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De voorzitter van de Eerste Kamer

der Staten-Generaal

Postbus 20017

2500 EA DEN HAAG

Datum 4 juli 2025

Betreft Verslag Transportraad d.d. 5 juni 2025

Geachte voorzitter,

Hierbij bied ik u het verslag aan van de EU-Transportraad d.d. 5 juni 2025, zoals

deze aan de Tweede kamer is verzonden.

Ik vertrouw erop u hiermee voldoende te hebben geïnformeerd.

Hoogachtend,

DE MINISTER VAN INFRASTRUCTUUR EN WATERSTAAT,

ing. R. (Robert) Tieman



Pagina 1 van 8

Ministerie van

Infrastructuur en

Waterstaat

Rijnstraat 8

2515 XP Den Haag

Postbus 20901

2500 EX Den Haag

T 070-456 0000

F 070-456 1111

Ons kenmerk

IENW/BSK-2025/141620

Bijlage(n)

5

> Retouradres Postbus 20901 2500 EX Den Haag

De voorzitter van de Tweede Kamer

der Staten-Generaal

Postbus 20018

2500 EA DEN HAAG

Datum 4 juli 2025

Betreft Verslag EU Transportraad d.d. 5 juni 2025

Geachte Voorzitter,

Hierbij bied ik u, mede namens de staatssecretaris van Infrastructuur en

Waterstaat, het verslag aan van de EU-Transportraad d.d. 5 juni 2025. De

bijeenkomst stond hoofdzakelijk in het teken van het bereiken van een politiek

akkoord op de Herziening verordening passagiersrechten luchtvaart. Daarnaast

vond er een gedachtewisseling plaats over het Roadworthiness pakket. Ook

presenteerde het voorzitterschap een voortgangsverslag over de Herziening van

de richtlijn gewichten en afmetingen. Tot slot stond er een aantal diversenpunten

geagendeerd, waaronder: de stand van zaken omtrent lopende

wetgevingstrajecten, de voorbereiding van het aanstaande zomerseizoen van de

Europese luchtvaart, transport infrastructuur financiering na 2027, wereldwijde

satellietnavigatiesystemen en de voortgangsrapportage van het Platform on

International Rail Passenger Transport (in bijlage). Zoals eerder door de

voorgaande staatssecretaris van IenW toegezegd, wordt gewerkt aan de visie

internationaal spoor voor personenvervoer die voor de zomer met de Kamer

gedeeld zou worden. Dit was ook als logisch vervolg op de eerdere kabinetsreactie

op de initiatiefnota “Alle seinen op groen”. Gezien de val van het kabinet wordt een

visie aan een volgende kabinet gelaten. De Kamer zal na de zomer wel

geïnformeerd worden over de studies, die zijn uitgevoerd in voorbereiding op de

visie, en een analyse van de mogelijkheden van het rijk om de potentie van

internationale reizigerstreinen te benutten. Deze studies en analyse kunnen de

basis vormen voor keuzes van een volgend kabinet.

Bijgaand treft u ook het non-paper Towards a new Connecting Europe Facility –

Transport aan en de Nederlandse bijdrage aan de consultatie van de Europese

Commissie over de verwachte mededeling over hogesnelheidsvervoer. In de

bijdrage aan de consultatie wordt o.a. aandacht gevraagd voor de noodzaak van

het opstellen van een Europese gedeelde visie over het grensoverschrijdend

netwerk van (hogesnelheid)treindiensten per bijvoorbeeld 2040 en zich niet alleen

te richten op de Europese afspraken over de ontwikkeling van

spoorweginfrastructuur.

Verder treft u bijgaand ook de Nederlandse bijdrage aan de lopende impact

assessment van de Europese Commissie ter voorbereiding van toekomstige

Europese wetsvoorstellen over Multimodal Digital Mobility Services (MDMS) en een
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Single Digital Booking and Ticketing Regulation (SDBTR). Deze bijdrage heeft de

vorm van een technisch non-paper.

Ik vertrouw erop u hiermee voldoende te hebben geïnformeerd.

Hoogachtend,

DE MINISTER VAN INFRASTRUCTUUR EN WATERSTAAT,

ing. R. (Robert) Tieman
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I. Verslag Transportraad d.d. 5 juni 2025

Herziening verordening passagiersrechten luchtvaart

De Raad is tijdens de Transportraad tot een politiek akkoord gekomen op de

Herziening van de Verordening Passagiersrechten in de luchtvaart1 en de

Verordening inzake aansprakelijkheid van luchtvervoerders bij het vervoer van

passagiers en hun bagage door de lucht.2

Het Pools voorzitterschap benadrukte in zijn toelichting op het compromisvoorstel

dat uitstel van een akkoord geen optie meer is gezien het feit dat het dossier al

jaren op tafel ligt en de verordening uit 2004 dateert. Het voorzitterschap stelde

dat passagiers behoefte hebben aan duidelijke en eenvoudige regelgeving om hun

rechten beter te kunnen uitoefenen. Tegelijkertijd hebben handhavingsinstanties

behoefte aan regels die minder vatbaar zijn voor interpretatiegeschillen. Daarbij

werd erkend dat luchtvaartmaatschappijen hun operationele realiteit beter

vertegenwoordigd willen zien in de regelgeving. In totaal biedt het voorstel veel

verbeteringen voor passagiers, waaronder bijvoorbeeld het recht op

informatievoorziening ingeval van een instapweigering, annulering of vertraging en

nieuwe rechten ingeval van tarmac delays (vertragingen in het vliegtuig op het

platform of op de start- of landingsbaan). Ook is er een verbeterde bescherming

voor personen met beperkte mobiliteit en duidelijkheid over toegestane

handbagage.

In de eerste ronde interventies van lidstaten was er nog verdeeldheid over de

minimale urengrens voor compensatie ingeval van vertragingen. In het tweede

gedeelte van de Raad gaf het voorzitterschap aan enkele elementen te hebben

aangepast op basis van de discussie. Zo had het voorzitterschap een minimale

urengrens van drie uur voor korte, dagvluchten toegevoegd. Hiervoor was geen

steun en dus is dit geschrapt. In de laatste versie van de compromistekst van het

voorstel is uiteindelijk een minimale urengrens van vier uur voor vluchten tot 3500

km en intra EU vluchten opgenomen met een compensatie van €300 en een

minimale urengrens van zes uur voor vluchten boven 3500 km met een

compensatie van €500 opgenomen. Het laatste compromisvoorstel bevat ook de

verplichting voor luchtvaartmaatschappijen om geautomatiseerde, vooraf

ingevulde formulieren aan te leveren bij compensatieverzoeken. Verder bevatte

het voorstel een mogelijkheid tot toekomstige uitbreiding van deze

automatisering. Dit voorstel kon in de Raad rekenen op een nipte gekwalificeerde

meerderheid.

De Europese Commissie (hierna: Commissie) sprak haar tevredenheid uit over het

feit dat er na twaalf jaar stilstand een politiek akkoord is bereikt. De Commissie

prees het compromisvoorstel als een evenwichtige benadering die de rechten van

passagiers verbetert en tegelijkertijd rekening houdt met de operationele en

financiële realiteit van luchtvaartmaatschappijen. De Commissie benadrukte het

belang van duidelijke en afdwingbare regels en verwelkomde de opname van

nieuwe rechten en verbeterde bescherming voor personen met beperkte mobiliteit.

Tegelijkertijd uitte zij zorgen over het verzwakken van handhavingsmechanismen,

zoals het schrappen van monitoringverplichtingen en het schrappen van de

mogelijkheid om bepalingen zoals de lijst bijzondere omstandigheden via

gedelegeerde handelingen te actualiseren. Desondanks verklaarde de Commissie

1 Verordening (EG) no. 261/2004.
2 Verordening (EG) nr. 2027/97.
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bereid te zijn tot flexibiliteit, mits het evenwicht tussen consumentenbescherming

en haalbaarheid voor de sector behouden blijft.

Nederland verwelkomde het compromisvoorstel in de hoop dat de aanpassingen

leiden tot minder klachten, rechtszaken en EU-hofzaken. Nederland wil daarbij een

balans met passagiersbescherming en beperkte administratieve lasten voor

luchtvaartmaatschappijen. Nederland zette tijdens de Raad aanvankelijk in op een

compromis ten aanzien van de minimale urengrens voor compensatie ingeval van

vertragingen van drie uur voor vluchten tot 3500 km en intra EU vluchten en vijf

uur vluchten boven 3500 km, met bijbehorende compensaties van €300 en €500.

Toen bleek dat hiervoor geen meerderheid te vinden was, heeft Nederland

ingestemd met het voorliggend compromis omwille van de algehele verbeteringen

van het voorstel.

Roadworthiness pakket

Het voorzitterschap agendeerde een gedachtewisseling over het Roadworthiness

pakket, een pakket met een voorstel over kentekenbewijzen voor motorvoertuigen

en een voorstel voor APK en technische controles langs de weg dat op 24 april jl.

door de Commissie is gepresenteerd. Ter bespreking werden de lidstaten gevraagd

in te gaan op twee vragen: Voorafgaand aan de discussie had het Voorzitterschap

twee vragen opgesteld waarin lidstaten werden gevraagd naar 1) hun visie op de

nieuwe regels inzake technische controle en inspectie en de registratie van

voertuigen vanuit het oogpunt van de tenuitvoerlegging en 2) welke economische,

sociale en milieuvoordelen de lidstaten verwachten van de tenuitvoerlegging van

de geactualiseerde regels inzake technische controle en registratie van voertuigen.

Het Pools voorzitterschap benadrukte het belang van de wetsvoorstellen en gaf

aan dat de belangen van de consument goed zijn opgenomen in het voorstel.

Daarnaast beargumenteerde het voorzitterschap dat de voorstellen zullen

bijdragen aan betere samenwerking tussen lidstaten omdat de uitwisseling van

informatie en informatiekanalen verbeterd zijn. Het voorzitterschap gaf aan dat er

op technisch niveau nog een slag geslagen moeten worden, waarbij er een goede

balans moet zijn tussen de kosten en opbrengsten.

Eurocommissaris Tzitzikostas benadrukte het belang van de herziening van de

bestaande wetgevingen omtrent kentekenbewijzen en APK’s en technische

controles aangezien automotive technologieën en testmethodes sinds de laatste

herzieningen in 2014 sterk zijn veranderd. Daarnaast gaf hij aan dat de herziening

van de wetgevingen significant kan bijdragen aan het terugbrengen van het aantal

verkeersdoden. Hij gaf daarbij aan dat een aantal lidstaten al nationale

wetgevingen doorvoeren die hieraan bijdragen, en nam onder andere Nederland

als voorbeeld van een land dat fraude met meterstanden goed weet aan te

pakken.

Vanuit de lidstaten was er een brede steun voor de herziening. Er was bijvoorbeeld

steun voor betere digitale uitwisseling van keurings- en inspectiegegeven.

Lidstaten, waaronder Nederland, gaven daarbij aan dat cybersecurity en privacy

dan wel goed gewaarborgd moeten zijn. Wegens dit punt hadden lidstaten nog

bedenkingen op de automatische datadeling door fabrikanten. Een groot gedeelte

van lidstaten, waaronder Nederland, was nog kritisch op het voorstel om minstens

30% van het wagenpark via remote sensing te controleren. Volgens deze lidstaten

is deze maatregel kostbaar en lastig handhaafbaar. Tevens hadden lidstaten kritiek

op het idee om voertuigen ouder dan 10 jaar jaarlijks te laten keuren, dit zou
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onnodig veel last opleveren voor de burger. Een suggestie van een lidstaat om

terugroepacties te koppelen aan de APK kreeg beperkt bijval door enkele lidstaten.

Een aantal lidstaten benadrukte dat de milieuaspecten uiteindelijk de belangrijkste

doelstelling van het pakket vormen.

Herziening richtlijn gewichten en afmetingen zware wegvoertuigen

Het Pools voorzitterschap heeft een voortgangsverslag gepresenteerd op de

herziening van de richtlijn gewichten en afmetingen zware wegvoertuigen aan de

hand van twee belangrijke punten: het voorkomen van schade aan de

infrastructuur door zwaarder verkeer en het gebruik van 44-ton zware voertuigen

met een verbrandingsmotor in het internationale verkeer. Over beide onderwerpen

is nog geen consensus bereikt. Het voorzitterschap deed een oproep aan alle

lidstaten om constructief verder te werken aan dit dossier.

In haar reactie prees de Commissie het Pools voorzitterschap voor de

constructieve aanpak en benadrukte dat de kern van het voorstel de stimulering

van zero-emissievoertuigen blijft. Dit houdt onder andere in dat deze voertuigen

tot 44 ton mogen wegen, met extra gewichtsmarges voor nieuwe technologieën,

zonder verlies aan laadvermogen. De Commissie waarschuwde dat uitstel van een

volledige toegang tot het EU transportnetwerk tot 2045 de marktontwikkeling voor

zero-emissievoertuigen kan schaden. De Commissie benadrukte ook dat een

eventuele vrijwaringsclausule (safeguard clause) de interne marktprincipes moet

respecteren en pleitte voor het toestaan van 12,5 ton per as voor de volgende

generatie voertuigen.

Verschillende lidstaten gaven aan voorstander te zijn van vergroening met

randvoorwaarden. Ze steunden het streven naar zero-emissievoertuigen, maar

benadrukten de noodzaak van duidelijke regels, monitoring en juridische

helderheid voor grensoverschrijdend vervoer. Een andere groep lidstaten uitte

zorgen over schade aan wegen, kosten van onderhoud en verkeersveiligheid. Ze

vrezen dat zwaardere voertuigen tot overbelasting van het wegennet leiden en

willen meer garanties voor controle en handhaving. Verder wilde een aantal

lidstaten ruimte behouden voor zwaardere en langere voertuigcombinaties, zoals

al in sommige regio’s wordt gebruikt. Ze benadrukten het positieve milieueffect

van grotere laadvermogens en pleiten voor wederzijdse erkenning van nationale

praktijken.

Nederland sprak in haar interventie haar waardering uit voor de inzet van het

voorzitterschap en de Commissie en benadrukte dat harmonisatie het kernpunt

van de herziening moet zijn. Hierbij werd de nadruk gelegd op geharmoniseerde

toelating van 44-tons vrachtwagens en grensoverschrijdend gebruik van Europese

Modulaire Systemen. Tegelijkertijd wees Nederland op het belang van afstemming

van voertuiggewichten en -afmetingen op de bestaande infrastructuur, waaronder

een maximale aslast van 11,5 ton en een maximale hoogte van 4 meter om

schade aan wegen te voorkomen. Afsluitend benadrukte Nederland dat de richtlijn

goed handhaafbaar moet zijn.

Diversen

Voorbereiding zomerseizoen 2025 Europese luchtvaart

De Commissie agendeerde de voorbereiding van het zomerseizoen 2025 voor de

Europese luchtvaart als diversenpunt omdat de capaciteit van het Europese

luchtverkeersbeheer niet meegroeit met het luchtverkeer, dat naar verwachting

met circa 5% per jaar blijft groeien. Volgens de Commissie zal dit deze zomer van
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2025 opnieuw tot wijdverspreide vertragingen en annuleringen leiden.

Commissaris Tzitzikostas werkt hiervoor samen met Eurocontrol en nationale

dienstverleners, maar heeft geconstateerd dat maatregelen te laat en onvoldoende

zijn en deed daarom een oproep aan de lidstaten om tijdig te investeren in

voldoende personeel en moderne systemen.

Op uitnodiging van de Commissie gaf Directeur-Generaal Raoul Medina van

Eurocontrol een toelichting op de situatie in het Europese luchtverkeersnetwerk.

Hij gaf aan dat de afgelopen zomer de meeste vertragingen heeft gekend in de

afgelopen 25 jaar. Hoewel de vraag met circa 5% per jaar blijft groeien, voldoet

het merendeel van de Luchtvaartnavigatiedienstverleners (ANSP's) niet aan de

gevraagde capaciteit. In sommige regio's ontbreekt het aan controllers en is de

technologie verouderd. Dit leidt tot grote vertragingen met op piekdagen

vertragingen van 30 tot 40 minuten, hoge kosten tot zo'n 20 miljoen euro per dag

voor luchtvaartmaatschappijen en toegenomen CO₂-uitstoot. Voor op de korte

termijn pleit Eurocontrol ervoor dat alle lidstaten en ANSP's de afspraken in het

Network Operations Plan (NOP)3 volgen, meer controllers werven, operationele

flexibiliteit bieden en het luchtruim in drukke regio's herontwerpen. Dat terwijl op

de langere termijn fundamentele investeringen in digitalisering en automatisering

noodzakelijk zijn om de structurele capaciteitslimieten te doorbreken, een

naadloos Europees luchtruim te realiseren en zo veiligheid, efficiëntie en

duurzaamheid te waarborgen.

Lidstaten deelden de zorgen omtrent het gebrek aan capaciteit voor de

luchtvaartnavigatiedienstverleners en gaven aan dat het belangrijk is om

systemen te moderniseren en efficiënter te maken. Een aantal lidstaten

benadrukte het belang van technologie, AI en de nauwe samenwerking tussen de

luchtverkeersleiding en luchtvaartmaatschappijen en een enkele lidstaat

onderstreepte het belang van het NOP 2025-2029.4 Nederland intervenieerde niet,

aangezien Nederland verwacht dat de noodzakelijke

luchtverkeersleidingscapaciteit deze zomer beschikbaar is.

Informatie van het voorzitterschap

Het Pools voorzitterschap presenteerde de belangrijkste ontwikkelingen en

resultaten op het gebied van mobiliteit.

Ten aanzien van de Rijbewijsrichtlijn en de Richtlijn wederzijdse erkenning

rijontzegging gaf het Voorzitterschap aan tevreden te zijn met het bereiken van

een algemene oriëntatie en gaf aan dat de formele aanname voor beide dossiers

gepland staat voor oktober o.l.v. het Deens Voorzitterschap. Ten aanzien van de

Richtlijn wederzijdse erkenning rijontzegging vulde Eurocommissaris Tzitzikostas

aan dat het akkoord een uitzonderlijke en historische prestatie is geweest,

aangezien het een eerste aanpassing op de wet uit 1964 betreft.

Het voorzitterschap blikte kort terug op de laatste triloog van 20 mei jl. ten

aanzien van de Herziening verordening Europees Agentschap voor Maritieme

Veiligheid (EMSA) en gaf aan dat er op een aantal zaken nog meer werk nodig is.

Tzitzikostas gaf aan dat de herziening het agentschap een stevig mandaat kan

geven waarmee het agentschap kan bijdragen aan maritieme veiligheid,

3 Het NOP biedt korte- en middellangetermijnperspectief op de werking van het netwerk van luchtverkeersbeheer
4 European Network Operations Plan 2025/2026-2029 | EUROCONTROL
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milieubescherming, decarbonisatie, veiligheid, surveillance en digitalisering. Zowel

het voorzitterschap als Tzitzikostas gaven aan uit te kijken naar de trilogen over

de Herziening Richtlijn Rivierinformatiediensten (RIS) en benadrukten te streven

naar een spoedige afronding.

Over de Verordening spoorwegcapaciteit zei Tzitzikostas dat de onderhandelingen

moeizaam zijn verlopen, en dat tijdens de aanstaande triloog in de week van 9

juni alle kernelementen van het voorstel zullen worden besproken. Tzitzikostas

signaleerde daarbij dat de spoorsector heeft aangegeven uit te kijken naar de

nieuwe voorstellen.

Afsluitend gaf het Pools voorzitterschap een korte samenvatting van hun voorstel

om de zomer- en wintertijd af te schaffen en de zomertijd als standaardtijd te

handhaven. Lidstaten hebben aangegeven meer tijd nodig te hebben om dit

voorstel te onderzoeken. Tzitzikostas sprak zijn bewondering uit voor de moed van

het voorzitterschap om dit onderwerp te agenderen, en gaf aan dat de Commissie

een impact assessment doet naar de economische en sociale implicaties van het

voorstel voor alle lidstaten en de lidstaten op de hoogte zal houden van de

resultaten van dit onderzoek.

Transportinfrastructuur financiering post 2027

Het Pools voorzitterschap vroeg middels dit diversenpunt aandacht voor veiligheid

en militaire mobiliteit in het kader van het Connecting Europe Facility (CEF), het

belangrijkste fonds voor Europese infrastructuurprojecten. Het huidige CEF valt

onder het lopend Meerjarig Financieel Kader (MFK). Op16 juli a.s. zal de

Commissie een voorstel presenteren voor een nieuw MFK na 2028. Het Pools

voorzitterschap benadrukte het belang van voldoende transport infrastructuur

financiering ten behoeve van de connectiviteit van zowel burgers en bedrijven, als

voor militaire weerbaarheid. De financiële behoeften voor het TEN-T kernnetwerk

richting 2040 worden volgens het voorzitterschap geschat op 845 miljard euro,

met kosten voor het verbeteren van ongeveer 500 dual-use hotspots voor

militair/civiel gebruik.

In zijn reactie bedankte Tzitzikostas het Pools voorzitterschap voor de agendering

en gaf ze aan dat het volgende MFK bepalend zal zijn voor de toekomst van de

Europese infrastructuur. Hij benadrukte het belang van grensoverschrijdende

projecten, waaronder het uitbreiden van het TEN-T netwerk naar kandidaat-

lidstaten, en het belang van voldoende financiering voor militaire mobiliteit. De

Commissie riep lidstaten op om gebruik te maken van mogelijkheden zoals her-

allocatie van cohesiefondsen, met 100% EU-financiering voor dual-use projecten,

en het SAFE-instrument van 150 miljard euro aan leningen. De Commissie

benadrukte afsluitend het belang van het volgende MFK vanaf 2028, en riep op tot

nauwe samenwerking met de ministers van defensie, financiën en de

regeringsleiders om strategische infrastructuurprioriteiten te realiseren.

De lidstaten spraken hun steun uit voor het behoud en versterken van het CEF in

het volgende MFK. Verschillende lidstaten steunden de oproep om voldoende geld

vrij te maken voor militaire mobiliteit zonder dat dit ten koste gaat van civiele

infrastructuurprojecten. Deze zijn tevens noodzakelijk voor de economie, innovatie

en verduurzamingsopgave. Een aantal lidstaten gaf aan dat er significant meer

geld moet komen en dat er ook gekeken moet worden naar private financiering en

publiek-private samenwerkingen. Andere lidstaten benadrukten budgetdiscipline
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en waarschuwden tegen het uitbreiden van de financieringsscope, terwijl zij wel

militaire mobiliteit erkennen als prioriteit.

Wereldwijde satelliet navigatie systemen (GNSS)

Litouwen vroeg tijdens de Transportraad aandacht voor het onderwerp van GNSS-

verstoringen.5 Litouwen heeft het initiatief genomen een brief op te stellen om op

te roepen voor gezamenlijke Europese samenwerking en actie tegen de

toenemende en systematische verstoringen van GNSS-signalen (jamming &

spoofing), die grote gevolgen hebben voor onder andere de luchtvaart, de

maritieme sector, wegvervoer en telecommunicatie. Tijdens de Raad benadrukte

Litouwen de zorgen over de toenemende verstoringen en gaf aan dit vraagt om

een Europees wettelijk kader. Litouwen kreeg steun van een groot aantal

lidstaten, waarna Tzitzikostas aangaf dat de Commissie in samenwerking met

EASA, Eurocontrol en stakeholders uit de industrie momenteel werkt aan een

concreet actieplan.

5e voortgangsrapportage International Railpassenger Platform (IRP)

Oostenrijk presenteerde het 5e voortgangsrapportage van het International

Railpassenger Platform6 mede namens Nederland en dankte allereerst Nederland

voor de constructieve samenwerking. Oostenrijk gaf aan dat het platform onder

andere heeft bijgedragen aan het stimuleren van duurzame vervoersalternatieven

voor de luchtvaart, met name voor midden- en langeafstanden. Oostenrijk gaf aan

het aantal bestemmingen te willen uitbreiden en ook het aanbod van nachttreinen

te willen stimuleren, en noemde als voorbeeld het succes van een nieuwe

nachttreinverbinding tussen Warschau en Riga via Wenen. Nederland vulde aan

positief te zijn over de uitkomsten van de voortgangsrapportage, en riep

tegelijkertijd de Commissie op om vaart te maken met de ontwikkeling van een

Europees multimodaal ticketingsysteem (MDMS).

Clean Transport Corridor Initiative

De Commissie benoemde kort de stand van zaken omtrent de Clean Transport

Corridor Initiative, een initiatief onder het Actieplan ter bevordering van innovatie,

duurzaamheid en concurrentievermogen in de auto-industrie, dat moet bijdragen

aan een versnelde uitrol van laadinfrastructuur voor vrachtwagens rond de kern

corridors binnen het TEN-T netwerk. De Commissie gaf aan dat er een pilot wordt

gestart rond de twee belangrijke TEN-T corridors (de Scandinavian –

Mediterranean corridor en de North Sea – Baltic corridor).

Werkprogramma aankomend Voorzitterschap Denemarken

Tot slot presenteerde het aankomend Deens Voorzitterschap haar prioriteiten voor

de tweede helft van 2025.7

5 Global Navigation Satellite Systems (GNSS) zijn satellietnavigatiesystemen die wereldwijde positiebepaling,

navigatie en tijdsbepaling bieden, waaronder GPS en Galileo.
6 Beschikbaar via: https://www.netherlandsandyou.nl/documents/d/pr-eu-brussels/20250603-irp-fifth-progress-report-

v1-0-final-pdf?download=true
7 Uitgebreide informatie over het Hongaars voorzitterschap is te vinden op de volgende website: https://danish-
presidency.consilium.europa.eu/en/programme-for-the-danish-eu-presidency/programme-of-the-danish-eu-
presidency/
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0 Management summary 

This fifth Integrated Progress Report of the Ministerial Platform on International Rail 

Passenger Transport (IRP) sets forth the progress made, over the 2024 – 2025 period, 

regarding the ministers’ declaration of the Ministries of Transport of the EU Member States, 

Switzerland and Norway. Since the start of the IRP in 2020, notable progress was made in a 

number of ways, as detailed in the present Integrated Progress Report, as well as in the 

2021, 2022, 2023 and 2024 reports1.  

Monitoring the development of the international rail passenger market is a key part of the 

IRP’s activities and of this progress report. For the second year, all IRP countries participated 

in the monitoring exercise. The results show a positive market development and signal that 

more services are in the making and a need for high quality cross-border services. 

Table 1. Key monitoring figures 2025 (EU + Norway, UK, Switzerland) 

Type of train pair Regional Long-distance High-speed Night train 

Connec�ons 

Europe 

168 157 86 67 

Average daily 7.48 2.67 3.65 0,95 

Aggregate 1256 419 313 64 

Trains total 2052 

Capital-to-capital 

connec�ons

45 

In addition, the IRP continues to lay emphasis on the crucial discussion pertaining to 

customer experience and digitalization. Notably, the Platform recognized the sector’s efforts 

in developing common ticketing standards, but noted that key areas of disagreement within 

the sector continue to exist. It was observed that conformity with the FRAND principles (fair, 

reasonable, and non-discriminatory competition) still falls short. Regardless of the standard 

used, a state of affairs where the incumbent operators exclusively sell their own tickets and 

those of their cross-border counterparts, can be expected to continue to limit the uptake of 

open access services and frustrate the rail sectors' ambition to develop as the backbone of 

a sustainable European transport system. The platform therefore recommends that this 

concern is addressed progressively and with the public interest as the guiding principle. 

Finally, a number of other critical enablers was discussed, including: 

 Completing the TEN-T infrastructure network 

 Technical interoperability 

 Governance and capacity allocation 

 Availability of rolling stock 

 High-speed network 

 Night trains 

 Regulatory framework and competitiveness of the rail sector 

 Intermodal connectivity. 

1 https://netherlandsandyou/web/pr-eu-brussels
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As many of these topics are interdependent, the Platform members emphasized it is crucial 

that progress continues across the board. To this end, the Platform therefore made a number 

of recommendations. 
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1 Introduction 

1.1 The IRP platform 

This fifth Integrated Progress Report of the Ministerial Platform on International Rail 

Passenger Transport (IRP) sets forth the progress made, over the 2024 – 2025 period, 

regarding the ministers’ declaration of the Ministries of Transport of the EU Member States, 

Switzerland and Norway. During the Transport Council on June 4, 2020, the European 

countries embraced the initiative to work on a common agenda aimed at fostering and 

supporting the improvement of international railway passenger transport in cooperation with 

the relevant stakeholders. As a result of the political declaration, a joint platform of the EU 

Member States2, Norway and Switzerland was set up to further facilitate discussions. In 

2022, the United Kingdom acceded as an observer. The platform is supported by sector 

parties (including Railnet Europe (RNE)) and the consumer organizations including  European 

Passenger Federation (EPF). It also involves representatives of the European Commission, 

European Union Agency for Railways (ERA), Intergovernmental Organisation for 

International Carriage by Rail  (OTIF), and Europe’s Rail. Panteia supported the Platform in 

drafting this report. 

The IRP platform decided in its terms of reference for the 2023/2025 period to focus on 

reporting on results in the international passenger rail market and work on removing 

bottlenecks with all partners. 

The platform serves as a networking place for Member States (MS) / sector to foster 

innovation and support various bilateral exchanges on cross-border services. In 2024 /2025, 

the IRP organized meetings in Oslo and in online format. On the agenda were topics such as 

services, infrastructure networks, passenger experience and ticketing, other critical enablers 

such as rolling stock and capacity allocation, and the future of the IRP platform and 

monitoring. 

1.2 Vision 

The Member States, as well as the European Commission, sector parties and passenger 

representatives are aware that continuing the status quo pertaining to international railway 

passenger transport is not an option. The international transport systems of Europe need to 

be adapted to face today’s and future challenges. An interconnected and competitive network 

of rail passenger services will underpin the economic, social, and environmental 

sustainability of our continent. It will advance realization of the Green Deal, securing modal 

shift whilst enhancing sustainable mobility; strengthen European cohesion by reinforcing 

connectivity and fair development, not only in the most densely populated areas but also 

with less well-connected regions. 

Extensive improvements are imperative in the way international railway services are offered, 

marketed, and performed. Improvements to the availability and online distribution of tickets, 

2 With the exception of Cyprus and Malta.
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travel information, onboard services and better support during disruptions are required. 

Additionally, a fully integrated and harmonized infrastructure network is needed, with 

optimized use of capacity, ensuring frequent and efficient passenger services connecting key 

passenger hubs. The full achievement of the Single European Railway Area is therefore vital. 

All parties involved have a key role to play in removing the barriers that exist related to 

digitalization, infrastructure, rolling stock, and legislation. 

The IRP considers the following principles to be essential: 

1. Enabling rail to become the preferred mode of cross-border passenger transport in 

Europe; 

2. Providing high-quality and resilient rail infrastructure and capacity; 

3. Making railways more competitive vis-à-vis air and road transport; 

4. Investing in national and cross-border railways. 

The development of more attractive and new concepts for international services and their 

connectivity must first be based on sound market analysis to inform estimates of their long-

term viability and therefore sustainability. To provide easy access to simple, reliable, and 

comprehensive information to customers, digitalization will be an enabler (through an 

increased use of e-ticketing and a better access to dynamic travel information for instance). 

Enhancing interoperability, coherent timetabling, and capacity management as well as 

completion of missing links and removal of bottlenecks are prerequisites for seamless cross-

border journeys. 

In order to deliver the economic and consumer benefits of competition, the competitiveness 

of the rail sector is essential, while the coordination between different service providers that 

is necessary to ensure the synergies of an inter-connected European rail network will require 

appropriate regulation. Creating equal conditions for all international passenger transport 

modes will make pricing more transparent and railways more competitive. Finally, improving 

investment in accordance with market and societal needs is crucial for the successful 

realization of the international rail passenger network. Long-term investment planning and 

coordinated infrastructure maintenance and development are needed to provide high quality 

international rail passenger services all over Europe. 

1.3 Status of this document 

The present Progress Report sets forth the progress made over the last year. The members 

of the IRP invite the European Commission, ERA, Europe’s Rail, OTIF, sector parties and 

other stakeholders to consider the findings of this report in the conduct of their works, in 

particular in view of the European Commission’s action plan on international railway 

passenger transport. 

This document is written by the ministries, taking into account the results of the discussions 

among the members of the Platform, and between the platform and the aforementioned 

stakeholders. The document does not imply any legal, policy, or financial obligations. The 

sector parties have drafted their Sector Statement in Annex 1. 
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2 Development of the international rail passenger 

market 

2.1 Introduction 

Over the last years, international rail passenger services have attracted renewed attention. 

Awareness grew among the Member States, as well as the European Commission, sector 

parties and passenger representatives that continuing the status quo pertaining to 

international railway passenger transport is not an option. The international transport 

systems of Europe need to be adapted to face the challenges of the climate crisis. An 

interconnected and competitive network of rail passenger services will underpin the 

economic, social, and environmental sustainability of our continent. It will secure modal shift 

whilst enhancing sustainable mobility, and strengthen European cohesion by reinforcing 

connectivity and fair development, not only in the most densely populated areas but also 

with less well-connected regions. 

2.2 Progress 
Based on the third iteration of the monitoring exercise, included in this report, a number of 

important observations can be made regarding the main features as well as the ongoing 

development of the market. During the typical working day, the European Union, 

Switzerland, Norway and the United Kingdom are now served by some 478 international 

railway passenger services, an increase of 42 services compared to last year. Regional cross-

border connections total over 168, with an average frequency of 7.5 (unidirectional). On top 

of this, almost 157 direct intercity services are operated, with an average 2.5 daily trips. 

High-speed services count a total of 86, on average offering nearly 4 trains per day. Finally, 

67 night train connections are available. Together, these services make up for a total of 

2.052 trains per day: an increase of some 60 trains per day compared to the previous year. 

Among many origins and destinations throughout Europe, the number of direct connections 

between capital cities amounts to 45. Finally, total capacity of the international rail passenger 

services stands at over 193 million passengers per year (these figures were already displayed 

in the table on page 1 and are further detailed in chapter 6). 

The increase is explained twofold: Firstly more international passenger trains are added to 

the services. As shown in the next paragraph numerous operators introduced new 

international services from the mentioned countries. Secondly the refined monitoring system 

showed more services as well; This has to do with more accurate reporting from the MS but 

also on the counting methodology. 

2.3 Recent market developments 

The Platform observed that, although a range of crucial barriers remain to be addressed, 

positive developments in the international rail passenger market are noticeable. Notably, 

several Member States reported on important initiatives: 
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 Austria: 

o For 2026, the opening is foreseen of the new railway infrastructure toward the 

south of the country and connecting with Slovenia. It is expected that more 

open access services will come into being. 

o Austria and Poland have started a cooperation to increase the number of 

services between both countries. 

 Belgium: 

o The Belgian Ministry of Transport supports the European Commission’s pilot 

night train projects, including European Sleeper’s Brussels–Barcelona service. 

o The financial support scheme for night train operators (covering energy costs 

and track access charges) ended in 2024, but it may be reassessed depending 

on available budgetary resources.” 

 France:  

 A new Paris-Berlin service by DB and SNCF started in December 2024. 

 o An additional low-cost Brussels-Paris service by SNCF and SNCB started in 

December 2024. 

 o The service Paris–Lyon–Milan reopened in April 2025 after mainline 

infrastructure repairs. SNCF will operate three daily TGVs while Trenitalia will 

offer a twice daily service. 

 Luxembourg: 

o An initiative is being considered on the side of the region Grand-Est to run an 

international connection Luxembourg–Basel–Zurich.  

 Netherlands: 

o The operators NS and SNCB are working on doubling the frequency of the 

Amsterdam–Brussels connection from 16 to 32 trains per day, with a faster 

option which will save about 45 minutes between Amsterdam and Brussels 16 

times a day, and the regular train also 16 times a day.  

o The London–Amsterdam service will be running directly again from February 

onwards, after finalization of terminal upgrades at Amsterdam Central Station. 

o The Three-Country-Train (Drielandentrein) has started operating between 

Liege–Maastricht–Heerlen–Aachen, including the MAAS-pilot experimenting 

with ticketing in an international train. 

o The situation with the bridges/tunnels on the HSL does not affect the number 

of trains, but does give speed reductions and an adjusted timetable. 

o Amsterdam–Budapest  

 Norway: 

o Currently, a ticketing system is under development for the corridor Oslo–

Copenhagen. Entur and Samtrafiken launched the first step of this in May 

2025, by opening up for through ticket sales Oslo – Malmø.  

o Currently, there are 6 connections. One of these  still require a change of 

trains at the border station.  

o Two different commercial day train connections between Copenhagen and 

Oslo have been announced; one by DSB (Danish train operator) in 

cooperation with Vygruppen, and another one by SJ (Swedish train 

operator). If both are established they would be competing connections. 

o Vygruppen is trialing the extension the existing Oslo – Halden – Gothenburg 

connection to Malmø in July and August of 2025. 

o A possible night train between Oslo–Copenhagen (and possibly Hamburg) is 

being envisaged by 2030. After the Norwegian Railway Directorate 

conducted a Request for Information to inform a potential PSO contract, one 
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operator (Snälltåget) has announced an intention of starting commercial 

night trains on the route. 

o One of the biggest barriers for further market growth is rolling stock. The 

Railway Directorate is assessing this issue for Norwegian Ministry of 

Transport.  

 United Kingdom: 

o There is significant interest from several operators announcing plans to enter 

the market and establish new open access services on cross-Channel routes, 

including: Evolyn, Virgin, Trenitalia Gemini and Heuro. Plans between 

operators vary from enhancing capacity on existing core routes, such as 

London-Paris where there is significant latent demand, to exploring the 

potential to establish new connections and open new markets. 

o The UK Government is working to address the barriers to entry, including 

addressing capacity challenges in and around London, such as at stations 

and maintenance facilities, which acting as a barrier to entry. 

o On 8 May, the UK and Swiss Governments signed a Memorandum of 

Understanding (MoU) formalising their cooperation to explore the potential 

for direct rail connections from London-Geneva and London-Basel-Zurich. 

This will include a joint working group that will bring together both 

governments and industry experts to address any potential barriers and look 

at solutions for establishing these direct connections. Slovenia:  

o New services were launched to Austria (Villach and Graz), passengers are 

satisfied, as they no longer need to change trains at the border.  

o There will be a direct service between Ljubljana and Zagreb. 

o The train station at Gorizia (border of Italy and Slovenia) will be updated on 

the Slovenian side; on the Italian side, new services have been introduced to 

Rome and Naples.  

o Investments in new rolling stock railway passenger transport (4 locomotives 

and 20 wagons). 

 Switzerland: 

o A Memorandum of Understanding on Cooperation in the Passenger Rail Sector 

between the UK and Switzerland has been signed on the 8th of May 2025. 

o Extra trains have been added on the Zurich–München line executed by SBB, 

DB and ÖBB. 

o The cooperation agreement between SBB and Trenitalia has been renewed. 

Additional direct connections for the lines Zurich–Venice, Zurich–Florence and 

Zurich–Livorno have been announced. 
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From 21 March 2024, seven additional pairs of direct trains are running between Slovenia and 

Austria, using new, modern Stadler FLIRT sets owned by Slovenian Railways. Thereof, five pairs 

of new trains are running to and from Graz. Two pairs of additional direct trains are running on 

the Ljubljana-Graz route and back, two additional  pairs on the Maribor-Graz route and back, and 

one pair of trains on the Pragersko-Maribor-Graz route and back. Both pairs of trains from Maribor 

and Pragersko also have a connection to Ljubljana. Two additional pairs of direct trains are running 

daily between Ljubljana and Villach from 21 March 2024. 

After completing the first phase of the operational concept of the SŽ FLIRT trains on the Austrian 

railway network with the introduction of new train connections on the route to/from Graz and 

to/from Villach from 21 March 2024, the next joint step with Austrian Railways is to find options 

for extending the runs also in the direction towards Zagreb. 

In addition to the already established train connections with Austrian railways, Slovenia/Slovenian 

Railways continues/continue to cooperate constructively in upgrading existing or establishing new 

train connections. 

Currently, agreements are underway for: 

 establishing an hourly train frequency on the Maribor - Graz route and back 

 establishing new train connections on the Ljubljana - Villach route and back 

 establishing a direct train connection on the Vienna - Villach - Ljubljana route with RailJet 

trainsets of Austrian Railways  

 establishing a direct train connection on the Munich - Salzburg - Villach - Ljubljana - 

Zagreb route and back. 

The introduction of new train connections is planned with the entry into force of the new timetable 

from 14 December 2025. 

Slovenia – Italy 

In connection with the European Capitals of Culture project, which is jointly hosted by the 

municipalities of Nova Gorica and Gorizia Centrale in 2025, the passenger transport of Slovenian 

Railways, in cooperation with the Italian carrier Trenitalia, has arranged the operation of two pairs 

of direct trains on the Venezia Mestre – Gorizia Centrale – Nova Gorica route and back. 

The trains are operating as part of the Italian train set and are running on Saturdays, Sundays 

and public holidays in Italy from 8 February 2025 onwards. 

Slovenia – Croatia 

Slovenian and Croatian Railways have formed a working group to develop the offer in international 

passenger transport with the aim of improving train connections between Slovenia and Croatia in 

view of the market potential of the volume of traffic and passenger movements in the direction 

Slovenia - Croatia and vice versa. 

In accordance with the agreement, the working group is discussing the following topics: 

 increased frequency of trains between the two capitals (Ljubljana – Zagreb and back) by 

introducing new train connections in the SŽ Stadler train composition, with the 2025/2026 

timetable 

 extension of the already introduced SŽ FLIRT trains (to / from Graz and to / from Villach) 

in the direction of Zagreb 

 introduction of new train connections for visiting tourist and commercial events in both 

Zagreb and Ljubljana 

 improvement of tourist routes with Rijeka and Pula, 

 introduction of the Zagreb – Djurmanec train in connection with the SŽ-PP train Grobelno 

– Celje  

 introduction of train connections with Split, (direct train on the Ljubljana – Zagreb – Split 

route or train connection Ljubljana – Zagreb with appropriate transfer to trains in the 

direction of Split) 

 introduction of a train on Ljubljana – Zagreb – Belgrade and back (one day and one night 

Table 2. Best Practice: improving connections Slovenia–Austria, –Italy, –Croatia 
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2.4 Conclusions 

At present, Europe is served by a significant network of international rail passenger services, 

with more services being prepared. With total capacity of some 189 million passengers per 

annum, the railway network is considerable even compared to Europe’s large airports. 

Nevertheless, it must be concluded that sustained growth of rail passenger services is 

possible only when key barriers are addressed, as the potential is significant. Today the 

international railway passenger transport is a fraction in most cases of the domestic/national 

railway passenger transport. There is a huge market to win. 

It is noticeable that the demand for additional services is growing. Increasing service level 

and quality directly leads to increased passenger numbers. The examples shown in this 

report (in the text boxes) show the potential of the growth in numbers. The increase comes 

both from open access operators as from new concessioned services. Especially interesting 

are the international services running in the national concession, but are extending their 

services over the border in open access. 

The number of new international services announced shows there is still huge potential, 

currently focusing the Visegrad countries, Nordic countries and Benelux; but not limited to 

these regions. Neither there is a dominant service model: new high-speed initiatives pop up 

on the high-speed lines, intercities in those countries lacking high-speed infrastructure and 

new concessioned regional lines are developed equally. The diversity shows that additional 

studies are needed to evaluate best practices and that monitoring is crucial to get deeper 

understanding of the international rail passenger market.  

connection) 

 Sarajevo – Ljubljana train connection via Zagreb 

 use of European funds for connecting local border traffic (SUSTANCE Villa Opicina - Divača 

- Rijeka, EGTC connection Ljubljana - Novo mesto - Karlovec - Zagreb). 

All of the above-mentioned railway connections, regardless of whether they are already 

established or those that are yet to be established, are/will be included in the Public Service 

Contract (PSC) of all participating railway operators. 

Ticket sales for train travel are also enabled in the sales system of each railway operator. 
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3 Customer experience and digitalization 

3.1 Introduction 

As the Platform noted in previous years, full availability of timetable and tariff data and real-

time information is prerequisite for smooth international journey planning and railway 

operations. In addition, for railway transport to be competitive, the process of buying and 

selling international railway tickets must be consistently customer friendly and non-

discriminatory. Both data availability and smooth, non-discriminatory ticketing are still 

lacking. Planning and booking international journeys takes navigating through various 

ticketing systems and pricing structures across different countries. This fragmented set-up 

not only complicates trip planning but also disrupts multi-modal journeys, often requiring 

passengers to purchase separate tickets for each leg of their travel. 

Playing field conditions are not only relevant for competition between rail and other modes, 

but also in an intramodal sense. All other transport modes have intramodal competition and 

thus benefit from innovation and customer choice, whereas new entrant operators in rail are 

still constrained in increasing their market share within the mode. Enforcing impartial retail, 

data sharing and through ticketing, in conformity with the FRAND principles (fair, reasonable, 

and non-discriminatory competition) is ultimately expected to contribute to modal shift. 

However, much work still needs to be done in that regard, whereas there is no agreement 

yet on legislative action or whether the matter should be left to sector initiative. Also, current 

developments at the European level include a number of important activities that should be 

considered in coherence. This involves the update of the ITS Directive (Directive 

2010/40/EU) and the Delegated MMTIS Regulation (Regulation 2017/1926). These 

discussions pertain to the Multimodal Digital Mobility Services (MDMS) process and a variety 

of national and international initiatives, pilots and activities with regard to rail as well as the 

multimodal sector. 

3.2 Progress 

As stipulated in Regulation 2021/782, infrastructure managers (IMs) and railway 

undertakings (RUs) are obliged to make available information on both timetables and tariffs, 

required for smooth international operations and passenger information. Although in a 

number of MS the sharing of real-time information is performed well, there still is a significant 

improvement potential due to not yet fully implemented data standardization and insufficient 

digitalisation. This often leads to different and contradictory real-time information with 

possibly unnecessary breaks in the travel chain. Furthermore, data exchange between 

domestically oriented ticketing systems of the railway undertakings (RUs), other operators 

and ticket vendors, still presents untapped potential. 

The requirements for publishing timetable data and tariffs are already obligatory since 7 June 

2023, but not yet fully implemented. In addition to the aforementioned Regulation 2021/782, 

the Delegated Regulation (EU) 2017/1926 (MMTIS) stipulates that data holders shall provide 

their respective data (listed in the Annex of 2017/1926) via the national access points. 

Member States have an important role in setting up these national access points, which shall 

make accessible for data users the static, historic, observed, and dynamic travel and traffic 

data of different transport modes, including data updates, provided by the data holders. 
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Furthermore, the Delegated Regulation 2017/1926 lays down that Member States shall reach 

an agreement, in cooperation with relevant ITS stakeholders, on the metadata requirements. 

The data holders shall ensure that they provide the metadata on the basis of those 

requirements.  

Depending on how these data are made available on the national access points, an important 

aspect is for the Member States to make sure that the data sets are compatible in the 

national profiles. As a minimum, a national register is needed (which would include at least 

metadata and a reference to the data source), as well as to consider a national regulation to 

ensure that international interoperability is included. Also, the Member States need to ensure 

the implementation of Regulation (EU) 454/2011 (TAP TSI) by all railway undertakings, to 

share the timetable and tariffs (including fare tables for basic fares but also discounted fare 

types) data with other railway undertakings, public authorities and 3rd parties (e.g. ticket 

vendors).  

Introduction

In 2024, ProRail and DBInfraGO initiated a study on strengthening the Amsterdam-Frankfurt-

Vienna-Budapest corridor. The study, discussed through the IRP Platform with nine member 

contributions through feedback, resulted in a shared understanding of the corridor’s challenges 

and a proposal for action per actor group. While not a formal part of the TEN-T network as a single 

corridor, the Amsterdam-Budapest line connects two EU priority corridors. Namely, the Rhine-

Danube and the North Sea-Rhine-Mediterranean corridors.  This therefore positions it as a 

strategically important link in European cross-border rail. The European Commission has also 

made clear its ambition for a single booking and ticketing system, providing political momentum. 

Previous Situation 

Until recently, no coherent or continues development approach existed for this connection. 

Services fragmented, relying on separate legs across multiple national systems. Rolling stock 

availability, ticketing incompatibility, and unpredictable allocation systems have long discouraged 

new entrants and hindered passenger growth. Despite open access opportunities, the corridor has 

suffered from low levels of cross-border rail cohesion.  

Current Structure and Sector Organisation 

While various RUs currently operate along segments of the corridor, no unified product exists. 

ProRail and DBInfraGo have taken the initiative in conducting initial research. The next phase 

requires stronger alignment between railway undertakings (RUs), infrastructure managers (IMs), 

and ministries of transport (MoTs). Efforts such as time tabling strategies, rolling stock mapping, 

and coordinated framework agreements are underway, but require stronger commitment and 

regular updates—especially on the Hungarian leg. Meanwhile, the European Commission's 2025 

legislation on capacity and ticketing standards will directly affect the viability of new services. 

Table 3. Best Practice: The Amsterdam-Budapest Corridor 



16 

3.3 Ticket distribution 

As noted in previous progress reports, the essential improvement of ticket distribution 

requires common standards, to which all stakeholders have equal access. Also underlined 

was the importance, particularly in the light of recent legal cases involving railway 

undertakings in certain Member States, of passengers having adequate and non-

discriminatory access to information and commercial conditions on all reasonable journey 

options, integrated information on timetables and fares (together with other information 

likely to affect consumer choice such as reservation possibilities, catering provision, class of 

travel offered, etc.), and provision for comparing all reasonable options, including multi-

modal products and those marketed by third parties3.  

3 A useful overview of the key issues is found in the ERA report regarding Technical documents of the TAP TSI concerning ticketing 

and the recent competition decisions and national rulings under unfair trade law. 

Key Issues to Address

There are seven issues that need to be addressed in this case: 

1. Rolling stock compatibility: Lack of interoperable rolling stock across countries remains a 

practical constraint, especially east of Vienna. Certification and funding are ongoing 

challenges. 

2. Allocation and long-term timetabling: RUs require predictability in order to justify 

investments; IMs are working on longer-term capacity strategies, but a clear roadmap is 

needed. 

3. Fragmented ticketing: Some countries allow integrated ticketing (e.g., Hungary), while 

others do not (e.g., the Netherlands). A uniform EU ticketing regulation is crucial. 

4. Track access charges: Discrepancies between national charging systems create 

uncertainty and reduce competitiveness of international services compared to road or air 

transport. 

5. Data sharing: To support robust business cases, RUs must share anonymised operational 

data. An external facilitator could provide secure analysis and ensure confidentiality. 

6. Political uncertainty: Many IMs and RUs cite lack of political commitment as a reason for 

stalling action. Governments must take a stronger steering role. 

7. Continuity risks: Governments should explore options to prevent sudden service 

discontinuations and support long-term corridor development. 

Next Steps and Financial Implications 

To move forward, each actor group has a distinct role to play. Railway undertakings (RUs) are 

encouraged to seize open access opportunities, improve ticket integration across borders, and 

contribute anonymised data to support neutral market studies. 

Infrastructure managers (IMs) should publish technical information on the corridor and commit to 

long-term capacity planning, providing the predictability RUs need to invest. Ministries of Transport 

(MoT) are asked to offer political guidance, align with upcoming EU regulation on ticketing and 

capacity allocation, and explore mechanisms to support rolling stock funding and ensure service 

continuity. 

With the support of all stakeholders, the upcoming RNE-led European market study can help 

determine the corridor’s true potential, especially when road transport is included as a benchmark. 

By coordinating efforts across these layers, the Amsterdam–Budapest has the potential to become 

a competitive, integrated international rail link. 
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Eurobarometer survey 

The Eurobarometer ticketing study that was conducted last Autumn and published this Spring 

2025 supports a statement calling for urgent legislative action on ticketing. The survey 

showed that almost 60% of EU citizens polled never or rarely combine rail journeys with 

different operators. The survey is showing that 23% of passengers couldn't find a suitable 

combination, that 18% didn't want to buy separate tickets and risk being stranded, 11% 

said that they didn't know where to look and a further 9% stated that they could not buy all 

their tickets in one place. The survey covered regional, long-distance, and international 

travel, including specific questions on train travel. 

The project OSDM (Open Sales Distribution Model) was released in 2020 under the 

supervision of the UIC with this goal in mind. CER published the ’Ticketing Roadmap’ in 2021 

with the objective of implementation of 8 improvements for travelers by 2025 and another 

5 by 2030. For example, there should be minimum standards for international tickets, with 

regard to products, price calculations, passenger categories, rules for refunds etc. Attention 

is also needed to practical issues regarding access and (commercial) conditions using OSDM. 

An alternative format, NeTEx (based on Transmodel) was developed as a CEN standard in 

2014, and was formally established as a requirement in the MMTIS regulations in autumn 

2017. Since then it has been used for multimodal transport all over Europe. 

The initiatives to make ticketing easier, as well as to introduce new ways of distributing 

tickets through third parties, still need to be implemented in full. The CER, within the 

framework of its ‘Ticketing Roadmap’, has reported that 6 out of 24 participating operators 

will have implemented OSDM by the end of 2024. At the time of drafting this report, OSDM 

is already implemented in Sweden. NetEx has been applied in Norway since 2017, and all 

necessary functionalities for long-distance services were included in 2021.  

However, both standards’ features still require further development and simplifications. 

Current shortfalls include digital tickets and the opportunity to sell or be part of mobility 

packages. RUs typically want freedom to exercise maximum commercial flexibility. 

Passengers, understandably, require the ability to purchase through-tickets at transparently 

competitive prices having been informed comprehensively about all the reasonable journey 

options. Policy analysts are aware that the great majority of passenger journeys are made 

using PSO-regulated (and guaranteed) services. Some therefore argue that this should be 

reflected in the extent to which RUs are allowed to exercise unfettered commercial freedom, 

whereas others place greater emphasis on the potential for innovation in an unregulated 

market. These considerations fit within the current preparations for the MDMS Regulation. 

Also, the possibility of third party sales is considered important by some.  

Parts of the sector argue that state-owned rail incumbents’ in-house ticketing platforms 

(such as SNCF Connect, PKP Intercity and DB Navigator) effectively maintain market 

dominance and steer passengers to their own services. Having so-called Significant Market 

Power (SMP), the alleged steering of passengers to their vertically integrated rail operators 

that share the same brands, and to their cross-border counterparts, would therefore 

constitute collusion. This then starves the smaller new market entrants’ of the exposure 

needed in order to achieve commercial viability. Following this reasoning, calls are made for 

the introduction of anti-steering regulation. 
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CER wishes to express its concerns regarding the tone and conclusions of the IRP report, 

particularly on the subject of ticketing. The report appears to uncritically reflect the position 

of ticket vendors, without providing supporting evidence for its claims, and notably overlooks 

the recent Eurobarometer survey (https://europa.eu/eurobarometer/surveys/detail/3178) 

showing that most EU citizens (73%)  already find it easy to book rail multi-leg, multi-

operator journeys. This imbalance risks distorting the debate and overstating the urgency of 

issues that are not substantiated by data. While CER fully supports further improvement in 

rail ticketing, this progress must be grounded in a realistic understanding of the current 

market and the initiatives already in motion. In this regard, the CER Ticketing Roadmap 

offers a concrete, industry-led path forward—practical, ambitious, and centred on delivering 

better solutions for passengers, beyond the narrow framing of third-party data access and 

cross-operator sales. 

The Platform recognized the sector’s efforts in developing common standards, but noted that 

key areas of disagreement within the sector continue to exist and noted that a number of 

the significant first phase objectives set out in CER’s Ticketing Roadmap for 2025 had still to 

be delivered. Specifically, it was observed that OSDM’s alignment with the aforementioned 

FRAND principles remains a point of contention. The identified shortfalls are not primarily 

technical. Regardless of the standard used, a state of affairs where the incumbent operators 

exclusively sell their own tickets and those of their cross-border counterparts, can be 

expected to continue to limit the uptake of open access services and frustrate the rail sectors' 

ambition to develop as the backbone of a sustainable European transport system. The 

platform recognized the issue as existential and therefore recommends that this concern 

would be addressed progressively and with the public interest as the guiding principle. 

3.4 Conclusions 

The ongoing development and implementation of common data standards are vital steps 

that must continue without delay. For reasons of efficiency, standards should be further 

developed in enhancing rather than competing fashion. To do so would require, first and 

foremost, a convincing solution for any competition related concerns pertaining to data 

standards being developed. Specifically, it should be guaranteed without delay that third 

parties (i.e. ticket vendors) are provided with full data and fair remuneration on equal terms, 

and that any common standard enables through ticketing for an optimal customer journey, 

regardless of the RU. In doing so, all parts of the sector must actively pursue the spirit of 

the FRAND principles in the interest of the public good. 

The Platform considered that ongoing work on the MDMS regulation may come a long way 

in addressing these requirements. However, it emphasized that the urgency of providing 

more and better international services dictates that regulatory discussions should not 

negatively impact the work on technical solutions 
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Intro

In less than 5 years (2029-2030) the Fehmarn Belt tunnel link will open for both cars and trains. 

According to the state treaty between Denmark and Germany, railway lines in the hinterland 

should be upgraded and be ready for train operation the same day as the coast-to-coast tunnel 

connection between Puttgarden and Rødby opens. Due to a more direct line between Copenhagen 

and Hamburg (i.e. 160 km shorter) and an increased line speed, the connection will lead to a 

reduction in travel times of >2 hours for cross-border services. 

Present situation 

At the moment all day trains travel between Hamburg Main Station and Copenhagen Central 

Station (this is the Eurocity trains operated by Danish state railways DSB). The frequency is 5 

trains per day + 2 seasonal trains per day each way. That results in about 2-3 hours between 

departures. Two night-trains have long routes Sweden-Denmark-Germany. Snälltåget runs the 

1.450 km line Stockholm-Copenhagen-Hamburg-Berlin and SJ the Euronight train Stockholm-

Hamburg. 

Corridor: Oslo – Gothenburg – Malmö – Copenhagen – Hamburg – Berlin – Prague 

Table 4. Best practice: Linking up the Scandinavian train services 
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Organizational set-up

DSB is operating the connection Hamburg-Copenhagen as a commercial service. SJ has a PSO 

contract for part of the route for the Euronight train. Snälltåget is running the service as a purely 

commercial service without state subsidy. DSB has an agreement with DB International on through 

tickets for connecting train lines in Germany and Denmark respectively.  

Under an EU pilot scheme of growing European cross-border services Snälltåget has informed 

about a plan to expand services from Swedish cities to several more Danish cities (that is Aarhus 

among others), and set up a second connection to Germany in the coming year – i.e. starting a 

daytime service between Hamburg and Copenhagen from 2026-2027 on a commercial basis. 

Building up a 4-countrie continuous north-south line 

In order to prepare for the inauguration of the Fehmarn Belt tunnel link DSB intends to increase 

its present international services, gradually strengthening the market position. A collaboration 

between DSB and the Norwegian Vy will see new direct Talgo-train services between Oslo-

Copenhagen. This line will be extended to Hamburg in 2 years’ time. In addition, DSB also 

collaborates with the Czech CD to extend the present ComfortJet train line Prague-Berlin-Hamburg 

to Copenhagen 2026-2027. DSB, Go Volta and Flixtrain have indicated their interest in new 

services, e.g. linking Amsterdam-Bremen-Hamburg-Copenhagen.  

Issues to overcome

Beside the agreement between RU stakeholders about business plans, sales platforms and 

marketing, setting up the partnership for the daily work-split and cooperation, etc. also many 

technical hurdles have to be solved. Homologation and approval of new Talgo train units 

demonstrate disappointing slow progress – although all parties still trust to find light at the end 

of the tunnel.  

Regarding the mega-infrastructure project of the corridor Copenhagen-Hamburg most of the 

hinterland upgrading work on the Danish side is nearing its completion or at least is in good 

progress according to the construction schedule. The 220 km alignment from the tunnel entrance 

to Copenhagen will be approved for minimum 200 km/h operation, except for 2 small sections 

through the city of Nykoebing F. and Ringsted (max 160 km/h). The Fehmarn tunnel coast-to-

coast construction project is a couple of months behind schedule. Opening is still expected in 2029.  

DB InfraGo also expects to have the 88 km section of Lübeck-Puttgarden double tracked and 

upgraded to 200 km/h by 2029 except for the small section of Fehmarnsund, still single-track and 

160 km/h. 

Two fast international passenger trains and 2 freight per hour and direction form the basic traffic 

pattern. DSB informs, that they will run every hour Hamburg-Copenhagen. Supplementary it is 

expected that regional trains will be continued ‘to the other side’ every second hour. Since 

Hamburg Hbf shows a limited platform capacity some of the trains from Berlin to Copenhagen 

could follow the Schwerin stretch to Lübeck. For Copenhagen Central station 3 extra platforms are 

planned to be built around 2026-2030. 
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4 Other critical enablers 

4.1 Introduction 

In order for the EU to achieve its environmental targets and improve connectivity, modal 

shift towards international railway passenger transportation is crucial. Next to customer 

experience and digitalization, the Platform therefore considered other vital enablers, 

including:  

 Completing the TEN-T infrastructure network 

 Technical interoperability 

 Governance and capacity allocation 

 Intermodal connectivity 

 Availability of rolling stock 

 Night trains 

 Regulatory framework and competitiveness of the rail sector. 

Next to completing the TEN-T network and rail technical interoperability, the governance 

framework for cross-border services retains important barriers related to capacity allocation, 

as well as differences between European countries on track access charges. 

A key obstacle for new services, especially those new services based on the open access 

principle, are the large upfront investments required for rolling stock. These make it difficult 

for smaller entrants to arrange for the necessary investment guarantees. The lack of rail 

interoperability in Europe impedes the birth of a functioning second-hand market for rolling 

stock.  

For night trains, specifically, these matters are especially pressing due to the relatively high 

operational costs. At the same time, path allocation is challenging: night trains arrive during 

rush hours, have specific characteristics (stopping at a limited number of stations, running 

faster than regular trains) and require smooth international paths unhindered by night track 

maintenance or freight operations. 

Finally, in order for rail to compete with other modes, including air travel, ultimately equal 

competition should be created. In addition, alignment with the objectives of the Green Deal 

means that a lower VAT, fuel tax, carbon emission trading and employment condition 

treatment should be considered for green transport modes. 
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Table 5. Best Practice : Ouigo “Train Classique” Paris – Brussels 

Intro 

In the summer of 2024, the Belgian state-owned company SNCB initiated a special service 

between Paris and Brussels for the Summer Olympics and Paralympics, using the conventional line 

(not high-speed) and lasting around 3 hours. It was a success and SNCF Voyageurs and SNCB 

decided to build a partnership to reopen this service from December 2024, with 3 trains each way 

every day. 

Previous situation 

The Paris-Mons-Brussels direct service was suspended in 1996 when the high-speed line opened 

to service. With the new high-speed line, it was possible to connect both capitals in 1 hour 25 

minutes, as opposed to around 3 hours through Mons. 

Nowadays, Paris and Brussels are very well connected through the Eurostar service, using the 

high-speed line with around 30 trains each way every day (around a third of them stop in Brussels 

on the way between Paris and Amsterdam). However, this high-speed service is without 

competition, at least for the next few years and the occupancy rate is very high: the commercial, 

cultural and institutional bounds between both cities make it the most popular in Europe amongst 

cross-border high-speed services. The prices are then often very high, and Thalys (former name 

of the current Eurostar) launched a low-cost offer in 2016. It was not a profitable service, notably 

due to high track access charges in the high-speed sections and it stopped circulation in 2022. 

How is it organised 

The service is an industry initiative between SNCF and SNCB, open-access, without subsidies. 

Despite the commercial branding “Ouigo” (the name of SNCF Voyageurs low-cost branch), the 

rolling stock is provided by SNCB, whose conventional lines rolling stock is more suited to the 

service than SNCF Voyageurs, that focuses on high-speed trains.  

Since the suspension of the service, the network was still used by regional trains, which means 

that no specific works were necessary on the infrastructure. The service stops in Creil (with Paris-

Creil tickets not being commercialised to avoid competing with local PSOs), Aulnoye-Aimeries in 

France and Mons in Belgium. It uses yielded fares, but significantly lower prices than the Eurostar 

service: from 10 to 49€. 
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4.2 Progress 

4.2.1 Network and technical interoperability 

Europe’s railway network was given a renewed basis with the adoption of the revised TEN-T 

Regulation by the European Parliament 24 April 2024. A prerequisite for a high-quality 

network of international rail passenger services is the completion of the core network per 

2040, which is to be fully electrified, ERTMS equipped, and allow for speeds of up to 160 

km/h. These infrastructure service level goals were put in a strategic context by the 

Sustainable and Smart Mobility Strategy of the European Commission (SWD(2020) 331 

final), which is set ambitious growth targets for rail, and for the long distance/high speed 

passenger rail segment to double the ridership by 2030 and triple it by 2050. 

In addition to the ongoing endeavors to complete the TEN-T infrastructure network, the 

Platform reaffirmed that development of a full web of international rail passenger services 

depends on advancing rail interoperability. Interoperability pertains to purely technical 

standards, but also to procedures for authorization and capacity management. 

The passenger pilot projects carried out under with support of the European Commission and 

evaluated at the end of last year are intended as an impetus for better interoperability. The 

Commission’s support for the pilot projects is not financial assistance (as the 4th Railway 

Package envisions that rail services in Europe should develop driven by market initiative), 

but rather technical assistance to overcome barriers that risk market entry by new or 

improved services. Barriers for international services, including related to capacity allocation 

(journey time, path consistency and reliability, etc.), are being tracked down and tackled. 

While the Commission pilot program covers all kinds of entry barriers (ranging from vehicle 

authorization, border control or competition issues to ERTMS, rolling stock financing or 

ticketing), Rail Net Europe (RNE) was contracted by the Commission to focus on the capacity 

management issues of the Pilots. 

It is important to note that SNCF and SNCB own significant shares of Eurostar, and as such this 

service was not imagined to bring a heavy competition to the Paris-Brussels Eurostar service, but 

to complete the offer and conquer market shares against other modes. Paris-Brussels is still a very 

popular bus route, but with a longer duration (4 hours) and less comfort, SNCF and SNCB hope 

that there could be some modal shift. A significant number of cars circulate between Brussels and 

Paris every day as well, while flight services are already down to one service every day with 

Belgium Airlines. 

Issues to overcome 

One of the issues was to make this service known to travellers, however they are distributed 

through SNCF and SNCB direct platforms and many other platforms. The significant difference in 

price made it popular right away, as there was a 75% occupancy rate from the first few weeks, 

with 2 700 travellers every day. 

As rolling stock was available and infrastructure ready, there was no significant barrier to prevent 

this service from being launched. Its commercial success will depend on the quality of the service 

and its consistency, but also on whether 3 hours is a commercially viable option next to a 1 hour 

25 minutes more expensive option. If so, that could pave the way for other commercial, 

conventional-line and long-distance services reopening next to high-speed services to improve the 

cross-border rail market share.
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Figure 1. Map of the Commission’s passenger pilots 

RNE analysis of pilot barriers 

Earlier on, four key problem areas were identified: speed of train path; reliability of train 

path; consistency of train path; and commercial viability of train path. A gap analysis was 

undertaken, taking into account specific input from the pilots. This gap analysis is the basis 

for recommendations that are currently being reviewed and transformed into the final 

recommendations by a Task Force set up for this purpose. The final recommendations were 

endorsed by the December 2024 General Assembly of RNE. 

In-depth analysis by RNE of the railway undertaking experiences during the passenger pilots 

yielded the following basis for the future recommendations in the four problem areas: 

Speed of train path:

 Multi-network train services have complex capacity needs that are hard to realize 

without pre-planning 

 Currently no European framework to set realistic (market-based) expectations on 

cross-border capacity 

 What RNE plans to do: European Transport Market Study, Capacity Concepts 
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 Role of Member States: include cross-border market potential in national planning 

framework 

 Cross-border train services’ complex capacity needs are hard to fulfill under current 

priority rules 

 Current priority rules predominantly ‘winner takes all’ approach, do not incentivize 

good compromises 

 What RNE plans to do: Continue work on socio-economic allocation criteria as 

solution by capacity reg. 

 Role of Member States: promote solutions that apply ‘appropriate priority’ (best 

scenario approach) instead of absolute priority 

Reliability of train path:  

 Without planning stability over a single timetable year, high risk to enter new markets 

where there are no proven timetabling solutions. 

 Framework Agreements can be an enabling instrument to ensure business continuity 

and securities for rolling stock funding 

 What RNE plans to do: continue work in Task Force Framework Agreements/Rolling 

Planning 

 Role of Member States: set a landscape that encourages IMs to offer FAs for cross-

border operators 

Consistency of train path:  

 Currently, the risk that partial offers of different networks match at border points are 

predominantly borne by cross-border operators 

 The risk stems both from currently diverging national annual allocation timelines and 

from last minute TCRs 

 What RNE plans to do: continue work for PCS common use, TCR tool integration, 

Commercial Conditions 

 Role of Member States:set a funding landscape that allows IMs to roll-out European 

solutions and to have stable advance planning 

Commercial viability of train path:  

 Track Access Charges (TAC) are predominantly not a capacity allocation issue, but its 

application have timetabling consequences 

 Concept of marginal costs and mark-ups differ heavily from other modes of transport 

 What RNE plans to do: RNE has a scope limited to capacity management 

implications of TAC issues 

 Role of Member States: Implement national TAC schemes in a way that encourages 

both IMs and RUs to better use rail capacity 

In addition, while rolling stock availability is not in scope of its activities within the passenger 

pilots, RNE emphasised there is a strong correlation between it and capacity management: 

wherever a pilot applicant already has (at least a contract for) rolling stock, it is observed 

that timetabling efforts make progress, whereas if there is no available rolling stock, 

timetabling efforts often fall behind. This indicates a negative spiral as on the other hand, 

having a viable train path is an important factor at investment in rolling stock. 
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Pilot progress

A number of pilot projects aim to become operational in the timetable of 2026, with others 

to follow later. In the table below, the pilots and their progress are described in detail. 

Table 6. Overview of the Commission’s passenger pilots 

Pilot nr. Applicant Corridor Type of service IMs involved 

1 Hungarian MoT Vienna-Budapest-

Arad/Oradea 

Regular day 

services 

ÖBB, MÁV, CFR 

Key CM issue / success criteria: Safeguarding the capacity product established in 

the Pilot against ad-hoc path requests, TCRs, etc. Consulting the market and finding 

interested RUs for the path products in a market neutral way 

Brief status: the pilot is currently on hold as there was no interested RU found yet 

with whom the pilot applicant could work together 

2a SJ Stockholm-

Copenhagen-

Hamburg-Berlin

Improving existing 

night service

DB InfraGO, 

Banedanmark, 

Trafikverket 

Key CM issue / success criteria: to have a single stable path offer in PCS (instead of 

3 unharmonized replies by 3 IMs) 

Brief status: after the kick-off meeting and capacity management deep dive, no 

further assistance was required by the pilot applicant from RNE. The service started 

shortly after its inclusion as passenger pilot. 

2b SJ/DSB Oslo-Malmö-

Copenhagen-

Hamburg 

New daytime 

connection(s) 

DB InfraGO, 

Banedanmark, 

Trafikverket, Bane 

NOR 

Key CM issue / success criteria: to realize attractive enough travel times by a fast 

and stable path offer matching at border points 

Brief status: the pilot was planned with SJ locomotive and DSB coaches. Due to the 

unavailability of suitable locomotives at SJ, the pilot composition was changed to 

DSB and Vy, with planning ongoing to fit the pilot service within the existing 

product range of Vy (regional PSO train from Oslo to SE border, extended on open 

access basis to Göteborg) and DSB (EuroCity trains to Germany). 

2c Snälltåget Stockholm-

Copenhagen-

Hamburg-Berlin 

Improving existing 

night train, new 

day train 

DB InfraGO, 

Banedanmark, 

Trafikverket 

Key CM issue / success criteria: to have a realistic single path offer that is stable 

with regard to TCRs, with the TCRs properly coordinated 

Brief status: after the kick-off meeting and capacity management deep dive, no 

further assistance was required by the pilot applicant from RNE. 

2d CD/DB/DSB Copenhagen-

Hamburg-Berlin-

Prague 

Extending existing 

regular day trains 

Sprava Zeleznic, 

DB InfraGO, 

Banedanmark 

Key CM issue / success criteria: to be able to provide the through connection 

between Praha and Copenhagen by binding through domestic system paths over 

the entire timetable period – without delays and detours caused by TCRs resulting 

system paths to mismatch either in Berlin, Hamburg or at the border points. 

Brief status: the RU partners in the pilot have chosen to align independently with 

the respective IM in their area of operation within the respective domestic 

alignment framework. The launch of the service is being delayed both due to rolling 

stock compatibility issues and consecutive major track works between Berlin-

Hamburg, the Elbe valley and north of Hamburg in Germany, which would 

effectively mean constant disruptions after the launch of the service.  

2e Flixtrain Stockholm-

Copenhagen-

New day train DB InfraGO, 

Banedanmark, 

Trafikverket 
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Pilot nr. Applicant Corridor Type of service IMs involved 

Hamburg-Berlin-

Leipzig 

Key CM issue / success criteria: in the kick-off meeting, the pilot applicant referred 

to the high TACs in some of the affected networks a significant factor for building a 

viable business case for the service. 

Brief status: The pilot was put on hold by the pilot applicant  

3 Flixtrain Munich-Zürich New day trains DB InfraGO, SBB 

Key CM issue / success criteria: to obtain capacity rights within Switzerland, where 

the 4th Railway Package is not fully applied and the pilot applicant needs a Swiss 

licensed local RU partner to access the network. 

Brief status: after the kick-off meeting and a high level capacity management 

alignment, no further assistance was required by the pilot applicant from RNE. 

4 Midnight Trains Paris-Milan-Venice New night train SNCF Réseau, 

SBB, RFI 

Key CM issue / success criteria: to have a business viable train path with a run time 

less than 14 hours, and being able to offer this product all around the year despite 

multiple ongoing TCR restrictions 

Brief status: Midnight Trains filed for bankruptcy and quoted lack of certainty for 

appropriate track capacity and thus no trust from potential investors on business 

continuity and thus no possibility to secure rolling stock for the service as the key 

reason for the failure to set up the pilot service. 

5 WESTBahn Munich-Vienna-

Budapest 

New day train(s) DB InfraGO, ÖBB, 

MAV 

Key CM issue / success criteria: to obtain capacity rights beside the current 

incumbent operation between Vienna and Hungary (with the current incumbent 

operation being covered by PSO on the Hungarian section). 

Brief status: The pilot was put on hold by the pilot applicant quoting delays of the 

authorization of the rolling stock ordered that is compatible with the Hungarian 

network, and instead concentrating with the existing rolling stock on growth at the 

existing Austrian-German market. 

6 Eurostar / NS London-Brussels-

Amsterdam 

Improved day 

trains 

HS1, Eurotunnel, 

SNCF Réseau, 

Infrabel, ProRail 

Key CM issue / success criteria: capacity for 5 train pairs per day with a run time 

around 3:45 

Brief status: the pilot was put on hold for an extended period due to uncertainties 

with the Amsterdam channel terminal. A working group of IM experts was 

established, that found timetabling constraints in the Channel Tunnel and the mixed 

traffic section north to Brussels that, under the current timetabling constraints are 

incompatible with each other.  

7 European Sleeper Amsterdam-

Brussels-Lille-

Barcelona 

New night train ProRail, Infrabel, 

SNCF Réseau, 

LFPP, ADIF 

Key CM issue / success criteria: have matching path offer from all IMs with realistic 

travel times (departure early evening, arrival late afternoon), available all year, 

stable against TCRs 

Brief status: a working group of IM experts and MoT representatives was set up by 

European Sleeper. The key issue is finding a suitable route and timetable in France 

where the high speed network (which can be a medium term option, currently there 

is no locomotive available with the class B train protection of French HSR) is 

generally closed at night and extensive TCRs are taking place on the conventional 

network with a high share of capacity committed via nationally pre-planned freight 

capacity products.. 

8 Trenitalia/DB Munich – 

Rome/Milan 

New day trains DB Netz, ÖBB, RFI 

Key CM issue / success criteria: finding fast enough paths for 6h München-Milano 

and 7:45 München-Rome (with stop in Verona PN) 
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Pilot nr. Applicant Corridor Type of service IMs involved 

Brief status: on the request of the applicant, RNE has set up a round table of IM 

timetabling experts who shared the expected available capacities and constraints on 

their network, which are currently being analysed by the applicant. Both services 

have been announced to start in December 2026. 

9 Iryo Lisbon – Madrid / A 

Coruna 

New day trains IP, ADIF 

Key CM issue / success criteria: availability of electrified infrastructure and access 

to the network in Portugal 

Brief status: Applicant awaits developments regarding electrification and gauge 

conversion.. 

10 FGC Barcelona – 

Toulouse/Montpellier

New day trains SNCF Réseau, 

LFPP, ADIF 

Key CM issue / success criteria: to have capacity for 4-4 train pairs for both 

relations with both with attractive departure times and turnaround times at 

endpoints that allows them to be operated by 2-2 trainsets per relation 

Brief status: After the state incumbent operator Renfe announced launching 

Barcelona-Toulouse trains, the applicant has put the pilot on hold, with the policy 

objective considered to be fulfilled and concentrated on different business plans. 

RNE next steps to overcome pilot barriers 

The European Union aims doubling the passenger volumes of long-distance rail by 2030 and 

tripling it by 2050 in order to contribute to the climate neutrality of the continent. The EC 

Passenger Pilots demonstrated that the most relevant entry barrier to the cross-border rail 

market perceived by a wide cross-section of participating rail operators is rail capacity 

management, ie. access to train paths that correspond market needs for fast, direct 

connections across borders. However, having appropriate rail capacities available for cross-

border services is complicated due to the many stakeholders involved as capacity allocation 

remains a national competence.  

The  European Commission proposal for a new regulation of rail capacity management in 

Europe intends overcome this by pre-planning of cross-border capacities (under the TTR 

Timetable Redesign principle) – however, pre-planning demands that there is accurate 

knowledge present at decision makers about future transport demand, especially the 

geographic distribution of the market growth foreseen be EU strategies. 

Transport Market Studies are an important tool to gain knowledge of the mobility market. 

Currently, Rail Freight Corridors (RFC) are required to conduct Transport Market Studies 

(TMSs) pursuant to the RFC Regulation, but only for freight traffic. The draft Capacity 

Regulation however proposes that a European Transport Market Study (ETMS) be carried out 

by the Network Coordinator at regular intervals, covering both passenger and freight with 

the aim of being a key input to the advance capacity planning process.  

Enabled by the CEF Technical Assistance of the European Commission, the first iteration of 

the ETMS will be carried out by RNE between 2025-2027, focusing on the cross-border/long-

distance rail market (including domestic markets relevant for these services), with an 

emphasis on the growth potential of rail, including modal shift from competing modes. A 

modelling methodology will be applied that can incorporate optimization for benefits of end 

users (travel time), operators (operating costs) and society (external costs). Modelling will 

analyse the behaviour of both the passengers and the operators and translate the origin-
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destination demand into flow charts of numbers of trains per day and per relation, without 

setting an explicit input timetable.  

During the implementation of ETMS, continuous consultation and engagement with relevant 

stakeholders will be undertaken via the RNE EuroLink Working Group and other for a 

(including the IRP platform), including associations of railway undertakings and other 

applicants, Member States and European bodies, to promote use of the study results. 

Parallel to this, the recently established RNE EuroLink Working Group will be used as a 

platform of IM timetabling experts to use the outputs of ETMS and establish a Capacity 

Concept (a non-binding reference scenario of organising cross-border traffic flows in the form 

of a network of “rough” potential train paths), initially for the reference timeframe 2035, as 

a framework to:  

- check the feasibility of whether pre-planned cross-border capacity volumes can be matched 

with the market potential of the rail sector.  

- suggest train paths for cross-border services that are attractive and adequate for the 

service envisaged (based on market modelling by ETMS and consulting operators).  

- contribute to the proper consideration of the capacity needs for cross-border passenger 

and freight services in planning processes at national level.  

Conclusions

In accordance with the key conclusions from the RNE analysis, the Platform members 

observed that, although regulatory support for new initiatives can be important, other 

aspects must be addressed as well in order to facilitate the growth of international rail 

passenger connections. These include matters such as rolling stock acquisition, capacity 

allocation, ticketing, the conclusions of the upcoming European Rail Market Study, etc.  

Only when barriers across the board are addressed with urgency, the desired uptake of 

market development can be expected to materialise. The IRP Platform therefore warmly 

invites the European Commission, RNE and other key stakeholders to discuss the results and 

findings of the pilot projects. 
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4.2.2 Governance and capacity allocation 

The Platform members are closely following the ongoing exchanges regarding the Regulation 

on capacity management (proposal COM(2023)443, being discussed in the Council and 

European Parliament) proposed by the Commission. In general, the member states, as 

important actors with regard to capacity management strategy, consider the draft Regulation 

as an important step toward optimal use of the network’s capacity. 

The Platform members entertained the vision that, with the gradual completion of the TEN-

T network, the infrastructure managers’ role may slowly evolve from an emphasis on 

infrastructure development to an emphasis on guaranteeing optimal capacity usage. It was 

considered that the proposal on capacity management fits within this vision. In light of this, 

the Platform members expressed their hopes for a speedy agreement on the Regulation on 

capacity management. Some of the platform members argue against the creation of a lot of 

new structures and argue that the possibility for delegated acts by the COM should be limited. 

4.2.3 Availability of rolling stock 

In previous years, the Platform discussed the obstacles for rolling stock projects to mature. 

Specifically, the members considered that open access projects are disproportionally 

challenged in this regard as compared to PSO organized projects. The overall large upfront 

investments required for launching new services often make it difficult for smaller new 

entrants to arrange for the necessary investment guarantees. An essential issue is that 

entrants that are not state-owned generally have less favorable credit ratings than the 

incumbents, that, on the other hand have to follow procurement laws. This – in combination 

with the high demand for new rolling stock – results in significantly less favorable financing 

conditions for rolling stock acquisition. Competition law does not remedy this situation. In 

addition, the lack of interoperability of rolling stock impedes the possibility of reusing the 

rolling stock elsewhere in case of a failed business case, further complicating the matter. 

Although the EU emphasises the legal framework that allows infrastructure access to RUs 

wanting to operate commercial services, the share of open access projects, compared to 

PSO organized projects, that successfully attained European Investment Bank (EIB) 

financing is small. The EIB previously emphasized its openness for discussions with new 

entrants. However, as rolling stock investments run into hundreds of millions, the bank’s 

rules typically require a strong balance sheet or other form of investment guarantee.  

According to the EIB, there is a visible trend on the market for Public Service Contracts, 

whereby the contracting authority is taking risk related to acquisition of rolling stock, either 

by purchasing it directly or by publicly owned rolling stock company (who will in turn make 

it available to competitively selected railway operator), or by offering a redeployment 

guarantee. The first one is particularly visible in e.g. France, the other one in Germany. The 

EIB is actively involved in financing such structures and if necessary, offers advice to 

contracting authorities in structuring such transactions. 

This trend is visible also in EIB lending for rolling stock, in the last 2 years, lending to 

structures / borrowers who were not incumbent rail operators was at 51% (2024) and 74% 

(2023) of the loan amount signed for EIB rolling stock financing (loans, bonds etc.). The EIB 

remains interested to consider financially and economically sound operations in the rail 
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sector and invites potential project promoters to discuss about potential lending as well as 

advisory services. 

Finally, the Platform discussed ideas and opinions with regard to commercial or publicly 

owned rolling stock leasing companies. The example of Norway was discussed, where state-

owned Norske tog procures, manages and leases out different types of rolling stock to 

operators. It was noted that the Norwegian rail market is relatively small, whereas solutions 

on a European scale can be expected to be more complicated. For international services, 

specifically, the crucial importance of rail interoperability standards was reaffirmed. 

4.2.4 High-speed network 

The further development of the European high-speed railway network carries considerable 

potential, especially for direct connections between major population centers. In recent 

exchanges at European level, an EU masterplan for high-speed rail has been envisaged. High 

speed rail has developed greatly over the past 30 years, and can be further developed by 

addressing missing links and bottlenecks. Moreover, development of service levels and 

competition between rail services is mixed and is relatively lagging behind infrastructure 

development. In particular for cross-border services the services levels can be increased.  

Accelerating cross-border service development face quite some challenges, including: 

 Capacity allocation priorities and strategies are coordinated in a limited way cross 

border; 

Figure 2. Schematic overview of Norkse tog’s business model 
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 Interoperability issues. E.g. different electrification and signalling / ERTMS systems 

make cross border high-speed rolling stock considerably more expensive. E.g. 

Amsterdam – Frankfurt - Vienna; 

 Infrastructure bottlenecks to increase services levels. E.g. (Schengen / security 

border) terminal development in Amsterdam Zuid is decisive for additional services 

to London; 

 Market regulation is done predominantly at national level on open access (conditions) 

and / or  public service contracts and market regulatory actions are  coordinated in a 

limited way on a cross border level. 

The IRP platform generally supports the launch of an EU masterplan for high-speed rail, in 

particular concerning cross-border services. The European Union has concentrated its efforts 

on high-speed in the past 30 years mostly on funding dedicated high speed infrastructure 

with France, Spain and Italy as mayor examples. The Paris-Brussels – Köln – Amsterdam – 

London (PBKAL) high speed network is almost an exemption in its cross border character. 

Growth and further technical integration of the cross-border rail infrastructure is only one 

part of increasing international connectivity. This work can only be redeemed when the tracks 

are utilised fully.  

For passengers quality and attractiveness of high-speed depends on: 

 Train speed; 

 Frequencies and connections of train services; 

 Price levels; 

 Passenger experience (ticketing, comfort, information etc.). 

Modal share for rail is on average considerably lower at cross-border level compared to 

domestic services (app 5 versus 9%, and in peak hours modal share of rail can reach up to 

50% for some origin destinations). The fact that modal share for domestic rail and domestic 

high speed rail is considerably higher than the modal share for cross border (high speed) rail 

and that  is a reason for European action. 

In addition to infrastructure development, service frequency (and the related transport 

capacity) should not be underestimated as a decisive factor for passengers. It has a direct 

relation with travel time. Also, the EU’s efforts should focus on service levels to passengers. 

Defining an ambition of service provision, hubs and the necessary infrastructure could be 

further enriched with a governance structure in which MS and IMs coordinate on matters 

such as capacity, bottlenecks and interoperability. 

Support for the deployment of high-speed trans-European networks should be based on a more 

comprehensive perspective of strengthening cross-border proximity links (mission links), but also 

improving links along trans-European corridors, where non-cross-border infrastructure can 

contribute to improving trans-European links (e.g.: finalisation of the Rhine/Rhône high-speed 

line, necessary for the Northern Sea/Germany/Mediterranean connections). Operators should also 

be encouraged to go beyond a often too national view of the traffic potential of the routes.

Feedback from Jean-Baptiste Cuzin, EU citizen 

Table 7. Enhancing the EU’s high-speed network: feedback from an EU citizen 
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4.2.5 Night trains 

As the night train market is being revived, it is currently made up of a mixture of commercial 

and PSO operations and operators. However, all are facing issues related to market access, 

capacity, availability of rolling stock, certification, and profitably, while the competition is not 

between RUs but mostly between air and rail. Nevertheless, the quality and number of 

services are growing: recently new night train rolling stock has been set in service by ÖBB-

Personenverkehr AG and new night train services have been launched by European Sleeper.  

Specifically, regarding capacity, night trains typically arrive during rush hours, and have 

specific characteristics (stopping at a limited number of stations, faster than regular trains), 

making path allocation challenging on the ever more crowded infrastructure. In addition, 

sleepers require smooth international train paths, unhindered by night track maintenance or 

customs border stops in the middle of the night. Framework agreements, securing capacity 

for a long period of time and dedicated night train paths should facilitate the smooth 

introduction of new services. 

In addition, operational costs for night trains are high. Countries such as Belgium put in 

place mechanisms to compensate the operational costs by reducing track access charges 

and electricity costs for trains on Belgian territory. Interoperability costs are also striking as 

multisystem locomotives are not always available, making changes of the locomotives at the 

border necessary.  

PSO contracts could be deployed in order to secure viable business cases, or funding or 

guarantees for acquiring rolling stock could work as flywheel to start up new services. Finally, 

as already noted above, the Platform emphasized that high-quality capacity management 

and cooperation between IMs (such as regarding train paths and track access charges for 

night trains) do not solely depend on new legislation. 

4.2.6 Regulatory framework and competitiveness of the rail sector 

As the Platform noted in previous years, disparities regarding competition between rail and 

other modes, are striking. Often, air can not only outcompete rail with regard to speed, but 

also on price. This places railways in an uphill battle, as framework conditions are not treated 

equally. The internalization of external costs is not ensured in an equal manner across 

competing transport modes. Also, aviation is exempt from VAT by all Member States, 

whereas rail is subject to VAT on cross-border tickets in a number of member states4. In 

addition to considering these conditions, the alignment with the objectives of the Green Deal 

means that a lower VAT, fuel tax, carbon emission trading and employment condition 

treatment should be considered for green transport modes.  

4 With the VAT rates reform that came about with the adoption of Council Directive (EU) 2022/542, Member States 
have been enabled to apply an exemption with right of deduction (also referred to as a zero rate) to the supply 
of certain of the goods and services listed in the updated Annex III of the VAT Directive. That includes transport 
of passengers, as featured in point (5) of the said Annex III while freight transport is not eligible for reduced or 
zero rate. The use of reduced rates remains optional and it is therefore up to each Member State within the legal 
framework set by the VAT Directive to decide on the goods or services to which reduced or zero rates are applied. 
In doing so, Member States must respect the principle of fiscal neutrality, which is inherent in the common 
system of VAT. According to this principle, which is not affected by the recent reform, similar goods and services, 
which are in competition with each other, cannot be treated differently for tax purposes. 
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Moreover, a level playing field is not only relevant for competition between rail and other 

modes, but also in an intramodal sense. All other transport modes have intramodal 

competition and thus benefit from innovation and customer choice, whereas new entrant 

operators in rail still only have between 6-8% market share within the mode. Impartial retail, 

data sharing and through ticketing, in conformity with the FRAND principles, must therefore 

be achieved with the greatest urgency. In addition, passenger rights, including for end-to-

end journeys, are still a subject for considerable improvement. 

4.2.7 Intermodal connectivity 

Improving intermodal connectivity is crucial to improve the perceived service level of 

international rail passenger services and to increase its modal share. The door-to-door 

connection is more important than the hub to hub connection. The passengers should get 

seamless connections from the hub by having: integrated ticketing, integrated information 

flows, integrated physical connections and integrated timetables. Only this integrations will 

improve the passenger experience significantly. The TEN-T integration with the urban nodes 

recognized the importance of intermodal connectivity. 

4.3 Conclusions 

In addition to ticketing and digitalization, the Platform reaffirmed its focus on a number of 

critical enablers, including:  

 Completing the TEN-T infrastructure network 

 Technical interoperability 

 Governance and capacity allocation 

 Intermodal connectivity 

 Availability of rolling stock 

 High-speed network 

 Night trains 

 Regulatory framework and competitiveness of the rail sector 

 Intermodal Connectivity 

As many of these topics are interdependent, the Platform members emphasized it is crucial 

that progress continues across the board. Moreover, considerable progress is possible within 

existing legal frameworks. The Platform therefore made the following recommendations: 

 There is a need for all Member States, infrastructure managers, safety authorities 

and sector parties to improve the international network of rail passenger services 

through the implementation of the existing legal framework. 

 Infrastructure managers, assisted by Member States, should allocate high-quality 

capacity to (new) international passenger services where possible. In the timetable 

construction process, international passenger trains, especially night trains, should 

be given appropriate priority in assigning train paths where possible. 

 Intermodal integration, first and foremost in the digital sphere, must be furthered by 

all parties. 
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 Financing for rolling stock should be made more accessible, especially for smaller 

market entrants. Specifically, this topic could be prioritized through the reinforcement 

of existing financing tools or the next multiannual financial framework (MFF).  

 There is a need to harmonize documents that are required by different countries for 

railway vehicles. Rolling stock cannot be operated all over Europe due to different 

national requirements for rolling stock leading to funding risks and cost increases. 

 Infrastructure managers, assisted by Member States, should do their utmost to 

facilitate night trains, helping to ensure viable train paths and infrastructure charging. 

 All parties should endeavor to advance intra-modal competition conditions, based on 

the FRAND principles. 

Intro 

The long-awaited Three-Country Train started services from June 2024. This train connects the 

cities of Liege, Maastricht, Heerlen and Aachen, offering the passengers a direct connection 

between three countries: Germany, the Netherlands and Belgium. An hourly service is provided in 

both directions. 

Previous situation 

Previously, passengers had to make a stop over in Maastricht between Aachen and Liège. The 

service between Maastricht and Liège was run by NMBS, whereas Arriva was running the service 

between Maastricht and Aachen. Both under different concessions. 

Table 8. Best Practice – Three country railway service Liege – Maastricht – Aachen 
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How is it organised 

The Three Country Train is part of the public transport concession(s) that Arriva operates under 

concession contract of the Province of Limburg (NL) and go.Rheinland (DE). For the section of the 

route between Maastricht and Liege, Arriva sought cooperation with NS and NMBS as the service 

between Maastricht and Liège is within the NMBS national concession, and was run in cooperation 

with NS. This complexity led to an agreement where Arriva organises the service, but on the 

Belgian side NMBS is running the service, using the Arriva rolling stock. Therefore, the Dutch 

Arriva train drivers hand over the train to Belgian train drivers as NMBS takes over the trains from 

the Dutch-Belgian border (NMBS withdrew its service Liège – Maastricht from the moment Arriva 

took over, and at that moment also the NS involvement ended).  

Issues to overcome 

It took 8 years of preparations: the railway track at some sections had to be electrified and at 

some sections extended. The safety system in the trains had to be extended with ECTS to comply 

with the Belgian rail safety system and the train was adapted to cover the three different 

electrification systems. The ticketing system is integrated: a single ticket (Euregioticket) serves 

the full service between the three countries. The national ticketing systems are not yet valid on 

this cross-border service. To make the service happen many stakeholders had to cooperate: the 

Belgian government and federal services, NMBS and Infrabel; Nahverkehr Rheinland and the 

Aachener Verkehrsverbund; and the Dutch ministry of Transport, the Province of Limburg, Arriva, 

NS, and ProRail. 

Financials 
The service is part of two bigger concessions: the PT concession for the Province of Limburg and 

the NMBS concession for Belgium. The PSO support for 1 service cannot be distracted from the 

total support Arriva receives for all bus and train services in then Province of Limburg. Before 

starting the service, Arriva also received a Dutch subsidy for installing ECTS on the trains. 
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5 Monitoring the development of international 

railway passenger transport 

5.1 Introduction 

Since the start of the Platform in 2020, progress was made in a number of relevant fields, 

laying the groundwork with regard to enhanced, concerted efforts by the Member States 

to contribute to improving international railway passenger transport. In light of this 

ongoing process, the Member States required a means to estimate the impact of the efforts 

of the IRP and other stakeholders. In order to allow for an understanding of the 

development of the market and network, last year’s integrated progress report included 

the results of the second, expanded, iteration. The present progress report brings the 

results of the third monitoring iteration. 

The monitoring is based on a detailed survey, which was spread among the MS and sector 

parties, allowing us to collect high-quality, up to date data. The results displayed in the 

following paragraphs therefore provide for an accurate overview.  

5.2 Methodology 

A survey was used for the data collection of the monitoring of international train services. 

All Member States were asked to fill in a survey where they indicated the different 

international trains operating in their country. The survey also asked more information on 

the service, such as the type of service, type of contracting, frequency, and the capacity of 

the train service. After the collection of the surveys, the data was cleaned by quality 

checking the entries and the removal of duplications (e.g. Amsterdam-London train was 

reported by 4 different Member States: Netherlands, Belgium, France and the UK). Train 

services were, for analytical purposes, only allocated to the origin country and the 

destination country. Trains going via a certain country are not reflected in the country 

overviews in this report. Origin and destination of a train services were based on alphabetic 

order (e.g. Berlin-Paris trains service has Berlin as origin because of working in alphabetic 

order). After the categorization of the data, several cross-tables between the different 

parameters were made. The results of the analysis are reflected in the next paragraph.  

5.3 Descriptive results

During the typical working day, the European Union, Switzerland, Norway and the United 

Kingdom are now served by some 479 international railway passenger services (train 

pairs), an increase of 43 services compared to last year. Regional cross-border connections 

total over 165, with an average frequency of 8 (unidirectional). On top of this, almost 170 

direct intercity services are operated, with an average 4 daily trips. High-speed services 

count a total of 83, on average offering 4 trains per day. Finally, 61 night train connections 

are available. Together, these services make up for a total of 2.392 train pairs per day: 

an increase of some 400 train pairs per day compared to the previous year. Among many 

origins and destinations throughout Europe, the number of direct connections between 

capital cities amounts to 45. These key facts are shown in the table below: 
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Table 9. Key monitoring figures 2025 (EU + Norway, UK, Switzerland) 

Type of train Regional Long-distance High-speed Night train 

Connec�ons Europe 168 157 86 67 

Average daily 7.48 2.67 3.65 0,95 

Aggregate 1256 419 3313 64 

Trains total 2052 

Capital-to-capital connec�ons 45 

The increase is explained twofold: Firstly more international passenger trains are added to 

the services. As shown in the paragraph 2.3 numerous operators introduced new 

international services from the mentioned countries. Secondly the refined monitoring system 

showed more services as well; this has to do with more accurate reporting from the MS but 

also on the counting methodology.  

There was approximately a 7% increase in the total number of trains from 2024 to 2025. 

For high-speed train services, we see an increase of 18%. The increase in high-speed trains 

is due to the introduction of 7 new high-speed routes in 2025. In addition, some routes were 

converted from long-distance to high-speed ones. For long-distance train services, there is 

a slight decrease of 3%, which means the service has remained at approximately the same 

level. For night train services, with an increase of 16%, we see 5 new night train services 

showing up. Aside from minor changes, no clear developments were indicated in the surveys. 

For regional trains, we observe an increase of 10%, with a small increase in numbers for 

Germany <-> Poland and France <-> Switzerland. 

The monitor provides an overview of international rail passenger services on a daily origin-

departure basis—that is, it counts how many cross-border passenger trains leave each 

country on an average calendar day. Its core dataset comes from an annual, harmonised 

survey completed by every Member State (plus the UK, Norway and Switzerland), in which 

each authority reports the number of outward and return (“retour”) cross-border trains that 

start in its territory. Only two data sources are used: (i) the Member-State survey returns, 

and (ii) the official public timetables valid for the 2024/25 timetable year. 

Methodology: 

All reported trains are given a unique service ID and matched with their schedule in the 

public timetable. A rule-based script then classifies each service as Regional, Long-distance 

(IC), High-speed, or Night train. In Excel data analysis the survey and timetable data were 

merged, duplicates removed, and pivot tables were made, so that every train is counted 

once — where the locations of origin and destination were sorted alphabetically. Our first 

step was data cleaning, preparing the collected survey data for analysis by deleting or 

modifying incorrect, incomplete, irrelevant, duplicated or incorrectly specified data. For 

example, there were three ways of naming Cologne in the data: Cologne, Köln Hbf and Köln. 

In our analysis, the three entries were treated as one location. Day-of-week patterns are 

converted into “average departures per calendar day” and multiplied by 365 for yearly 

aggregates. Seating capacity, where provided in the survey, is multiplied by the calculated 

frequency to give daily capacity figures. The resulting tables feed directly into the report. 

Country totals are calculated based on the origin of the train service. For example, the train 

service between Amsterdam and Paris, and vice versa, passing through Belgium, is counted 

as one train originating from the Netherlands. This approach prevents double-counting 

across the dataset, so each cross-border service is recorded once—and only once—even 

though the national figures will therefore be lower than those reported domestically. 
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The table below provides a breakdown of international train connections from various 

European countries, classified by train type: High Speed (HS), Long distance, Night trains, 

and Regional1. Germany leads with a total of 167 connections, divided equally between 

HS/InterCity trains and Regional trains. Germany also is home to the largest amount of 

destinations for night trains (19). Austria operates nearly as many international train 

services (138) as Germany. Half of Austrian’s international trains are long-distance. 

Poland is listed in the third position with 81 international trains, half of which are half 

regional trains. France and Switzerland are major hubs for high-speed trains: more than 

half of their international services are high speed. Smaller countries like Latvia and 

Lithuania have minimal connections, with Latvia only having one InterCity connection. 

Although countries like Belgium and Luxembourg have a medium amount of international 

train connections, the connections are on average among the most frequent in Europe. 

Also Denmark and Sweden have very frequent international trains, this can be explained 

by the frequent Oresund Tag between Copenhagen and Malmö.

Table 10. Number of services per country and average frequency for all trains per day 

HS IC NT RG Total Freq 

Austria 14 64 17 54 149 4,8 

Belgium 10 7 4 9 30 4,1 

Bulgaria 0 4 1 2 7 1 

Croa�a 0 4 7 13 24 1,4 

Czech Republic 1 21 12 27 61 4,2 

Denmark 0 3 0 6 9 12,7 

Estonia 0 0 0 0 0 0 

Finland 0 0 0 0 0 0 

France 29 6 2 24 61 5,1 

Germany 46 57 21 46 170 5 

Greece 0 0 0 1 1 0,3 

Hungary 2 23 11 23 59 2,9 

Republic of Ireland 0 1 0 0 1 15 

Italy 13 17 8 17 55 2.6 

Latvia 0 1 0 0 1 1 

Lithuania 0 2 0 0 2 4,2 

Luxembourg 3 7 0 4 14 13 

Netherlands 7 3 4 5 19 8,5 

Norway 0 2 1 4 7 6 

Poland 0 27 17 35 79 3,7 

Portugal 0 1 0 1 2 2 

Romania 0 15 3 6 23 1,5 

Slovakia 2 11 5 16 34 3 

Slovenia 0 7 1 15 23 1,7 

Spain 3 1 0 5 9 5,6 

Sweden 0 3 3 6 12 7,9

Switzerland 37 18 8 13 76 3,2

England 5 0 0 0 5 9 

1 Side note: countries have interpretated the classification between HS and IC differently 
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International trains have the capacity to transport some 646 thousand people per day. High-

speed trains in Europe have on average the highest capacity per train. However, regional 

trains transfer most passengers per day. The high frequency of regional services enables 

this type of services to transfer most passengers. Night-trains have on average the lowest 

capacity. Lower capacity on night trains is caused by the relatively large space per passenger 

(availability of beds). Based on these numbers, and assuming 300 operational days per year, 

international trains have the capacity to transport over 193 million passengers per year. 

Table 11. Capacity per type of services 

Row Labels Sum of Frequency 

(day) 

Average of Capacity per train (max. number of 

passengers) 

Total capacity per day 

High-speed 

train 

292 618 

180,456 

IC 407 303 

123,133 

Night train 62 282 

17,393 

Regional 1099 228 

250,456 

Grand Total 1860 274 

509,162 

More than two-third of the international rail services in Europe are still Public Service 

Obligation (69%). However, recent efforts for more competition have resulted in a 26% 

share for Open Access services. 

Table 12. Shares of PSO and open access 

Type of Contract Count % 

PSO 145 68% 

Hybrid 3 2% 

Open Access 55 27% 

Other 8 4% 

Total 211 100% 

Open access trains are running on open access can be either incumbents (state owned) 

or private operators. 

Table 13 outlines the planned or expanded international train connections in several 

countries (these numbers do not only include new connections but also expanded existing 

connections). The total number of connections currently foreseen for the next decade is 48, 

with intercities trains (31) being the most prominent and night trains (8) , regional (8) and 

high-speed trains (9) more or less equally developped. Italy is the main contributor with 6 

new international train services. Italy is closely followed by Denmark (4 planned trains and 

4 in more conceptual stage), these trains want to benefit from a new tunnel between 

Denmark and Germany. The other countries show limited increase.  
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Last year 67 new or expanded international services were foreseen. Most likely the reduction 

derives from the fact that in last years overview Croatia had plans for 16 new services, and 

in this years servey no new services were foreseen. 

Table 13. Future international rail services

MS / year of 

introduction 

new service 

HS IC Night train Regional Total 

2025 2 6 2 5 15 

Switzerland 1 1 

France 1 1 

Slovenia 4 4 8 

Latvia 1 1 

Czech Republic  1 1 2 

Portugal  1 1 

Netherlands  1 1 

2026 6 11 2 1 20 

Denmark  3 3 

France 1 1 

Hungary 4 4 

Netherlands  1 1 

Norway 2 1 3 

Czech Republic  1 1 

Belgium 1 1 

Italy 6 6 

2027 5 5 

Denmark  4 4 

Netherlands  1 1 

2029 4 2 1 7 

Denmark  4 2 1 7 

TBD 1 5 2 1 9 

Norway 1 1 

Slovakia 1 1 

United 

Kingdom 

1 1 

Luxembourg  2 1 3 

Romania  1 1 

Portugal  2 2 

5.4 Mapping of international rail passenger connections 

The train services have been visualized on several maps of Europe as displayed below. The 

first map shows an overview of Europe with the major cities, subsequent maps each zoom 

in on a particular part of the continent, and show all cities that occur in the data, either as 

an origin or a destination. For each train service, a line is drawn as the crow flies between 

the origin and destination, coloured according to the train type that occurs most often on 

that OD-pair. The width of the line varies with the total number of trains per day (across all 

train types). 
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Future of the IRP platform 

6.1 Facilitating consultations 

Over the past five years, the IRP platform has contributed to the expansion and 

improvement of international railway passenger services in various ways. The platform was 

successful in further raising awareness of the subject’s urgency. Also, the much needed 

discussions among the member states, between the member states and the European 

institutions, and between the member states and national and European sector parties, 

were facilitated.  

Through multiple exchanges and reporting cycles, an overall more thorough understanding 

of the topic and its intricacies was reached. A key finding, reflected in the present as well 

as in previous integrated progress reports, was that facilitating further growth of the 

international rail passenger market requires actively addressing multiple barriers in 

parallel. 

In spite of the positive market developments and important efforts by all relevant parties 

noted in this report, the IRP platform considers that the nature and persistence of the 

challenges remaining necessitate ongoing consultations. The members therefore 

recommend a continuation of the platform for another five years. The IRP’s goals, activities 

and working procedures may therefore be redefined through the drafting of renewed terms 

of reference. 

6.2 Monitoring 

In addition, the IRP platform succeeded in delivering comprehensive market monitoring, 

the third iteration of which is found in this report. Previously, these crucial monitoring data 

had not been compiled or made publicly available. It is vital that the monitoring exercise 

is continued on a regular basis as each new year increases the explanatory value of the 

dataset (eg. by assessing trends), possibly with further streamlining of data collection and 

improvements in output visualisation. 

In the following years, the monitoring could be further consolidated, possibly with 

streamlined data collection and interactive visualisations. A conceptual methodology for 

this is found in the annex 2 of this report.
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7 Conclusions and recommendations

In this progress report, the IRP laid emphasis on market monitoring and on the crucial 

discussion pertaining to customer experience and digitalisation. In addition, a number of 

other critical enablers is discussed, and the results of a renewed monitoring exercise are 

brought forward. 

The ongoing development and implementation of common data standards are vital steps 

that must continue without delay. The Platform recognised the sector’s efforts in 

developing common standards, but noted that key areas of disagreement within the sector 

continue to exist and noted that a number of the significant first phase objectives set out 

in CER’s Ticketing Roadmap for 2025 had still to be delivered. Specifically, it was observed 

that conformity with the FRAND principles still falls short, and that the identified shortfalls 

are not primarily technical. Regardless of the standard used, a state of affairs where the 

incumbent operators exclusively sell their own tickets and those of their cross-border 

counterparts, can be expected to continue to limit the uptake of open access services and 

frustrate the rail sectors' ambition to develop as the backbone of a sustainable European 

transport system. The platform recognised the issue as existential and therefore 

recommends that this concern is addressed progressively and with the public interest as 

the guiding principle. 

The Platform considered that ongoing work on the MDMS regulation may come a long way 

in addressing these requirements. However, it emphasized that the urgency of providing 

more and better international services dictates that regulatory discussions should not 

negatively impact the work on technical solutions. In a similar vein, while the continuous 

exchange within the rail sector focussing on international services is highly important, the 

multimodal aspects in context of the MDMS discussion should also be duly addressed. 

Modal shift towards international railway passenger transportation is crucial. Next to 

customer experience and digitalization, the Platform therefore considered an array of 

critical enablers, including:  

 Completing the TEN-T infrastructure network 

 Technical interoperability 

 Governance and capacity allocation 

 Intermodal connectivity 

 Availability of rolling stock 

 Night trains 

 Regulatory framework and competitiveness of the rail sector 

 Intermodal connectivity. 

The monitoring results presented in this report showed that during the typical working day, 

the European Union, Switzerland, Norway and the United Kingdom are now served by some 

460 international railway passenger services, an increase of 24 services compared to last 

year. Regional cross-border connections total over 165, with an average frequency of 8 

(unidirectional). On top of this, almost 170 direct intercity services are operated, with an 

average 4 daily trips. High-speed services count a total of 70, on average offering 4 trains 

per day. Finally, 57 night train connections are available. Together, these services make 

up for a total of 2.326 trains per day: an increase of some 400 trains per day compared to 
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the previous year. Among many origins and destinations throughout Europe, the number 

of direct connections between capital cities amounts to 46. 

International train services currently offer capacity for some 630 thousand people per day. 

Based on 300 operational days per year, the annual capacity of over 189 million passengers 

can be called significant. With average capacity of some 400 persons per train, especially 

high-speed services seem to offer large future potential.  

As many of these topics are interdependent, the Platform members emphasized it is crucial 

that progress continues across the board. Moreover, considerable progress is possible 

within existing legal frameworks. The Platform therefore made a number of 

recommendations: 

 There is a need for all Member States, infrastructure managers, safety authorities 

and sector parties to improve the international network of rail passenger services 

through the implementation of the existing legal framework. 

 Infrastructure managers, assisted by Member States, should allocate high-quality 

capacity to (new) international passenger services where possible. In the 

timetable construction process, international passenger trains, especially night 

trains, should be given appropriate priority in assigning train paths where 

possible. 

 Intermodal integration, first and foremost in the digital sphere, must be furthered 

by all parties. 

 Financing for rolling stock should be made more accessible, especially for smaller 

market entrants. Specifically, this topic could be prioritized through the 

reinforcement of existing financing tools or the next MFF.  

 There is a need to harmonize documents that are required by different countries for 

railway vehicles. Rolling stock cannot be operated all over Europe due to different 

national requirements for rolling stock leading to funding risks and cost increases. 

 Infrastructure managers, assisted by Member States, should do their utmost to 

facilitate night trains, helping to ensure viable train paths and infrastructure 

charging. 

 All parties should endeavor to advance intra-modal competition conditions, based 

on the FRAND principles. 
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Annex 1 – Sector Mirror Group 

SECTOR STATEMENT for the Progress Report of the IRP 

1. The Sector Mirror Group (SMG) appreciates the work what has been done by the 

International Rail Passenger Platform (IRP) to improve and increase international rail train 

transport. Ministries have played a pivotal role and should continue to do so in the coming 

years. As SMG, we believe that the IRP can continue to play an instrumental role in the 

coordination between the member states and the sector. The rail operators in the SMG 

would like to take a proactive approach and have submitted a proposal for the future of 

IRP and for the launch of a so-called ‘Sector Delivery Group’ in the last IRP meeting in 

Vienna.  

2. The Group has long recognised the need to provide rail’s potential customers with 

easy access to simple, reliable, and comprehensive information, the status quo not being 

an acceptable option.  It acknowledges the existence of different views as to the 

implementation and further development of ongoing sector-based initiatives such as Open 

Sales Distribution Model (OSDM).  As the Sector Mirror Group reported to Ministers in 2021, 

whatever the system eventually chosen at European level, it must ensure transparency 

and enable a level playing field between Railway Undertakings and third-party vendors for 

selling tickets on fair, reasonable and non-discriminatory commercial principles.  We look 

to a system that is capable of displaying all trains and all prices together with relevant 

information (such as the potential for reservations, connections and accommodation of the 

needs of PRMs and the demands of transmodal journey planning).  We look forward to the 

development of more rail-through tickets and promote the use and awareness of journey 

continuation agreements with all the rail sector actors, which assist passengers who have 

missed a connection due to delay or cancellation of the previous train, and to stronger 

cooperation with the air sector with the aim of integrating air-rail journeys and promoting 

rail as an attractive low-carbon alternative for many journeys. 

3. The sector is worried about the lack of investments in infrastructure. Long-term 

investment planning and coordinated infrastructure maintenance and development are 

needed to provide high quality international rail passenger services all over Europe. A 

stable and long-term financial framework is key for the railway industry in this regard. It 

is essential to speed up the implementation of cross-border infrastructure projects by 

making use of the existing financial tools and incentives. 

4. The sector sees the need for more investment in rolling stock which is able to run 

cross border services.  Public investment into consistent deployment of ERTMS and 

involvement into de-risking financing of long distance interoperable rolling stock, for 

example by offering guarantees to the whole sector in an impartial manner, is essential to 

realise international rail passenger services.   

The sector should strengthen its collective voice and coordinate efforts with other 

organizations that share an interest in advancing international train services, to ensure 

their views and priorities are effectively represented in relevant discussions and 

policymaking. We will continue the discussion within on how to do so over the summer, 

based on the proposal launched in Vienna. 

Christopher Irwin (EPF) & Alberto Mazzola (CER),  

Co-chairs of the Sector Stakeholders’ Mirror Group.
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Annex 2 – Monitoring Scheme 2026 

Monitoring Scheme 2026

International Rail Passenger Transport 

A future monitoring scheme for international railway passenger transport (IRP) should 

focus on the development and tracking service availability, capacity utilization, and 

customer experience while addressing barriers like interoperability and funding. Key 

components include annual data collection via surveys, automated tools, and public 

repositories; mapping and visualization through GIS; and regular progress reporting. 

Strategic priorities include expanding cross-border connections, improving night train 

services, enhancing ticketing systems, and measuring environmental impact. Collaboration 

among national, regional, and EU-level stakeholders is essential for driving a sustainable 

modal shift to rail.  

1. Key Objectives, Purpose and Scope of Monitoring 

• Redo the 2024 assessment, iterative track progress in expanding 

international railway connections. 

• Yearly comparison of existing international services. Begins with the 

comparison of the timetable 2024/2025 and the IRP report from June 

2024. 

• Changes (tbd. exactly which changes) in service level over past year.  

• Provide stakeholders with actionable insights for decision-making 

(for every case).  

• Ensure alignment with existing EU regulations (e.g., SERA, Land 

Transport Directive, and Railway Interoperability Directive). 

• Define key benchmarks and expected outcomes. 
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2. Core Components of the Monitoring Framework 

Data Collection and Sources 

• Surveys: Distribute predefined detailed annual surveys to Member 

States, infrastructure managers (IMs), MS/IM (RNE) for train service 

levels and punctuality. Railway undertaking (RU) for passenger 

numbers, quality aspects. RU participation to be ensured via CER / 

AllRail 

• Data Integration: Designing a system of Excel files, with individual 

files tailored for each Member State, complemented by a central 

master file that consolidates and integrates information from all the 

others seamlessly. 

• Make a list of preferred and established Public Data Repositories for 

further use. 

KPIs and Key Performance Metrics (KPM) 

• A clear unified and practical definition of cross-border services, 

segments like night trains, regional cross-border, long distance cross-

border and high-speed cross-border services, Availability of services, 

Ticketing quality, Service reliability (delays and cancellations) 

Infrastructure development impact on network expansion should be 

agreed upon unanimously. 

• Expected services next 5 years (as in 2024 done) 

• Ambition level of services by 2040, define indicator (e.g. number of 

capital-to-capital connections / major hubs). 

• Operational Metrics: On-time performance, punctuality, reliability, 

disruptions, and cancellations.   

• Agreement on Journey Continuation  

Mapping and Visualization 

• Service Maps: Visualisation of cross-border connections, service 

density, and bottlenecks (more maps with one clear message instead 

of one confusing map). 

• Dashboards: Create an interactive platform showing key indicators, 

enabling dynamic exploration by stakeholders (#qgis2web). 
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Reporting and Transparency 

• Frequency: Publish annual progress reports,  

• Audience: Target European policymakers, railway operators, 

passenger groups, and environmental agencies (#advertising). 

Strategic Areas of Focus 

• Regional and Long-Distance Connections: 

o Evaluate the growth of cross-border regional services.  

o Define and analyse long distance cross-border (e.g. 

200kmplus) 

o With the results, establish recommendations. 

• Night Trains 

Feedback and Improvement Cycle 

• Regularly evaluate (in 2026-2030) the effectiveness of the monitoring 

framework. 

• Incorporate insights from stakeholders and adapt methodology 

based on evolving challenges and opportunities. 
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Towards a new Connecting Europe Facility for Transport1 

With the revised Trans-European Transport Network (TEN-T) Regulation in effect since July 2024, 

the first objectives must be realised in 2030. The network forms the backbone of the European 

economy and is crucial to the competitiveness of the European single market as set out in Mario 

Draghi’s report.2 It is important to ensure a seamless, interoperable, resilient, future-proof and 

safe network that complies with the new TEN-T requirements to allow for reliable inter-European 

transport opportunities. In order to realise these goals, the Netherlands considers the continuation 

of the goals of the Connecting Europe Facility for Transport within the next Multi-Annual Financial 

Framework essential. Investments within CEF-T should focus on upgrading infrastructure to support 

military mobility, create future-proof and climate-resilient networks, and promote 

modernisation and digitalisation. Following these priorities, investments in at least the 

upcoming CEF-period should focus on new infrastructure in order to comply with the TEN-T 

requirements. Additionally, it should also allow for the maintenance of existing infrastructure and 

essential hubs to ensure the network corresponds to the economic principles as set out in the 

Draghi report end to become and remain militarily viable. Ultimately, this enhances connectivity 

and ensures well-functioning cross-border transport networks, that contribute to the 

competitiveness of the European economy.  

Promoting connectivity and cross-border connections 

A major objective of the TEN-T Regulation is to ensure connectivity through cross-border transport, 

multimodality and interoperability between the different transport modes. This is also essential for 

the economic prosperity of the EU. This means that CEF-T funding has to contribute to well-

functioning and seamless TEN-T corridors and cross border connections. The Netherlands suggests 

to rethink the existing cross-border approach for receiving CEF-T funding, and consider it from a 

connectivity perspective. The impact on the functioning of the entire network is essential, 

regardless of the geographical location. On the one hand this entails efforts to better connect cities 

and high-speed stations on both sides of borders between member states. On the other hand, this 

also entails attention for inland projects. For example, sea, inland waterway and airports are 

geographically located within a territory’s borders, but have a crucial role in the functioning of the 

corridor and for the entire economy of the Union. Furthermore, national railway projects, such as 

improving railway capacity or the smoother incorporation of 740 metres and international trains on 

the national tracks have comparable cross-border functions. Enabling these types of projects leads 

to a further integrated TEN-T corridor network, in which the military corridors should also be 

incorporated.  

Military mobility 

As a consequence of geopolitical developments, including the Russian aggression against Ukraine 

on the European continent, preparedness has become a priority in EU policymaking. As 

infrastructure plays a key role in ensuring energy supplies and safeguard the European economy, 

the well-functioning of the TEN-T network should remain guaranteed. Infrastructure plays a crucial 

role in this new reality, as it should facilitate the smooth movement of military personnel and 

 
1 This non-paper focusses on the general direction of a new CEF-T and limits itself to thematic aspects which should find a way into the new CEF 

regulation. This non-paper does not comment on the functioning or practical organisation of a new CEF. The Netherlands will further elaborate on the 
latter and present its position on this in due time.  
2 The future of European competitiveness, Mario Draghi, September 2024.  
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equipment. In this context, the current state of numerous bridges, tunnels, roads, tracks and 

waterways on European military corridors is a concern. They are reaching their technical end of life 

and require strengthening, adjustments and/or other maintenance to meet the EU military 

requirements. To make this more concrete, for instance railway bridges along the military corridors 

need strengthening in order to be able to carry the weight of heavy military equipment. Also, 

specific conditions for the military corridors have to be realised, such as the proper distance 

between signs and tracks. As these projects are expensive, complex, yet crucial and urgent, the 

Netherlands would welcome CEF-T funding to be made available for investments in upgrading or 

maintaining such infrastructure, particularly on the military corridors.  

Future-proof climate-resilient networks 

Increasing severe weather conditions pose serious challenges to our networks. Both on the 

adaptation and mitigation side serious progress needs to be made. With regards to adaptation and 

resilience measures, innovative solutions contributing to smart and sustainable planning and 

maintenance of new and existing infrastructure are essential. According to the Netherlands finds 

that continued attention should be paid to potential risks like heatwaves, drought, storms, floods, 

and wildfires, when applying for CEF-T funding. The European Commission’s study on climate 

adaptive needs to realise the TEN-T network can serve as a guidance document.3  

In terms of mitigation, the Netherlands remains committed to decarbonising the transport sector. 

The Alternative Fuels Infrastructure Regulation (AFIR) forms a crucial legislative framework and 

creates conditions for the roll-out of charging infrastructure across the Union. To stimulate the 

implementation of AFIR, the Alternative Fuels Infrastructure Facility (AFIF) provides financial 

support, enabling the development of sufficient charging infrastructure on the TEN-T network. The 

AFIR roll-out has an immense impact on the electricity grid, meaning that an integral approach 

must be taken to tackle net congestion. Synergetic projects, that reduce transport emissions while 

relieving grid congestion, including temporary solutions like battery packs, should be stimulated. 

Therefore, the Netherlands proposes to continue the funding of alternative fuels infrastructure, 

including related investments, and sees additional value in synergetic funding possibilities.  

Modernisation and digitalisation  

With transport volumes rising across all modes, optimising the efficiency of the existing TEN-T 

network is essential. This includes both further implementation of systems such as European Rail 

Traffic Management System (ERTMS), Intelligent Transport Systems (ITS), and Single European 

Sky Air Traffic Management (SESAR), as well as efficiency-enhancing measures such as the 

promotion of 740 metres trains or further development of inland waterway connections. The 

Netherlands advocates for retaining the possibility to receive CEF-T funding for integrating ERTMS 

systems in trains, as well as other digital infrastructure, such as ITS and River Information Services 

(RIS), to maximise efficiency and capacity of existing infrastructure.  

Through the inclusion of urban nodes, TEN-T now recognises its urban dimension. It is vital to give 

continued support to integrate those systems and nodes into the network. When doing so, the 

 
3 Support study on the climate adaptation and cross-border investment needs to realise the TEN-T network, European Commission, July 2024.  
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Netherlands sees added value in combining the strengths of the various modes of transport. This 

includes active modes of transport, like biking and walking, as part of larger projects.   

Final remarks 

With varying states of compliance with the TEN-T networks across the Union, connectivity can 

serve as a means to benefit all EU Member States within the context of the TEN-T Regulation. CEF-

T funding for investments in improving and maintaining military mobility, including upgrading the 

network, ensuring future-proof climate-resilient networks, and integrating modern and digital 

systems, are crucial to meet the objectives of the TEN-T Regulation and for the network to comply 

with the Draghi principles. 

With this paper, the Netherlands does not pre-empt the yet to be determined position on the next Multiannual Financial 
Framework (MFF). It does not address the governance surrounding the deployment of future funds in Europe and the 

Netherlands. The overarching Dutch MFF position is leading in the event of conflicting formulations. 
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Annex 

 

European high speed masterplan 

Disclaimer: this note does not bind in any way the formal NL position on the future 

EU decision making on the file. The note cannot be made public. 

 
1. Introduction 

The European Masterplan on high speed is welcome, in particular concerning cross 

border high speed. The European Union has concentrated its efforts on high speed 

in the past 30 years mostly on funding dedicated high speed infrastructure with 

France, Spain and Italy as mayor examples. The Paris-Brussels – Koln – 

Amsterdam – Londen (PBKAL) high speed network is almost an exception in its 

cross border character. 

Growth and further technical integration of the cross-border rail infrastructure is 

only one part of increasing international connectivity. International connectivity is 

a key driver for economic development. This work can only be redeemed when the 

tracks are utilised fully. For passengers quality and attractiveness of high speed 

depends on: 
- Train speed; 

- Frequencies and connections of train services; 

- Price levels; 

- Passenger experience (ticketing, comfort, information etc) 

Modal share for rail is on average considerably lower at cross border level 

compared to domestic services (approximately 5 versus 9%), and in peak hours 

modal share of rail can reach up to 50% for some origin destinations). The fact 

that modal share for domestic rail and domestic high speed rail is considerably 

higher than the modal share for cross border (high speed) rail is a reason for 

European action. 

In particular services frequency (and the related transport capacity!) is in many 

reports underestimated as a decisive factor for passengers. It has a direct relation 

with travel time as well as the perceived reliability of the service. 

The EU efforts on a network of cross border high speed rail should not only focus 

on infrastructure development but, equally important, also on service levels to 

passengers. Moving from a Infrastructure approach to a service supply approach. 

What is the high speed network of services that the EU wants to achieve by 2040? 

High speed rail transport development can bring several benefits: 
- Economic development of mayor cities and connected regions; 

- Making transport more sustainable; 

- Serving business travel, tourism, connecting to family and friends, and 

also commuters / students travel; 

In annex a few answers to the questions raised. 

 
2. Building blocks EU masterplan 

Important initiatives at European and sector level are relevant to build upon future 

strategy on high speed: 
- The 2016 4th railway package with rules on market access (open access 

and PSO), railway safety and interoperability; 
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- The 2020 ministerial declaration on international railway passenger 

transport, asking for a committed European agenda on cross border rail 

passenger transport and establishing a platform of Member States (IRP) 

working together with sector and EU institutions ; 

- The 2021 EU sustainable transport strategy with objectives on doubling 

high speed rail by 2030 and tripling by 2050;  

- The December 2021 European action plan on cross border passenger 

services,; 

- The 2022 EC initiative on 10 pilot projects to improve international rail 

passenger transport. First findings show i.a. that lack of or limited 

coordination of rail capacity is a key item in delivering more cross border 

passenger trains; 

- The 2023 Commission proposal for a regulation on capacity allocation, 

with provisions on international coordination of capacity by Member 

States” strategic guidance and by Infrastructure managers strategic 

planning; 

- The 2024 4th progress report (IRP) of international rail passenger services 

platform submitted to EU transport ministers. Showing the existing level of 

cross border passenger services. With an expected update for 5 June 

2025; 

- The ongoing sector initiative on Eurolink, showing a model(s) for cross 

border rail passenger services levels at European level; 

- The 2024 regulation on TEN T showing an extended core network of rail 

passenger services for 160kmph for 2040; 

- The 2025 ongoing RNE transport market study at European level; 

Therefore the European Commission masterplan high speed should take fully 

account of these governmental and sector initiatives. 

 
3. Possible EU avenues to accelerate development of European high 

speed 

At European level the high speed rail infrastructure has developed greatly in the 

past 30 years, and can be further developed by addressing missing links or 

bottlenecks. Development of service levels and competition between rail services 

is mixed and is relatively lagging behind this infrastructure development. In 

particular for cross border services the services levels can be increased. 

There are many reasons why it is more difficult to accelerate cross border service 

development: 
- Capacity allocation priorities and strategies are coordinated in a limited 

way cross border; 

- Interoperability issues. E.g. different electrification and signalling / ERTMS 

systems make cross border high speed rolling stock considerably more 

expensive. E.g. Amsterdam – Frankfurt - Vienna; 

- Infrastructure bottlenecks to increase services levels. E.g. (Schengen / 

security border) terminal development in Amsterdam Zuid is decisive for 

additional services to London; 

- The European and national regulatory framework conditions regarding i.a. 

open access conditions and public service contracts.  
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What the European Union (Member States) can do to improve high speed rail 

services: 
- Consider to transform the EU Green Deal/ European Sustainable Mobility 

Strategy of doubling high speed by 2030 and tripling by 2050 into an 

target / ambition service level for 2040 / 2050 per corridor or origin - 

destination (“defining an Europatakt”?) Both journey time and frequencies 

should be taken into account. What do we want to achieve? The RNE 

transport market study and the Eurolink research are key elements to 

develop such targets / ambition. Member states and Infrastructure 

Managers involvement is a pre-condition. At national level many Member 

States have such strategies already (NL Programma Hoogfrequent 

Spoorvervoer, DE Deutschlandtakt, horizontal timetables); 

- Part of the target / ambition 2040 level may also comprise a vision on 

main railway hubs (stations) to be served with sufficient rail capacity. 

Those hubs are critical for national and international intermodal 

connections and are a driver for economic growth at regional level.  At UN 

ECE SC.2 level a framework is defining on international rail passenger 

hubs as part of the UN ECE AGC agreement; 

- Annual monitoring of market development (follow up IRP monitor 2024 

and 2025) with concise analysis of bottlenecks. This annual monitor, that 

can be further established in cooperation with EC, should describe the 

progress on meeting the ambition targets of 2040; 

- Define a governance structure of MS and IM cooperation to develop an 

implementation plan showing all the measures needed to achieve the 

target /ambition level of train services (i.a. capacity coordination, 

interoperability, bottlenecks, border control, market regulation and 

possibly passenger experience issues). The 2024/1679 art 67 (4) under 

article 3.2 TEN T corridor regulation is relevant with its provision on 

including international rail passenger transport and relevant is the rail 

capacity regulation that is currently in the triologue decision making 

phase. The rail freight corridors model is also relevant here with ministries 

and infrastructure managers coordinating capacity management, within its 

own role. A consultation / cooperation model with railway undertakings is 

critical to achieve the objectives. A governance structure shall take 

account of the TEN T European transport corridors that are focussed on 

infrastructure development; 

- EC supporting measures on a new phase in pilot projects for cross border 

rail services. The pilot projects should be supported at EU level with 

sufficient resources (financial / human). One of the issues to be resolved 

shall be coordination of capacities in practice. 

- Horizontal measures for follow-up include: railway and intermodal 

ticketing, rolling stock interoperability and financing, passenger rights; 
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Appendix 

Questions for discussion 

Following the exchange at the last SERAF Plenary meeting in November and 

building on the input received on that occasion, participants are invited to discuss 

the following questions: 

1) What are the main barriers to the timely implementation of the passenger rail 

network agreed in the TEN-T regulation? Which actions should be taken to 

coordinate the planning, financing, and implementation of interoperable cross-

border infrastructure? This question could cover, but is not limited to elements 

such as: 

• Implementation delays of national and cross-border HSR infrastructure projects 

and slow establishment of new services 

• Lack of national investment in cross-border rail and high HSR construction costs 

• Climate resilience and environmental impacts of new high speed rail 

infrastructure 

 

RESPONSE: 

Implementation of TEN T regulation is important, for international rail passenger 

(high speed), also important is capacity allocation and frequency of services. 

We are preparing the implementation of the TEN T regulation 2024. Upgrading of 

line speed to 160kmph results in major costs for the extended TEN T core network 

in the Netherlands.  

Possible bottlenecks need to be analysed at corridor level from origin to 

destination. E.g. to increase service levels from Amsterdam to London extension 

of terminal capacity in Amsterdam may be needed combined with extension of rail 

capacity between Antwerpen and Brussels (analysis ongoing). Both physical 

infrastructure and capacity allocation are very relevant. 

In collaboration with our infrastructure partners (ProRail and Rijkswaterstaat) we 

have defined a strategy and budget allocated to reach ‘Climate neutral and circular 

infrastructure’ (build new and maintenance), timing and ambitions aligned with 

the EU Green Deal. As the rail infrastructure market is a European market 

international collaboration on innovation, research and procurement is needed.  

 

2) What are the main barriers hindering the development of cross-border 

passenger services? Which actions should be taken to facilitate a profitable 

business model for all operators, ensuring full competitiveness on the high-speed 

railway network, and enabling a service model centred around the needs of 

citizens? This question could cover, but is not limited to elements such as: 

• Financing of rolling stock 

• Capacity Allocation 

• Track Access Charges 

• Access to service facilities and access to services 

• Booking and selling rail tickets 

• Strengthening multimodality through better rail connections to airports 

• Affordability of rail services 

 

 

 

RESPONSE: 
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Capacity allocation is key, certainly in dense rail networks like in the Netherlands. 

Therefore a common ambition for service level 2040 at European level is critical. 

With such common ambition MS can be supported to coordinate their regulatory 

frameworks (strategic guidances ). Capacity allocation is also strongly related to 

the financing of rolling stock, as financing partners cannot invest without a 

business case. To increase train travel by 2 or 3 times it is expected that the 

availability of rolling stock will become an issue. An assessment of the EU rail 

rolling stock manufacturing industry capacity can be valuable to better understand 

what measures can be taken to boost this market. This is also related to the 3rd 

question. 

 

3) Which actions should be taken to ensure that the development of the European 

high-speed network contributes to strengthening the competitiveness of the 

European rail supply industry? This question could cover, but is not limited to 

elements such as: 

• Enhancing interoperability of railway infrastructure and rolling stock across the 

EU 

• Promoting a competitive European rail supply industry by reducing divergences 

in requirements and achieving economies of scale 

• Advancing research and coordination to modernize infrastructure and sustain 

competitiveness 

• Co-developing core high speed rolling stock technologies for the next generation 

of high-speed trains 

 

Response: 

All items mentioned are important. Also here action must be started bottom-up. 

What is most cost beneficial and needed on the corridor Amsterdam – Frankfurt – 

Vienna – Budapest, what are then the steps to be agreed. 

 

 



European Commission Impact Assessment on the development of Multimodal 

Digital Mobility Services (MDMS) and a Single Digital Booking and Ticketing 

Regulation (SDBTR) 

 

Non paper by the Netherlands as informal contribution to the EC’s ongoing 

Impact Assessment  

Introduction 

The European Commission (EC) is working on an impact assessment with a view to 

develop new proposals on the development of multimodal digital mobility services 

(MDMS) and a single digital booking and ticketing regulation (SDBTR) in the autumn of 

2025. Such initiatives would help improving multimodal transport and facilitate open 

booking for trans-European journeys. In our increasingly connected world, seamless 

and multimodal door-to-door travel is crucial not only to improve the mobility of 

citizens, but also to contribute to wider policy goals such as sustainability, accessibility, 

inclusivity and efficiency.  

 

Recommendations for future SDBTR legislation 

With a view to the EC’s aim to facilitate open booking for trans-European journeys and  

an upcoming SDBTR proposal, we suggest to focus in particular on cross border long 

distance passenger rail services, taking into account the principles of subsidiarity and 

proportionality. This will help boosting the attractiveness of international rail traffic to 

compete with short-haul flights and will also help to improve international connectivity. 

Furthermore, it is important that passenger rights are guaranteed for the whole trip. In 

this respect it is recommended to relate an upcoming proposal on SDBTR to the current 

obligations regarding rail passengers’ rights1, especially in the field of through ticketing 

and enforcement. 

For the development of a trans-European rail ticketing system it is important to 

establish uniform conditions and technical standards at European level embraced by all 

railway operators and third party ticket vendors. A first step is to establish at European 

level technical standards for data exchange, as currently discussed in the Railway 

Interoperability and Safety (RISC) committee concerning the EC’s proposal on Technical 

Specifications for Interoperability (TSI) Telematics. 

The Ministerial Platform on International Rail Passenger Transport (IRP), set up in 2020 

following the June 2020 Ministerial Declaration on international railway passenger 

transport and co-chaired by the Netherlands and Austria, has paid a lot of attention in 

its various progress reports to customer experience and digitalization, including the 

development of a trans-European rail ticketing system. For recommendations, 

conclusions and lessons learnt on this topic we refer to the fourth IRP progress report of 

12 June 20242 and the fifth IRP progress report of 26 May 20253. In its fifth progress 

report the Platform concludes that “the ongoing development and implementation of 

common data standards are vital steps that must continue without delay. For reasons of 

efficiency, standards should be further developed in a complimentary rather than in a 

competing fashion”. 

 
1 (EU) 2021/782 
2 IRP Fourth Progress Report - PR EU, Brussels | The Netherlands and PR EU, Brussels, Chapter 3 
3 Fifth Integrated Progress Report | Report | Government.nl 



Besides the importance of standards, it is important to set conditions to create a level 

playing field. In this regard, setting FRAND (fair, reasonable and non-discriminatory) 

conditions is very relevant. This means that transport operators should be willing to 

sell their services through third parties. At the same time, interested parties should 

share certain data with transport operators, as to optimize services. An example of 

setting FRAND conditions in the Netherlands are the so-called ‘MaaS worthy 

concessions’4: an agreement between public transport operators and authorities on 

requirements for fair (re)selling of tickets by third parties. It should be ensured that 

reselling of tickets of transport operators by third parties can take place under 

transparent, non-discriminatory and competitive conditions in order to guarantee a 

level playing field. These concessions also include rules on the exchange of mobility 

data and liability related to complaints and restitution. Given the rapid dynamic 

developments in the field of MaaS, these conditions are flexible in the sense that they 

can be updated periodically. In the end the conditions for the reselling of tickets in 

‘MaaS worthy concessions’, such as the main rail network concession, are transparent, 

non-discriminatory and competitive. These conditions are stipulated in article 44 of the 

main rail network concession5. Moreover, the concessions describe requirements for 

public transport operators to share mobility data with public authorities for policy 

purposes. Additionally, a mechanism for dispute resolution can greatly benefit the 

development of MaaS. 

 

Recommendations for future development of MDMS 

To support the development of a robust and future-proof MDMS and SDBTR framework, 

fostering an open, fair, and integrated mobility market in Europe and further development 

in public-private cooperation is essential. The Dutch Mobility-as-a-Service (MaaS) 

program has demonstrated the added value of structured cooperation between public 

authorities and private mobility providers. The importance of improved data access, 

interoperability, and user-oriented multimodal services has been recognized. It enabled 

the integration of shared mobility and public transport through clear agreements on data 

exchange, quality, and access conditions. Thus far, the collaboration has been non-

committal, however forthcoming European legislation concerning MDMS could prove 

instrumental in formalizing and sustaining this partnership on a more structural basis.  

Frameworks like the open-source City Data Specification for Mobility (CDS-M) show how 

municipalities and service providers can jointly develop policy-relevant mobility insights 

while respecting commercial freedom. As indicated by the outcomes of the impact scan 

(2023), to enable cooperation between mobility providers and MDMS conditions should be 

attached to cooperation on quality and connection costs. In addition, certain freedom 

remains necessary on what commercial arrangements parties can make in the process. 

In parallel, standardization remains a prerequisite for interoperability and scalability of 

MDMS across borders. The Netherlands supports the use of open standards or non-

proprietary recognized standards, such as the TOMP-API, which facilitates booking, 

payment, and planning between MDMS and transport operators. Rather than imposing a 

single standard, the EU should promote convergence and compatibility between existing 

ones—and explore setting minimum interoperability requirements, obliging parties to 

support at least one recognized standard (e.g. TOMP-API or OSDM). In addition, 

standardizing contractual frameworks—such as the Open Wheels partner agreement—can 

accelerate cooperation and reduce transaction costs. Furthermore, investing in 

 
4 Kamerbrief eindrapportage NOVB | Kamerstuk | Rijksoverheid.nl 
5 Concessie voor het Hoofdrailnet 2025-2033 | Rapport | Rijksoverheid.nl 



strengthening the alignment with existing National Access Points (NAPs) and European 

data spaces is as well crucial. Together, such technical and legal alignment will foster a 

level playing field and support the broader EU goals of seamless, sustainable and inclusive 

mobility. 

 

Final comments 

This paper is a follow up of a non-paper on MDMS of 26 June 20236, as response to a 

previous European consultation on this topic. This paper is drafted pending future EC’s 

proposals on MDMS and SDBTR and it therefore does not present the formal Dutch 

position. It can therefore not prejudge any future decision making on future legislative 

developments. 

 

 

 

 
6 Reactie op wetgevend voorstel Multimodale Digitale Mobiliteitsdiensten (MDMS) | Rapport | 
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Kamerbrief verslag EU-Transportraad d.d. 5 juni 2025 

Aanleiding 

Bijgaand treft u ter akkoord het verslag van de EU-Transportraad d.d. 5 juni 2025 

te Luxemburg aan. Het verslag is bij de aanbiedingsbrief aan de Tweede Kamer 

opgenomen. Verder informeert u de Eerste Kamer over de aanbieding van het 

verslag aan de Tweede Kamer. 

Geadviseerd besluit 

• Minister en staatssecretaris worden geadviseerd om akkoord te gaan met de

inhoud van het verslag;

• Minister wordt geadviseerd om de Kamerbrieven aan de Eerste en Tweede

Kamer te ondertekenen;

• Conform informatieafspraken met de Tweede Kamer worden minister en

staatssecretaris tevens geadviseerd om naar de Kamer te sturen: de vijfde

voortgangsrapportage International Railpassenger Platform (IRP); het non-

paper Towards a new Connecting Europe Facility – Transport; de Nederlandse

bijdrage aan de publieke consultatie van de high speed rail initiative; en de

Nederlandse bijdrage aan de impact assessments van de wetsvoorstellen over

Multimodal Digital Mobility Services (MDMS) en een Single Digital Booking and

Ticketing Regulation (SDBTR).

Beslistermijn 

De Tweede Kamer dient het verslag uiterlijk twee weken na afloop van de Raad te 

ontvangen. Vanwege de wissel van bewindspersonen is dat niet haalbaar 

gebleken. U wordt daarom geadviseerd de Kamerbrieven zo spoedig mogelijk 

naar beide Kamers te sturen. 

Kernpunten 

In het verslag wordt ingegaan op het politiek akkoord dat is bereikt op de 

Herziening richtlijn passagiersrechten luchtvaart. Daarnaast wordt er 

teruggekoppeld over de gedachtewisseling die plaatsvond omtrent het 

Roadworthiness pakket en het voortgangsverslag dat werd gepresenteerd over de 

Herziening van de richtlijn gewichten en afmetingen.  

Tot slot wordt de Kamer geïnformeerd over de volgende diversenpunten: 

• Stand van zaken lopende wetgevende voorstellen;

• Voorbereiding zomerseizoen 2025 Europese luchtvaart;

• Transportinfrastructuur financiering post 2027;

TWitlox
Doorhalen
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• Wereldwijde satelliet navigatiesystemen (GNSS);

• Vijfde voortgangsrapportage International Railpassenger Platform, welke ook

in bijlage naar de Kamer wordt verstuurd;

In de bijlage verstuurt u ook het non-paper Towards a new Connecting Europe 
Facility – Transport. Hierop hebben uw voorgangers akkoord gegeven op 19 

februari 2025 (zie IENW/BSK/604108). Conform de informatieafspraken met de 
Tweede Kamer worden non-papers ook met de Tweede Kamer gedeeld.  

Als bijlage bij het verslag wordt ook de Nederlandse bijdrage aan de consultatie 
van de Europese Commissie over high speed rail meegezonden. Deze bijdrage is 
vooraf aan uw voorganger de staatssecretaris van IenW voorgelegd en akkoord 
bevonden (RONDZENDMAP-2025/5139). 

Als bijlage bij het verslag wordt ook de Nederlandse bijdrage aan de lopende 

impact assessment van de Europese Commissie ter voorbereiding van 
toekomstige Europese wetsvoorstellen over Multimodal Digital Mobility Services 
(MDMS) en een Single Digital Booking and Ticketing Regulation (SDBTR) 
meegezonden. Deze bijdrage heeft de vorm van een technisch non-paper. Deze is 
vooraf voorgelegd aan de DG, in het kader van de werkafspraken met MKGG van 
5 juni jl., en akkoord bevonden (RONDZENDMAP - 2025/6190). 

In de brief doet u ook een melding over de visie Internationaal spoor voor 
personenvervoer. Uw ambtsvoorganger heeft aan de Tweede Kamer toegezegd 
nog voor de zomer met een visie te komen. Deze timing is door langere 
doorlooptijd van de onderliggende studies niet haalbaar gebleken. Daarnaast 
komt de visie in een ander daglicht te staan nu het kabinet is gevallen. In de brief 
licht u toe dat de inhoudelijke visie aan een volgend kabinet worden gelaten. Maar 

dat de Kamer na de zomer geïnformeerd wordt over de studies, die zijn 
uitgevoerd in voorbereiding op de visie, en een analyse van de mogelijkheden van 
het rijk om de potentie van internationale reizigerstreinen te benutten. Deze 
studies en analyse kunnen de basis vormen voor keuzes van een volgend kabinet. 

Op 8 september staat het debat over de initiatiefnota “Alle seinen op groen” van 
VOLT gepland. Met het oog op deze behandeling achten wij het verstandig de 

Kamer tijdig te informeren over de timing en aard van de visie Internationaal 
spoor. Mede omdat zij dit kunnen betrekken bij de planning van het debat. Aan de 
Kamer is wel eerder een kabinetsreactie op deze initiatiefnota verzonden.  

Krachtenveld 

Niet van toepassing. 

Informatie die niet openbaargemaakt kan worden 

Contactgegevens van de beleidsmedewerker in de begeleidende brief van het 

vierde voortgangsrapportage en de consultatie. 
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