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Philippe CITROËN joined UNIFE, the Association of the European Rail Industry, as its
Managing Director in June 2011. He started his career as Transport Advisor at the French
Permanent Representation to the EU in 1986, moving on to become a member of the
Cabinet of the French Transport Minister in 1990.  In 1993 he joined RATP Paris as its Director
of International Affairs, later becoming Chief of Staff under RATP President M. Bailly. He
moved on to the SNCF in 1999, taking up the position of its Strategy Director.  Prior to
assuming his position at UNIFE, he served for 8 years as CEO of Systra, one of the world's
leading public transport engineering companies. Mr Citroën is a graduate of Paris II
University in Public Law, holds a Diploma from the Paris Institute of Political Studies
(Sciences Po) and also studied at the Ecole Nationale d'Administration (ENA).

Philippe CITROËN

Peter van DALEN is a Dutch Member of the European Parliament on behalf of the Dutch
party Christen Unie since 2009. He is Member of the European Conservatives and Reformists
Group. In the European Parliament he is Vice-Chair of the Committee on Transport and
Tourism. He pleads several times for a fair and open European railwaymarket with
competetive infrastructuremanagers and railwayusers. Before elected in the European
Parliament, he held several senior director positions in the Dutch Ministry of Transport,
Public Works and Water Management.

Peter van DALEN

Sergio DE LUCA has a degree in electrotechnical engineering from the Politecnico
University of Turin. He began to work for the Finmeccanica Group subsidiary Ansaldo -
Società Generale Elettromeccanica in 1975. From 1981 to 1996 he held various important
positions within Ansaldo Trasporti's Signalling Division. In 1996, following the spin-off of
Ansaldo Trasporti's three divisions (Vehicles, Systems and Signalling) into separate
companies, he joined Ansaldo Segnalamento Ferroviario, where he became CEO in 1998.
Since 2006, he has also served as Managing Director of Ansaldo Trasporti Sistemi Ferroviari.
In June 2007 he is appointed CEO of the Ansaldo STS Group. In 2009, the two companies
controlled in Italy are incorporated into Ansaldo STS, which, by means of this operation,
does no longer act as an industrial holding, becoming an operating company organized in
two business units. He has authored many technical papers, and has lectured at the
university of Turin.

Sergio DE LUCA

Marc DESCHEEMAECKER studied applied economics at the UFSIA (University Faculties Saint
Ignatius Antwerp) (1977) and in 1978 obtained the Certificate of European Economic
Studies from the College of Europe in Bruges. He pursued an international career at
companies such as McKinsey (Netherlands), Black & Decker (Belgium, Germany),Vendex
(Netherlands) and ISS (Denmark). In 2002, Karel VINCK of SNCB asked Descheemaecker to
stabilise the freight division, then heavily in deficit, and in January 2005 he succeeded him
as managing director of SNCB.

Marc DESCHEEMAECKER
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Dr. Josef DOPPELBAUER holds a degree and a Doctorate, both in Physics. He joined
Bombardier Transportation in December 2002. Since July 2008 he is Vice President of Project
Management and Chief Technical Officer. He has 25 years of experience in key aspects of
railway technology, including signalling and communications and control. Since the early
1990's, he has been involved with the development of the European Rail Transport
Management System (ERTMS). His international work experience includes stations in
Austria, France, UK, Sweden, and Germany. He is the current chairman of the European Rail
Research Advisory Committee (ERRAC), the technology platform of the rail sector.

Josef DOPPELBAUER

Efthemios FLOURENTZOU started his studies at the Law Department of the Aristotle
University in Salonica from which he graduated in 1978. He became a member of the
Pancyprian Bar Association in 1980 and has been practicing law since then. In 2011 he
founded E. Flourentzou & Co legal firm while before he was a co-founder of another legal
firm. For 8 years, he was a member of the Cyprus Electricity Authority Board of Directors.
He published several articles on legal and political issues in many newspapers and took
office as Minister of Communications and Works of the Republic of Cyprus in August 2011.

Efthemios FLOURENTZOU

Joachim FRIED, born in 1948, is a fully qualified lawyer (Universität Berlin, École nationale
d'administration, ENA). He held positions at Germany's Federal Cartel Office and the
Federal Chancellery and served as advisor on European Affairs to the Prime Minister of East
Germany before dedicating himself to German unification in various functions at the
Trustee Administrative Authority (Treuhandanstalt) and then at the Federal Ministry of
Economics. Joachim Fried joined Deutsche Bahn in 1997 initially as Head of the Central
Departments and subsequently as the Group Representative for European Affairs,
Competition and Regulation. Today he is Senior Executive Vice President, European Affairs,
National and International Associations. Since October 2010, Joachim Fried is Member of
the European Economic and Social Committee.

Joachim FRIED

European Bachelor from the European School of VARESE in 1974, Patrizio GRILLO is Electrical
Engineer from the Science Faculty of the University of Louvain in 1979. From 1979 to 1984 is
Project Manager in the Consulting Engineers Office BEVAC (Antwerp - Belgium) for signalling
and telecommunication projects in Belgium. In 1985 is Project Manager in ANSALDO
TRASPORTI (Genova - Italy) for signalling and telecommunication projects in Italy. From 1986
to 1991 is Technical Director in the Consulting Engineers Office BEVAC (Antwerp - Belgium)
for signalling and telecommunication projects in Belgium, Greece and for the Channel Tunnel.
From 1992 to 1996 is Temporary Agent in the European Commission, DG Telecommunications,
in charge with European RTD projects management. From 1997 to 2008 is Official in the
European Commission, DG Transport and Energy, in charge with the development and the
implementation of Directives in the field of railway interoperability and safety, as well as
external railway policy. From 2009 is Deputy Head of Unit, European Commission, DG Mobility
and Transport, Single European Rail Area - Member of the Board of ERA.    

Patrizio GRILLO
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Max JENSEN has a Masters degree in Civil Engineering, with a specialisation in transport and
urban planning, from the Polytechnic University of Catalonia (UPC) and the Technical
University of Denmark. He also has a Master of Business Management from the Edinburgh
Business School in the UK. He has worked as a transport engineer on a wide range of public
sector projects for Carl Bro & Cowi Consultants in Denmark between 1994 and 2001, as well
as for the Ministry of Transport and the DANIDA agency in Denmark and Nicaragua
between 2001 and 2003. Employed by the BEI since February 2003, he manages a multi-
disciplinary team that conducts technical, environmental, economic and financial
evaluations of infrastructure projects in the transport sector (railways, urban transport
networks, equipment and rolling stock). The BEI essentially operates within the European
Union, but is also increasingly involved in the West Balkans, in neighbouring countries to
the South and the East, in Asia and Latin America. Over the past ten years, he has been,
involved in over two hundred projects - public, private and PPP - in a large number of
countries. He is currently the head of the Public Transport Division and has particular
interest in EU transport policy and the project management. More specifically, he considers
the implementation of complex infrastructure projects and the social and economic aspect
of investments in support of public transport (in particular with regard to urban and
regional development, integrated mobility and energy efficiency).

Max JENSEN

Siim KALLAS has been an active participant in the restoration of Estonian statehood and has
served in Estonia as Prime Minister, Minister of Finance, Minister of Foreign Affairs and
President of the Central Bank. He has been elected to the Estonian Parliament three times.
He also held the position of the Chairman of the Reform Party since the party's creation in
1994 until November 2004, after which he became the Honorary Chairman of the party. In
2002, he became Prime Minister of Estonia and served in this post until the national
elections in Estonia in 2003. Since November 2004, he is a Vice-President of the European
Commission in charge of Administration, Audit and Anti-fraud. In January 2010, he was
appointed as Vice-President of the European Commission in charge of Transportation.

Siim KALLAS

Dr Libor LOCHMAN has been Executive Director of CER since 1st January 2012. He graduated
from the Transport University in Zilina, and subsequently earned a doctorate in electronics
from the West-Bohemian University in Plzen. Between 2007 and 2011 he was Deputy
Executive Director at CER, in charge of technical affairs and responsible for all activities related
to the European Railway Agency (ERA). His professional background is in railway signalling.
Before joining CER, he was General Manager of the Railway Test Centre in Prague, a facility
for testing rolling stock, infrastructure and signalling components.

Libor LOCHMAN 
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Christophe de MAISTRE graduated from engineering school Institut Supérieur de
Mécanique de Paris, going on to earn a D.E.A. graduate degree (PhD first level) at the École
Normale Supérieure de Cachan and an MBA at Duke University. He joined Siemens in 1991,
holding various marketing positions in Germany and France before being appointed
General Manager Automation & Drives Electrical Technologies at Siemens Ltd China (1998-
2002). He then became Corporate Account Manager Group at Siemens AG for the
distribution groups REXEL and SONEPAR (2002-2005), General Manager A&D Low Voltage
(Systems & Products) at Siemens Ltd China (2005-2008) and Senior Vice President Siemens
Building Technology North East Asia (2008-2010). At the beginning of 2011, he was
appointed CEO of Siemens France. Since 2012, he has also served as CEO of Siemens South
West Europe.

Christophe de MAISTRE

Ingénieur général des Ponts, des Eaux et Forêts (Engineer for bridges, waterways and
forest). After an early career spent working in a Departmental Office of Infrastructure from
1985 to 1988, he held a number of project management and management posts at SEMALY
(Caisse des Dépôts group), an engineering company specialising in public transport, which
has since become EGIS Rail. He was involved in the creation of Réseau Ferré de France (RFF)
between 1997 and 2000 before becoming Director of Development of SYTRAL (Lyon
Conurbation Transport Authority) responsible for the implementation of metro and
tramway investments. At the end of 2003, he joined the Central Administration of the
Ministry responsible for transport where he was, in particular, in charge of the railway and
public transport safety and railway regulation sub-directorate. He joined the Railway
Regulation Authority (ARAF) as Director of network access before being appointed, by
decree dated 19 January 2011, as the Managing Director of EPSF, the French Railway Safety
Authority.

Denis HUNEAU

A Senior Engineer of the Ponts et Chaussées since 2001, Hubert du MESNIL is a former
student of the Ecole Polytechnique (1969), the Ecole Nationale des Ponts et Chaussées
(1974). From 1974 to 1981, he was the head of the Maritime department of Ille-et-Vilaine,
where he held the positions of Manager of the port of Saint-Malo and Head of the
arrondissement of Saint-Malo at the Departmental Office of Infrastructure. He went on to
become Director of Operations at the Autonomous Port of Marseille from 1981 to 1987,
then Managing Director of the Autonomous Port of Dunkirk.  In 1993, he became Director
of Ports and Maritime Navigation at the Ministry of Infrastructure and Transport, then
Director of Land Transport at the Ministry of Infrastructure, Transport and Housing from
1995 à 2001. He was then Managing Director of Aéroports de Paris for a period of four
years. The Managing Director of Réseau Ferré de France (RFF) since October 2005, he was
made Chairman on 1st March 2007. Since 1st September 2010, he is the Chairman of the
association of European railway infrastructure managers (E.I.M.). He has been a member of
the Supervisory Board of the Grand port maritime du Havre since 2008, and a member of
the Supervisory Board of the Société du Grand Paris since July 2010. Since September 2011,
he is Chairman of the Board of Directors of the IFSTARR (French Institute of science and
technology for transport, development and networks). He has also been Chairman of the
Fondation Nationale Entreprise et Performance (French national enterprise and
performance foundation) since 2006.

Hubert du MESNIL
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Mauro MORETTI is CEO of the Ferrovie dello Stato Italiane Group since September 2006. He
is Chairman of CER (Community of European Railway and Infrastructure Companies) since
January 2009 and Vice President of UIC (Union International des Chemins de Fer) and Vice
President of the European Management Committee of UIC. He has also held the position of
President of CIFI (Italian Association of Railway Engineers) since 2004. In May 2010 he was
decorated for his Services to Industry and awarded the title “Cavaliere del Lavoro” by the
Italian President Giorgio NAPOLITANO. He gained a degree in Electro-Technical
Engineering from Bologna University in 1977 and, in the same year, he passed the public
entrance exam for an executive position at the Azienda Autonoma Ferrovie dello Stato.

Mauro MORETTI

Jean-Eric PAQUET is Director of European mobility network in DG MOVE European
Commission. He began his career in the European Commission in 1993 in the Directorate
General for Transport, in the International Relations area, and later as assistant to the
Transport Director General, Robert Coleman. In 1999 he joined Mr Verheugen's office,
Member of the European Commission in charge of enlargement. In 2002 he became the
deputy head of office of M. Busquin, member of the European Commission in charge of
Research policy. He was EU Ambassador in the Islamic republic of Mauritania between 2004
and 2007. He returned to transport in 2007 where he lead the development of the Trans-
European Transport Network policy. The Directorate "European Mobility Network" is
responsible for European infrastructure policy and investment strategies, the single
European rail area, inland waterways and port policy.

Jean-Eric PAQUET 

Guillaume PEPY has been Chairman of the SNCF Group since February 2008. After having
held various Civil Service posts (notably as Chief of Staff at the Ministry of Employment and
Social Affairs), he worked within the senior management of the SNCF for over 15 years,
having been Director of strategy and Director responsible for passenger activities, before
becoming Chief Executive Officer. He has an unfailing commitment to improving the quality
of service of SNCF employees. He is also the Chairman of Eurostar and a Non-Executive
Director of Keolis, one of the largest European providers or multi-modal (metro, tramway,
bus) public transport services in France, the United Kingdom, as well as in five other
European countries and in Canada.

Guillaume PEPY
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Dominique RIQUET is Vice-Chairman of the Transport and Tourism Committee. Junior
hospital doctor (1969). Hospital registrar (1975). Doctor of medicine (1975). Certificate of
specialised studies in neurological surgery (1978). Senior hospital doctor. Head of
neurological surgery department (Centre hospitalier, Valenciennes) (1981-2008). Member
of departmental office of the Union pour un Mouvement Populaire (UMP) (since 2002).
Member of the national executive of the Parti Radical (since 2008). Deputy mayor of
Valenciennes (1989-1995). First deputy mayor of Valenciennes (1995-2002). Mayor of
Valenciennes (since 2002). Vice chair of the Valenciennes Métropole Urban Area Community
Council. Member of Nord-Pas-de-Calais Regional Council (1992-2009). Knight of the Order
of Arts and Letters.

Dominique RIQUET

Since 2010 Matthias RUETE has been Director General of the Directorate General for
Mobility and Transport (DG MOVE). Between 2006 and 2009 he was Director General for
Energy and Transport. In 2005 he worked as Director in DG Enterprise and Industry for
"coordination for competitiveness''; from 2000 to 2004 he was Director in DG Enlargement
dealing with the coordination of negotiations, pre-accession and financial instruments, first
for the ten countries that finalized negotiations in 2002 and then for Bulgaria, Romania
and Turkey. From 1998 to 2000 he was Director in DG Transport in the area of international
relations, trans-European transport and infrastructure networks. His initial post at the
European Commission was in DG Social Affairs (Health and Safety) before moving to DG
Internal Market (administrator for media legislation, then assistant to the Director
General), becoming Head of the Industrial Cooperation Unit in DG Industry in 1993. Before
being appointed Director, he was Member of Cabinet, afterwards Deputy Head of Cabinet
of Edith Cresson, the Commissioner for Research, Innovation and Education (1995 to 1998).

Matthias RUETE

Engineer-economist, András. SIEGLER is Director of the European Commission since 2005.
He is in charge of research and innovation policies relating to the European transport
industry and services. Graduated in control engineering from the Budapest Technical
University, he holds a doctoral degree in mechanical engineering, a postgraduate degree in
economics as well as an MBA from the US. From 1975 he worked as a research engineer in
mechatronics at  the Computer and Automation Research Institute of the Hungarian
Academy of Sciences. Between 1991-1996 he was vice director of the same institute. State
undersecretary in the Hungarian government administration between 1996-2004, he was in
charge of policy, legislation and fund management of Research and Technological
Innovation including national R&I policy, European RTD programmes, the use of structural
funds for boosting innovation and international science and technology cooperation.

Andras SIEGLER
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Silvia-Adriana TICAU is a Romanian Member of the European Parliament, from 1st January
2007. She is Vice-Chair of the Committee on Transport and Tourism in the European
Parliament, a substitute member of the Committee on Industry, Research and Energy and a
member of the Science and Technology Options Assessment (STOA). Prior to becoming an
MEP, she was Member of the Romanian Senate from November 2004 to December 2006,
Minister of Communications and Information Technology from July to November 2004 and
Secretary of State for Information Technology from 2001 to 2004. She also served as a
General-Director for Information Technology and Information Society Development
Strategy at the Ministry of Communications and Information Technology in 2001. Before
2001, she was Director of Operations, Director of Information Technology Department,
Software Director, and analyst-programmer in the private sector. Silvia-Adriana TICAU is the
EP´s raporteur for the Regulation on recording equipment in road transport (digital
tachograph).

Silvia-Adriana TICAU

Brian SIMPSON was first elected to the European Parliament in June 1989 and is presently the
Chairman of the Parliament's Transport and Tourism Committee. He comes from Golborne,
near Wigan and has represented his home region the North West of England in the
Parliament for 18 years. He was the spokesperson on Transport for the Parliament's Socialist
Group, before being made Committee Chair in 2009. He is also a Member of the Agriculture
and Rural Development Committee, where he acts as Labour Party Spokesman; and the
European Parliament's delegation for relations with Australia and New Zealand. He is a
member of the Chartered Institute of Logistics and Transport and is Vice President of the
Heritage Railways Association. 

Brian SIMPSON

Joël VAUCHEL is a graduate from Ecole des Mines, HEC and IMD. Since 1979, he has
occupied several management positions in Europe and in North America covering sales,
marketing and strategy domains in the heavy industry sector. When he joined the ABB
group in 1999 as sales director for ABB Sécheron in Geneva, he has been very involved in
the successful turnaround of this ABB subsidiary by refocusing its activities in the rail sector
making it the global market leader for traction transformers.  Between 2007 and 2010, he
has held the position of director of rolling stock at SBB Cargo in Basel, managing a fleet of
1'000 locomotives and 12'000 wagons before rejoining ABB. Today, his major targets are to
consolidate the success of ABB in the rail industry as well as to strengthen ABB's
contribution to sustainable mobility by delivering innovative, safe, reliable, energy saving
products, systems and services with the lowest environmental impact.

Joël VAUCHEL
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Marcel VERSLYPE joined the European Railway Agency in January 2005. He has been
actively involved in the railway sector and in the European and Belgian institutions for 33
years. He started working for the Belgian railway in 1976 and acted from 1987 to 1989 as
head of the passenger sales activities and the development of the TGV in Belgium. He
joined the European Commission in 1989 in the cabinet of the Commissioner in charge of
transport. In 1992 he was nominated as head of cabinet for public undertakings in Belgium.
In 1995, he was appointed as Director of SNCB, in charge of freight activities. He was deputy
CEO of SNCB/NMBS from 1998 to end of 2002. From 2002 he has been responsible for the
international department of SNCB/NMBS. In 2004 he was appointed as Executive Director
of the European Railway Agency and re-elected in November 2009 for a second mandate
until 31st December 2014. 

Marcel VERSLYPE

Jérôme WALLUT is a graduate of the Ecole Supérieure des Techniques Aéronautiques et de
Construction Automobile (ESTACA) and INSEAD.  He began his career at Airbus Industrie
where he held various positions in the After-Sales Division, the Flight Testing Department,
Programme Management and Delivery Centre Operations.  He joined Alstom Transport in
2000 as its Project Management Methodology Director, later becoming Director for Asian
Operations for the Signalling Division. In 2003 he became Director for Major Accounts for
RATP and RFF.  He then relocated to Shanghai in China, where he worked as Vice-President
of the CASCO Signalling Ltd joint venture. Between 2007 and 2009, he was again in charge
of Major Accounts, this time at the SNCF. In January 2010, he was appointed Managing
Director of Alstom Transport France.

Jérôme WALLUT
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Dominique RIQUET
First Vice-Chair of the EP Transport and Tourism Committee,
Rapporteur on the Connecting Europe Facility

This Conference comes at a crucial time for the European Rail Sector.
The European Parliament is currently examining the mechanisms of
the Trans-European Transport Network and the Connecting Europe
Facility. The European Commission should soon present a proposal
for the Fourth Railway Package.

Our passion for Rail and our will to defend it is what brings us
together today. I am sure that our differences will enrich us. Rail is a
safe means of transport. It is respectful of the environment and a
vector of mass transport. We know that each Rail infrastructure
generates growth and employment. Moreover, Rail is an essential
factor for the competitiveness of the European Union.

Historically, Rail came before air transport and road transport.
Despite its advantages, Rail represents only 7% of passenger
transport and 16% of land transport of goods. Fragmented
infrastructures, problems related to interoperability, and the
differences in corporate cultures have often penalised the Rail Sector.
Rail does not occupy the share it deserves.

The Rail Sector needs innovation and research. It needs to be opened
to competition. Interoperability needs to be promoted and the social
and technical frameworks need to be harmonised. All of these
actions will require sustainable and transparent financial and human
resources. 

11

WELCOME
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OPENING SESSION OF THE CONFERENCE

Efthemios FLOURENTZOU
Cypriot Minister for Communications and Works,
Chairman of Transports, Telecommunications and Energy,
Council of the European Union

On behalf of the Cyprus presidency, I would like to thank the Danish
presidency for the successful completion of the recast of the First
Railway Package and to express our readiness to begin the
discussions for the Fourth Railway Package.

The construction of a safe and modern railway network is one of the
major priorities of the European Union. Over the past two decades,
the Commission has been very active in restructuring the European
rail transport market. Efforts have focused on the development of a
competent and competitive rail transport industry by means of the
opening of the rail transport market to competition, the
improvement of the interoperability and the safety of national
networks, and the modernisation and development of rail transport
infrastructures.

Transport is the backbone of the European economy. Cyprus will
strive to promote policy measures that will be in line with the White
Paper on European transport policy for the decade 2010 - 2020. The
White Paper aims to achieve sustainable European transport by
means of a single European railway area. New policy measures
should stimulate growth and minimise the adverse effects of the
economic crisis.

Infrastructure financing is one of the greatest challenges being faced
by the Rail Sector. In order to achieve the goals of the White Paper,
the Commission estimated that the completion of the TEN-T network
would need 550 billion euros by the year 2020. In the Connecting
Europe Facility, a provision of 31.7 billion euros is currently under
discussion within the Multiannual Financial Framework. Member
States will need to dedicate greater efforts to secure the capacity and
the quality of the Rail infrastructure. 

Moreover, the Rail Sector needs a regulatory framework that would
aid in levelling both the intra-modal and the intermodal competitive
playing fields and that would contribute to the achievement of the
goals of the White Paper. 
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The First Railway Package was adopted in 2001. Some of its fundamental
principles were maintained in the modifications introduced in the
Second and Third Railway Packages.

The purpose of the Railway Recast Proposal is to simplify, clarify, and
modernise the regulatory framework for Europe's Railway Sector so
as to increase competition, strengthen market supervision, and
improve conditions for investment in the Sector.

The new Directive establishing a single European Railway Area was
adopted by the European Parliament on 3 July 2012 and will also be
adopted by the Transport Council on 29 October 2012. 

The European Commission intends to propose a Fourth Railway
Package that would include measures to open domestic passenger
rail services.

The Fourth Railway Package would include requirements for the
competitive tendering of public service contracts. It would reinforce
the dependence of infrastructure managers, would extend the
competencies of the European Railway Agency, and would adopt the
interoperability and safety Directives accordingly.

We expect that the Fourth Railway Package will offer a major
opportunity for making the European railway market more efficient
and more competitive, while enabling the creation of a truly single
European Railway Area.

Cyprus continues to work in close cooperation with the European
Parliament, the European Commission, and with all Member States
and encourages the discussions related to the Fourth Railway
Package.
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A FOURTH RAILWAY PACKAGE?
BALANCE OF THE FIRST THREE PACKAGES

CHAIRPERSON
Peter VAN DALEN
MEP, Co-Chair of the Transport and Tourism Committee

INTRODUCTORY SPEECH
Jean-Eric PAQUET
Director of "Trans-European Transport Networks & Smart
Transport", DG Mobility and Transport, European Commission

FOLLOWED BY A DEBATE WITH
Marc DESCHEEMAECKER
CEO, SNCB

Joachim FRIED
Deutsche Bahn, Senior Executive Vice President, European Affairs

Mauro MORETTI
Chairman, Community of European Railway and Infrastructure
Companies (CER)

Monika HEIMING
Executive Director, European Rail Infrastructure Managers (EIM)
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CHAIRPERSON'S INTRODUCTION

Peter VAN DALEN
MEP, Co-Chair of the Transport and Tourism Committee 

I am delighted to begin on this topic, because I am strongly in favour of more
liberalisation in transport by rail. In my country, the Netherlands, since we separated
the infrastructure management from the companies on the rail, we have seen quite a
boost in the transport of goods. At the same time, I recognise that achieving the
liberalisation in rail transport may be quite challenging. 

INTRODUCTORY STATEMENT: BALANCE OF EU ACTION -
UP TO NOW AND OUTLOOK

Jean-Eric PAQUET
Director of "Trans-European Transport Networks & Smart Transport",
DG Mobility and Transport, European Commission

The Necessity for Mobilisation in Railways in Europe

The topic of today's Conference could not be more appropriate.

We continue to need mobilisation for European railways. In the context of transport
policy, railway transport is the central part of the concept of an integrated transport
system. If the Transport White Paper's vision is to materialise, it will happen through
railway transport.

It is also very clear that investing in railways, whether it be through infrastructure,
innovation, or through making the regulatory framework and the market operate
more efficiently, is also investing in growth, in competitiveness, and in employment.

Looking at the previous Railway Packages as well as where we stand on the Fourth
Railway Package will give us the opportunity to look back and see how much has
already been done and how much remains to be implemented. It also enables us to
note how difficult it is to incrementally evolve the European transport system.

The First Three Railway Packages

The First Railway Package
In 2001, we started opening international freight markets. We tried to clarify the
separation requirements between state infrastructure manager and railway
undertaking. We also set up the framework for Member States to put regulatory
bodies in place.

15
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The Second Railway Package
In 2004, we completed the opening of rail freight. With the establishment of the
European Railway Agency, we engaged in interoperability and safety. On these fronts,
there remains quite some progress to be done in terms of national rules and how the
legislation is implemented. The work of the European Railway Agency has had a
massive impact on the national safety authorities.

The Third Railway Package
The Third Railway Package of 2007 looked at passenger transport. We started with the
opening of international railway transport. The impact of the Third Package has been
rather limited so far, due to economic conditions and to the fact that some regulators
still need to reach full administrative capacity. Moreover, the international passenger
services are very much linked to the domestic passenger markets.

The Interoperability Directive

The 2008 Interoperability Directive refined legislation on safety and on the European
Railway Agency.

The Railway Package Recast

The Railway Package Recast is an extraordinarily important piece of legislation and a
major step forward.

The three main items in the Recast are:

• Providing a framework that drives Member States into reinforcing their regulatory
bodies and that ensures that the 25 regulators work together around a single
European Railway Area in international passenger and freight transport.

• Ensuring non-discriminatory access to essential facilities to all players in the different
markets. We are still looking into whether there is still a need to greatly improve such
availability.

• Infrastructure charging and the need to have multiannual plans to look into the
debat issue over time and in a more transparent way.

Remaining Challenges

The system is extremely complex and moves slowly. A number of elements remain to
be tackled, including the framework for deploying ERTMS, the rail freight corridor
legislation, and the TEN-T policy.
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The Fourth Package

Stakeholder Consultations
The elements of the Fourth Package have been thoroughly prepared by means of
intensive collective and individual consultations with all stakeholders.

At the Conference on 24 September 2012, the Commissioner, my colleagues, and I had
the opportunity to go to see where the impact assessment had led us.

Three Main Elements
The proposal for the Fourth Railway Package is made up of three main elements:
• The opening of rail passenger markets.
• Infrastructure management.
• Interoperability, safety and the role of the European Railway Agency.

The Opening of Rail Passenger Markets
The low degree of intra-rail competition and the corresponding lack of competitive
pressure have resulted in services of insufficient quality. 

Moreover, the assessment has revealed that in many cases there is often an inefficient
use of public resources and sometims insufficient public compensation for railway
services.

To address these issues, the balance that we propose is to define the principle of full
open access and, at the same time, to acknowledge the existence of public service
obligations on a substantial part of the network.

To address the lack of competitive pressure in the allocation of the public service
contracts, the Commission would propose to make the tendering of such contracts
mandatory. 

We'll probably still have a lot of discussions, both before and after the Commission
proposal, about the way of defining the size and the scope of the PSOs, the framework
conditions for integrated ticketing, and rolling stock.

The social framework will also be particularly important. There is a strong plea to look
into a level playing field on the social aspects. 

Infrastructure Management 
The conclusions of the Advocate General clearly indicate that the legal situation today
is unsatisfactory. The Advocate General advises the Commission to make the legislation
related to the relationships between the railway undertakings and the infrastructure
managers much more transparent and complete.

We worked on the relationship between the railway undertakings and the
infrastructure manager. We believe that the infrastructure manager needs to have a
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much stronger framework in the form of a coordination body, so that he can act with
all railway undertakings and obtain strategic guidance from them. 

We also believe that the infrastructure manager needs to be exposed to users, whether
they be passengers, passenger organisations, shippers, or industry. 

Moreover, infrastructure managers currently operate on a national basis, resulting in
fragmentation. Infrastructure managers should be pushed much harder into
cooperating amongst themselves, not just on rail freight corridors, but across the core
network or the TEN-T network.

Infrastructure managers also have a responsibility to allow rail to interact with other
modes of transport. 

Infrastructure managers need to take the full responsibility of infrastructure
management. Beyond the two essential functions of the allocation of train paths and
the setting of charges, infrastructure managers should also be responsible for traffic
management, maintenance, and network development.

Interoperability, safety and the role of the European Agency
Interoperability would result in immediate and very tangible financial and economic
gains in the railway industry. Too many national rules and too many different
approaches between national safety authorities prevent progress. It will be necessary
to review the legislation itself in order to limit the scope of national rules and, later, to
eliminate them entirely. A network of national authorities could provide the technical
work while a European passport for rolling stock and for railway undertakings could
be granted by the European Railway Agency. 
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DEBATE

Marc DESCHEEMAECKER
CEO, SNCB

Strengthening the Role of the European Railway Agency
It is extremely important for all rail companies in Europe to define a "one shop"
approach for certification procedures and a more integrated approach for
harmonisation procedures.

The European process for authorisation of rolling stock in different markets and
different railroad systems is essential for the creation of a European approach to the
European rail sector.

Structural Separation
The Belgian government is currently adopting a policy of separation between the
Infrastructure Managers and the train operating companies. 

We are therefore pleading for a well-balanced structural relationship between the
Infrastructure Managers and the railway undertakings and for the same principles
related to that relationship throughout Europe. This implies a clear and single
definition of the responsibilities of the Infrastructure Manager for all the Member
States.

We also need a stable legal framework for everybody to enable us to approach
positively the changes in the market and in the structures. 

Domestic Passenger Market Opening
It is important for the approach of the European Commission to be respectful of the
mobility policies of the national governments. Therefore, the domestic passenger
market opening should be coexistent with the public service contracts.

It is vital for the direct awarding of public service contracts to be maintained on a
national level.

Both infrastructure and public service contracts will need to be adequately financed,
with a level playing field for the different countries.

It will be necessary to take account of the specific social dimensions in the various
Member States.

The overall economic equilibrium, both for the Infrastructure Managers and for the
train operating companies will have to be respected, paying particular attention to
small countries. 
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Joachim FRIED
Deutsche Bahn, Senior Executive Vice President, European Affairs

We already live in a European Railway Area and are improving this environment
everyday. We are already working for the European customer and doing what he
expects from us.

In discussing future legislation, we have to bear in mind that we can only do what the
customer wants and what he is willing to pay for. It is also crucial to see what the
railways can bear.

In rail freight, we are currently in a solid crisis. Most European railways lose money with
freight. Moreover, railways are unable to refinance themselves. We need urgent
reflections on how we can change this situation.

The pressure on the market is from the competition from the other transport modes.
We can only change the situation if we change the framework conditions of
intermodal competition. I do not believe the Fourth Package will really improve that
situation.

It is also crucial to prepare the right texts of legislation. In the last Recast, the European
Parliament discussed over 500 changes in the proposals of the Commission.

The next legislation needs to be prepared more solidly from the onset. The starting
point must be a solid cost/benefit analysis based on a real evaluation of risks and
earnings. 

It will be necessary to assess clearly the scope of the work of the Infrastructure
Manager. It must be taken into account that the Member State, not the Infrastructure
Manager, decides on investments. I do not think that the investment decisions could be
improved if they were made by the European Union rather than by the Member States

But it is crucial for market information to come into the decisions on investments. This
is where an integrated structure helps. Such investment decisions must also be based
on cost/benefit analysis. 

Let us think of interoperability under the conditions of different railmarkets and let us
analyse with realism ways to improve interoperability in these markets. We have for
example to accept that we will remain with diesel and with four different electricity
systems to staff our locomotives and trains. It will be much too expensive to change the
systems . 

That is why we need an ERA with more competencies, but in a design that takes
account of the remaining differences and that will help us rationalise our transports
and lower our costs, again based on a solid cost/benefit analysis.
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Mauro MORETTI
Chairman, Community of European Railway and Infrastructure Companies
(CER)

In the course of the last 20 years, the European Union produced three Railway
Packages. A huge amount of changes were made.

We now need to create a single European Rail Area. We need a stable regulatory
framework to produce a sound business environment in order to be in a position to
attract public and private investments. If the framework changes every two or three
years, we cannot build such an environment. 

The CER believes first and foremost that we have to streamline the certification and
authorisation processes that today set up huge barriers to market entry and reveal
important disadvantages for the competition with the other modes of transport.

We must reflect on the efficiency gains that the European Railway Agency announced
it would bring to the sector. We hope that we will have a strong ERA, capable of
gradually centralising those functions currently carried out by the national safety
authorities. 

The interoperability of rolling stocks is one of the key factors for the international
expansion of railway. The ERA should be granted the role of issuing the authorisations
for placing vehicles in service as well as the certificates for railway undertakings. In this
way, the processes will be controlled by a single body across Europe. The Commission
could evaluate a fast-track procedure, in order to approve a new legislative proposal
on ERA which would to give us the opportunity to align our conditions to the other
modes in the intermodal competition.

We must also reflect on the best way to open up our domestic markets. At CER, we have
recently adopted a common position on market levelisation. We propose to introduce
open access to the entire network and to allow direct tendering for public service
contracts. A transition period with reciprocity clauses should be envisioned.

We need to find the best way to guarantee a fair competitive environment for
operators while reducing costs as much as possible. Stronger national regulatory
bodies could make up an essential tool for the functioning of the market and could
improve coordination at the European level.

Several variables contribute to performance outcomes, particularly, the total system
cost and the strong competitive pressures from the road and aviation sectors. State
funding and travel costs could be considered for traffic units.  

CER has conducted a study on modals of performance and would be happy to discuss
it and to share our respective methodological approaches and findings with DG MOVE. 
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The main findings of the CER study were:

• Imposing vertical separation would increase total cost for the system, and even more
so if traffic density increases in line with EU policy.

• There is no evidence suggesting that one modal list is significantly higher than
another. 

• There is no evidence that vertical separation leads to more intermodal competition
than other regimes.

• All in all, we can say with certainty that different structures work best in different
circumstances, and that therefore flexibility on structural modals should remain in
place and be allowed to continue.  

Monika HEIMING
Executive Director, European Rail Infrastructure Managers (EIM)

What the Fourth Railway Package Means
The European Rail Infrastructure Managers looked at the Fourth Railway Package and
realised that the Commission would like to close the open points. The useful added
value to all players would be:

• More uniform business conditions.

• Generalised opening of domestic passenger markets. 

• Common rules for a governance structure of Infrastructure Managers.

• Dismantling of the barriers to market.

We strongly support the closing of these open points in order to have a genuine single
European market. It is extremely challenging.

What the EIM Expects from the Fourth Railway Package
We basically look at four elements:
• Improving the legal status of the Infrastructure Managers.

• Giving Infrastructure Managers levers to improve their performance.

• Giving Infrastructure Managers enhanced flexibility for optimum results.

• Improving the regulatory oversight of the Infrastructure Managers.

Improving the Legal Status of the Infrastructure Managers 
Infrastructure Managers have different roles and mandates in each Member State. We
think we could offer better customer service.

We would like to aim for robust and clear definitions on independence, functions, and
responsibilities in the interest of the customer so that everyone has solid information
of what is happening at any part of the market.
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We would like a stabilisation of constant overhaul. Constant restructuring results in
limited human resources available for customer service. 

We would like to have a clear legal mandate on what we can offer, what we should
offer, and what we must not offer in order to focus on customer service. We can offer
more to our customers in a more transparent and unbiased way.

Giving Infrastructure Managers Levers to Improve their Performance
Infrastructure Managers need control over three levers of efficiency: costs, prices, and
volumes. Costs go for investments. The prices are the charging. The volumes are the
capacities.

It is important to give the Infrastructure Managers these levers so that they can offer
good customer service. The levers must not be fragmented over various actors, which
would result in rising costs, no transparency, and poor customer service. There should
be a single actor or a single stop-shop, the Infrastructure Manager.

Giving Infrastructure Managers Enhanced Flexibility for Optimum Results
We can look into the flexibility of delivering performance in slightly different ways and
of delivering the best practices in the European Union

The rules in the different countries have to be the same in terms of competitiveness,
open and fair access, and performance, but one Infrastructure Manager may decide to
communicate in a slightly different way due to national rules or the national
framework. 

Flexibility should mean optimum results.

Improving the Regulatory Oversight of the Infrastructure Managers
We should capture opportunities to stronger interlink regulation of agreements,
franchises, and access rights, so that we have a common set of a regulatory oversight.
We have been looking into the difficulties of regulators and into cross-border
cooperation. 

Why the EIM Expects This Package in Particular

Customers Need Easy Access to All Networks in a Non-Biased Way
For customers to have easy access to all networks in a non-biased way, the
Infrastructure Managers must be fully independent of the decisions, the role, and the
mandate of any Railway Undertaking.

Whatever the final model or the final set of criteria will look like, the Infrastructure
Managers would like to have full independence and a strengthened set of functions
and roles. 
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Infrastructure Managers must have a clear legal framework. Infrastructure Managers
have to know how and when to communicate with its customers. 

Stakeholders Need Transparent Costs, Prices, and Volumes
Everyone would like to know how much a network costs and where the performance
of the network can be improved. The Infrastructure Managers therefore need to have
access to a transparent and comprehensible set of data. They need full control over the
costs and expenses for their own audits and need to be able to relay the information
to the stakeholders: the customers, the regional authorities, and the Member States.
This information must be delivered in an equal and transparent way. 

Infrastructure Managers Must Be Able to Take System-Wide and Whole-Life
Decisions
To optimise performance and services, Infrastructure Managers must be able to control
the life cycle costs of its assets. 

For optimal infrastructure management, Infrastructure Managers must control all
levers: investments, network planning and services, timetabling, signalling and
operations, renewals, and maintenance.

Investments can be done well in a direct relationship between a Member State and an
Infrastructure Manager in the interest of all the customers. We hope that the future
mandate of the Infrastructure Managers will include investments.

The European Union and the Market Expect Network-Wide Approaches
We form the transport backbone of the European Union, and we must cooperate to
form this backbone over and above strict modal or national interests. 

This is also the main difference between independent Infrastructure Managers and
those connected to their national carrier. 

Make It Work!

We all need a competitive, innovative European Union Rail market and a stable and
predictable European Union regulatory framework.

So, the job is yours. Make it work!
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QUESTIONS & ANSWERS

Tony BERKELEY, Chairman of the Rail Freight Group, UK

We heard a consultant's report yesterday that criticised the UK structure and the
McNulty report. McNulty was able to investigate the costs of network rail in great
detail. I do not believe that McNulty would have been able to undertake the same
work in France, Germany, or Italy because the costs in those countries are not
transparent.

In the UK, we have experienced huge growth in passengers and freight, we have a high
quality network, and we are expected to reduce or eliminate financial aid from the
state. Before other administrations in Europe start criticising the scene in the UK, when
will they provide the same transparency and when will they reduce the demand on
their governments for keeping their networks going?

Joachim FRIED

It is clear that railways and rail Infrastructure Managers have to bring down their costs,
because it will be crucial for intermodal competition. We did some analyses of the
comparative costs of the British and the German systems and found that our costs are
lower than the British costs by around 40%. 

In Deutsche Bahn, infrastructure charges already finance maintenance and operations
fully. In Germany, the State only pays for reinvestment and investment.

The German way of reorganising the structures has clearly shown to be successful.
However, that does not mean that we are against the British system.

It is clear that we need full transparency of costs. In Germany, such transparency is
given to the regulators who are in full possession of the costs and figures and who can
control the prices. The German legislators are discussing whether the competencies of
the regulators should be improved.

Mauro MORETTI

The BBC assesses that for the same kind of service, the cost difference for the final
customer between London and Rome is by a factor of ten. That is enormous. At this
time, the density of your network is the lowest in Europe. If you compare the
passengers per kilometre in the British and in the Italian networks, our density is 25%
more than yours. In your network, you may have 12 000 kilometres of double tracks,
while we have only 7 000 double tracks and 16 000 kilometres of single tracks. If you
compare the use of the capacity of the network and the final results to the customers,
ours is a more transparent way to give an answer.
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Carole COUNE, SNCB Holding 

In Belgium, we had tremendous growth in the number of passengers for domestic
transport. Mr Descheemaecker stated that he was rather in favour of maintaining the
possibility for a direct attribution of public service contracts. For the excess, he talked
about a limited access on certain territories such as the Belgian territory. Do you believe
that such a scenario would be realistic? Could we imagine that there would be small
countries in Europe for which the public service contracts could be directly tendered
and that for the excess, a relatively limited access for domestic passenger transport?

Jean-Eric PAQUET

At this stage, we have worked on the principle of making the tendering of public
service contracts compulsory. The current regulation allows the possibility to tender or
not to tender. This system has at least two weaknesses. The operator who benefits from
the agreement is not confronted with the need to improve its offer because there is no
pressure from a potential competitor. Moreover, the provider of the public service has
no possibility to check whether the compensation given is a fair one. I think it will be
necessary to continue the dialogue with all operators to deal with the issue of the
conditions in which this competition will take place. It is true that small and medium-
sized Member States have particular circumstances, and it would be best to discuss
them. It may be interesting to look into a gradual integration of these public service
contracts in the competitive tender requirement. It is work in progress.

Richard WALLACE, ATOK, Great Britain

We obviously want to be more focused on customers, and yet Monika Heiming is
advocating greater control of Infrastructure Managers on both investments and on
signalling and control.

In Great Britain, following the McNulty study we are experimenting in looking at a
system called Alliancing. One scheme is to bring together the Railway Undertaking and
the Infrastructure Manager in signalling control centres to make sure we deliver a
better response to our customers.

Do you mean that the Infrastructure Manager should not support that sort of
Alliancing? 

Second, it is critical to ensure that the Railway Undertaking, be it passenger or freight,
has a role to play in investment decisions, because it is the customers of the Railway
Undertaking who drive where the investments should go.  

Monika HEIMING

Of course we are not against Alliancing. If by "Alliancing" you mean reintegration, we
are against it. If you speak of Alliancing for having better communication with the

26

GENERAL MOBILISATION

RAILWAYS
in EUROPE
RAILWAYS
in EUROPE



customers, of course that is a very good thing. I do not see that my approach is
contradictory to yours in the UK, because we are both trying to get closer to our
customers and to communicate in a better way with them. 

STUDY OF THE BOSTON CONSULTING GROUP ON THE
RAILWAYS IN EUROPE

Joël HAZAN
Principal, Boston Consulting Group

I am delighted to share with you the main results of the comparative survey conducted
by the Boston Consulting Group on the performances of Railway systems in Europe.

We conducted this survey in two stages. We first took objective measurements of the
performances. We then tried to explain the performances and to identify the main
features of rail systems that could account for the differences in performances and
results.  

Performance Dimension and Weighting Criteria

We measured performances on the basis of three criteria: the intensity of use, the
quality of service, and safety.

Intensity of Use
We first defined a well-performing railway system as one that is used by passengers
and by freight forwarders, with a density of use.

Quality of Service
The second criterion of performance is the quality of the service. The prices should not
be too high. The system should be punctual and of good speed. We measured the
punctuality, the proportion of high-speed lines, and the prices paid by the passengers.

Safety
A well-performing railway system is safe. It is a system with a very low risk of accidents
or incidents.

Ratings for Each Dimension and Sub-Dimension

Methodologies
We adopted several methodologies to build this index to make sure that the tool
would be simple and could not be challenged. All criteria came from the same source,
the UC international database, and were weighed following the same method. 
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Rankings
According to the results, we ranked countries into Tier 1, Tier 2, and Tier 3.

In the Tier 1 countries, Switzerland came in the lead, followed by France, Germany,
Sweden, and Austria. These countries are robust in all dimensions. 

The Tier 2 countries, Finland, the UK, the Netherlands, the Czech Republic, Spain,
Belgium, Italy, Luxembourg, and Norway, all score high in terms of railway systems and
are doing find from a basic safety point of view. In terms of usage or quality, they are
just one notch below the Tier 1 countries.

The remaining 10 countries make up the Tier 3 countries.

Analysis
We tried to find a correlation of the performance and three dimensions: the public
costs of the rail system, which is the addition of investments and public subsidies; the
way the systems are organised; and the governance models, to see if these three factors
could account for the differences in performances in the countries. 

Performance Index versus Public Cost
The results of the study have shown a definite link between the level of public money
in the rail systems and the level of performances in the countries. 

Performance Index versus Rail Liberalisation Index
Our second criterion was the extent to which markets are liberalised. We used a Rail
Liberalisation Index from IBM.  We did not find any clear link or pattern between the
system performances and the degree of openness to the market.

Performance Index versus Governance Model
Finally, to try to explain the gaps in performances by the choices of governance; we
identified four governance models: the full bundle, the bundle with holding, the
unbundling with delegation, and the full unbundling.

Here again, we found countries from all three tiers in all four governance models.
These findings do not allow us to make any conclusion on whether any governance
model would generate a higher performance.

Conclusion

We cannot say that opening up to competition or that choosing a governance model
would not have an impact on the performances of the rail systems. Nonetheless, we can
say that focussing too much on a governance model or on opening up to competition
could prevent us from focussing on the important discussions on the investments made
by the States in their railway systems. Performance could be enhanced by other criteria,
but such other criteria would be less important for the operation of the railway system.
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FUNDING THE TRANS-EUROPEAN TRANSPORT
NETWORK

• Between budgetary window-dressing and financial
reality
The under-utilisation of funds allocated for certain
infrastructures.

• What funding is available to the corridors?
A Connecting European Facility with €31.7 billion of
funding for transport?

CHAIRPERSON
Dominique RIQUET
First Vice-Chair of the EP Transport and Tourism Committee
Rapporteur on the Connecting Europe Facility

INTRODUCTORY SPEECH
Jean-Eric PAQUET
Director of "Trans-European Transport Networks & Smart
Transport", DG Mobility and Transport, European Commission

FOLLOWED BY A DEBATE WITH
Libor LOCHMAN
Executive Director, Community of European Railway and
Infrastructure Companies (CER)

Pierre TONON
Secretary General, European Rail Freight Association (ERFA)

Max JENSEN
Head of Division for Public Transport, European Investment Bank
(EIB)
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CHAIRPERSON'S INTRODUCTION

Dominique RIQUET
First Vice-Chair of the EP Transport and Tourism Committee
Rapporteur on the Connecting Europe Facility

A number of questions revolve around the funding of the Trans-European Transport
Network (TEN T). We need to bear in mind that the current context of austerity is not
always good for generous public investment policies. Other questions will be raised,
such as the under utilisation or the poor utilisation of funds. 

We need to think about what the European Union could bring to these undertakings,
particularly through its financial instrument, the Connecting Europe Facility, that
proposes a contribution of €31.7 billion for the TEN T, with a focus on rail.

We hope that the Connecting Europe Facility will be able to resist the regressive
tendencies of some Member States. We also hope that this discussion on growth will
bring about support for the Facility, which is the best instrument for growth available
to both the European Union and the Member States and is absolutely essential for the
future of Railways in Europe.

INTRODUCTORY STATEMENT

Jean-Eric PAQUET
Director of "Trans-European Transport Networks and Smart Transport"
DG Mobility and Transport, European Commission

Investment Strategies in Railway Transport

The Recast sets a useful and strong framework for investment strategies, with the
perspective of infrastructure managers having to develop multi-annual development
plans that have to be in balance. 

The Fourth Railway Package will contribute as well, in particular in proposing to
entrust responsibility for the maintenance and the development of the network to the
infrastructure manager.

These investment strategies start with maintenance, not with new projects. They start
with ensuring that the network is kept in good shape and that it can therefore be used
as efficiently as possible. Discussions on new projects sometimes collide with
investment needs in maintenance. 
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Development of the Infrastructure

The TEN T and the Connecting Europe Facility try to build on national and regional
priorities in setting out a legal framework for a rail freight and rail passenger core
network, based on the TEN-T Guidelines.

In the European Transport Council, we have a clear understanding and commitment
from Transport Ministers to develop such a rail freight and rail passenger core network
at the horizon 2030. 

The rapporteurs and many members in the TRAN Committee are also strongly
supporting the notion that the EU framework should not only be an indicative
guideline for national decision-making, but should be a prescriptive framework that
ensures that national networks will grow in time into a functional backbone to the
internal market at EU level.

The TEN-T policy is historically multimodal but has been predominantly focussed on the
support of investments for the development of Railways.  

The Fourth Railway Package is the regulatory side of the TEN-T and of the Connecting
Europe Facility.

To make the Connecting Europe Facility a credible endeavour in the context of
constrained public and private resources, the setup must be an efficient investment in
all respects.

Priorities of the European Framework
The Connecting Europe Facility would be driven by the European Framework, which
set a number of priorities for its European strategic vision. The main priorities of the
rail infrastructure policy are:
• The missing links between national systems.

• The national bottlenecks on the core network. 

• The intermodal connections.

• Better use of existing capacity.

• Interoperability.

Core Network Corridors
The Commission has highlighted in its Proposal that Core Network Corridors would be
another necessary instrument for carrying out  infrastructure investments more
efficiently.

We have proposed to deploy Core Network Corridors on the segments of the core
network where most coordination is necessary and where the most significant traffic
flows take place. These Core Network Corridors would rest on the Rail Freight Corridors
but would also deploy the intermodal needs of rail transport. 
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The Core Network Corridors will be progressively put in place next year. The first
ambition for the Core Network Corridors project is to discuss investment and
infrastructure with users to ensure that the TEN T initiatives and the infrastructure
managers' visions match their needs. The Core Network Corridors project would bring
together public authorities and infrastructure managers as well as transport users to
discuss a strategic development plan for the Corridors. Railways would also hold
discussions with port authorities and with other modes of transport to make sure that
the other modes fit into the development.

The second and more traditional aim of the Core Network Corridors is to allow the
synchronising of investment across Member States as well as between modes of
transport.

Last, the Core Network Corridors should look into investment strategies, bringing
together national and European public funding, all instruments of EU public funding
including regional policy instruments and the Connecting Europe Facility.

Private funding is also an option for rail transport, using the Innovative Financing
foreseen in the Connecting Europe Facility, for example by deploying the European Rail
Traffic Management System on Corridors. 

We hope that the investors, the infrastructure managers, the Member States, and the
Commission can discuss the investments and the financing strategies regarding the
Core Network Corridors.

Next Steps

The Connecting Europe Facility is a proposal of the Commission of €31.7 billion for
transport of which €10 billion would be dedicated to investments for connecting
cohesion countries to the internal market.

The coming weeks will be absolutely decisive, with the European Council meeting on
November 22-23 to discuss the next Multinational Financial Framework.

The atmosphere in Brussels seems to indicate that the heads of states, the
governments, and the president of the Parliament of the European Council will have a
hard go at trying to reach an agreement.

Clearly, the Connecting Europe Facility and its transport component need to be
profiled before that event so that the people in the room will be well aware of the
potential impact of the Connecting Europe Facility on growth, on employment, and on
our capacity to develop an efficient rail and transport system.
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DEBATE

Libor LOCHMAN
Executive Director, Community of European Railway and Infrastructure
Companies (CER)

Infrastructure: A Key Element of Sustainable Rail Development 

The issue of infrastructure investment is absolutely critical. 

As stated by CER many times, infrastructure makes up one of the three basic pillars of
sustainable development of rail transport, along with intramodal competition and an
intermodal level playing field.

The vision of the White Paper on delivering a sustainable railway system in Europe
cannot be realised without proper investments in infrastructure. 

Infrastructure is a key enabler for the proper functioning of the rail system, and a
necessary condition for the enhancement of railways' competitiveness vis à vis roads
transport and short haul aviation. Infrastructure quality also fosters intramodal
competition: with low quality infrastructure railway business becomes inefficient and
new entrant would find market entry as an attractive option.

The Rail Infrastructure Investment Gap

We still see a growing gap in the quality of infrastructure between the Western
European Countries (the EU-12) and the Central and Eastern European Countries (the
EU 15). 

Infrastructure investments must be well balanced intobetween the development of
new structures and upgrades of the current infrastructure, the latter being particularly
important in Central and Eastern Europe. 

In 2009, only 13% of total investment for transport was dedicated to rail in the Central
and Eastern European Countries, as compared to 32% in Western Europe. If the trend
continues, the gap between the quality of infrastructure will never close between the
EU-12 and the EU 15.

Funding

1) CER hopes that the budget chapters dedicated to transport infrastructure within the
Multinational Financial Framework (MFF) will be retained. Within MFF, the
Commission proposal for the Connecting Europe Facility (CEF), offers €31.7 billion
for transport, and the majority of the budget in the CEF is to be allocated to railway
projects.
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2) However, the €31.7 billion contribution of the Connecting Europe Facility would
represent only a small part of the investment that needs to be provided to the TEN T
network by 2020, estimated by the Commission at €250 billion. 

Member States will need to understand the necessity of allocating sufficient funding
to rail infrastructure in order to enable rail transport to compete with roads and to be
the mode which will bring the EU towards a more sustainable future.

Aspects to Consider for the TEN T and the CEF

To achieve an infrastructure that will enable future for Railways, it will be necessary to:

• Harmonise technical standards. This will bring substantial benefits and will be crucial
for the creation of a Single European Railway Area. 

• Ensure that the TEN-T core network corridors are fully aligned with the existing
governance structure of the rail freight corridors as established by EC Regulation
913/2010, which also allows the close involvement of railway undertakings as users of
the corridors.

• Improve the accessibility and comfort of persons of reduced mobility (PRM) in existing
stations and trains. These measures have to be properly supported by the Connecting
Europe Facility.

• Eliminate noise emission. Noise is the last environment burden of railways. This action
will be essential to provide incentives for accelerating the retrofitting of the freight
wagons with composite brake blocks. 

Alternative Resources

We know that we cannot rely on the budget of the Member States alone to cover all
the transport sector needs. We need to find alternative means to cover the expenses.
First the transport companies should pay adequately for the use of infrastructure;
collection of road tolls would secure budget not only for road maintenance but also for
upgrades. At the same time it will enable a shift of state budget towards more
sustainable modes: rail and inland waterway.

Second, the private sector shall be attracted to invest to high-speed and heavy loaded
freight lines. But at the same time, PPP for the road sector shall be promoted; there the
cost for infrastructure construction are usually lower and charges can be easily levied:
in this way more state resources can be released for rail.

Responsibilities of the Member States

The Member States have the responsibility of maintaining the right relationships with
the Infrastructure Managers.
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We are happy that the Recast Directive obliges the Member States to publish a five year
rail infrastructure development strategy and also obliges the Member States to balance
a profit and loss account over a five-year period.

These measures should help the position of the Infrastructure Managers and should
help to improve the quality and the capacity of the infrastructure for the benefit of Rail
operators. More importantly, these measures should help meet the expectations of the
final customers: improving the quality of the services and providing affordable prices
for such services.

Declaration Supporting the Commission's Proposal 

CER together with many other European associations signed a common position
declaration to promote and secure the budget of close to €32 billion for transport. We
sincerely hope that we will find an understanding at the level of the Member States
and that this framework for the future of Europe will be retained.

Pierre TONON
Secretary General, European Rail Freight Association (ERFA)

Our Focus on Satisfying the Customers

Since 10 years we are the pioneers in cross-border rail freight traffic!

Our credo is to satisfy customers with lean, seamless, efficient, cross border rail freight
traffic in a fully open single market.

The final industrial clients and freight forwarders expect competitive rail services.

The client's criteria in selecting a railway undertaking are reliability, price, capacity &
frequency, information management, and transport & handling times. All of these
elements could be linked to the TEN-T financing choices.

Due to the harmonization's needs for the opening of the market, the members of ERFA
face significant cost increases.

ERFA members are also confronted with extremely slow improvement processes.

The final customers are not ready to bear all of the extra costs. We are really happy to
see that the European institutions are preparing to allot huge sums of money to
develop and improve the Railway Undertakings and the Railway systems in Europe.

The Connecting Europe Facility Funding Priorities

We welcome the Connecting Europe Facility initiative proposals, allowing the
combination of grants with other financial instruments.
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The ERFA focuses on what needs to be financed.

We are satisfied to see that the Connecting Europe Facility proposes significant
increases in cross-border and bottleneck support, as well as in support for inland
transport connection, development of multi-modal platforms, reduction of rail freight
noise, and freight transport services.

The ERFA also insists for financial support of single wagonload traffic and ERTMS
possibilities of financing.

The ERFA Priorities for Financing

In the freight business we need to collect and distribute goods everywhere outside of
the core network and outside of freight corridors. 

The ERFA priorities for financing would therefore include investments in the
comprehensive rail network:

• We need to improve and modernise rail-related services and facilities.

• We need to fund the rolling stock for noise reduction, for ERTMS, and for TAF TSI.

• We are in favour of developing the best full electrification of the network and of
being able to run trains of at least one kilometre in length.

But how much will be available and when? The TEN-T guidelines registered 764
amendments from MEPs even if we are in favour of the positive proposals from the
TRAN Committee of co rapporteurs for:

- A detailed socio-economic cost-benefit analysis,

- A detailed climate impact assessment,

- Increased funding rates (40%) for actions enhancing rail interoperability.

How to Rationalise Spending

With so much amendments, the new TEN-T will not be approved before 2 years and it
may take another three or four years to implement what we are discussing today. 

In a period of scarcity of public and private funding, we would therefore like to
rationalise the spending, because we are not sure at this point in time what amount
will be finally available.

In order to rationalise spending:

• The patchwork of national regulatory regimes and rules causes extra costs in many
fields. These costs have to be compensated in the minds of the customers.

• It will be necessary to simplify the international coordination of Infrastructure
Managers with all the customers and the Railway Undertakings and among the
Infrastructure Managers themselves.
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We need also to:

• Ensure the alignment of core network corridors with rail freight corridors and ensure
an active presence of the new entrants in this context.

• Strengthen Article 13 of the TEN-T Guidelines to ensure non discriminatory access to
all rail facilities.

For all of these rationalisation reasons, ERFA also came to the conclusion that the
separation of Infrastructure Managers and the extension their essential functions,
remains the best and the simplest way of optimising the use of rail infrastructure by
new entrants.

We also have to bear in mind that for many years the market had to suffer from many
barriers for new entrants. It would therefore be difficult to evaluate today what could
be the impact of any model.

Finally ERFA is also in favour to prevent EU funding if:

• Insufficient implementation of EU regulation on non-discriminatory basis

• No transparency of costs > Mc Nulty report pointed it!

• No institutionalised communications with the customers

• No fulfilment of performance targets

• Repeated lack of fund's absorption

Max JENSEN
Head of Division for Public Transport, European Investment Bank (EIB)

Levels of Investments in Member States
The major share of high-speed rail investments at the EIB has gone to a small number
of countries in the old Member States. It is not likely that this distribution will continue.
We have to focus on the integration of all 27 Member States, except for Cyprus who
does not yet have a railway.

EIB Rail Lending 2007-2011
In the past five years, the EIB has lent more than €70 billion into the transport sector.
Rail has taken a growing share of the lending. The TEN T network has taken a share of
about 50% of the EIB's transport lending, as support of the development of the TEN T
remains a key objective for the bank.

EIB Achievements

As a policy-driven bank, the EIB aims to support carrying out European projects. The
EIB works closely with the European Commission to overcome barriers, not only in
terms of providing financing, but also by contributing to the realisation of investments
through technical and financial advice.
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Major efforts have gone into the development of the European Transport Network
over the last decade. However, much remains to be done for the implementation of the
EU 2020 strategy. 

Implementation of Spanish, French, and Italian high-speed trains has now reached a
watershed. The high-speed network in Belgium has been largely completed. In the UK,
there has been some discussion for high-speed implementation, but it is still at an early
stage. 

Significant conventional rail investments are likely to continue in other countries.

Significant rail investments are starting to take place in the new Member States, thanks
partly to EU policies in favour of sustainable transport. It is likely that awareness of the
need for passenger rolling stock in the new Member States will intensify in the coming
years as infrastructures are increasingly completed.

EIB Policy Objectives

The cost/benefit analyses have shown that the EIB should focus on optimising and
improving the existing conventional rail networks, removing the bottlenecks, and
completing the missing links, rather than building new greenfield high-speed projects.

Many key projects are far from being ready for implementation, and much work is
required to prepare and develop them at the technical level. The weak institutional
frameworks in the railway sector present many challenges.

Several initiatives have been taken to improve the coordination of Community and EIB
interventions and to help Member States to improve their capacity. 

What the EIB Can Offer

Exceptional economic times require exceptional response. The EIB has a crucial role to
play.

The share capital increase of €10 billion has strengthened the EIB and will enable it to
make ambitious operational lending targets with an increase of up to 40% more than
currently planned for this year. 

The EIB has constantly adjusted its products to the needs of project promoters.

In relation to the Connecting Europe Facility, the Commission and the EIB have recently
launched a project bond initiative that builds on the experience gained from the loan
guarantee instrument of LGTT.

It will not be an easy task to speed up the implementation of the European Transport
Network in the current economic climate. It will require effort and cooperation
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between all players involved. The EIB has considerable experience and expertise and
stands ready to share them in both the technical and the financial fields. If it succeeds,
it will be beneficial not only for the countries concerned but also for the economy of
the European Union at large.

39

GENERAL MOBILISATION

RAILWAYS
in EUROPE
RAILWAYS
in EUROPE



GENERAL MOBILISATION

RAILWAYS
in EUROPE
RAILWAYS
in EUROPE

RESEARCH AND DEVELOPMENT, A CATALYST
FOR A EUROPEAN RAIL INDUSTRY POLICY

CHAIRPERSON
Silvia-Adriana TICAU
MEP, Vice Chair of the Transport and Tourism Committee

FIRST INTRODUCTORY SPEECH
Josef DOPPELBAUER
Responsible for the UNIFE Joint Technology Initiative Steering
Committee

SECOND INTRODUCTORY SPEECH
András SIEGLER
Director of the Transport Directorate, DG for Research and
Innovation, European Commission

FOLLOWED BY A DEBATE WITH
Sergio de LUCA
CEO, Ansaldo STS

Christophe de MAISTRE
CEO, Siemens France and Southwest Europe Cluster

Philippe CITROËN
Director General, UNIFE

40

ROUND TABLE 3



CHAIRPERSON'S INTRODUCTION

Silvia-Adriana TICAU
MEP, Vice Chair of the Transport and Tourism Committee 

Based on the White Paper's vision for an integrated, efficient, safe, secure, and
environment-friendly European transport system by 2050, the European institutions
prepared a first proposal for a strategic framework for transport research, innovation
and development entitled "Research and Innovation for Europe's Future Mobility".

Rail is the only transport mode that is largely independent of oil as a primary source of
energy. We need to increase the role of rail transport in the European transport system
by providing integrated high-speed passenger services, long-distance freight services,
and efficient metropolitan and urban transport.

To obtain these objectives, technological improvements will need to be made within
the rail system. 

A combination of technological and organisational solutions could help improve the
efficiency of infrastructure use, mass transport demand, and support decarbonisation. 

Interoperability is still a key issue and further progress is necessary here. The European
Rail Traffic Management System is a cornerstone of the Commission strategy to
improve interoperability in the European Railway System. The European Parliament
always asks for faster implementation of the System. Europe is currently host to more
than 20 different ground systems. The deployment of ERTMS will enable trains to carry
a single European system on board, thus reducing costs for Infrastructure Managers.

FIRST INTRODUCTORY STATEMENT:
THE SHIFT2RAIL JOINT TECHNOLOGY INITIATIVE

Josef DOPPELBAUER
Responsible for the UNIFE Joint Technology Initiative Steering Committee

What is Shift2Rail?

The European Rail industry has teamed up to deliver a focused program of research and
innovation for market-driven solutions, which should deliver the necessary technology
to support the key objectives of the EU 2020 Strategy and the EU Transport Policy.

The key objectives of Shift2Rail are to massively enhance the capacity of the European
railway system and to increase the reliability of the products, thereby contributing to
the competitiveness of the European rail industry.
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Current estimates of the required budget are around €1 billion for a period of about
six to seven years.

The Structure of Shift2Rail

We have jointly defined a program that comprises five pillars that we call "Innovation
Programs" (IPs): 

• IP1 is about rolling stock. We want to focus on energy and mass efficient technologies
for high capacity.

• IP2 is about advanced traffic management and control systems.

• IP3 is about cost efficiency high capacity green infrastructure.

• IP4 is about IT solutions, with a specific focus on security.

• IP5 is focused on freight. 

It is essential to consider the railway system as an integrated system. We have taken
appropriate measures to look for appropriate standardisation.

We integrate all users of technology. We intend to form Requirements and
Implementation Groups for each one of the Innovation Programs in order to make sure
that we develop the products that the sector and the operators will need.

We would also like to a strong involvement of the European Railway Agency.

The overall strategy of Shift2Rail will be governed by a Strategic Council which will also
be the Strategic Board of the European Rail Research Advisory Council (ERRAC).
Thereby, ERRAC, the technology platform of the Rail sector, will be fully integrated
strategically with Shift2Rail.

Why Launch a Large-Scale EU Research Initiative?

Railway is one of the few sectors where Europe still maintains global leadership.
Maintaining this global leadership will require a critical mass and a consolidated effort
of joined forces of the European industry.

We intend to focus the research on streamlining the entire innovation process, from
research to demonstration. By bundling the resources of several key players, we expect
to drastically shorten the time to market for the key innovations.

We will encourage wide-range partnerships across the entire supply chain, including
operators, SMEs, transport research institutes, and academic institutions.

This is the right time to capitalise on the successes of the EU funded research projects
undertaken since the mid-1990s. We consider Shift2Rail to be the natural evolution of
these programs into the new horizon 2020.
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What Shift2Rail Will Achieve

Each of the five Innovation Programmes (IPs) will deliver "Technology Demonstrators"
that will integrate innovative technologies and develop prototypes.

We will validate those technologies in terms of their expected benefits into "System
Platform Demonstrators".

Innovation Examples

A few examples of intended innovations are:

• For passenger cars: the creation of mass efficiency through the use of new materials;

• For signalling: focus on the next generation of ERTMS;

• For infrastructure: new innovative switches and crossings, innovative track design
and materials, and intelligent maintenance;

• For telematics: seamless ticketing, advanced targeted passenger information systems,
and multimodal demand management system;

• For freight: interoperable rail freight and noise reduction mechanisms.

Who Is On Board?

We currently have a team of 14 major rail stakeholders who have signed the
Memorandum of Understanding of Shift2Rail.

We are open to other members and have had discussions with potential partners.

We are asking for the support of the European Commission and the approval of the
European Parliament and the European Council of Ministers to establish a Joint
Undertaking and start operations in 2014.

SECOND INTRODUCTORY STATEMENT
EU Policy for the Industry's Research and Innovation

András SIEGLER
Director of the Transport Directorate,
DG for Research and Innovation, European Commission

DG Research and Innovation is putting new emphasis on innovation and on bringing
research results much nearer to market uptake. We would like to support the
exploitation of new knowledge and foster the industrial competitiveness of Europe.
We would like to support and promote the leadership of the Rail industry, both within
Europe and internationally.
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Challenges for Rail at the End of FP7

The Seventh Framework Program, which began in 2007, will extend to the end of 2013. 

In total, DG Research and Innovation is committing €1 billion in funding for
sustainable surface transport, which includes about €500 million for the European
Green Cars Initiative. Other teams in the Seventh Framework Program also contribute
to the European Green Cars Initiative.

Out of the €1 billion in funding, about €125 million has been allocated to rail research
activities. Compared to the entire FP7 package of €53 billion, this may seem somewhat
modest, but many successful projects have been achieved as a result of this funding.

Nevertheless, the situation is not as promising as it could be. Only a fraction of the
projects under FP6 and FP7 have found their way into the market. 

There are several reasons for this situation. The rail sector operates at relatively low
profit margins and is therefore somewhat adverse to risk and to investments without
demonstrated benefit upfront. 

At the same time, the opportunity for funding large-scale demonstrations under FP6
and FP7 has been quite limited in view of the budget available for rail research. As a
result, many projects failed to reach the stage of customer acceptance.

A large scale pooling of resources is therefore crucial for the rail industry and could
lead to significant breakthroughs. 

Plans for Horizon 2020

We have drawn lessons from FP7 and from previous Framework Programs. We have
conducted extended stakeholder consultations to work out the blueprint for Horizon
2020, which should run from January 1st 2014 until 2020.

In order to make Horizon 2020 as attractive as possible to stakeholders and to break
down the barriers for smaller players, we have undertaken a thorough review of the
rules for participation. 

A few days ago, the Competitiveness Council accepted the partial approach and agreed
to the funding rules.

The most important aspect that Horizon 2020 should address is to ensure
competitiveness for Europe and provide a boost for the economy by stimulating
research and innovation, thereby keeping the rail industry in the lead at global level.

To this end, the Commission requests a significant increase in the budget allocated to
research and innovation, from €53 million under FP7 to €80 billion for Horizon 2020.
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I take this opportunity to ask your support for this request in your home countries in
view of the upcoming decision to be made on the budget of Horizon 2020. 

In view of the strategic importance of transport, it can also be anticipated that the
budget allocated to transport-related activities would be higher than the
corresponding budget in FP7. The tentative amount of about €7 billion has been put
forward to cover transport activities across aeronautics and surface transport. 

Potential Rail Initiative on Horizon 2020

The Transport White Paper, issued in April 2011, puts strong emphasis on Rail as the
inherently greenest mode of transport. It proposes that 30% of road freight beyond
300 kilometres should shift to other modes such as Rail and water bound transport and
that this share should reach 50% by 2050. 

As the Rail network is close to saturation in many places across Europe, ensuring a
significant increase in the capacities of this network should be a main priority. To this
end, funding will need to be allocated from various sources. 

On the side of research and innovation, Horizon 2020 will continue to offer the
possibility of using large-scale instruments, such as various forms of public-private
partnerships, to attain the necessary scope and scale of its activities.

Our services have analysed the Shift2Rail proposal and have appreciated the scope and
the coordinated approach of this initiative. They have also provided recommendations
for strengthening the project. The work on Shift2Rail is therefore ongoing.

We aim to work closely with the Rail industry, with UNIFE, and with other stakeholders
of the Shift2Rail initiative over the coming months so that we can reach a consensus on
the activities to be included and on the methods to be implemented.

The Shift2Rail partnership will not cover everything in Rail research. Room for
collaborative research will remain and will include issues related to intermodal or
multimodal transport.

DEBATE

Sergio de LUCA
CEO, Ansaldo STS

One of the most important and difficult decisions for a manager of a multi-national
enterprise is the decision of localisation.

The most important considerations for localisation decisions are those of costs and of
revenues. Europe is not one of the cheapest areas to run a global business. In terms of
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revenues, Europe is still the most important market in the world, but the Continent is
expected to soon see its revenues from Rail decline. 

The uncontested leadership of the European Rail industry worldwide is largely due to
the fact that it is the most advanced one due to R&D.

R&D is, and will continue to be, of utmost importance for the European Rail industry
to be able to face international competition. R&D activities in the Rail industry today
are developed largely for non European customers.

In Europe, we have experience, we have universities, we have skilled people, and we
have customers.

Nonetheless, we urgently need stronger and more effective financial support for R&D.
The role of R&D public policy, especially at the European level, is increasingly
important. The industry itself is not in condition to continue to finance its own R&D
activities, and customers are no longer willing to finance R&D.

That is why we at Ansaldo STS along with our colleagues at UNIFE, strongly support the
JTI initiative Shift2Rail. It is a real condition for the survival of this industry sector in
international competition.

Christophe de MAISTRE
CEO, Siemens France and Southwest Europe Cluster

My point of view will be that of a manufacturer. An initiative will be taken by
manufacturers on five very significant challenges. The proposed investment of up to
€1 billion is a considerable amount but it remains relatively modest in relation to the
stakes for the future of the Rail industry in Europe and in the world.

Portfolio Rail Systems

Thinking in terms of sustainable development of transport systems, we decided to
work on solutions for moving people and goods in developed and developing
countries. We established a new business sector called "Infrastructure and Cities",
where the Siemens competencies with regard to rail systems, mobility, logistics,
solutions for power supply systems and building technologies are pooled. The sector
focused on cities and their infrastructures and we pool our global expertise and
activities to provide tailor-made sustainable technologies to cities of all sizes, at all
stages of development, from one hand. With respect to mobility we offer "Complete
mobility" solutions in order to  network and integrate all modes of transport. The aim
is to accelerate traffic flow and reduce CO2 emissions with intermodal traffic
management. 

46

GENERAL MOBILISATION

RAILWAYS
in EUROPE
RAILWAYS
in EUROPE



When we speak of transport, we naturally speak of cities, energy efficiency, and safety.
These elements are all part of our rail systems and enable us to address all urban
communities with a portfolio that we hope will be attractive to them.

Our portfolio consists of all kinds rolling stock, from light rail, metros and regional
trains to high speed trains and high performance locomotives. They serve to move
people and goods, according to the distance of their movement, from an airport to a
city centre, in cities, or between cities. 

Rail Systems: Energy Efficiency, Sustainability, Integrated Mobility

The rail systems strategy matches the three main values of our Group: Excellence,
Responsibility, and Innovation.

Innovation is the heart of our DNA. Excellence is in the quality of the equipment, with
new equipment enabling more efficiency. We can offer innovative models providing
savings due to energy efficiency. 

Three Main R&D Topics

Siemens focuses on three main R&D topics:

• Complete mobility. This includes leadership in fully automated metros and in
eTicketing.

• Energy efficiency. Our new high-speed intercity train, the ICx, makes a substantial
gain of 30% in energy efficiency, combined with an improved seating efficiency. The
new energy efficiency measures can also be seen in the context of the Greater Paris
project.

• Sustainable mobility. The city of London has made huge changes in its transport
system over the past seven years that have enabled London to gain 20% in terms of
energy efficiency and to dramatically reduce its level of pollution. Such measures
could also be adopted in many other cities worldwide.

Green Innovation for Train-bound Traffic 

Siemens is constantly increasing its green footprint with many products and solutions.
Emissions are going down; energy consumption is dropping; noise is being reduced. It
is important to think in terms of sustainable investments in order to have a responsible
footprint corresponding to the needs of a modern company. 

R&D, the Catalyst for a European Rail Industry Policy

Siemens employs about 25 500 people worldwide in its rail, mobility and logistics
business. Seven out of its eight R&D centres are located in Europe. We have a
responsible footprint and a focus on Europe.
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We are facing huge challenges, particularly from outside Europe. In order to remain a
highly competitive rail industry, we therefore need to increase R&D in new
technologies. 

Philippe CITROËN
Director General, UNIFE

UNIFE brings together the the entire European Rail industry in Brussels.

I would first like to thank Mr András Siegler for the interest he has in the Shift2Rail
initiative. Much remains to be done by the industry as well as by the other stakeholders
in this important project. We will hopefully be in a position to convince the Commission
to propose to the Council of Ministers and to the European Parliament to support this
initiative.

Second, the Railway Market Study predicted a growth of 2.7% for the next six years.
However, the Study also revealed that numerous markets are closed to European
exporters and that competition from Asia is coming to Europe. If Europe does not take
major steps for innovation, it runs the risk of suffering from serious negative
consequences.

For us, the challenge for 2013 will be the Shift2Rail initiative. I believe that this project
could have an extremely positive impact for the future of the Rail Industry.

QUESTIONS & ANSWERS

Guillaume PEPY, CEO, SNCF

The speakers have spent no time speaking on innovation and research in rail freight. Is
this a sign or is it just the mood of the day?

Tony BERKELEY, Chairman of the Rail Freight Group, UK

To comment on Mr de Maistre's remarks on London and C02 pollution. I think the
railways have done well and that his company has contributed to that. However, the
air pollution in London is not wonderful. The monitoring points around London
showed that the level of PM10s, the small particles emitted by diesels, was so high
before the Olympics that the mayor of London covered them over with plastic bags so
that they did not register.

Josef DOPPELBAUER

We have not elaborated a lot today on freight, but one of the five key programs in
Shift2Rail is about freight and aims at more efficient technologies. We also see freight
innovation in the impact on infrastructure, on running longer trains and on signalling.
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We are fully aware that freight is one of the key areas to which technology and
innovation have to contribute. You have rightfully remarked that freight has not yet
received the attention in deserves. We kindly invite all operators to join the
elaboration of a comprehensive programme on rail freight research within Shift2Rail." 

Christophe  de MAISTRE

There was an innovative part of the project in Saclay using the logistic centres and
transmitting them in the evening with a bi modal system, passengers and freight. We
keep both dimensions in our minds. We may not have sufficiently emphasised it, but it
is part of our reflection.

From the floor

Regarding the remark on London, I think we encourage the same situation in France
regarding particles. I tend to believe the situation is even worse in Paris than in London.
I am working on convincing the Paris authorities to change their minds on this subject.

Philippe CITROËN

On the freight question by Mr Pepy, a group is getting together. As Mr Doppelbauer
said, we are still waiting for participants. If rail operators would like to join us, that
would be excellent. A big conference launching the IP5 on freight should take place in
November. 

Sergio de LUCA

I can only reinforce what has been said. The White Paper on Transport puts a big
emphasis on Rail, on freight in general and on freight in Rail. In Research and
Innovation, we try to pursue a holistic approach. One big issue should be to shift
freight to Rail. At the same time, as part of the European Green Vehicle Initiative,
where we deal a lot with electric cars in an urban and suburban context, but we also
deal with trucks. We try to improve the environment of trucks for long hauls on the
road.
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WHAT ABOUT STARTING BY INCREASING
RAIL EFFICIENCY IN EUROPE?

• When can we expect true interoperability of rolling stock?
The cost of intra European protectionism for operators and
manufacturers. How fast can we achieve a standardisation
of rolling stock?

• What powers need strengthening within the European
Railway Agency?
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Rail Efficiency in Europe" may seem easy, but it is a difficult topic
to raise

INTRODUCTORY SPEECH
Marcel VERSLYPE
Executive Director, European Railway Agency

FOLLOWED BY A DEBATE WITH
Guillaume PEPY
Executive Director, Community of European Railway and
Infrastructure Companies (CER)

Joël VAUCHEL
Marketing Manager, ABB Railway

Jérôme WALLUT
Senior Vice-President France, Alstom Transport

Denis HUNEAU
CEO, French Railway Safety Authority (EPSF)

Patrizio GRILLO
Deputy Head of Unit, Single European Rail Area, European
Commission, DG MOVE
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CHAIRPERSON'S INTRODUCTION

Brian SIMPSON
Chair of the EP Committee on Transport and Tourism

The topic of this Fourth Round Table, "What About Increasing Rail Efficiency in
Europe" may seem easy, but it is a difficult topic to raise. 

INTRODUCTORY STATEMENT
Marcel VERSLYPE
Executive Director, European Railway Agency

Overview of the ERA

The European Railway Agency began its operations in 2005. It is staffed today by
approximately 160 people of 25 nationalities, of which are large majority are railway
engineers.

The ERA has four main objectives: the Harmonised Safety Regulatory Framework; the
Simplified Vehicle Organisation; the single EU train control system (ERTMS); and
meeting EU customers' needs.  

We have some products. We deliver the Technical Specifications for Interoperability
(TSIs). We deliver the common European safety methods. We have a growing activity
in dissemination and training. We publish reports that you can find on our website. We
also maintain databases and registers of rolling stock and infrastructure.

We work with all our stakeholders. The first is the European Commission, most
particularly with DG MOVE but also with DG Research and DG Enterprise. Other
stakeholders are the Member States' Committee, the Risk Committee, and the
European Parliament. 

For the Operational part, we work with Railway Undertakings, Infrastructure
Managers, and manufacturers.

We also work with national safety authorities and national investigation bodies.

The Roadmap: Interoperability and Cleaning Up National Rules

When we started in 2004, it was impossible to have an idea of the cost of the system. 

In 2010, we developed activities based on the fact that corridors were working and
different Member States had bilateral agreements. Instead of 26 national systems, we
had seven or eight systems, one for each corridor. 
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The approach was then to design one set of European rules (TSIs) to replace the
bilateral cross acceptance agreements.

We then collected the national rules. We have now estimated that we have received
11 000 national rules. We publishing them on our website.

Economic Benefits

We have one database that is a single complete reference. We plan to have by year end
a common approach of flow charts and processes.

All of this has a cost. At the end of 2010, by applying a combination of TSIs and national
rules, the estimated cost for locomotive authorisation in the EU was over €320 million.

With the "common approach", that is, the common process, the TSI scope extension of
the TEN T network to the core networks, and cross acceptance, the estimated cost
should be reduced by half by the end of 2015.

Savings will also come from long-term investments and harmonisation of the main
systems. 

The Legal EU Framework

There has been a large consensus on the future role of the Agency in the framework
of the Fourth Railway Package.

Nonetheless, one of the difficulties we face is that the transposition of the
Interoperability Directive and the Safety Directive into national laws is not always done
in the right way. We support the Commission in the evaluation and explanation of the
Directives.

Moreover, due to differences in the maturity of Member States, secondary legislation,
such as the TSIs, is not applied in a harmonised way. Most of the work of the Agency is
to produce guidelines and to organise workshops and training programs to monitor
the implementation of the rules.

Working together with the different representatives of the sector is helping the Rail
Industry to simplify its processes and to develop. The rest is an issue of giving more
authority, more powers, and more resources, but that is part of the political debate.
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DEBATE

Guillaume PEPY
CEO, SNCF

Safety, the Top Priority

Safety in rail transport in Europe has always been the top priority of the SNCF. We have
shown a strong willingness to guarantee increasing safety. 

The question to tackle today with the Fourth Railway Package, is how we could,
safeguard that safety and how we could use our expertise and our competencies to
maintain one of the strengths of rail transport in Europe. Should we lose that
advantage, the whole industry would suffer from the consequences.

What is Required to Run a Train Safely in Europe

In Europe today, three components are necessary to run a train safely:

• Railway tracks: Infrastructure systems are still national ones for the large majority 

• Railway undertakings: The system is still regulated in such a way that most of it is
under state responsibility. 

• Rolling stock: the validity of the authorisation to put rolling stock in service is
mainly national.

When it comes to competitiveness, we are still dominated by national systems.

Our Common Objectives

We all agree on five common objectives:

• Guarantee of the safety level for all players,

• Competitiveness of rail transport,

• Opening of the market / Creating a single market,

• Competitiveness of the European railway manufacturers,

• Interoperability and standardisation:
- Interoperability in international traffic, and ultimately interoperability in national

and regional traffic;
- Inter-changeability of spare parts (both interoperability and inter-changeability).

Shared Conclusions: Problems and Consequences

Today, the reality does not follow our objectives and we share the same conclusions as
the Commission on the problems and their consequences. We see the risks for rail
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competitiveness (high costs), interoperability but also for safety. As a consequence, all
of our objectives are negatively affected. 

We Refuse the Introduction of Risks for Rail Safety

Rail safety is an extremely delicate matter. In the framework of the Fourth Package,
certain red lines cannot be crossed. We are adamantly against five things:

• A premature withdrawal of Part B of the safety certificate as long as numerous
justified national rules are still in force;

• The loss of an integrated system approach, on-board and track-side. Only one body
must be entitled to issue safety certification of on board and track-side devices;

Diffused responsibilities and responsibilities without the tools to carry them out; We
need clear responsibilities for each players (IMs, RUs, wagon keeps, ECMs, shippers,
freight forwarders, etc.) and we absolutely need to avoid collectively shared
responsibilities, because eventually not assumed

• A purely administrative authorisation of placing vehicles in service;

• Emptying the content of TSIs and safety certificates.

What We Propose

• On the very short term, before the Fourth Package:
We should ensure proper enforcement of the existing legislation in the different
countries, and we should obtain harmonised transpositions.

• On the short term, with the Fourth Package (2015):
First, the European Railway Agency should become a one-stop shop (OSS) for
international traffic.
Second, a network of national safety agencies should be set up under the strong
supervision of ERA.
Finally, the governance of ERA should evolve to become broader with a joint work
program with the consultation of the sector.

• On the medium term, with the Fourth Package (in 2022 at latest):
The European Railway Agency could become the only body that has the single
responsibility for granting authorisations and certificates.
The national safety agencies would become regional offices. 
The convergence process could lead to reduce the number of national rules.

• The long-term objective:
The convergence and harmonisation processes would improve competitiveness,
leading to the withdrawal of national rules and Part B of the safety certificates.

The Technical Pillar: The Key Priority of the Fourth Railway Package
We all agree on the objectives. We agree that we should not use cosmetic solutions,
which would put rail safety at risk. 
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We should have a genuine "Schengen for the Rail Sector" with a strong European
Railway authority. SNCF considers that if we want to develop competitiveness, we need
more Europe.

Final Comments

Considering the other aspects of the 4th railway package, we think at SNCF that the
existing legal framework is sufficient and that we do not need further measures on
unbundling. We also believe that a complete, in depth cost/benefit analysis will be
crucial. We believe there is no correlation between structure and the level of
competition. We think we should readjust political priorities to the economic crisis.

My main concern at SNCF is the freight business. Throughout Europe, we are in a very
dangerous situation. The key question for the Fourth Railway Package should be what
we should do for the freight business in Europe.

Finally, conditions of liberalisation of domestic rail passenger services are important
(PSO contracts, social aspects) and the customers' expectations must be the key driver.
SNCF won the European competition on the "European Journey Planner". In the last
few days we posted online "Mytripset". The "European Journey Planner" and
"Mytripset" are instruments that will meet customers' expectations. They are tools for
using all existing rail systems in Europe in an optimised way.

Joël VAUCHEL
Marketing Manager, ABB Railway

ABB Railway and the rail interoperability

First of all ABB, who is not a rolling stock manufacturer is in the position to serve every
rolling stock manufacturer, train operating company or infrastructure owner with
advanced electric traction and power supply solutions.

Towards rail efficiency and interoperability we truly believe that the supply industry
also has a role to play. 

ABB has roots in Switzerland and in Sweden, two small countries obliged to export at
a very early stage. We were the first on the market to work for the 1.5 kV DC, 3 kV DC,
15 kV AC and 25 kV AC electrification systems as well as third rail both in Europe and
worldwide and to face very early the interoperability challenges. 

For instance ABB had supplied power equipment on board of the first Trans-Europ-
Express (TEE) running from Paris to Milan on four systems.

We were on board the TGV that ran at 574.8 kilometres per hour. Some of our heavy
duty equipments were installed in that train.
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Meeting the interoperability challenges for rolling stock is therefore a tradition for
ABB. Through interoperability we also understand that ABB can help in bridging the
gap between electrified and non- electrified lines. Indeed ABB has played an advanced
role in the so-called dual-mode operation by delivering light weight equipment for the
AGC BiBi trainsets in service at SNCF. The innovation resides in relocating the traction
transformers on the roof of the train body. As one the heaviest component of a
traction chain it is usually installed under frame. This intelligent design has thus
enabled the installation of the diesel engine underframe and provided more space and
comfort for the passengers. At the end, ABB has made it possible for this industry to
deliver the one-seat ride that everyone is happy to have when travelling from one
place to another.

Energy Efficiency

But efficiency cannot be limited to multi system or dual mode operation. Energy is ever
more expensive and rail efficiency is also driven by energy-efficient technologies

ABB has developed a new traction converter to refurbish the 25-year-old DB AG ICE-1.
The replacement of the obsolete and cost-intensive thyristor converters has enabled
significant energy saving (> 15%). Moreover it provides additional power reserve for
catching up delays making train run smoother and achieve punctuality and
consequently maximize customer satisfaction.

Efficiency is also driven by innovation when century old technologies are still used in
our industry. We work at introducing breakthrough technologies, maximizing the use
of proprietary power electronics to reduce emissions (noise, fumes…)  as well as
minimizing the use of hazardous fluids as oil thus reducing fire risk which is an ever
bigger fear in long subsea or alpine  tunnels as well as long subway operations (Paris
RER, London Underground, SBahn Munich…).

Efficiency must also be seen on the power supply side.. Most of the 1.5 kV, 3 kV, and
15 kV systems are fed by railway power plants belonging to the railway, which have to
deliver a maximum of power at peak hours but no power at night. We have helped the
industry by interfacing 50/16.7 Hz systems where EOn operates a 413 MW transforming
station being able to deliver additional 50 Hz power from the railway system when
there is an excess of production at 16.7 Hz, and being able to provide 16.7 Hz power
when there is additional supply of 50 Hz.

This also eliminates the need of dedicated high cost and underutilized 16.7 Hz power
plants and dedicated 16.7 Hz power lines to feed the substations. This also makes rail
more efficient by improving efficiency and reliability and reducing capital
expenditures.

Energy efficiency must be also considered at the catenary side, when enhanced power
quality make trains run better and safer without perturbing the power supply
network. Also, energy efficiency is improved by maximizing the performance of
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regenerative breaking and way side braking energy storage as we have done in the US
for the South-eastern Pennsylvania Transit Authority in Philadelphia. All these
references show how the service and supply industry can contribute to ever improve
the efficiency of the European rail system aiming at maximizing rail traveler
satisfaction which is the best drive for the success of our industry. 

A Message of Hope and Peace

The story I am about to tell you is topical as the people receiving us today have been
awarded the Nobel Peace Prize.

In the 1950s, a Frenchman, Louis Armand, initiated a humanistic project working with
the German Deutsche Bahn. They agreed to find the best solution for 50 Hz. The
Germans decided to keep 16.7 Hz. This is a message of hope and peace for working
together.  

Jérôme WALLUT
Senior Vice-President France, Alstom Transport

Today, approval is a real specialisation. It has become a very important part of the work
of manufacturers. The operators that took care of it in the past transferred it to
manufacturers. As any other industrial process, approval requires continuous
improvement. We need to reduce costs and cycles while preserving quality. Anything
contributing to the improvement of the industrial approval system will be desirable. 

When it is possible to create a standard, that standard becomes a basis for Europe and
for industry and also becomes a reference for all countries. The European industry is
able to export because Europe can develop a competitive basis on the European
territory that is cost effective and that is important for Europe as well as for the rest of
the world.

It is also important to have standard products or products that would be easily
adaptable. Our prime objective should be residual value. Convergence on standards
produces residual value. As a result of residual value, financial people will be interested
in our sector. 

We can support the work suggested by the Fourth Railway Package, especially the role
of the European Railway Agency. The idea of a one-stop shop, or catalyst, or director,
will promote a swifter approval system that will be a benefit for the entire Rail
industry. 
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Denis HUNEAU
CEO, French Railway Safety Authority (EPSF)

Approval of Rolling Stock

I will focus this discussion on the approval of rolling stock. In the first invitation I
received, I found the words "intra-European protectionism". I found that extremely
Euro pessimistic. I therefore looked at the situation. In France, freight has been open
to competition since 2006. In that year, we authorised locomotives from six new
families that were truly international.

Authorisation was given to the rolling stock itself, not to the owner. That "passport"
would give the possibility to any railway undertaking to exercise its activity of carrier
without having to be an expert in rail design or manufacturing. Once a rolling stock
was authorised, the authorisation would be valid for all the users of the type of
equipment in France. In France, the existence of an authorisation therefore made it
possible to have a more fluid market. This is what the Interoperability Directive of 2008
had foreseen.

Not so long ago, when we did not even think of selling rolling stock outside the
country of origin, nothing was done, that cost nothing. When a vehicle moved in
another country, the incumbent operator carried out all of the trials. The manufacturer
was paid to do the modifications but did not see any costs.

Today, when the manufacturer wants to sell its rolling stock outside the country of
origin he has to support part of the trial costs for it to be approved. But these costs are
not new. Are they too high? If we consider that incumbent operators were necessarily
reasonable and limited themselves to a bare minimum and that safety authorities
impose systematically to redo trials already done and to rewrite demonstrations of
safety already made, it costs more than before. Very objectively I am not absolutely
certain about it.

We have never seen so much non-national rolling stock running on tracks in each
country. But even so authorising a "foreign" vehicle is not always obvious.

Common Safety Objectives

Common safety objectives were set by the Commission services. Safety performances
are quite different depending on the country. The difference between the safety levels
required is from 1 to 40. The Commission has set the rule that excellent countries must
remain at an excellent level and good countries must remain at a good level. The
Commission also decided to take drastic steps for the countries not performing well.

France has shown very good, but not outstanding, safety performance. We are
therefore expected to do whatever it takes to stay at the same level. I do not know why
I would not wonder before approving equipment coming from another country that
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has different requirements, methods and practices. Certainly in the long run - in 2050
as said Marcel Verslype - we will use at least compatible technologies in the European
Union.

Shunting

Today, the railway technology is solid. Most of the technologies and standards that we
use today were designed many years ago, before the Directives were put forward.

Different techniques are used in different countries to identify the vehicles on tracks.
We will need to perform tests and demonstrations before approving the rolling stock
and will have the same requests for Part B of the safety certificates. A European
standard is read very differently in different countries.

We work everyday with the European Railway Agency and with all national safety
authorities to make the processes run smoother. As safety authorities, we are expected
to comply with the safety requirements. It is a very challenging task.

Patrizio GRILLO
Deputy Head of Unit, Single European Rail Area, European Commission, DG
MOVE

We are preparing the Fourth Railway Package, and one of the pillars of the Package is
about reinforcing the role of the European Railway Agency.

The Impact Analysis

We prepared our proposal by first carrying out an impact analysis taking stock of the
situation. The analysis was conducted a year ago and was not contested by my
colleagues.

We also saw that the size of the staff of national safety authorities varies from one
person in small countries to 162 people in Germany. This situation is of concern to the
Commission.

The role of these authorities is not the same in the different countries. In some
countries, a large part of the staff is on secondment from incumbent railway
undertakings. This is not surprising, because experts can be found in the railway
undertakings. However, the situation presents a risk to the independence of the
authorities and increased risk of discrimination. 

Problems to Solve

We noted that in the transposition of EU Directives into national legislation, the
different Member States had different timetables and different interpretations. Some
countries were running behind schedule. 

59

GENERAL MOBILISATION

RAILWAYS
in EUROPE
RAILWAYS
in EUROPE



It is up to the railway undertaking to take responsibility for rolling stock, not up to the
authorities. The Infrastructure Managers must make sure that their infrastructure is
safe. We have seen that in the current processes, national safety authorities believe
that they are in charge of controlling vehicles on tracks.

We collected 11 000 national rules. That number is far too high. We will need to clarify
all of these rules. Often the legal status as well as the content of the rules are unclear.  

A program has been developed for the TSIs. Some TSIs will not be used on the
territories because the procedures are different from one country to another.

The authorisation process is too long, too uncertain, and too expensive.

Objectives

After identifying the problems, we set some objectives:

• We hope the Agency will provide more information and training to all layers of all
companies, Infrastructure Managers, Railway Undertakings, as well as to the national
safety authorities;

• We need to make sure that the laws are properly enforced;

• We need strengthened control over the functioning of the national safety authorities
and notified bodies so that they use the same processes and methods;

• We aim for a reduction of national rules through the extension of TSIs and common
safety methods;

We believe that actions on these first four objectives could be taken immediately as
long as the necessary budget is available.

For the future, we add the following three objectives:

• To clarify the roles and responsibilities, as specified in Article 4 of the Safety Directive; 

• To provide a single certificate for the Railway Undertaking;

• To provide a single vehicle authorisation. 

Conclusion

We concluded that the European Railway Agency should be working with the national
safety authorities in order to deliver a single certificate to Railway Undertakings and a
single authorisation for rolling stock. The authorities and ERA will work in cooperation,
which means that the authorities will still have an important role to play and will not
be replaced by the Agency.
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QUESTIONS & ANSWERS

Roberto ANSALA, Ferrovie dello Stato Italiane

Since the proposal presented by Patrizio Grillo for a single authorisation and a single
certificate could be a non-contentious issue for the Fourth Railway Package, could it be
approved in the first reading with a separate fast-track proposal in order to accelerate
the process?

Brian SIMPSON

It depends on how the Council deals with it. One reason the Parliament does not like
to split packages is that they go to the Council of Ministers. Your suggestion is
something that certainly could be looked at. We see the importance of obtaining the
technical harmonisation. The whole issue revolves around that. Politics will kick in. 

Tony BERKELEY, Chairman of the Rail Freight Group, UK

Mr Pepy, you asked us what we could do for the freight business in Europe. 

It would be certainly beneficial to actively welcome other operators on your network
by ensuring fair competition with SNCF. Many independent operators that I work with
will not even consider going into France, because they say it is too difficult, too
uncertain, too risky, and a great deal worse than in other Member States. Is the answer
not for SNCF, as a major operator, to give up the role of timetabling and maintenance
and accept full separation, to help create the competitive European network that you
supported so strongly?

Guillaume PEPY

The question relates to large preconceived ideas. In the freight business in France there
are 18 competitors to SNCF. They are very successful. They have a 30% market share
that they obtained in five years, while in Germany it took 10 to 12 years for competitors
to obtain the same market share. That shows that the French market is very open. With
EPSF we welcome any new player in France.

The problem in France is that the split system between RFF and SNCF is much too
complicated in terms of rail freight slots. That is why it is somewhat difficult to act as a
freight operator in France.

The problem of the freight transportation system in Europe is a business model
problem, not a legal problem or a level playing field problem.
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Brian SIMPSON

Everyone says wonderful things about the European Railway Agency, and everyone
says what they want the European Railway Agency to do. We then here that the people
in the Commission and the Parliament will not give the ERA the resources with the
stopping levels ERA would like to see.

I ask Mr Verslype if this is a real problem or just a perceived problem.

I also ask all the panellists why we have not yet solved the problem of putting more
trains through the Channel Tunnel. Is it due to the Treaty of Canterbury? 

Marcel VERSLYPE

Until now, the European Railway Agency has had much support from the Commission,
the Parliament, and even the Council in developing its activities. That is why we had
the opportunity of achieving so much success over the last years.

A lot of requests are now being addressed to the Agency. If all of it is adopted it will
be for the short term, because we have an obligation to limit the contracts of the
experts to eight years. That means that there will we a huge amount of work over the
next two years, with almost half of the experts leaving the Agency. 

If we do not obtain the resources that are linked to the tasks that could be given to the
Agency, we will have to prioritise. That is why I mentioned the four priorities of the
Agency that we discussed recently.

Nonetheless, the sector could now convince the Commission that the work could be
done by the Agency if the national safety authorities could clean up their rules and
develop some technical aspects of lower priority.

To reply to your second question, the Agency had the privilege to present a technical
opinion on the Channel Tunnel. 

Richard CLIFTON, UK Safety Committee 

We had discussions with the Channel Tunnel IGC. There is light at the end of the tunnel.
The rules are being cleaned up. It is all moving in the right direction.

Brian SIMPSON

It is good to know there is light at the end of the tunnel. 

62

GENERAL MOBILISATION

RAILWAYS
in EUROPE
RAILWAYS
in EUROPE



GENERAL MOBILISATION

RAILWAYS
in EUROPE
RAILWAYS
in EUROPE

63

CLOSING REMARKS

Siim KALLAS 
EC Vice-President, Commissioner Responsible for Transport

When I meet railway companies, I do not always know whether I am
a friend or a foe of railways. What the railway organisations propose
is so difficult and so controversial in this challenging railway world. I
only wish all of us to approach these problems constructively and to
find solutions.

The Commission has great ambitions for Rail. With the completion of
the Trans-European Transport Network, we want to create a real
single European railway area.

Thanks to the European Parliament and the Member States, we now
have an agreement on the Rail Recast. This is a major step forward
towards building a single European railway area. It will stimulate
investment, improve market access, and reinforce the national rail
regulators. It also opens the way for new reforms. Rail could be
achieving much more.

Demand for passenger and freight transport is likely to grow. Rail
should be ready to provide answers to these challenges.

The Commission is working on proposals for a Fourth Railway
Package. We have made progress, but there is still a long  way to go.

Railways face fierce global competition. At the same time, railways
are internal. Countries often do not want to change. That is the
dilemma. We have to remove barriers in order to improve quality in
punctuality, comfort, and reliability.

Our ideas are not finalised. Nonetheless, there are two important
aspects of our concept.

First, there must be a genuine single market. The system we have
today is highly decentralised, resulting in many interoperability
problems and lowering the competitive advantage of Rail. 

We should have a railway market where operators are able to offer
domestic passenger services across the European Union. Market
opening is the best way to bring innovation and private investment
to the Rail sector. Rail cannot develop solely within national borders
where Member States protect what they see as their own champions.
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For passengers to see Rail as a real alternative, Europe's future single
railway area should have pan European railway carriers.

One of the most controversial issues is the relationship between the
Infrastructure Managers and the service operators who use the
network for transporting passengers and goods. The European
Railway project is related to infrastructure. Realistically, there is no
way that returning to the integrated structures that we had in
Europe 20 years ago could be seen as a way forward. Infrastructure
Management functions that are potential sources of discrimination
should be kept apart from service operations. They have to be
exercised in a neutral and independent way.

With the help of the European Parliament, if we go about it in the
right way, we can make Europe's railways a much stronger and more
attractive alternative than they are today.
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- Jean-René LECERF, sénateur du Nord,  rapporteur du projet de loi pénitentiaire pour le Sénat
- Serge BLISKO, député de Paris, président du groupe d’études « Prisons et conditions carcérales » de

l’Assemblée nationale

Vaccins : Gagner la bataille de l'opinion, acquérir un rôle pionnier à l'international (mai 2011)
- Yves BUR, député du Bas-Rhin, rapporteur du PLFSS et président du groupe d'études sur les

médicaments et produits de santé
- Jean-Pierre DOOR, député du Loiret, rapporteur du PLFSS pour l'assurance maladie, et rapporteur

de la commission d'enquête sur la manière dont a été programmée, expliquée et gérée la
campagne de vaccination contre la grippe A (H1N1)

La restauration collective et scolaires : quels enjeux? (avril 2011)
- Valérie BOYER, députée des Bouches-du-Rhône

Un an après son adoption, quelle mise en oeuvre de la loi sur la libéralisation des jeux
d'argent en ligne? (mars 2011)
- Jean-François LAMOUR, ancien ministre, député de Paris, rapporteur de la loi relative à l'ouverture

à la concurrence et à la régulation du secteur des jeux d'argent et de hasard en ligne
- François TRUCY, sénateur du Var, président du Comité consultatif des jeux, rapporteur de la loi relative

à l'ouverture à la concurrence et à la régulation du secteur des jeux d'argent et de hasard en ligne


