certain level of performance. The expected date for the conclusion of the works is 2026. 

It is not a random deadline but it has been fixed to be ready when the Brenner Basis Tunnel will be 

open in 2027.  

All the main players of the freight village of Verona want to meet the deadline because everybody 

needs to catch as more traffic as possible. For this reason, these actors are working hard to 

complete all the projects described as soon as possible. 

The selected projects for the inland terminal of Verona regard the realization of the new Marangona 

area and the roads necessary to connect this zone to the new terminal and to all the key points of 

the node. The fourth module project will be not analysed in this document because it is developed 

mainly in another CEF Project called “Veneto Intermodal” where Consorzio Zai and RFI are 

partners. 

Therefore, it is excluded the fourth module despite there is an indirect involvement of Consorzio ZAI 

and RFI since they will design the module but it will be only QETG the executive producer.   

On the other hand, the development of the Marangona zone will involve Consorzio ZAI, RFI and the 

municipality of Verona. 

The area will produce benefits not only for the players involved but also for all the people of the 
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community. It represents the first step of the construction of the fourth module. In fact, there will be 

the movement of the automotive sector from the current position in the north side of the Verona 

freight village to the Marangona zone. This operation is essential to start the works; otherwise, there 

will be not the area on which the fourth module will raise. 

In addition, also the roads will play a key role. In fact, the Marangona area will be developed close to 

the south bypass of Verona. However, without a dedicated ring-road exit and road connections, the 

business vehicles (like trucks) will create congestions on the surrounding roads of the area. Then, 

the area must be linked to the new terminal and to the north bypass of Verona. Finally, this road is 

essential to allow that any type of vehicle can travel from the south to the north of the city (and vice 

versa) without pass to the center roads already congested. For this reason, there will be the 

involvement in the project of Consorzio ZAI, of the Municipality of Verona and of RFI (RFI will 

contribute through the compensatory works of the High speed/High capacity line that will be realized 

in the stretch of the Verona node). Therefore, this road is important for several reasons. 

In conclusion, two out of three projects were selected from the freight village of Verona for their 

financing through Newbrain. The reason is the direct involvement of the freight village in the 

realization of both projects so Newbrain can be the right tool to support partially the investments. 

 

7.1 PROJECT 1: “MARANGONA” 
 
The Marangona area occupies 1.5 millions of square meters and it is placed in the south of the 

Verona freight village zone. Consorzio ZAI owns the majority of this surface and it is authorized by 

the law to expropriate the remaining lands that are necessary to complete the work. The project is 

very interesting both form the logistics and the community point of view. In fact, its realization will 

bring benefits on the city viability (as mentioned before) but will produce also an increase in the 

number of recruitments. In fact, this area will be the premises of many new companies that will need 

of new employees. The connecting roads between Marangona and the new terminal will allow to 

create a big intermodal center with a huge potential to exploit. For this reason, it is important to 

design accurately all the spaces and the infrastructures necessary in order to get the highest result 

possible from this project.     
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7.1.1  THE DESCRIPTION OF THE INTERVENTION 
 
The intervention will be developed mainly thanks to the action of Consorzio ZAI. It is the authority of 

the zone and the promoter of new business activities. The project will start with the expropriation 

process. Consorzio ZAI will buy all the lands necessary to realize the area. It will be not a simple 

procedure because there are sensible zones close to some housing units. The city planning 

managers of Consorzio ZAI and of the municipality of Verona have to cooperate to find an 

acceptable solution for the community. After this step, Consorzio ZAI must make a deal with the 

logistics player of the automotive sector. The agreement with him could foresee the same or similar 

conditions to the current ones. Only in this case, the player is willing to move to the Marangona to 

carry on its business activity. In case the agreement will be not signed, it will be launched a public 

procurement procedure to identify another automotive logistics player. Once this player will be 

identified, QETG will have to create a new intermodal terminal that must able to handle different 

types of traffic. In fact, the infrastructure will be mainly used to manage automotive traffic but it must 

be designed to receive also trains with the new EU standards (750 meters long). 

 

7.1.2  INVOLVED SUBJECTS AND STAKEHOLDERS 
 
As mentioned before, in the first project selected there are many subjects involved. This huge 

partnership is due to the different business activities that will be developed in the Marangona area. 

Therefore, it is important to understand who these subjects are and which is their role in the project. 

Consorzio ZAI: it was established in 1948 thanks to a special law drafted to relaunch the economic 

sector of the city after the destructions of the Second World War. It has created the inland terminal 

of Verona in 1970 and from that moment, it become the infrastructure manager of the area. 

Consorzio ZAI is owned by three subjects: the Municipality of Verona (33%), the chamber of 

commerce of Verona (33%) and the province of Verona (33%). Consorzio ZAI is a sort of “real 

estate agency” but has also other functions. It is the promoter of the intermodality in the European 

logistics network. In addition, it is the facilitator of the collaboration between intermodal players like 

forwarders and railway undertakings. It will play a key role in the development of the project because 

it is a sort of “referee” among the players. Therefore, it can foster the cooperation to reach the set 

targets.  

RFI: it is the Italian railway infrastructure manager. It is the owner of the national railway network. In 
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the last years, the new management of the company has made several deals with the main players 

of the network in order to improve the Italian railway infrastructure. For instance, it was planned to 

remove the bottlenecks in the stretch between Bologna and Prato, enlarging the tunnels with a 

reduced gabarit. In this way, it will be possible to carry trailers on the railway routes connecting the 

Tyrrhenian ports to the northern nodes. Unfortunately, the Italian railway network was not designed 

for freight purposes so many interventions are necessary to improve its efficiency. Luckily, many 

works are already planned and financed. However, the daily commitment of RFI is focused to 

improve the entire national railway network to allow an increase of the freight traffic. Therefore, in 

the following years Italy will be able to exploit completely its potential, becoming the center of the 

European goods trades. 

Quadrante Servizi: it is a subsidiary of Consorzio ZAI, which owns the 75% of its shares. It is the 

service provider of the Verona freight village. It carries out many functions. Firstly, it offers support to 

the companies operating in the area through a set of services like maintenance, repairing of 

damages, the cut of the grass, air conditioning and the electricity supply. Then, it manages all the IT 

infrastructure of the area, producing IT services (like Cloud computing, back-up recovery and so on) 

that are very requested among the companies working in the area. Finally, it is also the unique 

shunting operator in the zone, which guarantees high level of performance. This last role is the most 

relevant for the project so the involvement of this company will be essential. 

Terminali Italia: it is the subsidiary of RFI, which owns the 100% of its shares. It is the manager of 

the first terminal “ex Cemat” created (composed by the first two modules), and manages both 

modules one and two and QETG terminal (the third module). It handles also other terminals in Italy 

so its long-term experience in this field can be useful for the planning, management and realization 

of the next works in which the freight village will be involved.  

Municipality of Verona: this subject is the Public Planning Authority of the area. Consorzio ZAI will 

have to work in close cooperation with it to plan and realize the development area as soon as 

possible. Its city planning department deals with the maintenance of the Verona roads and the 

development of new projects divisions so it has an overview of the procedures necessary to realize 

an important project like Marangona. Its involvement is important also to create the road 

connections from Marangona to the new terminal area.  

Automotive logistics operator: it is the manager of the automotive sector. It handles all the trains 

full of cars. These “automotive trains” are particular because are usually loaded with two or three 
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different type of vehicles. The best way to unload them is to split the train in two or three parts, 

according its loading. In this way, it is simple to gather the same model of vehicles in the dedicated 

parking areas, increasing the speed of the unloading operations. In the Marangona area will be 

realized a new intermodal terminal which probably will be dedicated to manage automotive traffic. 

The tracks will be 750 meters long to respect the EU standards and to use the terminal to manage 

both automotive and other kind of traffics.  

 
 

7.1.3  THE MATURITY LEVEL OF THE PROJECT 
 

Currently, there is a pre-feasibility study about the Marangona area. There have been a negotiation 

with a big player operating in the furniture sector but an agreement has not been reached. It would 

have been beneficial for the development of the area but not essential. However, there are other 

players interested in the project, which can boost the development of the zone. At the end of 

February 2019, an agreement with a huge player operating in the logistics field was signed. Its 

settlement can speed up the growth of the area. The deadline of the project is 2023 so the following 

years will be crucial. Now the area is a greenfield but in a short lapse of time can become buildable.   

The Marangona area will raise in a sort of triangle delimited in the lateral sides by the railway and in 

the lower side by the south bypass of Verona. Inside the Marangona, there is a pre-booked area 

where an important logistics player will settle in the next months as mentioned above. This area will 

allow to create the first stretch of road and two rounds, necessary to complete the south-north road 

that will be described in the second project. 

 

 

 

7.1.4  THE TIME FRAME 
 
The area will be developed through three steps. Firstly, it is necessary the connection to the south 

bypass of Verona. This work is mandatory to avoid congestions of vehicles (especially trucks 

operating in the logistics field). Then, the settlement of the first logistics operator will be the spark to 

begin the development of the Marangona. This operation will allow a quick improvement of the entire 
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zone. Finally, there will be the movement of the automotive logistics player.  However, Marangona 

will be not completed until 2023 because this area include a set of works that need more time to be 

realized (especially the authorization procedure could be long).   

 
 
 
 
 

 

7.1.5  THE INVESTMENT AND THE MANAGEMENT COSTS 
 
 
The evaluation of the foreseen costs to complete the work is divided in four parts:  

 

- 2.750 million of euro for the roads necessary to the logistics operators’ settlement. This cost is 

present also in the following project so it must be considered only one time; 

 

- 14 million of euro for the railway works; 

 

- 7 million of euro to build the new automotive terminal; 

 

- 16.2 million of euro to expropriate the lands that Consorzio ZAI does not own. 

 

The sum is 39.95 million of euro necessary to realize the Marangona area. 

 

 

7.1.6  THE FUNDING SOURCES 
 
 
Now the project is only self-financed. Consorzio ZAI can get the money necessary to fulfil the work 

selling logistics areas that currently owns or renting them. The duty of Consorzio ZAI is to realize the 
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urbanization works in the area while the construction of the intermodal terminal (mainly dedicated to 

the automotive traffic) will be carried out probably by QETG. Luckily, Consorzio ZAI will receive 

some grants from the CEF project (focused on the improvement of the intermodal nodes) in which it 

is the applicant.   

 

7.1.7  THE CONSTRAINTS 
 
 
Several constraints prevent the growth of the area. Firstly, the agreement with a huge logistics 

player is missing. It could attract other operators and give importance to the zone.  

Then, some lands are not owned by Consorzio ZAI so are necessary some expropriations. It is a 

sensitive issue because there are some housing units close to these lands. Therefore, it is essential 

a specific urban exploitation planning in order to get as benefits as possible, reducing to the lowest 

level the negative impact of the work on the collectivity.  

However, currently the biggest limit is the intended use of the area. It is not yet a business area and 

the bureaucracy to convert the use of the zone is a step that must not be underestimated. In fact, 

the authoritative process it could take even more than a year. 

 

7.1.8  THE FAVOURABLE CONDITIONS 
 

The Municipality chooses the city council every time that there are the local elections. Therefore, 

over the years, there were many city councils in Verona and everyone disagreed with the plan to 

develop the Marangona area of the previous council. However, in the last years several discussion 

about this topic among the players are in progress. Nowadays, the goods are traded especially in 

International markets so there are more abroad connections that cause an increase of the flow of 

vehicles. The traffic jams and the pollution are issues that cannot be underestimated. The growth of 

this area will allow to move the automotive sector from the north to the south of the freight village 

and to begin the works to realize the “IV Modulo” (fourth module) in the surface currently occupied 

by the new vehicles. With this upgrade, the intermodal terminal will be able to handle freight trains 

longer and heavier that will decrease the number of trucks on the road and the CO2 emissions. In 

addition, Marangona will offer a new logistics zone where many companies can settle to expand 

their business. The area will provide many advantages:  
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a) the proximity to the Verona ring-road and to the A4 Serenissima motorway;  

b) an upgrade of the intermodal terminal to ship and receive the goods; 

c) key facilities (electricity, optical fiber, a dedicated viability, etc.). 

 
 

7.2 PROJECT 2: “ROAD ASPECTS” 
 
The project regards the realization of an essential road connection between the new logistics area 

called Marangona and fourth module with tracks 750 meters long. This road will allow to connect the 

north to the south side of the freight village. In addition, it will provide an alternative link that will 

permit to reach the center of the city from the south (and vice versa) avoiding the congested zone of 

the fair. This road will change the habits of thousands of people, especially the commuters’ ones. 

Since the benefits described, it is important to design accurately this road, to prevent the creation of 

further bottlenecks.  

 

7.2.1  THE DESCRIPTION OF THE INTERVENTION 
 
The work will be carried out in different phases. Firstly, the connection between the Marangona area 

(when it will be realized) and the south Verona bypass is mandatory. In fact, the area must be 

connected to a high-speed road to ease the flow of heavy vehicles. In a following step, the fourth 

module will be linked to the north bypass of Verona. These two first steps are quite similar because 

the upgrade of the existing infrastructures (Marangona in the south and the fourth module 750 

meters long in the north) need of a “relief valve” to keep a low level of traffic around their surface. 

Finally, in the last step, these aforementioned new infrastructures will be connected each other, 

realizing a unique road that will link the south side of the Verona bypass to the northern one with a 

clear advantages for the community.  

 

7.2.2  INVOLVED SUBJECTS AND STAKEHOLDERS 
 
The partners involved are almost the same of the Marangona project. Consorzio ZAI and the 

Municipality of Verona will be the main players. In fact, the first one will directly expropriate the 

lands where the road will rise while the Municipality will plan the work. However, their actions must 

not be seen as a separate work because they must cooperate during the entire duration of the 
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project. For this reason, they must identify in advance the best path possible to avoid traffic jams 

and to create inconveniences for the “neighbors” of the road.  

Then, RFI will be directly involved despite the project does not regard a railway connection. Its 

involvement is due to the High Speed/High Capacity project that foresees the road connection to the 

northern bypass of Verona as compensatory work. This work represents a strategic point because it 

will be an additional access to the freight village from the north/east side.   

The other actors mentioned in the Marangona project (Terminali Italia, Quadrante Servizi and the 

automotive logistics operator) are indirectly involved because they have only to provide their 

expertise in order to identify the best design of the road and its access points. In fact, their long-term 

experience is essential to create an organized system where trucks and cars can move without the 

creation of traffic jams in the area.   

In addition to the previous project, this one has another player: the A22 Brenner Motorway. Its 

involvement is indirect. It will contribute to the project providing a part of the investment. The reason 

of its action is that the A22 motorway is even more congested so financing a new intermodal area 

(the stretch of the road that will be financed by A22 is from the northern bypass to the fourth module) 

will help to reduce the flow of trucks on the road. The aim is to make the motorway more suitable for 

the car users. 
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7.2.3  THE MATURITY LEVEL OF THE PROJECT 
 

The project has different levels of maturity because are necessary many works to complete the 

entire road. For the first connection between the south bypass of Verona and the Marangona area, 

there is a feasibility study. This evaluation is necessary to understand the best point in which to 

create the connection to the stretch of the Verona ring-road. Inside the plan of internal roads 
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required for the Marangona development, is included a stretch mandatory to complete the project 

(and especially to allow the new logistics operators settlement). Since the agreement signed with the 

first logistics operator, these roads will be realized within 2021. The final project must be approved 

by the Municipality to start the works. Above there is a detailed picture describing how will be the 

final aspect of Marangona when its development will be finished. 

On the other hand, below there is a picture showing an overview of the first step of the final work in 

which there are the south road stretches necessary to complete the entire project. 
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In addition, in the picture above (step 2) is possible to identify the road that will allow to create a 

new access to the freight village. In fact, currently it does not exist a north road connection in the 

Verona freight village. Moreover, the link to the northern bypass will be a strategic point where the 

trucks can easily go inside the terminals without congesting the surrounding roads like in the current 

situation. This stretch should be included in the compensatory works of the High speed/High 

capacity project so Consorzio ZAI will not support its costs.    

Finally, there is the stretch in the middle (step 3). It is the glue between the aforementioned road 

connections. There is not a preliminary design as in the previous cases but Consorzio ZAI is 

analysing the importance of this stretch with the Municipality of Verona. Since its strategic role (to 

allow the flow of vehicles from the south to the north of the city), its realization could be speed up.  

This last road connection can be seen in the picture below.   
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7.2.4  THE TIME FRAME 
 

The first work that will be realized is the road connection from the south bypass of Verona to the 

Marangona area. It is the first step to build the crossing road that will link the south and the north 

stretches of the Verona ring-road. This connection will permit to manage easily the traffic produced 

by the Marangona area. The second phase is to realize the opposite road from the north bypass of 

Verona to new intermodal area (the fourth module). This second step is mandatory to avoid further 

congestions in the current roads surrounding the freight village. The fourth module will be finished in 

2027. It is the most important work and it represents the future of the Verona inland terminal. 

However, its realization will be followed mainly by QETG. The last stage regards the central stretch 

of road. Despite the key role of this last work, its realization is foreseen in 2030. The reason is the 

inadequate importance given to this road but the staff of Consorzio ZAI is working to move up the 

deadline. 
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7.2.5  THE INVESTMENT AND THE MANAGEMENT COSTS 
 
The evaluation of the foreseen costs to complete the work is divided in three phases:   

 

- 3.95 million of euro for first phase to connect the southern part of the Verona ring-road to the 

Marangona area; 

 

- 25.7 million of euro (19.1 million will be not paid by Consorzio ZAI) for the second phase to connect 

the new terminal 750 meters long to the northern bypass of Verona; 

 

- 13.5 million of euro for the third phase to connect the previous two stretches. 

 

The sum is 43.15 million of euro necessary to realize the road. 

 

7.2.6  THE FUNDING SOURCES 
 
The sources of funding come from self-financing and CEF projects, like in the Marangona project. 

However, another source can be the private investment of the Brenner motorway, as mentioned 

before, or other EU funding programme.   

 

7.2.7  THE CONSTRAINTS 
 
There are some constraints hampering the development of the project. The first one is the property 

of the lands because Consorzio ZAI does not own all of them. The expropriation action is a sensitive 

issue that can cause problems for the local community. For this reason, Consorzio ZAI will have to 
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identify the best solution possible to reduce the impact of this road on the community.    

The second limit is the approval of the Programme Agreement by the Municipality of Verona. This 

agreement is made among public administrations to coordinate their action. In this case, it is a deal 

made between Consorzio ZAI and the Municipality of Verona to develop the Marangona area and its 

connecting roads. The agreement establishes the timings to realize the work and who is the 

responsible of each phase. Without this regulation, the project cannot going on.  

Finally, it is important to define all the intersections with the other type of connections. In fact, the 

road will cross the railway line and the ring-road of Verona. Therefore, it is necessary to localize 

exactly all the crossing points in order to produce a specific design for each one. For instance, it is 

reasonable to build an overpass roundabout close to the foreseen new exit of the north bypass of 

Verona with the aim to ease the flow of vehicle in sensible zone like that. In case of crossing railway, 

there must be carried out other evaluations because a train has to follow a path as straight as 

possible. On the other hand, a vehicle has not this limit. Consequently, the railway has the right of 

way on the road so the crossing point must be designed respecting this constraint.     

 

7.2.8  THE FAVOURABLE CONDITIONS 
 
The advantages of this work are clear. The road will improve both the viability of the Verona freight 

village and the city’s one. An important part of the urban traffic will flow on this stretch avoiding the 

center of the city. It means to reduce the CO2 emissions and the noise. In addition, the road will be 

designed in order to prevent traffic jams that are one of the first causes of air pollution. Then, the 

greenhouse gases are the main reason of the global warming so their decrease it is a positive news. 

In fact, the queues of vehicles stopped at the traffic lights produce a huge amount of these noxious 

gases. The environmental issue cannot be underestimated and greener solutions like this one turns 

out to be important both for the city of Verona and for the entire ecosystem.  

Another important benefit is the aforementioned improvement of the city viability. An additional 

connection from the south of the Verona province to the center of the city is missing. The steady 

growth of the fair zone over the years has made the road connection between the tollbooth of 

Verona south (on the A4 Serenissima motorway) and the center of the city always congested 

(except during the night when people usually do not work). Moreover, during important fairs (like 

Vinitaly, Fiera Cavalli or Marmomac) this road is totally blocked throughout the day causing 
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important inconveniences to the drivers. Thus, it is easy to understand the importance of new roads. 

People heading to the city center will use the new road and only the fair visitors will take the old one. 

The split of the road traffic will decrease the concentration of vehicles and enhance the benefits for 

the community.  

 

8. THE CONTRIBUTION OF THE SELECTED PROJECTS TO 
IMPLEMENT THE TEN-T NETWORK 

 
The contribution of the selected projects to implement the TEN-T network is mainly focused on the 

multimodality. In fact, both Marangona and the north-south road connection will be the necessary 

works to build the fourth module with track 750 meters long. The latter is an infrastructure requested 

by the EU Commission to reach the set target that is to shift as goods as possible from the road to 

rail (the objectives are to split the 30% within the 2030 and the 50% within the 2050). Italy and 

Austria are working together to realize the Brenner Basis Tunnel (BBT). Moreover, RFI is upgrading 

the railway infrastructure, doubling the line on the Brenner stretch. Verona is a core node so it is 

essential that the freight village is ready when the BBT will be opened. Longer (750 meters long) 

and heavier (2 tons) trains will travel on the railway line after the 2026 (the deadline for the opening 

of the BBT) and Verona must be able to handle them since it is the “Gate of the northern Europe”.       

    

9. THE COHERENCE OF THE SELECTED PROJECTS WITH THE 
ACTION PLAN OF EUSAIR PILLAR II 

 

The described projects aim to increase the intermodal connections with the hinterland. Therefore, 

they are coherent to the action plan of EUSAIR PILLAR II. In fact, the Marangona and the road to 

connect the southern to the northern stretches of the bypass of Verona are two projects designed 

especially to develop intermodal solutions. The node of Verona will enhance its performance thanks 

to these works. The freight village of Verona can exploit the entire surface of the Marangona area 

(1.5 millions of square meters) to increase its current traffics and to start new ones. The automotive 

sector occupies currently a wide surface on the north side of the inland terminal of Verona. When 

this sector will be moved to the Marangona area, the free space can be used to build the new 

intermodal area (called fourth module). The long-term experience of RFI, of Consorzio ZAI and of 
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the supporting companies to realize the works (like engineering firms) will be essential to exploit in 

the best way possible the space released after the movement of the automotive. It is important to 

create dedicated buffer areas and a perfect viability system in order to ease the flow of vehicles 

travelling every day in the surrounding roads of the Verona freight village. Only an accurate design 

can help to produce a situation where the flow of vehicles is not a problem like in the majority of the 

EU terminals. The works must be realized in order to expand the inland terminal of Verona, 

enhancing its capacity and features with the objective to create the most important intermodal node 

of Europe.   

 

10. CONCLUSIONS 
 
The projects analyzed in the previous paragraphs are essential for the future both of the Verona 

freight village and of Italy. In fact, Italy must be prepared when the Brenner Basis Tunnel will be 

opened. It is a big challenge for the country because it cannot waste the opportunity to become the 

transit point of the European goods. The Marangona and the south-north road must be seen as 

parts of a huge project where the realization of a new intermodal area (called “fourth module”) is the 

core work. All the players of the intermodal chain must understand that the Verona inland terminal is 

a resource and not a constraint. Therefore, the upgrade of the infrastructures must be used with 

innovative operative systems in order to offer a high level of service to the users (for instance to the 

haulers). Only in this way, the players can identify the freight village of Verona as a strategic point to 

use in order to increase their business. The planned works of RFI to remove all the bottlenecks on 

the national railway line will create an advanced railway system where longer and heavier trains can 

travel without problems. Only few terminals are investing money in terminals 750 meters long so 

Verona has a strategic advantage. All these hints suggest that Verona will play a key role and all the 

players involved should make as more as possible to realize the aforementioned works.    

 

This Action Plan has been produced with the financial assistance of the European Union. The content of 

the document is the sole responsibility of ZAILOG scarl and can under no circumstances be regarded as 

reflecting the position of the European Union and/or ADRION programme authorities. 
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