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PRAZSKE METRO - TRASA D
PRAGUE METRO - THE D LINE

JIRI RUZICKA, VLADIMIR CIGANEK

ZAKLADNI UDAJE

Region Hlavni mésto Praha

Investor Hlavni mésto Praha

UZzivatel Dopravni podnik hlavniho mésta Prahy
Obdobi vystavby zahdjen{ po roce 2008

uvoD

Trasa D je ¢tvrtym diametrem v siti prazského metra. Jejim cilem je
v ¢asovém horizontu dzemniho pldnu hlavniho mésta Prahy k roku 2010 zaji-
stit radidlni cesty z oblasti Krée, Lhotky, Libuse, Novych Dvort, Pisnice
a rozvojovych tizemi na jiznim okraji Prahy do centra.

Prvni provozni dsek trasy D by mél rovnéZ &dstecné zlepsit provoznf situ-
aci na trase C. Zprovoznéni trasy D umozni prevedeni &asti prepravni zdtéze
z trasy C na trasu D a tim ¢dsteCné sniZi obsazenost souprav na provozované
trase C.

Hlavni prinos prvniho provozniho dseku trasy D je vSak treba hledat
v nahrazen silné autobusové dopravy vedené ulici Videriskou a poklesu sil-
ného zatiZen{ stanice metra KaCerov. Zdroven Ize oekdvat i sniZeni objemu
prestupujicich cestujicich ve stanici Muzeum.

Nezanedbatelnou vyhodou je i odstranéni provozni zranitelnosti trasy C na
Nuselském moste a vytvoreni dal§i trasy metra z jizni ¢4sti mésta do centra.
Predpjatd Zelezobetonové konstrukce Nuselského mostu je z hlediska dlou-
hodobé perspektivy ohroZena pasobenim bludnych proudi a v budoucnu
nelze vyloucit jeji celkovou rekonstrukei.

Na obrdzku 1 je vyrez sité¢ metra s provozovanymi tfemi trasami metra A,
B, C a s pripravovanou trasou ID. Trasa C je zakreslena véetné budovaného
useku IVC2 Lddvi — Letnany, ktery md byt dokoncen v roce 2008. Rozsah
trasy A zahrnuje i novou stanici metra v aredlu Depa Hostivar, kterd bude
dokoncena v poloving letosniho roku.
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Obr. 1 Vyrez sité praZského metra
Fig. 1 Section of the Prague Metro network

BASIC DATA

Region the City of Prague

Employer the Municipality of Prague

User Dopravni podnik hlavniho mésta Prahy

(a passenger transport authority)
Construction period commencement after 2008

INTRODUCTION

The Line D is the fourth diameter in the Prague metro network. Its objec-
tive is to provide radial transit to the centre from the areas of Kr¢, Lhotka,
Libus, Nové Dvory, Pisnice and the development territories on the southern
edge of Prague.

The first operational section of the Line D should partially improve the
operational situation on the Line C.

By opening the Line D to traffic, a portion of the traffic load will be tran-
sferred from the Line C to the Line D, thus the train occupancy on the ope-
rating Line C will be partially reduced.

The main benefit of the first operational section of Line D must, however,
be sought for in the replacement of the extensive bus traffic leading along
Videnska Street, and a decrease in the high passenger traffic intensity at the
Kacerov metro station. At the same time we can expect that the passenger
interchange volume at the Muzeum station will also be diminished.

Not negligible advantage is also elimination of operational vulnerability of
the Line C on the Nusle Bridge, as well as the development of a new metro
line from the southern region of the city to the city cetre. The pre-stressed
reinforced concrete structure of the Nusle Bridge is threatened in the long
term by the effects of stray currents and by the fact that the need for overall
reconstruction of the bridge in the future cannot be excluded.

A section of the metro network with the three operating lines A, B and
C and the Line I D under preparation, is shown in Fig. 1. The Line C is shown
including its section IV C2 Ladvi — Letnany, which is under construction with
the completion scheduled for the middle of this year.

ROUTE DESCRIPTION

The basic extent, or the sphere of service provided by this section of the
Line D marked as I D is currently understood to cover an area from Pisnice
to the Hlavni Nddrazi station. Variants to the solution are focused specially
on the vehicle category and corrections in the details of the horizontal and,
above all, vertical alignment associated with the selected vehicle category. At
the same time, the issue of compatibility with the other kinds of rail transit
existing in the PID (Prague integrated transit system), is under consideration
from the aspect of possible utilisation of the system in a regional scale.

The above-mentioned extent of the line differs from the expectations of the
planning department of the City of Prague. It roughly represents unification
of the originally discussed two operational sections of this line (the section
I D from Ndmésti Miru to Nové Dvory and section II D from Nové Dvory to
Pisnice), with an extension comprising one interstation section toward the
south (a part of the originally discussed section III D) to the Hlavni Nadraz{
metro station. The internal division of the project and the process of opening
the Line I D to traffic into phases has not been stabilised unambiguously; it
will be a subject of further design preparation.

A total of 10 metro stations have been included into the design of the first
operational section of the Line D, i.e. the Hlavni Nadrazi, Namesti Miru, (the
crossing with the Line A), Ndmésti Bratfi Synku, Pankréc, (the crossing with
the Line C), Olbrachtova, Nadrazi Kr¢, Nemocnice Kr¢, Nové Dvory, Libu$§
and Pisnice stations.

It will be possible to design 60 — 100m long trains for the Line D, consi-
dering the transport demand. The line will be serviced by a new depot in Pis-
nice with a planned capacity of 20 trains 100m long.

The newest documentation prepared by METROPROJEKT Praha a.s. in
2004 in two variants agrees with the positions of stations and general hori-
zontal alignment of this line determined by previous studies.

The dissected topography of Prague, the considerable differences in ele-
vations of individual valleys and terraces above them (e.g. the Vltava River
valley, Nusle valley, Pankrdc terrace, Kr¢ valley, Nové Dvory and Libu§
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POPIS TRASY

Zakladn{ rozsah, respektive pusobnost tohoto dseku trasy D s oznaenfm
ID, je nyni chdpdn v rozsahu Pisnice — Hlavni nddraZz{. Varianty feen{ jsou
pak zaméfeny zejména na pouzity systém dopravniho prostiedku a s tim
souvisejici korekce v detailu smérového a zejména vyskového vedent trasy.
Soucasné je sledovéna otdzka kompatibility s ostatnimi druhy kolejové
dopravy PID s moZnosti piipadného vyuZiti systému v regiondlnim méritku.

Vyge uvedeny rozsah trasy je odlisny od predpokladi UPn hl. m. Prahy
a predstavuje prakticky sloudeni puvodné uvaZovanych dvou provoznich
tisekd trasy (ID Namésti Miru — Nové Dvory a IID Nové Dvory — Pisnice)
s prodlouZenim o jeden mezistani¢ni Usek severnim smérem (&dst pavodné
uvazovaného useku IIID) do stanice Hlavni nadrazi. Vnitini etapizace
vystavby a postupného zprovoznéni trasy ID dosud nenf jednozna¢né stabi-
lizovdna a bude predmétem dalsi projek&ni pripravy.

Na prvnim provoznim useku trasy D je navrzeno celkem 10 stanic metra,
a to: Hlavni nadrazi, Ndmésti Miru (kiiZeni s trasou A), Ndmésti brati{
Synku, Pankrdc (kiiZeni s trasou C), Olbrachtova, Nadraz{ Kr¢, Nemocnice
Kr¢, Nové Dvory, Libus a Pisnice.

Na trase D bude moZné uvazovat s ohledem na pfepravni poptdvku s pro-
vozem vlaku délky cca 60-100 m. Obsluhovat ji bude nové depo v Pisnici,
jehoZ kapacita se predpoklddd 20 souprav délky 100 m.

Nejnovejsi materidl zpracovany firmou METROPROJEKT Praha, a. s.,
v roce 2004 ve dvou variantéch potvrzuje jiz difvéj$imi studiemi lokalizova-
nou polohu stanic a rdmcovy smérovy prubéh trasy.

Clenity terén Prahy, znatné vyskové rozdily jednotlivych tidoli a teras nad
nimi (napt. ddoli Vltavy, nuselské tidoli, pankrécka terasa, kr¢ské ddoli, tera-
sa Novych Dvort a Libuse atp.), to vie klade velké ndroky na vyvinut tras
klasickych kolejovych systémi. V oboru kolejovych systémi MHD pak
zejména trasy klasického metra se svymi ndvrhovymi parametry (smérovy
oblouk o poloméru R = 500 m, stoupéni do 40 %/, stanice v piimé ¢i do polo-
méru R = 800 m) se jen velmi tézko prizpasobuji ndroénému terénnimu reli-
éfu, coz ve svém dusledku mnohdy znamend stanice uloZené ve znatnych
hloubkdch, néro¢né pristupové cesty, Casové ztréty cestujicich a velké pro-
vozni néklady zejména eskaldtorl (viz obr. 2).

V ndvaznosti na vyse uvedené a s ohledem na skutecnost, Ze nebyl zad4-
nim urcen konkrétni systém ¢i vozidlo, byly v tdvodu praci formulovany
zékladni navrhové parametry pro trasy tzv. lehkého metra:

Smeérové oblouky v trase ............. obecné R>305 m (80 km/hod)
Smérové oblouky

vestanici ........... min R=300 m (pfi max. délce ndstupisté 100 m)
Maximalni stoupdni v trase ................ i, 60 %00
Maximaln{ stoupdni ve stanici ............. ... . i 15 %0

Varianta 1 prestavuje pojeti trasy D v systému ,klasického metra“ ve
smyslu zdsad UPn hl. m. Prahy s vyjimkou celkového rozsahu trasy ID a jeji-
ho odklonéni z ptivodné sledované polohy stanice Zélesi do stanice Nemoc-
nice Kr¢. Provozni délka trasy v této variant€ je 10,2 km.

Varianta 2 je feSena v pojeti ,,lehkého metra“. Z hlediska smérového pru-
béhu trasy respektuje trasu klasického metra (Varianta 1), avsak jednotlivé
stanice jsou podle lokélnich moZnosti vice priblizeny k povrchu. Stanice Zle-
sf je podobné jako v piipadé Varianty 1 nahrazena stanici Nemocnice Kr¢.
Stanice Hlavni nddraZi je ve vazbé na uvazovanou urbanizaci prilehlého
tizemi situovdna v odsunuté poloze severozdpadnim smérem do tésné bliz-
kosti drdznich ploch. Provozni délka trasy v této varianté je rovnéz 10,2 km.
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terraces, etc.) puts heavy demands on the design of the alignment for lines
using traditional rail systems. Within the scope of rail systems used for urban
mass, traditional heavy metro rail lines with their standard design parameters
(horizontal curve diameter R = 500m, rising gradient up to 40w, stations on
straight line or up to a radius R = 800m) are especially difficult to accom-
modate to Prague terrain configuration. This often results in stations placed
at great depths, with demanding access roads, time losses for passengers, and
significant operational costs, incurred namely due to escalators (see Fig. 2).

With respect to the above problems and because of the fact that the order
had specified neither a particular system nor a vehicle, the following basic
design parameters of a light rail mass transit system were formulated at the
beginning of the work on the design:

Horizontal curves

onarunning track ............... in general R = 305m (80km/hour)

Horizontal curves

atastation ......... min R = 300m (at max. platform length of 100m)

Maximum rising gradient on a running track .................. 6000

Maximum rising gradient ata station ........................ 15%00

The variant 1 represents the conception of the Line D as a “traditional
metro” in the meaning of the principles developed by the planning depart-
ment of the City of Prague, excepting the overall extent of the Line I D and
the route deviation from the originally intended Zalesf station to the Nemoc-
nice Kr¢ station. The operational length of this variant amounts to 10.2km.

The variant 2 deals with a light rail mass transit concept. Regarding the
horizontal alignment, it keeps the horizontal alignment designed for the tra-
ditional metro (Variant 1), but individual stations are closer to the surface, as
allowed by local conditions. The Zdlesf station is, similarly as in the variant
1, replaced by the Nemocnice Kr¢ station. The Hlavni NédraZ{ station is situ-
ated in a position set off in the northwest direction to the close vicinity of rail-
way areas. The operational length of this variant of the route is also of
10.2km.

It must be added for the sake of completeness that also legislative issues
will probably have to be solved should the light rail system or another simi-
lar system be introduced. The technical level of today produced trains elimi-
nates differences between metro cars and tramway cars. The LRT or light
metro conception has been used for rather a long time. Those trains are capa-
ble of safe operation in the conditions of tramlines while providing travelling
comfort of traditional metro. No explicit regulations exist currently for this
track conception. The main issues are the spatial arrangement of railway
structures and geometrical configuration of rails; the current regulations valid
for tramlines allow more economic alignment, differing clearance profiles for
the tramline and metro, and other aspects. The Ministry of Transport, the
Department of Railway Tracks and Railway Transport, are not preparing any
regulation for the light metro or LRT. It would certainly by possible to start
from regulations used in other EU member countries.

DESCRIPTION OF THE VARIANT 1 STATIONS

The Pisnice Station

The Pisnice station is very important both for the overall line D and the
southern sector, but also, above all, for the onward transport services opera-
ting outside the agglomeration. This is because the station will become
a large traffic terminal for buses and for car traffic. At the same time, the sta-
tion is likely to be a three-rail terminal. Running rails continue further as
a connecting track to the planned depot for the Line D in Pisnice. This arran-
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Pro dplnost je tieba v této souvislosti dodat, Ze s pripadnym zavedenim systé-
mu lehkého metra ¢i obdobného systému bude moZnd nutné fesit i otdzky legis-
lativni. Technickd droven dnes vyrdbénych vozidel stird rozdily mezi vozidly
metra a vozidly tramvaji. JiZ delsi dobu se prosazuje a uziva pojem LRT respek-
tive lehké metro. Tato vozidla jsou schopna bezpe¢ného provozu v podminkdch
tramvajovych tratf, i kdyZ svou charakteristikou umoznuji dopravni komfort
klasického metra. Pro takto pojimanou drdhu v sou¢asné dob¢ neexistuji jedno-
znacné predpisy. Jde zejména o prostorové usporddani staveb drahy a geome-
trické usporadani koleji, kde soucasné predpisy pro tramvajové trati umoznuji
trat’a dalsi souvislosti. Ministerstvo dopravy — odbor drah a Zelezni¢ni dopravy
— Z&dny predpis pro lehké metro nebo LRT nepripravuji. Samoziejme by bylo
moZné vyjit z predpist uZivanych v jinych zemich EU.

POPIS JEDNOTLIVYCH STANIC VARIANTY 1

Stanice Pisnice

Stanice Pisnice ma zna¢ny vyznam, a to jak pro celou trasu a jizn{ sektor,
tak predev§im pro ndvaznou dopravu z aglomerace. Stane se totiz velkym
dopravnim termindlem pro autobusy a pro individudlni automobilovou dopra-
vu. Zaroven bude stanice pravdépodobné dlouhodobé koncova s tifkolejnym
uspordddnim. Tratové koleje pokracuji jako koleje spojky do uvazovaného
depa trasy D — depa Pisnice. Toto uspordddni je vhodné pri definitivnim
ukonceni trasy D v tomto prostoru. Stanice je 8,30 m pod trovni terénu, hlou-
bend s ostrovnim ndstupistém a dvéma povrchovymi vestibuly.

Stanice Libu§

Stanice svou polohou odpovidé zdsaddm tzemniho planu. Pfiléhd k Novo-
dvorské ulici v protilehlé partii sidli§té Libus a jejiho centra vybavenosti. Sta-
nice je navrzena jako jednolodni raZend v hloubce cca 25 m pod terénem,
s jednim povrchovym vestibulem orientovanym jiznim smérem k podchodu
pod Novodvorskou ulici.

Stanice Nové Dvory

Je fesena jako razend, TK cca 34 m pod terénem, se dvéma vestibuly. Typo-
vé se jednd o podzemni raZenou jednolodni stanici se dvéma vestibuly, s moz-
nou funkei do¢asné koncové stanice. Severnt, hlavni vestibul se vaze k Dury-
chove ulici jako mistu, kde je zajiSténa prestupni vazba k ndvazné doprave.
Jizni vestibul orientovany k Chynovské ulici je navrZen jako povrchovy,
s moznosti pozdejstho zakomponovani do nové urbanistické struktury.

Stanice Nemocnice Kré

Stanice je navrzena jako hloubend s ostrovnim néstupistém, ze kterého
vedou vertikdlni komunikace na obou koncich do dvou vestibulu. Oba vesti-
buly jsou pojaty jako lehké prosklené pavilony jehlanovitého tvaru. Hloubka
stanice je 13,0 — 15,5 m pod terénem.

Stanice Nddraz{ Kr¢

Na této trase jedind povrchova stanice mé bo¢ni nastupisté a dva povrcho-
vé vestibuly. Je ¢dste¢né na mostni konstrukei prekracujici Kunraticky potok
mezi rychlostni komunikaci ,,Jizn{ spojkou‘* a mezi aredlem Zelezni¢n{ stani-
ce Praha-Kr¢. Prestoze z hlediska obratu cestujicich bude Nddrazi Kr¢ asi
nejméné zatiZenou stanici trasy D, spo¢ivd jeji nesporny vyznam v nezpo-
chybnitelném duleZitém prestupu na Zeleznici v souvislosti s tvorbou systé-
mu prazské integrované dopravy (PID) a s postupnym zavadénim intervalo-
vé méstské Zelezni¢ni dopravy.

Druhym, neméné duleZitym aspektem urbanistického feSeni stanice Nad-
razi Kr¢ je fakt, Ze diky dvéma protilehlym povrchovym vestibulim a nava-
zujicim pésim podchodum (severni pod rychlostni komunikacf ,,Jizn{ spojka‘
a jizni pod kolejistém Zelezni¢niho nddraz{) umoZznuje stanice metra vzdjem-
né propojeni tizemi severné od JiZni spojky, zelenych ploch okolo puvodni-
ho zdmecku a podél potoka, a izem jizné od nadrazi, kterd jsou dnes od sebe
zcela izolovéna. Stanice metra tak zpristupni existujici plochy zelené pro pési
a pomuZze tak prekonat stdvajici urbanistické bariéry v podobé dvou skoro
rovnobéznych liniovych dopravnich staveb.

Obr. 3 Stanice Kr¢ — architektonicky ndvrh
Fig. 3 Perspective view of the Nddrazi Kr¢ Station
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gement is suitable in the case of the Line D definitively terminating at this
location. This cut and cover station, which is designed to have an intermedi-
ate platform and two surface concourses, is at a depth of 8.30m under the
ground surface.

The Libu§ Station

The position of the Libus station is designed in compliance with the prin-
ciples of the town planning scheme. It is in the neighbourhood of Novodvor-
skd Street, across the Libus residential area and its servicing facilities centre.
The station is designed as a mined single-span structure, at a depth of about
25m under the ground surface, with one at-grade concourse oriented toward
the south, toward a pedestrian subway under Novodvorska Street.

The Nové Dvory Station

This station is designed as a mined station, the top of rail (TR) about
34.0m under the ground surface, with two concourses. It is of an underg-
round, mined, single-span, two-concourse type, capable of functioning as
a terminus. The northern, main concourse is connected to Durychova Street,
which is a place where a transfer link to onward means of transport is provi-
ded. The southern concourse is oriented toward Chynovska Street. It is desig-
ned as an at-grade structure, which will be easy to incorporate to the new
urban structure in the future.

The Nemocnice Kr¢ Station

The station is designed as a cut-and-cover structure, with an intermediate
platform connected at the ends with concourses via vertical roads. Both con-
courses are designed as lightweight glazed pyramid-shaped pavilions. The
station is 13.0 — 15.5 deep under the surface.

The N4drazi Kr¢ Station

This is the only at-grade station on this line. It has side platforms and two
at-grade concourses. It is built partially on a bridge structure spanning Kun-
ratice Brook between the “Southern Connection” expressway and the area of
the railway station Prague — Kr¢. Despite the fact that the station is likely to
be the least exploited station of the Line D in terms of the volume of passen-
ger traffic, its undisputed significance lies in the unquestionable importance
of the transfer to railway in the context of the development of the Prague inte-
grated transit system and gradual implementation of an interval urban railway
traffic system.

The other, not less important town design aspect of the Nadrazi Kr¢ stati-
on is the fact that owing to the pair of opposite at-grade concourses and con-
nected pedestrian subways (the northern subway is under the “Southern Con-
nection” expressway, and the southern under the station yard) the metro sta-
tion allows the interconnection of the area found north of the Southern Con-
nection, the grassed areas around an original manor-house and along a stre-
am, and areas south of the railway station, which are today completely isola-
ted from each other. In this way the metro station will make the green areas
accessible for pedestrians, thus it will help to overcome the existing urban
barriers formed by a couple of nearly parallel line traffic structures. A glazed
steel structure of the platform and connected concourses will provide a plea-
sant contrast with the other underground metro stations. Daylight penetrating
to the platform, the possibility to watch surrounding greenery and immedia-
tely adjoining water surfaces from the metro car interior, as well as the night
illumination of the grounds, should represent architectural aspects for overall
cultivation of this, today “forgotten” corner of Prague.

The Olbrachtova Station

This is a mined single-vault station with a pair of side platforms. It is situ-
ated under Na Strzi Street, with the top of rail (TR) level about 26.0m under
the ground surface. The only at-grade concourse hall is placed to the free
space of the south-western quarter of the intersection of Jeremenkova, Olb-
rachtova and Na Strzi Streets.

The Pankrac Station

This single-vault mined station with side platforms and the TR level about
33.0m under the ground surface is situated in the close vicinity of the cut-and-
cover station existing on the Line C, in an area limited on one side by the
intersection of Na Pankrdci and Na StrZi Streets. The construction will crea-
te a passenger interchange node comprising the station on the Line C and the
station on the Line D.

The Ndmésti Bratii Synku Station

This is a structure where combined techniques are to be utilised. The
30m long part of the station that is situated at a shallow depth under existing
buildings is an atypical double-vault mined structure with load bearing pillars
in the centre of the platform. The station is situated to the flood plain of Boti¢
Brook, and a major portion of the tunnel profile will extend into saturated flu-
vial sediments. A special microtunnelling technique is therefore being under
consideration, i.e. a continuous canopy consisting of micro-tunnels installed
along the profile of the future station tunnel to stabilise the subsequent parti-
al excavation faces. The other part is situated outside the building. It is
a large-span cut-and-cover structure with 2 rows of internal columns. The TR
level is about 11.0m under the ground surface. The station has side platforms




Prosklend ocelové konstrukce nastupi§té a navazujicich vestibulti bude
predstavovat prijemny kontrast oproti ostatnim podzemnim stanicim metra.
Prinik dennfho svétla na ndstupisté, moZnost pozorovat okoln{ zelen i bez-
prostfedné navazujici vodni plochy z interiéru soupravy metra a vecerni
osvétleni aredlu by mély predstavovat duleZité architektonické aspekty pro
celkovou kultivaci tohoto dnes ,,zapomenutého** zakouti Prahy.

Stanice Olbrachtova

Je razend jednolodni stanice s dvojici bo¢nich ndstupist, situovana pod
ulici Nastrzi, s TK cca 26 m pod terénem. Jediny povrchovy vestibul je umis-
tén do volného prostoru jihozdpadniho kvadrantu kiizovatky ulic Jeremen-
kovy, Olbrachtovy a Na StrZi.

Stanice Pankrdc

Jednolodni razend stanice s bocnimi ndstupisti, s TK v hloubce cca
33 m pod povrchem terénu, je situovand v t€sné blizkosti hloubené stanice na
trase C v oblasti ohrani¢ené z jedné strany kiizovatkou ulic Na Pankrici a Na
Strzi. Vznikd tak prestupni uzel tvoreny stanici na trase C a stanici na trase D.

Stanice Namésti bratif Synku

Po stavebné technické strance se jednd o vyuziti kombinovanych techno-
logif, kdy ¢ést stanice situovand mélce pod stdvajicimi budovami v délce
30 m je atypickd dvoulodni razend konstrukce s nosnymi pilifi uprostred
ndstupisté. Stanice je situovdna do ddolni nivy BotiCe a prevdzna ¢ést profi-
10 tuneld bude zasahovat do zvodnélych fluvidlnich sedimentd. Pfi razbé
tohoto tseku stanice je proto uvazovéno se specidlni technologii mikrotune-
lovéni. To znamend, Ze po obvodu budouctho profilu stanice se vytvori sou-
visld klenba z mikrotunelt, kterd zajithje stabilitu ndsledné provddénych dil-
Cich vyrubt. Druhd Cdst situovand mimo budovy je halovd hloubend kon-
strukce s dvéma fadami vnitinich sloupa. Hloubka TK pod terénem je cca
11 m. Stanice md ostrovni néstupisté a dva vestibuly. Jizni povrchovy vesti-
bul je situovédn piimo do prostoru ndmésti bratif Synku.

Stanice Ndmésti Miru

Stanice Ndmésti Miru se stfedem situovanym s TK v hloubce cca
40 m pod terénem je feSena jako raZend jednolodnf stanice s ostrovnim nastu-
pistém s primym prestupem na trasu A a se dvéma vestibuly, situovanymi
k vydsténi ulice Sdzavskd na Vinohradskou tfidu a k vyusténi ulice Sdzavské
do Francouzké ulice. Je tak umoZnén primy prestup z trasy D i z trasy A na
vSechny tramvajové linky v dané oblasti. Bezbariérovy pristup z terénu na
ndstupiSté trasy D i trasy A zajiStuji svislé vytahy ustici do Korunni tfidy
a ndstupisté na obou trasdch jsou rovnéZ propojena vytahem.

Stanice Hlavni nddrazi

Jednou z rozhodujicich dopravnich staveb celoméstského vyznamu, kterd
vyrazné ovliviiuje mozZnosti vyuziti prestavbového tGzemi v jihozdpadnim
kvadrantu kfizovatky ulic Seifertova, Italskd je i pldnovand trasa metra D,
respektive stanice metra Hlavni nddrazi. Stanice bude realizovana pod
ochrannou konstrukei ve tvaru obrdceného ,,U*. Tato konstrukce slouzi jed-
nak pro zaloZeni komerénich objekti budovanych v predstihu, taktéZ pro
naslednou ,,vestavbu‘ stanice metra. V ochranné konstrukci investor nad-
zemni Cdsti stavby zajisti technickou realizovatelnost potiebnych prostupl
pro potieby vyusténi vertikdlnich komunikaci ze stanice (severni vestibul)
a pro realizaci piijezdovych ramp ke stavbé metra.

POPIS VARIANTY 2

Zdkladnim principem této varianty je max. pribliZeni trasy lehkého metra
k povrchu: Ve vazbé na uZité vozidlo se sleduje mensi prijezdny prifez, vétsi
podélné sklony v trase (pfizpusobent trasy terénu za Gicelem zlevnéni vystav-
by) a pripadny automaticky provoz.

Prostorové usporadani stanic je totozné jako ve varianté 1, stanice jsou
vSak priblizeny vice k povrchu do polohy, kterou dovoluje max. mozné
podélné stoupdni trasy v ramci daného terénniho reliéfu. V pripadé stanic
Namésti Miru a Namésti bratii Synku zustdvé rovnéZ i jejich vyskova polo-
ha totoznd s variantou 1, nebot’stanici Nédmésti bratii Synku jiZ nelze k povr-
chu vice pribliZovat z prostorovych divodi a u stanice Namésti Miru je pri-
oritni krétkost prestupni vazby ke stanici trasy A.

Obecné z hlediska smérového vedeni ve varianté 2 1ze konstatovat, 7e trasa
kopiruje stopu varianty 1, to znamend, Ze ndvrhové parametry jsou plné kom-
patibilni s klasickym metrem. Pokud se tykd sklonovych poméra jsou
v Useku Pankrac — Hlavni nddraZi ponechany z duvodu praktické neménnos-
ti vyskového uloZeni stanic, dle ndvrhu varianty 1, tedy opét pIné kompati-
biln{ s klasickym metrem. V tseku Nové Dvory — Pankrdc jsou pak v ndvr-
hu pouzity sklony vétsi nez 40 %o. Tim je dosaZeno pribliZeni stanice Nové
Dvory k terénu o cca 14 m (TK - 19 m, stanice v3ak zustava razend, trojlod-
ni) a stanice Olbrachtova o cca 12 m (TK —14 m, stanice je feSena jako hlou-
bend). Zvednuti stanice Nové Dvory s sebou piineslo moznost pribliZit
k terénu i stanici Libus (TK - 12 m, stanice fesena jako hloubend).
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Obr. 4 Pricny profil raZené &asti stanice Namésti bratii Synku
Fig. 4 Cross section through the mined part of the Namésti Bratii{ Synku Station

and two concourses. The southern at-grade concourse is situated directly to
the space of Bratii Synka Square.

The Nédmésti Miru Station

The Ndmésti Miru station with the TR level at a depth of roughly
40.0m under the ground surface is designed as a mined single-vault station
with an intermediate platform, with direct transfer to the Line A, and with two
concourses situated towards the points where Sdzavska Street meets Vino-
hradskd Avenue and Francouzskd Street respectively. This design allows
direct transfer from the Line D and Line A to all tramlines in the given area.
The barrier-free access from the ground level to the platform of the Line D is
provided by vertical lifts with their entrances in Korunni Avenue. The plat-
forms on the lines D and A are also interconnected by a lift.

The Hlavni Nddrazi Station

One of the deciding traffic structures important for the whole city, which
significantly affects the possibilities of making use of the area of reconstruc-
tion existing in the south-western quarter of the intersection of Seifertova
and Italskd Streets, is also the planned metro Line D, or the metro station
Hlavni Nddrazi. This station will be built under an inverted U-shaped pro-
tective structure. This structure will allow both the commercial buildings that
are to be built in advance of the metro to be founded, and the metro station
to be constructed subsequently inside this space. The client for the above
ground part of the project will take care of technical feasibility of execution
of openings in the protective structure required for the passage of vertical
routes leading from the station (the northern concourse) and for the access
ramps built for metro construction purposes.

DESCRIPTION OF THE VARIANT 2

The basic principle of this variant is the effort to get the light metro align-
ment as close to the surface as possible. The aim of utilisation of smaller
vehicles is to achieve a smaller clearance profile, steeper longitudinal gradi-
ents along the route (accommodation of the alignment to the terrain configu-
ration so that the project is cheaper) and possibly automatic operation.

The spatial design of the stations is identical with the design used in the
variant 1, although the stations are placed closer to the ground surface, to
a position that is allowed by the maximum longitudinal gradient possible in
the framework of the given terrain configuration. Regarding the Namésti
Miru and Némésti Bratif Synku stations, even the elevation remains the same
as the elevation used in the variant 1. The reason is that the Namést{ Brati{
Synka station cannot be closer to the surface because of the existing structu-
res in the underground space, and the priority for the Namest{ Miru station is
to have short transfer relationships to the existing station on the Line A.

In general, from the aspect of the horizontal alignment designed in the
variant 2, it can be stated that the alignment copies the trace of the variant 1,
which means that the design parameters are fully compatible with a traditio-
nal metro system. Regarding the gradients, for the reason of virtual invaria-
bility of the elevation of the stations within the section Pankrdc — Hlavni Nad-
razi, the route gradient is left identical with that designed in the variant 1. It
is therefore again fully compatible with the traditional metro. Gradients over
40°00 are designed for the section Nové Dvory — Pankrdc. This solution gets
the Nové Dvory station closer to the ground surface approximately by
14m (TR - 19m, the station remains to be of the mined three-vault type) and
the Olbrachtova station roughly by 12m (TR — 14m, cut-and-cover design).
The risen station Nové Dvory allowed also the Libus station to get closer to
the surface (TR — 12m, cut-and-cover design).
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