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Abstract 

There is a widespread belief these days that the Danube River is 
a waterway which is by far underutilised. This is usually attributed 
to the problems blocking navigation on the river (mostly on the 
Hungarian section), and to the missing regulations of the 
navigation routes. We have to add, however, that there are many 
other factors that set back the development of navigation, 
including the endowments of our economy that result in limited 
demand for water transportation. Also, several further economic, 
geopolitical and geographical endowments contribute to the low 
level of utilisation. The starting point of our paper is that the 
Danube River now offers one single long navigation route. The 
competitiveness of this route is decreased by the fact that no 
waterway network has been established in the last two hundred 
years that could have made river transportation more rationally 
usable. Think of the navigability of the tributaries, the connecting 
and branch canals, and multimodal ports (connected to railway 
and road transportation). Because of all these factors, no macro-
regional economy was created at the adequate time, built on 
water transportation. Think of the fact that one single long railway 
line of motorway, without junctions and connections, cannot be 
operated economically, either, it will not become a system and its 
regional development impact will remain limited. Our paper 
focuses on those experiments that were made to contribute to the 
network development of the Danube River water system, with 
exact plans. Many of them were realistic plans in their days, but 
could not be realised because of the competition of railway, lack of 
capital or for geopolitical reasons. 

Keywords: the Danube, waterway, fluvial transport, regional 
development 

Rezumat. Planuri nerealizate pentru extinderea căii navigabile 
dunărene 

În prezent, există o opinie generalizată că Dunărea este o arteră 
navigable foarte puțin utilizată. Acest fapt este de obicei atribuit 
constrângerilor pentru navigație de pe fluviu (cu deosebire în partea 
maghiară), și lipsei unor lucrări de regularizare a cursului. Totuși, 
trebuie menționat că există și alți factori, destul de numeroși, care 
stânjenesc dezvoltarea navigației, ca de exemplu starea actuală a 
economiei noastre care implică o cerere redusă pentru transporturile 
fluviale. Deasemenea, trebuie amintiți și alți factori economici, 
geopolitici și geografici care contribuie la o valorificare redusă a 
fluviului. Studiul de față pleacă de la ideea că în prezent, Dunărea 
oferă o singură, lungă cale navigabilă. Competitivitatea acestei rute 
este mult diminuată din cauza faptului că în ultimele două sute de 
ani nu au fost contruite alte rețele de canale, care să contribuie la 
intensificarea utilizării rute fluviatile. Ne gândim la psibilitatea de 
navigare pe afluenți, canalele de legătură  și a porturilor multimodale 
(conectate la rețele rutiere și feroviare). Din cauza tuturor acestor 
factori, nicio macro-economie nu a fost creată într-un timp real pe 
baza transporturilor fluviatile. De exemplu, nicio arteră rutieră sau 
feroviară cu lungime considerabilă, fără joncțiuni și conexiuni, fie nu 
este operabilă din punct de vedere economic, fie nu va deveni un 
sistem, având un impact regional limitat. Lucrarea de față 
analizează acele experimente care au fost făcute pentru 
dezvoltarea transporturilor fluviale pe Dunăre, cu planuri exacte. 
Multe dintre ele erau planuri realiste la vremea respectivă, dar nu au 
putut fi îndeplinite din cauza concurenței căilor ferate, a lipsei 
fondurilor sau din rațiuni geopolitice.      

Cuvinte-cheie: Dunăre, cale de navigație, transport fluvial, 
dezvoltare regională 

 

Introduction 

On the lower and middle reaches of the Danube 
River, several canal construction plans were made in 

the last one hundred and fifty years which have not 
been realised. Some of these plans are still raised 

again and again, without much of a chance of 
implementation. As a matter of fact, they are usually 

demonstrated as large-scale programmes seeking 

solutions for the improvement of the present spatial 
structure of the economy, and are meant to improve 

the utilisation of the economic potential of the 
Danube River by the means of networking the 

waterway system (Hajdú–Hardi 2012, Hardi 2012). 

Looking at these plans today, many of them seem to 
be wishful thinking, because even if they could have 

been realised at the technical level of the given time, 
the expenses would have been excessive. The 

practical use of several ideas is incomparable with the 
costs of their realisation (like the concept of the 

inland navigation canal from Kolozsvár/Cluj to Graz, 

with dug canals [Kaján 2004])1. As we have already 
mentioned, some of the plans were feasible, in fact, 

necessary for the creation of the network of 
waterways, but the competition of the railway 

investments, and the evolution of the geopolitical 
conditions did not allow the accumulation of capital 

and the presence of relatively long time (several 

decades) for planning and implementation. Also, 

                                                           
1
 The transformation of the waterways is a good 

opportunity for the brainstorming of politicians, experts 
and laics as well. The concepts are spectacular, they grab 
the attention of media and get on the front pages of the 
newspapers, with promises of fast achievements. If we 
measured the “implementation rate”, the waterway plans 
would definitely have a very low index. The 
implementation of the spectacular plans requires a huge 
amount of capital, professional skills and time. Think of 
the initiatives like the change of the direction of the large 
Siberian rivers in the time of Stalin, and the 
implementation of a reservoir sized 2000x2000 kilometres 
in the West Siberian Plain (Hajdú 1999). 
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several plans were abandoned by the different 
political courses and these plans are raised again 

every now and then, without any concrete ideas of 

course. It means that plans recently raised are not 
new ones most of the times, almost each of them 

have their preliminary versions from the 19th century 
or early 20th century concepts. We must not consider 

all of these plans, however, outdated ones, even if 

they do not seem to be realistic today, as the 
experiences from the past may be useful if conditions 

change. A possibility for the survey of the 
development of this macro-region, all in all, is to look 

at how the experiments for the supplementation of 
the system of natural Danubian waterways and the 

methods of their implementation are related to the 

development of the spatial structure. Several authors 
agree that the Danube River had economic 

development potential in the macro-region (Gál 
2001). Looking at the temporal change of the 

intensity of canal constructions (Hadfield 1986) we 

can see that there were several periods when the 
issue was more intensively dealt with, when the plans 

were made or revised, usually at the time of great 
economic booms, but as we have already mentioned, 

most of the plans that were realistic at their time 
could not be realised, for lack of time and capital. 

 The first such period is the late 18th century 

and the first half of the 19th century, when the 

rapidly developing cereals trade, in other places 
industrialisation created a demand for 

transportation. The technical level of the time, 
however, did not allow the establishment of major 

canal systems, and the small capacity navigation 

routes could not remain competitive against the 
steam trains after the 1830s. This period was ended 

by the spread of railway transportation and the 
demand for the spatial integration of the national 

economies. The best example for this is the 

development of Germany, to which the Austrian 
processes were quite similar. The German nation 

state, involving several small spatial units, had to 
integrate fragmented economic spaces. One of the 

means for this was “Zollverein”, but spatial 
equalisation required infrastructure as well. Railway, 

which could be built rapidly and at lower costs, 

secured the regional levelling out of prices; in 
addition, railway investments had economic synergy 

effects (steel and iron industry). To the contrary, 
canal constructions required earthwork in the first 

place. Railway investments were given state 

subsidies, e.g. interest rate guarantees. As a result 
of all these, railway network was rapidly built out. 

After 1870, 10 thousand kilometres of railway were 
built in Germany in each decade (Berend–Ránki 
1987), as opposed to the problematic and slow 
construction of canals. Meanwhile, ships grew in 

size, old canals became obsolete and larger and 

larger canals should have been built. On the whole, 

the building of a single nation state, and for 
industrial development the construction of railway 

network were more important and proved to be a 

more rational decision than the development of the 
network of inland navigation routes. 

 The late 19th century and early 20th century is 

another great period of canal constructions in 
several macro-regions of Europe. This is the time of 

the “canal construction fever” (Kaján 2004). One of 

the reasons for this was the fact that railway was no 
longer able to satisfy the transport demand of the 

rapidly growing economy in quantitative term; also, 
its specific cost was high in the case of certain 

goods (Hoszpotzky 1908a). The Central European 
states, one after the other, had their canal acts 

worked out in the first decade of the century: the 

canal acts of Bavaria, Austria and Hungary designed 
a whole network of waterways, and also defined the 

related sources of financing. The level of technical 
development at that time already allowed solutions 

that made the construction and utilisation of 

waterways more economical. In Western Europe, 
the management of the problem coming from 

elevations was done by the means of so-called 
aqueducts (the canal is led through a special bridge 

above a valley or other obstacle), or tunnels were 
built for the canals. This is the time when most of 

the presently existing network was constructed. In 

the central part of Europe it was World War I and 
the subsequent economic crisis that blocked 

development which had started in the first decade of 
the century. Some objects were implemented 

between the two world wars, like the Mittelland 

Canal in Germany. It was evidently the strategic 
necessity that demanded the completion of the 

expensive investment2, but most of the investments 
were postponed. 

 In the decades following World War II it was not 

only Western Europe but also Eastern Europe where the 
construction of canals gained momentum (e.g. Lenin 

Canal, the connection of the Volga and Don rivers in the 

Soviet Union). Most of the Central European plans were 
based on plans from the early 20th century and/or from 

before, and the interrupted implementation of these 
plans were continued, although with less intensity than 

by the intentions of the governments prior to World War 

I. Plans became more and more complex, and 
navigation routes had to be built for ever larger ships. 

The possibility of hydro-electricity production, the 
demand of the growing economy for industrial water 

and the need for irrigation all promised a return of these 

investments within the foreseeable future, although 
through several transmissions. 

                                                           
2 A major problem of inland navigation in Germany was 

the typical south to north direction of the big rivers. This is 
why an east-west connecting section had to be 
constructed. 
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The date of birth of the Danubian canal plans fits 
into this general tendency of development. Another, 

very important fact in connection with the Danube 

River is that the unfavourable geographical 
endowments made the access to the seas more 

important than in Western Europe, where the main 
reason for the canal constructions was the 

connection of the industrial regions. This intention is 

also visible in this region (Austrian canal act), but 
the primary reason, as we have mentioned, 

remained to have an access to the sea. Taking 
Kálmán Tőry’s grouping into consideration (Tőry 

1954), the plans of the Danubian canals can be put 
into three main categories: 

1. Connection of the upper section of the Danube 

River to rivers in Germany and through them to the 
North Sea and the Baltic Sea. These include the 

connection of the Danube River to the Main and Oder 
rivers, to the Moldova River and the Elbe. Of these, the 

Danube–Main connection has been realised, although 

its preliminaries were also related to other grandiose 
concepts (e.g. connection of the Danube River to the 

Lake Constance and through that to the Rhine). 
2. In the middle and lower reaches, the access to 

some inner seas of the Mediterranean Sea, the main 
objective of which was the abbreviation of the 

waterways turning east in the Balkans and also to 

avoid the straits in Turkey (Bosporus and 
Dardanelles), having a shorter access this way to 

the ports of the Mediterranean. These plans can be 
called Balkan canal plans and they include the 

Danubian–Adriatic waterway, the Danube River–

Morava–Vardar–Aegean Sea Canal, and also the 
Danube–Black Sea Canal, the only one that has 

actually been constructed among the above plans. 
3. Construction of the inner waterway network of 

the basins along the Middle Danube, especially of 

the Carpathian Basin, utilising the tributaries of the 
Danube River and artificial waterways. 

The Austrian canal act 

One of the most comprehensive of these efforts 
was the so-called canal act of the Austro-Hungarian 

Monarchy, approved in 1901. This act was openly 
meant to improve the economic integrity of the whole 

of the empire by the construction of an infrastructure 

network that would have created a closer connection 
among the economies of the respective areas, also, it 

would have opened the market of the Monarchy to 
several seas – North Sea, Baltic Sea, Black Sea and, 

together with the Hungarian concepts to be negotiated 

later, the Adriatic Sea (Fig. 1–2). Only short sections of 
the planned canals were implemented: inner lobby 

interest slowed down, and then World War I finally 
stopped constructions. The plan on which the act was 

built included the canalisation of the following river 

sections and the construction of the following artificial 
canals (Tőry 1954): 

 The Danube–Oder Canal would have started from 

Vienna and crossed the watershed through the 

canalised Morava River (with 29 dams), and it would 
have reached the Oder River at Oderberg. The 

incurred costs were 170 million contemporary Crowns. 
The canal would have connected the Silesian coal 

basin to the central regions of the Monarchy and the 

Czech industrial region, so it could have been a 
significant contribution to the spatial integration and 

market relations of these areas. This may have been 
the most important line of the concept, and it was (and 

still is) a plan living already before the act and for the 
longest period after that (until today). The Austrian 

Imperial Assembly urged already in the 19th century 

the construction of the new waterway several times, 
the main aim of which would have been to supply the 

city of Vienna with cheap Silesian coal. (For this reason 
the city of Vienna approved of subsidising the 

construction of the canal with 4 million Crowns) (Pallas 
Nagylexikona).  
 The Danube–Moldova Canal, which would have been 

constructed between Vienna and the Moldova (Vltava) 

River at Ceské Budejovice, and would have been part of 
the Danube–Elbe Canal. The high watershed would 

have required the construction of 53 dams, and the 
costs were estimated at 150 million Crowns. 

 Canalisation of the Moldova River from Ceské 

Budejovice to the mouth of the Elbe River at Prague, 

in a length of approximately 179 kilometres, with 34 
waterworks, and with an investment worth 112 

million Crowns. 
 The Oder–Elbe Canal would have been a 

supplement to the Danubian connection. 

 Canalisation of the Elbe River from Melnik to 

Pardubice and Jaromir. 

 The Oder–Vistula Canal. 

 Canalisation of the Vistula River. 

 Construction of the Vistula–Dniester Canal in a 

length of 373 kilometres. 
It is clear that the concept would have created a 

strongly Vienna centred network. Had it been 
implemented, it would evidently have been a very 

significant contribution to the economy of the 
Vienna region but it would also have been an 

important transport route for the Silesian industrial 

region and also for Galicia. A total of 846.2 million 
Crowns were planned for the works, from which 250 

million were actually available for the major works 
until 1912 (Tőry 1954). The implementation of the 

plan was first blocked by the inner opposition: the 

Czech and Polish owners of large estates were afraid 
of the competition of the Hungarian cereals, and the 

mine owners and the owners of industrial plants 
were afraid of competition from Prussia, Germany, 

Belgium and France. 
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3
 The original subject of this map to show the planned waterways in the German Empire. Nevertheless the 

plans of the Austrian canal-law could be presented on it. 
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Hungarian concepts in the early 20th 
century 

Within the Monarchy, Hungary too made 
considerable plans for the supplementation of the 

waterway network of the country. Several own 

initiatives were made by several Hungarians. The 
main objective of the developments was the 

transportation needs of agriculture and also the 
irrigation and drainage demand of the arable lands. 

The end of the 19th century was more favourable for 

railway constructions. Act No. XIII of 1867 on “loans 
to be made for the construction of railways and 

canals”4 generously supported the intentions of 
private investors, but most of the resources were 

finally spent on the construction of railways in this 
period of time (Hoszpotzky 1908a). 

As canal constructions became important state 

initiatives in the very beginning of the 20th century in 
the whole of the Monarchy, efforts of this kind were 

also given a special attention by state organs in 
Hungary at this time. The regulation works of the Iron 

Gate proved that Hungary was capable of the 

implementation of such works, and it was just the 
more effective waterway opened through the Iron 

Gate that increased the interest in river transportation. 
The state had to take the responsibly of canal 

constructions, because the sources of the 19th century 
developments based on private capital were absorbed 

by railway constructions (Hoszpotzky 1908a). The 

Ministry of Agriculture established a River Canalisation 
Department in 1903, while in the Hungarian Ministry of 

Commerce, a separate branch office responsible for 
port and navigation canal planning was set up. The 

comprehensive nature of the work and the momentum 

are signed by the publication of detailed studies on the 
task force of the ministry of commerce, led by Alajos 

Hoszpotzky, on the feasibility of the canal between the 
Danube and the Tisza Rivers in 1908 (Hoszpotzky 

1908a); on the regulation works of the Iron Gate 
(Hoszpotzky 1908b); and on the necessary 

development works of the port of Fiume/Rijeka (Popp 

1908). The River Canalisation Department worked out 
as their main task the plans of the Hungarian inland 

waterways, and published them in details in No. 23 of 
1907 of the periodical called Vízügyi Közlemények 

(Water Management Bulletin), edited by Zsigmond 

Fekete (this issue of the periodical was fully devoted to 
these plans). The following sections to be developed 

were introduced (Fekete 1907): 
 The navigable canal of Budapest 

 The Budapest–Szolnok navigation canal 

 The Morava Valley navigation way 

 The Sió River and the united Sió–Kapos–Sárvíz 

water system 

                                                           
4
 http://www.1000ev.hu/index.php?a=3&param=5314 

 The lower reaches of the Nitra River 

 The Rába River between Győr and Sárvár 

 The Rábcza and Hanság canals 

 The Kolpa River between Károlyváros (Karlovac) 

and Kulpa-Bród (Brod-na-Kupi) 
 The Sajó River from the Tisza River to Bánréve 

 The navigation and irrigation canals of the 

Hortobágy area 

 The Hortobágy–Debrecen Canal 

 The Munkács–Csap (Mukachevo and Chop) 

navigation way 

 The lower reaches of the Latorcza River and the 

united Ung–Laborcz Rivers  
 The Ung River 

 The Laborcz River  

 The Berettyó and the lower Sebes-Körös River 

 Canalisation of the Sebes-Körös from the mouth 

of the Berettyó River to Nagyvárad (Oradea) 

 The Érvölgy canal navigable to Szatmárnémeti 

(Satu Mare) 
 The navigation of the Kraszna Canal from 

Nagymajtény (Moftinu Mare) to the Tisza River 

 The navigation of the Maros River between 

Nagyzsám (Jamu Mare) and Marosvásárhely (Târgu 
Mureș) 

The concepts were often manifested in acts: Act 

No. XLIX of 1908 on “water investments” empowered 
the minister of agriculture to regulate waters for 

“water flow, navigation and economics” purposes, on 
the basis of the principles featured above. A total of 

192 million Crowns was allocated for the works of the 

developments. The main target areas were the rivers 
in the plans featured above, and Lake Balaton. Five per 

cent of the resources could be used for the 
management of other waters. The works defined in 

the act were started, but the war, and the subsequent 
territorial losses and economic difficulties only allowed 

the realisation of a fragment of the original ideas. 

This clearly shows that the idea was the creation 
of a network that concerned almost all major waters 

of the contemporary Hungary, and the main purpose 
of the water management works was the marketing 

of agricultural crops (Fig. 2). 

In addition to the purposes of agriculture, 
however, industry would also have been promoted 

by the construction of the major canals. Noteworthy 
that e.g. for the Bata (later Tisza) Shoes Factory 

located in Martfű an important location factor was 
waterway in 1914, as the raw materials of the shoes 

were transported by ships across the Suez Canal. A 

conscious state policy diverted the investment from 
the originally planned spot at the Danube River to 

the bank of the Tisza River. The Danube–Tisza Canal 
must have been an important promise, because 

together with the connection promised at the 

Morava River it would have allowed water 
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transportation to the Bata plants located in Zlin and Borovo (Hegedüs 1974; quoted by Nádudvari 2011). 
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Danube–Adriatic connections 

The most important of the network elements 
called “Balkan” canal plans by Kálmán Tőry is the 

access to the Adriatic Sea from the middle reaches 

of the Danube River. The waterway of primary 
importance in this is the Danube–Sava–Kolpa–

Trieste waterway, but plans were also made for a 
canal linking Pozsony (Bratislava) and Vienna to 

Trieste. 

The access to the Adriatic Sea became an issue 
of fundamental significance for the inland 

transportation of the Monarchy. For Austria it was 
Trieste, for Hungary Fiume (Rijeka) that became 

important transport development directions. 
Hungarian cereals had a serious competitive 

disadvantage against cereals transported from 

Russia and overseas, as access to the sea was 
problematic and expensive (Gráfik 2004). In order to 

remedy this, various plans were made via the Sava 
and Kolpa Rivers with the aim of approaching, 

maybe reaching Fiume (Rijeka) on water. We have 

to add that this meant breaking across the Balkans 
watershed, making the construction and use of the 

imagined canal very difficult. Despite this, the 
concept of this plan was among the ideas that 

seemed realisable to some extent, so much that it 
was a plan still alive in the successor states after the 

disintegration of the empire, because of its strategic 

importance – in fact, it is still a plan alive today. 
The Danube–Sava–Kolpa–Trieste waterway 

consists of five major sections (Deák 1998): 
 Danube–Sava canal between Vukovar and Samac 

 The Sava River from Samac to Sziszek (Sisek) 

 The Kolpa River from Sziszek to Károlyváros 

(Karlovac) 

 The Kolpa River from Károlyváros to Kulpabród. 

The navigation way of the Sava and Kolpa Rivers 

was regularly used from the 18th century for the 
transportation of the cereals produced in the Great 

Hungarian Plain to the sea ports; it was basically the 
second most important trade direction in the 

contemporary Hungary after the northern direction 
heading to Vienna. Goods were transported from 

Zimony (now district of Belgrade) to Károlyváros by 

ships on the Sava and Kolpa Rivers, then by 
carriages from there to Fiume, on the so-called 

Louise Road. The Kolpa River is an expensive and 
uncertain waterway, it was navigable in the spring 

and autumn, only, and the cereals had to be stored 

during the seasons in between. The journey thus 
may have lasted for up to 60–180 days from Becse 

(Bečej) by the Tisza River to Fiume (Gráfik 2004). 
In the early 20th century plans and the Act of 

1908, we can see again the necessity of the 

development of navigation, and plans were made for 

the regulation of the Kolpa River by damming not 
only up to Károlyváros but further upstream, right 

up to Kulpabród (Fekete 1907). The canalisation of 

the Kolpa River was actually started, but the works 
came to a halt because of World War I, and then the 

whole waterway was in the territory of the Serb–
Croat–Slovene state after the war. 

The construction and the improvement of this 

waterway remained an important issue after the 
foundation of the Yugoslav state, but, 

understandably, without the Danube–Sava Canal. 
The necessity of the construction of this canal has 

been raised again recently, because Croatia, after 
gaining its sovereignty, became interested again in 

the connection of the Danubian areas to the seaside. 

We can add that Croatia is also motivated by its 
geopolitical location to keep the issue on the 

agenda: by using this canal it can prevent its ships 
transporting upstream the Danube River from using 

Serb territories and services (Erdősi 2005). 

Accordingly, this waterway was integrated into the 
AGN Agreement (European Agreement on main 

inland waterways of international importance) as 
well. 

Another interesting issue of the Danube–Adriatic 
connections is that it was important both for 

Czechoslovakia born after World War I, and may 

also be important for the later born Slovakia. 
However, they are not only interested in the 

waterway discussed so far, but also in a waterway 
to Italy across Slovenia, reaching the Sava River at 

Ljubljana. This idea seems to be hardly realisable; 

nevertheless the issue was raised between the two 
world wars as well (Fichelle 1921), and has not been 

forgotten since then. Italy would have been a 
supporter of this line (Lipták 1993). From the main 

branch, a side-branch would come out near 

Ljubljana, which, across West Transdanubia and 
Burgenland, would reach the Danube River between 

Bratislava and Vienna (Erdősi 2007). The 
explanation for this direction, raised as a vague 

idea, is that it would contribute to the strengthening 
of the north–south and east–west logistics centre 

character of the Vienna–Bratislava city pair. 

Among the less rational ideas we find the 
concept of connecting the Danube River to the 

Aegean Sea across the Great Morava and the Vardar 
River valleys. Beyond doubt, this path is a very 

important direction of our land transportation, as it 

is an important sea access of Central Europe 
towards Thessaly, with advanced motorway and 

railway connections. 
The navigation of the Morava River was an 

important transport route for the young Serb state. 
The plan of reaching the Aegean Sea through the 

Vardar River was made in the early 20th century, 

especially by English and German inspiration and 
promises for financing. In 1907, an American 



Forum geografic. Studii și cercetări de geografie și protecția mediului 
Volume XII, Issue 2 (December 2013), pp. 138-146 
http://dx.doi.org/10.5775/fg.2067-4635.2013.164.d 

145 forumgeografic.ro 

company even made a preliminary plan for this 
route (Jovanovski 1993). 

The birth of this idea was an unrealistic attempt 

trying to find a way out of the isolation in World War 
I, taken over by the bureaucracy of the Monarchy 

and still alive today (Kaján 2004). The navigation 
route from Central Europe to Thessaly would 

undoubtedly be shortened by some 1,100 

kilometres. In war times, the possibility to avoid the 
Bosporus and the Dardanelles was just as tempting. 

The disadvantage of the plan, on the other hand, is 
that the watershed between the rivers of the two 

valleys has a very high elevation, which would make 
the investment extremely costly (Tőry 1954). Kaján 

quotes the professional opinion of Jenő Kvassay, i.e. 

140 locks should be constructed on this navigation 
route to bridge the elevations. This would increase 

the time of navigation and also the costs, so this 
would not be competitive against the longer route. 

This did not prevent the Yugoslav leadership 

from warming up to the idea again in the 1960s. In 
1961 they had another plan made for this route, 

which was followed by several further plans and 
studies until 1973. According to the technical 

specifications, a Class 4 navigation route of 650 
kilometres was planned, crossing the watershed with 

63 locks, and saving 20–30% of the costs of 

navigation compared to the Black Sea route 
(Jovanovski 1993).  

Conclusion 

As we can see, there was an economic demand 
for the working out of the navigation route network 

of the Danube River, together with government 

intentions and to some extent also the resources. 
The feasibility of several elements of this network is 

proved by the raising of the idea of construction 
again, several times and by several actors. In fact, 

there are many plans that are still parts in the 

European development plans and are considered in 
the concepts for the working out of the European 

waterway network. We do not know if there ever is 
a geopolitical and economic situation in the future 

when the implementation of these plans will be 
considered seriously, but our analysis is a proof that 

the lack, the abandoned construction of these 

navigation ways considerably decreased the 
possibility of the economic utilisation of the Danube 

River and the birth of a macro-regional economic 
structure built on the Danube. 
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