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Platform of Rail Infrastructure Managers in Europe
17th Plenary Meeting, 
24 June 2021, 9h00-12h30, Digital meeting

Summary Record

Co-Chairs: 	Alain Quinet, Executive Director Strategy and Corporate Affairs, SNCF RESEAU & Kristian Schmidt, Director Land Transport, DG MOVE

1) Introduction & Welcome 
Alain Quinet (AQ) welcomed Kristian Schmidt (KS), for whom this was the first PRIME Plenary meeting. AQ recalled the ongoing challenges related to COVID-19, but also the first steps into the smart and sustainable mobility strategy and the Year of Rail. IMs have worked hard to adapt services to an unexpected and moving situation and have worked with their customers to contribute to the continuity of activities. As a community, PRIME has also been active, throughout the year, both in the short run in the context of the reaction to the COVID crisis and on a longer horizon to promote interoperability and benchmarking. AQ thanked the support team and the subgroups for their work.
2) Adoption of minutes and agenda
Minutes of the PRIME 16 meeting and agenda were adopted without change.
3) New PRIME observer members
KS welcomed the Estonian and Latvian implementing bodies for Rail Baltica, Rail Baltic Estonia OÜ (RBE; EE) and Eiropas Dzelzceļa līnijas (EDZL; LV), who joined PRIME as observer members. As these bodies are preparing to carry out infrastructure manager roles, PRIME offers a useful forum for cooperation and best practice exchange.
Tõnu Grünberg, CEO of  RBE presented Rail Baltic Estonia OÜ.
Arturs Caune, Head of Infrastructure management, EDZL, presented Eiropas Dzelzceļa līnijas.
4) Upcoming Commission Initiatives
KS highlighted the strong momentum on rail. High expectations on rail were formulated by the June transport Council, there is a lot to do:
· On passenger rail, COM plans an action plan to boost passenger rail transport, which will address remaining barriers/challenges, such as high track access charges, ticketing, interoperability, PSO, capacity allocation. Rail needs to shift a gear to gain more market share.
· 4th railway package is a good framework, but not all gains are visible yet. A number of barriers still remain; the focus will not be a new package, but to remove barriers in a concerted manner.
· Track access charges (TAC) are a sensitive issue, COM is ready to listen and understand the different positions, objective is to strengthen rail and boost market share. Underlying funding issues are understood.  
· The level playing field with regard to State aid (including between modes) has been important during COVID, situation of new entrants is a concern.
· Rail freight is high on COM’s priority list, ambitious goals have been set to increase volumes. The Rail freight corridor (RFC) regulation and combined transport directive will be reviewed.
· The new Joint Undertaking Europe’s Rail is a huge investment in innovation.
· Eliminating national rules and strengthening ERA is a high priority to strengthen interoperability.
· The RFC evaluation concludes that, in the current form, the corridors will not deliver. In 2021, COM will propose changes as part of the review of the TEN-T guidelines to ensure that infrastructure investment and RFC needs are aligned. In 2022, COM will propose measures to improve capacity planning and management. TTR is important, MOVE will analyse and see whether it can be supported with the legal framework. 
· Digital Automatic Couplings (DAC) are also important, COM is working with Shift2Rail, IMs should get involved as the roll-out will have impact on capacity. 
· COVID: heavy losses were incurred, but rail was resilient, freight has provided essential services and partly replaced road transport. A regulation allows temporary reduction of TAC during COVID, COM will analyse the possibility to extend this.
· Winds are in our back, but we have to remove barriers. 

5) Strategic discussion on the main upcoming challenges for IMs: discussion on key instruments to develop international railway traffic: charging, funding, investment and congestion                                                         
Presentation on funding, charging, and sustainability of the IM model (Alain Quinet & Support team)
Rail will need high investments in the coming years in view of Green Deal ambitions and interoperability requirements. Rail has high fixed costs (more than in other network industries) and faces fierce competition from other modes. The willingness of customers to pay through TAC is not sufficient. The financial objective of IMs is only to balance cash flows, not return on investment.
The balance of TAC vs. State funding is down to national policy preferences. Different levels of charging in different Member States do not create an interoperability problem, but the overall level of charges can make it hard for rail to compete with other modes.
As a result of the COVID-19 pandemic, there has been a lot of pressure on TAC. It can also be useful to lower TAC to encourage more competition (e.g. highspeed rail in IT).
Lowering TAC comes with trade-offs:
· High levels of public debt.
· Correct incentives are important for the other modes of transport, too. Carbon pricing is important and can’t be replaced by lowering TAC. Charging can also be important to deal with congestion.
· IMs do not directly benefit from higher passenger numbers: If RUs attract more passengers and trains are full, the economic gain lies with RUs.  

Presentation on key findings of the Deep dive study on charging (Frank Zschoche, Civity Management Consultants)
· The use of mark-ups compared to State funding is very diverse across Member States. 
· There is a growing trend towards a higher number of market segments (e.g. IT). More differentiated schemes allow more precise incentives and allow to better skim off what markets are able to pay.
· Big differences in the way direct costs are calculated.
· Only few IMs use noise and scarcity charges. 
· Most IMs have performance schemes, only few have bonuses; most use penalties and compensation. Only five IMs say performance schemes are effective. For international traffic, there used to be a European initiative for a performance scheme, but this was discontinued, would be interesting to look at this again. 
· Only four IMs use scarcity charges, as they are seen as too burdensome in administrative terms. But alternative approaches exist, e.g. auctioning remaining paths once prioritisation is done. 
· Charging systems have a strong national focus, more could be done in terms of cross-border cooperation. 
Vera Fiorani (RFI) set out the situation in Italy:
· 2021 is the last year of the first 5 years regulatory period. RFI is now working on the new 5 year period, the framework is the same as in the last period. RFI needs to define the level of track access charges (TAC) of 27 different segments. Need to cover all efficient total costs of the IM, consisting of: direct cost, fixed cost and remuneration of capital.
· This total cost has to be covered by TAC + State Funding. In 2019, the balance was TAC 43 %, State 36 % and 21 % by other revenues from ancillary activities strictly related to rail infrastructure.
· In 2021, it was difficult to understand the ability of RUs to pay due to COVID. RUs only paid about 30% of TAC (compared to 2019 levels), 70% was supported by the State. State support should end in 2022, but it will be very difficult to immediately go back to earlier levels, plan is to phase this in over a 5 year period. Plans are under discussion with the regulatory body.
· RFI is using the TAC system in relation with scarcity due to saturation of the Rome – Florence high speed line and Milano and Rome central stations. TACs are higher here to incentivise RUs to use other stations.  The RFI system differentiates by routes and also by days. TAC at weekends are lower. 
Lena Erixon (Trafikverket)
· Rail has a bright future. Trafikverket is an administration responsible for long term planning, also of other modes. Other modes are catching up in terms of sustainability, but rail also has advantages in terms of capacity.  
· We need to upgrade and modernize the system, implement new digital tools. There is a need to invest on both IM and RU side. The Green Deal is a huge opportunity to support this. 
· In SE, rail depends more on subsidies, but TAC are important for funding and to steer use of capacity more efficiently. 
· The Civity study shows that we have not yet used this tool to its full potential. We could use TAC in a smarter way to be more efficient.
· We need to increase funding for upgrading so we can deploy results of research from Shift2Rail. We also need to use more harmonisation and standardisation to reduce costs for all stakeholders. Too much regulation could also be a burden potentially.
· Freight has other needs as well: Reducing waiting times at borders will help, as this time eats up profits. Modernisation of the fleet is also important.
John Voppen (ProRail)
There are huge opportunities for rail in the future, all scenarios for 2030 and 2040 predict huge growth for rail. Finance is a big challenge and TAC is only a small part. Shifting all flights below 500km to rail would mean huge CO2 emission reduction. More can be done to increase international passenger services (on existing infrastructure). In NL, work is ongoing to create more integrated services with air (Schipol & KLM & ProRail). Travel times between Amsterdam and London with Eurostar can be reduced by 30-40 minutes through better coordination. In the context of Eurolink, we should see if it is possible to set a European timetable and then local timetables.  
We need cooperation with RUs to increase capacity with 4 levers:
· Logistic models and capacity management
· ERTMS and automation, but this demands a lot of investment also from RUs
· Demand steering is needed, passengers should not all travel at the same time of day.
· Building new infrastructure is the last resort as it is very costly.
On TACs, freight and passengers should be treated differently: Freight needs scarce capacity in shunting yards and on the network. New products should be made available. Freight cannot plan in advance, capacity allocation is too far in advance, rules need to be revised to allow for more innovation and better use of capacity. For passengers, TAC should not go below direct costs. 
Discussion
Speakers discussed how the charging regime can support competitiveness of rail, highlighting the way TAC could be used to steer, including with regard to interoperability or more targeted use of infrastructure for freight services. However if administration is too burdensome, incentives stop working for RUs.
International trains should be charged at the same level as national trains, not more. The fact that charging levels are different is not a problem as such, airports also have different charges. Whilst temporary discounts can be envisaged for setting up new services, these should not be permanent. 
Rail should become the natural choice, replacing air, on distances below 700km. Convenience for passengers needs to be addressed, some small things could make a difference: ticketing should improve; offering luggage transfer would make rail more attractive; some airlines are offering combined air-rail tickets; internet on board has to be reliable so people can work on the train.
Interest in night trains is growing. Whilst the interest is high in SE and DK and the SE State is willing to subsidise, there is less interest in DE. A more European approach is needed. 
Where there is high speed, rail is able to compete, e.g. on Roma - Milano, flights have decreased by 80%. Additional high speed investments are planned in Italy in Sicily and Naples - Reggio Calabria, as well as investments in airport links. 
Faster rollout of ERTMS reduces costs significantly: As long as only the TEN-T network is equipped, both RUs and IMs need to maintain two systems. RFI is planning to accelerate rollout to fully equip the network by 2035 and will deploy its own interlockings to be independent of suppliers. ERTMS and ATO also offer important capacity gains, financing remains a challenge, but also the time to deploy/maintain/upgrade. As the technology moves from the track to the cab, financing for onboard units becomes a more pressing issue.
Privately financed infrastructure faces a specific situation: For Tour-Bordeaux, there is no subsidy and TAC are the only revenue, so any changes to the charging framework would have huge impacts.
AQ concluded that there is a clearer understanding of what we know and what we don’t know: Charging frameworks are very diverse, and have two functions – providing funding and optimising the use of the network. We don’t know yet the real price elasticities of demand and the relationship between TAC and interoperability. These issues need to be worked on, including in the deep dive study. Subgroups charging and finance should work on this and the topic should be revisited in future PRIME plenary meetings.
KS concluded that the legal framework gives a lot of scope and it is fine that this is used. As the same time, we should see whether charges are already used optimally to support international trains, night trains, freight, newcomers, intelligent capacity use etc.
6) [bookmark: _GoBack]Adoption of benchmarking report
PRIME approved the publication of the external KPI report. AQ thanked the subgroup and its chair, Rui Coutinho for the important work. 
7) Charging – reservation charges
Maurizio Castelletti (MOVE) presented a COM paper on reservation charges in the case of force majeure. IMs are expected to coordinate to avoid that RUs are charged without justification in case of a force majeure event on another network. RNE will address the topic in the relevant RNE working groups. 
8) Digital 
Harald Reisinger (RNE) presented the work of the subgroup (see presentation). 
9) Dialogue with Railway Undertakings
PRIME decided to nominate Alberto Mazzola as contact point for the RU Dialogue.

Next meeting: 18 November 2021, Brussels
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